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A second risk is funding for the project. The Scottish Stations Fund is a contributory scheme, with Nestrans / 
Aberdeenshire Council being expected to support the capital costs of the station, alongside the rail industry, in a manner 
proportionate to the wider benefits of the scheme. Close working between all stakeholders is required.   

A third risk is related to ensuring that the rail platform works, car park works, and access road works are progressed in a 
co-ordinated manner. One option would be for the rail industry to progress with procurement, construction and 
subsequent operation of the rail platforms, with the local authority taking on similar responsibilities for the car park and 
access roads. However, this risks a separation of construction works with consequential high liability risk for the Council, 
and programme risk for the rail industry. The second option, of the rail industry progressing the detailed design and 
construction of the entire project, would appear to be more effective at controlling risk and programme, and ongoing 
discussion with the rail industry is being undertaken towards this goal and understanding any consequential implications 
for planning consent and implementation cost estimates.  

As the project proceeds, ongoing engagement and sharing of information with partners and wider stakeholders through 
regular and concise briefings will be undertaken to generate buy-in to the project and manage public expectations from 
an early stage. Lessons learned from evaluation of the re-opening of Laurencekirk Station, for which the Council was a 
key partner, will also be considered to aid the successful future implementation of Kintore Station.  

 

Next Steps 

In partnership with rail industry stakeholders, the Council and Nestrans have undertaken a great deal of work to push 
forward plans for Kintore Station and interchange including completion of a Car Park Options Design study and 
development of this business case.   

In order to move the project forward, the Council plans to submit the Business Case to the Scottish Stations Fund during 
summer 2016 to secure the funding necessary to implement the scheme. This will allow the Council to proceed with land 
acquisition, culminating in submission of a planning application by the end of 2016. Throughout this period and into 
2017, discussions will be continued with rail partners to confirm procurement and operational agreements with a view to 
scheme construction in the summer/autumn 2018 and a target station opening of December 2018. 
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Figure 3.5: Summary of Problems, Issues, Constraints and Opportunities  
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6.5 STAG Criteria 

Option Environment Safety Economy Integration Access & SI 

Do-Minimum - - �8 �8�8 �8 

Kintore Station 
and Interchange 

�9 �9 �9�9�9 �9�9�9 �9�9 

6.5.1 Environment 

There are no anticipated impacts on the environment associated with not taking forward this proposal. 

Development of the station with the interchange provision is designed to encourage a transfer of trips from private to 
public modes of transport, which would support wider efforts to reduce congestion on the local and trunk road network, 
and reduce carbon emissions from transport. While the project involves development of a car park which could see 
additional local traffic generated in the town, the interchange project seeks to deliver improved integration opportunities 
for pedestrians, cyclists and bus users, encouraging modal shift locally. The proposed site of the development is on land 
that is already reserved for the purpose of this proposal. As part of the optioneering exercise for development of the 
interchange facility, opportunities to retain existing green space and reduce the aesthetic impacts of the proposal 
through landscaping improvements have been proposed.  

6.5.2 Safety 

There are no anticipated safety implications associated with not taking forward this proposal. 

In terms of safety and accidents, a review of casualty data does not suggest that there are major road safety issues in 
Kintore. While a new station at Kintore with parking facilities could generate additional traffic within the town, the 
proposal would be developed with safety principles in mind to reduce the potential for conflict between motorised and 
non-motorised users, including the provision of crossing opportunities and appropriate siting of cyclist facilities. At a 
more strategic level, encouraging a transfer of trips from private car to public transport and therefore an overall reduction 
in car kilometres on the road network should deliver a small but positive impact on road safety.   

The interchange would be developed with consideration given to the personal security of passengers. As a new facility, 
the site layout and facilities provided (e.g. CCTV and lighting) would be designed to ensure passengers feel safe and 
secure in using the station. 

6.5.3 Economy  

At present, a lack of rail infrastructure within Kintore, limits travel opportunities and the growth potential of the town.  

Development of Kintore Station will increase access to the rail network throughout the corridor, enhancing the 
attractiveness of the town as a place to work and live, thereby having a strong positive impact in terms of economic 
development. Connectivity between Kintore and the surrounding area with Aberdeen will be increased, with the new 
station helping to tackle congestion on a key regional freight and employment corridor (A96), supporting local and 
regional economic performance and development growth along this corridor, as set out in the SDP. 

Economic appraisal suggests that the proposal would deliver a BCR of 3.5:1 indicating a return of £3.50 for every £1 
invested in the scheme. Adopting a Lower Bound Scenario, based on the application of sensitivity tests which essentially 
reduce the level of forecast demand for the station, would be expected to generate a BCR in the region of 1.6:1.  

The full results from the economic appraisal carried out for the project is set out in Appendix E. 
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corridor, there is a significant opportunity to facilitate this growth through the creation of the proposed station, both for 
the benefits to the local and strategic transport network but also to promote the ongoing vitality and attractiveness of 
Kintore and surrounding communities as an area to work and live.  

Further detail is provided in Appendix F which presents Appraisal Summary Tables (ASTs) for both Do-Minimum and 
Do-Something options appraised at this stage of the process.  
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8.4 Summary 

This chapter has set out indicative proposals regarding delivery and operation of the proposed Kintore Station and 
interchange. Aberdeenshire Council and Nestrans will continue to work closely in partnership with Network Rail, 
Transport Scotland and ScotRail to formalise agreements over responsible parties for scheme delivery and operation.   
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Figure 8.2: Indicative Programme 

 2016 2017 2018 

 Jul-Sep Oct-Dec Jan-Mar Apr-Jun Jul-Sep Oct-Dec Jan-Mar Apr-Jun Jul-Sep Oct-Dec 

Submission of Business Case           

Funding Approval           

Submission of Proposal of 
Applications Notice (POAN) 

          

Detailed Scheme Design           

Pre-Application Consultation           

Submission of Planning Application           

Determination of Planning 
Application 

          

Procurement Agreements           

Operation/Maintenance Agreements           

CPO Process           

Construction           

Scheme Opening           
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A.1 National Planning Policy Context 

A.1.1 National Planning Framework 2014  

The Third National Planning Framework1 (NPF3) is a long-term strategy for Scotland. It is the spatial 
expression of the Government�¶�V Economic Strategy and outlines the plans for development and 
investment in infrastructure throughout Scotland. In addition to this, it also identifies national 
developments and other strategic development opportunities in Scotland. At the national level, The 
Scottish Government has the vision to develop a:  

�x Successful and sustainable place; 

�x Low carbon place; 

�x Natural, resilient place; and 

�x A connected place. 

The National Planning Framework underlines T�K�H�� �6�F�R�W�W�L�V�K�� �*�R�Y�H�U�Q�P�H�Q�W�¶�V�� �F�R�P�P�L�W�P�H�Q�W�� �W�R�� �X�Q�G�H�U�W�D�N�H��
improvements along the railway line between Aberdeen and Inverness.   

A.1.2  Infrastructure Investment Plan 2015 

�7�K�H���6�F�R�W�W�L�V�K���*�R�Y�H�U�Q�P�H�Q�W�¶�V���,�Q�I�U�D�V�W�U�X�F�W�X�U�H���,�Q�Y�H�V�W�P�H�Q�W���3�O�D�Q2 (IIP), published in December 2015, reiterated 
the g�R�Y�H�U�Q�P�H�Q�W�¶�V���F�R�P�P�L�W�P�H�Q�W���W�R���L�P�S�U�R�Y�H��the Aberdeen to Inverness Railway line, including: 

�x The redoubling of track between Aberdeen and Inverurie;  
�x Signalling enhancements;  
�x Platform extensions at Insch and Elgin;  
�x Forres station relocation and track improvements; and  
�x Infrastructure to support two new stations at Dalcross and Kintore.  

This investment will help deliver substantial improvements in services between Aberdeen and Inverness, 
supported by the introduction of fully refurbished high speed trains. Future phases of the project will help 
support an hourly service between Aberdeen and Inverness, with an average journey time of around two 
hours. 

A.1.3  Strategic Transport Projects Review 2009 

Transport Scotland undertook the Strategic Transport Projects Review3 (STPR) in 2009. As part of the 
�U�H�Y�L�H�Z�����L�W���V�W�D�W�H�G���W�K�D�W���L�Q���R�U�G�H�U���W�R���H�Q�V�X�U�H���6�F�R�W�O�D�Q�G�¶�V���W�U�D�Q�V�S�R�U�W���V�\�V�W�H�P���L�V���I�L�W���I�R�U���W�K�H���G�H�P�D�Q�G�V���S�O�D�F�H�G���X�S�R�Q���L�W����
plans must be made for all types of future improvement. The report defines the key strategic transport 
issues that were identified during the review process, and outlines the transport investments which most 
effectively support T�K�H���6�F�R�W�W�L�V�K���*�R�Y�H�U�Q�P�H�Q�W�¶�V���V�W�D�W�H�G���S�X�U�S�R�V�H. 

The STPR includes the consideration for rail service enhancements between Aberdeen and Inverness 
(Intervention STPR 19). This intervention supports the objectives of reducing journey time and increasing 
opportunities to travel, particularly by public transport between Aberdeen and Inverness. These 
improvements are expected to allow: 

�x An increase in service frequency (minimum of hourly service over the full route); 

�x A reduction in journey time of around 20 minutes between Aberdeen and Inverness; 

                                                           

1 �6�F�R�W�O�D�Q�G�¶�V���7�K�Lrd National Planning Framework (The Scottish Government, 2014). Available at 

http://www.gov.scot/Resource/0045/00453683.pdf 
2 Infrastructure Investment Plan 2015 (Scottish Government, 2011). Available at 

http://www.gov.scot/Resource/0049/00491180.pdf  
3 Strategic Transport Projects Review Final Report (Transport Scotland, 2009). Available at 

http://www.transport.gov.scot/sites/default/files/documents/rrd_reports/uploaded_reports/j11260a/j11260a.pdf 

�$�S�S�H�Q�G�L�[���$���±���3�R�O�L�F�\���&�R�Q�W�H�[�W 



�x Extra rail services between Nairn and Inverness to provide two trains per hour between this section; 
and 

�x A new station at Dalcross, with Park & Ride and interchange facilities to Inverness Airport. 

This intervention also gives consideration to the new station at Kintore. 

A1.4 National Transport Strategy 2016 

The original National Transport Strategy4 (NTS) was published in December 2006 to act as an enabler of 
economic growth, supporting businesses in achieving their local, national and international objectives. It 
also acted to improve the lives of individuals and communities by connecting them with their economic 
future. The 2016 refresh considers progress made in the previous ten years.   

The five high level objectives set out within the strategy are to: 

�x Promote economic growth; 

�x Promote social inclusion; 

�x Protect our environment and improve health; 

�x Improve safety of journeys; and 

�x Improve integration. 

The three key strategic outcomes set out within the strategy are to: 

�x Improve journey times and connections, to tackle congestion and the lack of integration and 
connections in transport; 

�x Reduce emissions, to tackle the issues of climate change, air quality and health improvement; 
and 

�x Improve quality, accessibility and affordability, to give people a choice of public transport, better 
quality transport services and value for money or an alternative to car. 

Focusing on rail infrastructure at a national level, the strategy considers The Scottish Government�¶�V 
�F�R�P�P�L�W�P�H�Q�W���W�R���G�H�O�L�Y�H�U���D���S�U�R�J�U�D�P�P�H���R�I���L�Q�Y�H�V�W�P�H�Q�W���L�Q���6�F�R�W�O�D�Q�G�¶�V���5�D�L�O�Zays over the five years to 2019.  

A.1.5 GRIP 3 Phase 1 Aberdeen to Inverness Rail Improvements Project, 20145 

As the national rail infrastructure manager, Network Rail ensures that all schemes are compatible and 
integrated with existing railway operations. Governance for Railway Investment Projects (GRIP) is the 
approach that helps to manage and control projects that enhance or renew the national rail network. 

The Aberdeen to Inverness Rail Improvement Project, defined within T�K�H�� �6�F�R�W�W�L�V�K�� �*�R�Y�H�U�Q�P�H�Q�W�¶�V��
Strategic Transport Projects Review (STPR) currently stands at GRIP Stage 3. At this phase, the aim is 
to develop options for addressing constraints. It also assesses and selects the most appropriate option 
that delivers the stakeholders requirements together with confirmation that the outputs can be 
economically delivered.  

GRIP 3 Phase 1 of the project seeks to deliver enhanced commuter services and the infrastructure to 
support the provision of two new stations at Dalcross and Kintore before 2019. 

A.1.6 Control Period 5 Enhancement Delivery Plan 2015 

The CP5 Enhancements Delivery Plan6 sets out the outputs, scope and milestones that Network Rail are 
committed to deliver in CP5. It has an entry for every project and is ring-fenced fund funded through 

                                                           

4 National Transport Strategy (Transport Scotland, 2016). Available at 

http://www.transport.gov.scot/system/files/documents/reports/Main%20doc%20-%20Transport%20Scotland%20-

%20National%20Transport%20Strategy%20-%20January%202016%20-%20final%20online.pdf 
5 Aberdeen to Inverness Rail Improvements Project GRIP 3 Phase 1 Enhancements Summary (Transport Scotland, 2014). 

Available at http://www.transport.gov.scot/system/files/documents/projects/GRIP3%20Phase%20one%20enhancements%20-

%20Summary%20-%20Final%20version%20-%2013%20August%202014.pdf 



Periodic Review 2013 (PR13). It is used both by the regulator, to hold them to account, and by their 
�F�X�V�W�R�P�H�U�V�� �D�Q�G�� �I�X�Q�G�H�U�V���� �W�R�� �J�L�Y�H�� �W�K�H�P�� �Y�L�V�L�E�L�O�L�W�\�� �R�I�� �1�H�W�Z�R�U�N�� �5�D�L�O�¶�V�� �S�O�D�Q�V���� �$�V�� �Z�H�O�O�� �D�V�� �G�H�V�F�U�L�E�L�Q�J�� �W�K�H�L�U��
commitments through the periodic review, it also sets out the deliverables for other government 
sponsored enhancement schemes funded through the Investment Framework.  

The CP5 Delivery Plan includes consideration of the Scottish Stations Fund (SSF), the purpose of which 
�L�V���W�R���L�P�S�U�R�Y�H���W�K�H���S�X�E�O�L�F�¶�V���D�F�F�H�V�V���W�R���U�D�L�O�Z�D�\���V�H�U�Y�L�F�H�V�����7�K�L�V���I�X�Q�G�L�Q�J���Z�L�O�O��support this latter objective by: 

�x Improvements to station buildings and facilities; 

�x Improvements to passenger facilities at stations supporting long-distance services; 

�x Development of new and improved car and cycle parking facilities;  

�x New stations; and  

�x Accessibility works. 

The fund is administered by the Head of Strategy and Planning (Scotland) and the Route Commercial 
�0�D�Q�D�J�H�U�� ���6�F�R�W�O�D�Q�G������ �$�X�W�K�R�U�L�V�D�W�L�R�Q�� �R�I�� �G�U�D�Z�� �G�R�Z�Q�� �D�Q�G�� �V�S�H�Q�G�� �L�V�� �D�V�� �V�H�W�� �R�X�W�� �L�Q�� �1�H�W�Z�R�U�N�� �5�D�L�O�¶�V�� �L�Q�W�H�U�Q�D�O��
investment regulations. Proposed schemes are considered and discussed at the Scotland Route 
Strategy Planning Group and Scotland Route Investment Review Group involving all relevant train 
operators to inform Transport Scotland of the industry view and the overall strategic fit. 

Focusing on the Aberdeen to Inverness Improvements Phase 1, particularly at Inverurie station, the 
scope of works to be delivered in CP5 will be: 

�x Reinstatement of double track between Inverurie and Aberdeen (subject to extent of redoubling 
practicable through tunnels between Kittybrewster and Aberdeen station); and 

�x Line speed improvements between Inverurie and Aberdeen. 
 

A.1.7 Scotland Route Study (Consultation Process), 2015 

The Scotland Route Study7 has been developed by Network Rail in collaboration with a range of 
stakeholders, including train and freight operating companies, The Rail Delivery Group, The Office of 
Rail and Road and Transport Scotland. 

The purpose of the Route Study is to provide an evidence base that will inform funders in Scotland when 
considering rail industry investment choices for Control Period 6 and 7 (between 2019 and 2029). It is 
one of a new generation of studies across Great Britain which will also set out how forecast growth 
could be met through to 2043. 

As previously highlighted, by the end of CP5, the infrastructure between Aberdeen and Inverness is due 
to have been enhanced to facilitate half hourly services between Aberdeen and Inverurie, additional 
commuter services between Elgin and Inverness and new stations, including one at Kintore. 

A.1.8 Abellio ScotRail Cycle Innovation Plan 20158 

�0�D�M�R�U���R�S�H�U�D�W�R�U���$�E�H�O�O�L�R���6�F�R�W�U�D�L�O�¶�V���L�Q�W�H�U�Q�D�W�L�R�Q�D�O���H�[�S�H�U�L�H�Q�F�H���Z�L�O�O���K�H�O�S���W�R���O�D�\���G�R�Z�Q���W�K�H���I�R�X�Q�G�D�W�L�R�Q���I�R�U���D���P�D�M�R�U��
shift in modal share away from cars and towards public transport, cycling and walking.  

On this basis, and with the support of major stakeholders, the new station at Kintore and provision of 
interchange facilities will contribute to enhance and improve the access experience toward the station.   

 

                                                                                                                                                                                     

6 CP5 Enhancements Delivery Plan (Network Rail, 2015). Available at http://www.networkrail.co.uk/publications/delivery-

plans/control-period-5/cp5-delivery-plan/    
7 Scotland Route Study- draft for consultation (Network Rail, 2015). Available at https://www.networkrail.co.uk/long-term-

planning-process/scotland-route-study/   
8 Abellio ScotRail Cycle Innovation Plan (CIP) (Abellio, nd). Available at 

http://www.transport.gov.scot/system/files/uploaded_content/documents/tsc_basic_pages/Rail/ScotRail%20franchise/ASR%20-

%20Cycle%20Innovation%20Plan%20-%20June%202015.pdf 



A.2 Local and Regional Planning Policy Context 

A.2.1 Nestrans Regional Transport Strategy 2013 

The Regional Transport Strategy9 sets out an integrated approach to meets future needs and bring 
sustainable improvements to transport across the Aberdeen and Shire region between 2008 and 2035. 

The Kintore station and Park and Ride provision projects aims align with Nestrans Regional Transport 
Strategy (RTS): 

 �³�$�� �W�U�D�Q�V�S�R�U�W�� �V�\�V�W�H�P for the North East of Scotland which enables a more economically competitive, 
�V�X�V�W�D�L�Q�D�E�O�H���D�Q�G���V�R�F�L�D�O�O�\���L�Q�F�O�X�V�L�Y�H���V�R�F�L�H�W�\���´ 

There are four strategic objectives within the strategy, with additional details provided for each: 

�x Economy; to enhance and exploit �W�K�H�� �1�R�U�W�K�� �(�D�V�W�¶�V��competitive economic advantages and reduce 
the impacts of peripherality.  

o To make the movement of goods and people within the North East and to/from the area 
more efficient and reliable.  

o To improve the range and quality of transport to/from the North East to key business 
destinations.  

o To improve connectivity within the North East, particularly between residential and 
employment areas.  

�x Accessibility, Safety and Social Inclusion; to enhance choice, accessibility and safety of transport 
for all in the North East, particularly for disadvantaged and vulnerable members of society and 
those living in areas where transport options are limited. 

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

o To reduce the number and severity of traffic related accidents and improve personal safety 
and security for all users of transport.  

o To achieve increased use of active travel and improve air quality as part of wider strategies 
to improve the health of North East residents.  

�x Environment; to conserve and enhance the North E�D�V�W�¶�V���Q�D�W�X�U�D�O���D�Q�G���E�X�L�O�W���H�Q�Y�L�U�R�Q�P�H�Q�W���D�Q�G���K�H�U�L�W�D�J�H��
and reduce the effects of transport on climate, noise and air quality. 

o To reduce the proportion of journeys made by cars and especially by single occupant cars.  

o To reduce the environmental impacts of transport, in line with national targets.  

o To reduce growth in vehicle kilometres travelled.  

�x Spatial Planning; to support transport integration and a strong, vibrant and dynamic city centre and 
town centres across the North East.  

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

o To encourage integration of transport and spatial planning and improve connections 
between transport modes and services.  

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

These objectives, identified in the RTS, are equally valid for the Rail Action Plan, an internal connection 
strategy, to enhance travel within the North East by rail. This will seek to secure and increase frequency 

                                                           

9 Nestrans Regional Transport Strategy Refresh (Nestrans, 2013). Available at 

http://www.nestrans.org.uk/db_docs/docs/RTS_Refresh_FINAL_APPROVED_BY_MINISTER.pdf 



of services between Inverurie and Aberdeen and improved services to Inverness, as well as offering the 
opportunity to open a new station at Kintore. 

A.2.2 Nestrans Rail Action Plan 2010-2021 

Nestrans Regional Transport Strategy approach on rail improvements is further developed within the Rail 
Action Plan10, published in 2010. 

The Rail Action Plan outlines how Nestrans will seek to bring forward proposals to improve local rail 
services, in partnership with the Scottish Government, Transport Scotland, Network Rail and operators, 
by identifying priority elements which can be delivered in an incremental fashion towards the overall 
scheme. As part of this, bringing forward design and further feasibility work at Kintore is defined as a top 
priority. 

A.2.3 Strategic Development Plan 2014 

The Aberdeen City and Shire Strategic Development Plan11 (SDP) seeks to set a clear direction for the 
development of the North East, by recognising the importance of improving links and connections and 
supporting opportunities for high quality sustainable growth. 

The vision of the SDP is set out below. 

�³Aberdeen City and Shire will be an even more attractive, prosperous and sustainable European city 
region and an excellent place to live, visit and do business�´�� 

The main aims of the plan are to: 

�x Provide a strong framework for investment decisions which help to grow and diversify the regional 
economy, supported by promoting the need to use resources more efficiently and effectively; and  

�x Take on the urgent challenges of sustainable development and climate change. 

To support the main aims, the plan also aims to: 

�x Make sure the area has enough people, homes and jobs to support the level of services and 
facilities needed to maintain and improve the quality of life; 

�x Protect and improve our valued assets and resources, including the built and natural environment 
and our cultural heritage; 

�x Help create sustainable mixed communities, and the associated infrastructure, which meet the 
highest standards of urban and rural design and cater for the needs of the whole population; and 

�x Make the most efficient use of the transport network, reducing the need for people to travel and 
making sure that walking, cycling and public transport are attractive choices. 

 

A.2.4 Local Development Plan 2016 (Proposed Plan, 2015) 

The Aberdeenshire Local Development Plan12 sets out the policies that will be used for assessing 
planning applications in Aberdeenshire. It sets out where developments are expected to take place over 
the next five years to 20 years. 

�7�K�H�� �Y�L�V�L�R�Q�� �I�R�U�� �W�K�H�� �/�'�3�� �L�V�� �³�W�R���F�U�H�D�W�H�� �D�� �P�R�U�H���V�X�F�F�H�V�V�I�X�O���F�R�X�Q�W�U�\���� �Zith opportunities for all of Scotland to 
�I�O�R�X�U�L�V�K���W�K�U�R�X�J�K���L�Q�F�U�H�D�V�L�Q�J���V�X�V�W�D�L�Q�D�E�O�H���J�U�R�Z�W�K�´ 

The plan includes further aims, that: 

                                                           

10 Nestrans Rail Action Plan 2010-2021 Second Draft (Nestrans, 2010). Available at 

http://www.nestrans.org.uk/db_docs/docs/RAP%20second%20draft%20sept%202010.pdf 
11 Aberdeen City and Shire Strategic Development Plan (Aberdeen City and Shire Strategic Development Planning Authority, 

2014). Available at http://www.aberdeencityandshire-sdpa.gov.uk/nmsruntime/saveasdialog.asp?lID=1111&sID=149 
12 Aberdeenshire Local Development Plan 2016, Proposed Plan (Aberdeenshire Council, 2015). Available at 

https://www.aberdeenshire.gov.uk/media/11103/localdevelopmentplan2016-proposedplan-part1_000.pdf 



�x Deliver quality of life; 

�x Help protect and improve our natural and cultural heritage; 

�x Can create sustainable mixed communities; and 

�x Make the best of our existing transport network. 

The LDP supports the strategic growth areas set within the Aberdeenshire SDP, which includes 
consideration to deliver to deliver 1000 dwellings by 2016 between Inverurie and Blackburn, and 
aspiration for an extra 5,500 resident units beyond this year. This will likely put more pressure on the 
transport network.  

The LDP identifies land that is allocated for the development of a Kintore Railway station and discusses 
the Inverurie Interchange and further improvements on the Inverness to Aberdeen Railway line. These 
will contribute to delivery of the objectives set out in the Local and Strategic Development Plans. 

A.2.5 Local Transport Strategy, 2012 

Published in 2012, the Aberdeenshire Local Transport Strategy13 (LTS)  sets out how Aberdeenshire 
Council will seek to cater for the needs of all transport users across the region, ensuring that existing 
resources are used and developed to their full potential. The aims of the LTS are to: 

�x Reduce non-sustainable journeys; 
�x Increase active travel; 
�x Make travel more effective; 
�x Improve health; and 
�x Reduce carbon emissions from transport. 

 
The Kintore station project, which includes parking provision and wider interchange facilities, contributes 
to each of the aims by promoting public transport, promoting cycling / active travel / car sharing and by 
reducing single occupancy car travel between Inverurie, Kintore, Dyce and Aberdeen. 

The objectives of the LTS are to: 

�x Promote Sustainable Economic Growth �± maximise the effectiveness of the transport network, 
services and facilities; 

�x Promote Social Inclusion and Accessibility �± improve connections within and between communities, 
increasing accessibility of the transport network; 

�x Protect the Environment �± remove barriers to active and sustainable travel, helping to improve 
health and reduce emissions; 

�x Improve Safety �± enhance the safety of all users of the transport network; and  
�x Improve Integration �± develop and improve integration between all forms of transport and improve 

connectivity within and beyond Aberdeenshire. 
 

The Kintore Station project contributes to sustainable economic growth by increasing the accessibility of 
economic centres to Aberdeenshire residents and improving the performance of the strategic road 
network.  It promotes accessibility of the transport network, increasing the availability and frequency of 
public transport services.  It will also remove barriers to active and sustainable travel and will significantly 
improve integration between modes, both within and beyond Aberdeenshire.  

A.2.6 Infrastructure Service Plan 2013-2016 

The Infrastructure Service Plan 2013-201614 was published in May 2013.  The plan sets out the key 
actions and targets for Infrastructure Services �W�R�� �G�H�O�L�Y�H�U�� �L�Q�� �V�X�S�S�R�U�W�� �R�I�� �W�K�H�� �&�R�X�Q�F�L�O�¶�V�� �V�W�U�D�Wegic priorities 
over the period.   

                                                           

13 Local Transport Strategy (Aberdeenshire Council, 2012). Available at 

https://www.aberdeenshire.gov.uk/media/2374/2012finallts.pdf 
14 Aberdeenshire Council Infrastructure Services Service Plan 2013-2016 Final (Aberdeenshire Council, 2013). Available at 

https://www.aberdeenshire.gov.uk/media/3875/infrastructureservicesserviceplan20132016.pdf 



The plan forms part of the Aberdeenshire Strategic Planning framework, and sets the basis for actions in 
Aberdeenshire �&�R�X�Q�F�L�O�¶�V Single Outcome Agreement (SOA), Community Plan and the Corporate Asset 
Management Plan. 

The plans priorities for the period 2013-2014 include the delivery of the 100 Day Infrastructure Service 
related projects, which includes strategic transport projects.  

One outcome of the Service Plan expected by the end of the 2013 to 2016 period includes a reduction in 
�W�K�H�� �U�D�W�H�� �R�I�� �J�U�R�Z�W�K�� �L�Q�� �W�K�H�� �Q�X�P�E�H�U�� �R�I�� �F�D�U�V�� �W�U�D�Y�H�O�O�L�Q�J�� �R�Q�� �W�K�H�� �&�R�X�Q�F�L�O�¶�V�� �U�R�D�G�V and the reduction in carbon 
emissions from vehicles. It also includes improvements to the safety of those who travel through the 
implementation of projects to achieve modal shift to more sustainable forms of travel, such as the 
delivery of community walking and cycling initiatives like the Insch Footpath and Peterhead Cycling 
Demonstration Town project. This is further supported through ongoing support provided to the public 
transport network resulting in a growth in rail and bus passenger numbers and through working with 
Nestrans to deliver strategic transport improvements for the North East, such as the Aberdeen Western 
Peripheral Route (AWPR).  

The p�O�D�Q�V���W�U�D�Q�V�S�R�U�W���U�H�O�D�W�H�G���R�E�M�H�F�W�L�Y�H���V�H�H�N�V���W�R���³�'�H�O�L�Y�H�U���D�F�W�L�R�Q�V���L�Q���W�K�H���&�R�X�Q�F�L�O�¶�V���/�R�F�D�O���7�U�D�Q�V�S�R�U�W���6�W�U�D�W�H�J�\��
and related action plans in order to improve road safety, encourage and support healthy travel choices 
and support the provision of integrated and affordable passenger and school transport services across 
Aberdeenshire.�  ́

This objective will support the plans strategic p�U�L�R�U�L�W�\�� �R�I�� �³�5�H�G�X�F�L�Q�J�� �$�E�H�U�G�H�H�Q�V�K�L�U�H�¶�V�� �*�O�R�E�D�O�� �)�Rotprint - 
implement actions set out in the Local Transport Strategy aimed to encourage individuals and 
businesses to consider ways to travel less, travel more actively and where vehicular travel is necessary, 
�W�U�D�Y�H�O���P�R�U�H���H�I�I�H�F�W�L�Y�H�O�\�´���� 

A.2.7 Council Plan 2013-2017 

The Aberdeenshire Council Plan15, published in April 2013, supports the core priorities for the council as 
defined in the Service Plan, and it further clarifies the C�R�X�Q�F�L�O�¶�V�� �U�H�V�S�R�Q�V�L�E�L�O�L�W�L�H�V�� �D�Q�G�� �V�W�U�H�Q�J�W�K�H�Q�V��
connection between other plans, such as the Community Plan and the SOA. 

Within the Corporate Council Plan 2013-2017, transport related aims are set out under Core Outcome 2, 
�³�6�W�U�R�Q�J�� �D�Q�G�� �6�X�V�W�D�L�Q�D�E�O�H�� �&�R�P�P�X�Q�L�W�L�H�V�´���� �� �7�K�H��Kintore station project relates to the following strategic 
priorities which fall under this outcome.  

�x By promoting Aberdeenshire locally, nationally and globally as a location for life, work and leisure, it 
will be recognised as a great place to be and to invest; 

�x We will attract and support businesses �± small and large �± growing a vibrant economy, helping to 
keep unemployment low, even in areas of deprivation; 

�x Promoting and sustaining an integrated transport network will connect businesses and individuals 
locally and internationally; and 

�x Sustainable development enables residents to live, work, play and access services all within local 
communities and we will promote and support this through effective land use planning and by 
ensuring sustainable construction. 

A.2.8 Single Outcome Agreement 2013-202316 

Further to the national priority of economic recovery and growth, Aberdeenshire Community Planning 
Partnership has identified transport as a local priority because of both the rurality of Aberdeenshire and 
the cross-cutting potential of transport to contribute towards a broad range of outcomes. The 
Aberdeenshire Community Planning Partnership SOA 2013-2023 contains the following elements 
related to Kintore station. 

�x Long Term Outcomes 

                                                           

15 Council Plan 2013-2017 (Aberdeenshire Council, 2013). Available at 

http://www.aberdeenshire.gov.uk/media/3821/councilplan2013-17.pdf 
16 Single Outcome Agreement 2013-2023 (Aberdeenshire Community Planning Partnership, 2013). Available at 

http://www.gov.scot/Resource/0043/00435520.pdf 



o Aberdeenshire will be recognised as a great place to live, work and invest, with opportunity 
for all; and 

o Businesses and individuals to have access to an integrated transport network. 

�x Medium Term Outcomes 

o Improved infrastructure will provide a supportive business environment, promoting 
investment in the region and providing increased employment opportunities; and 

o Improved transport infrastructure, including:  

�ƒ Delivery of AWPR; and 

�ƒ Improvements to bus stop information and infrastructure at key locations on the 
primary network and within settlements. 

�x Short Term Outcomes 

o Improved town centres in line with the place agenda. 

A.2.9 Corporate Asset Management Strategy 2010-201517 

Kintore station has been identified in the current Service Asset Management Plan in order to support the 
future growth of the economy of North East Scotland.  The proposal is a key element in mitigating 
�D�J�D�L�Q�V�W�� �W�K�H�� �F�X�P�X�O�D�W�L�Y�H�� �L�P�S�D�F�W�V�� �R�I�� �I�X�W�X�U�H�� �G�H�Y�H�O�R�S�P�H�Q�W�V�� �R�Q�� �W�K�H�� �D�U�H�D�¶�V�� �U�R�D�G�� �D�Q�G�� �W�U�D�Q�V�S�R�U�W�� �Qetwork, 
particularly along the A96 corridor.  

Furthermore, the Kintore station project supports the current Corporate Asset Management Plan.  
Chapter 6 confirms that the key objective is to ensure that the road network and civil engineering 
infrastructure: 

�x Facilitates strategic objectives of community well-being, jobs and the economy and sustainable 
economy; 

�x Contributes to achieving the SOA; and 

�x Achieves the objectives of the local and regional transport strategy. 

The plan confirms that Aberdeenshire Council promotes jobs and the economy by supporting Nestrans 
in the delivery of the regional transport strategy; making the movement of goods and people within the 
North East and to and from the area more efficient and reliable.  

A.2.10  2014 Air Quality Progress Report for Aberdeen City Council18 

This r�H�S�R�U�W���Z�D�V���X�Q�G�H�U�W�D�N�H�Q���W�R���I�X�O�I�L�O���$�E�H�U�G�H�H�Q���&�L�W�\���&�R�X�Q�F�L�O�¶�V��obligation to annually review and assess air 
quality. The report provides the latest monitoring results and discusses the implications for air quality 
management in Aberdeen.  

In order to achieve targets for carbon emission reductions across the council area, an action plan was 
defined. Kintore station is a key element to support delivery of the defined air quality targets across the 
region, by reducing the proportion of journeys made by private car.  

                                                           

17 Aberdeenshire Council Corporate Asset Management Plan incorporating Capital Strategy 2010-2015 (Aberdeenshire 

Council, 2010). Available at https://www.aberdeenshire.gov.uk/media/3819/corporateassetmanagementplan2010.pdf 
18 2014 Air Quality Progress Report for Aberdeen City Council (Aberdeen City Council, 2014). Available at 

http://www.aberdeencity.gov.uk/nmsruntime/saveasdialog.asp?lID=61146&sID=4459  



      

Appendix B �± SMART Objectives 
 

B.1 Introduction 
The development of transport planning objectives is a key stage of appraisals undertaken in line with 
Scottish Transport Appraisal Guidance (STAG). As specified in STAG, the Transport Planning 
Objectives (TPOs) should: 

�x Confirm the outcomes sought by the study, but not any interventions that may facilitate their 
achievement; and 

�x Be based on a comprehensive understanding of the problems and opportunities associated with the 
study area. 

TPOs provide clarity in the appraisal of transport options, and facilitate objective-led, informed outcomes. 
Any application for Scottish Government/Transport Scotland funding, support or approval will be partly 
assessed on the extent to which there is a clear and justified objective setting exercise. 

B.2 Developing SMART Objectives 
The STAG process requires the development of Transport Planning Objectives that are SMART (i.e. 
Specific, Measurable, Attainable, Relevant and Timed). Within these criteria, the objectives have been 
subject to the following assessment: 

Table B.1: SMART Criteria 

Criterion Assessment of Objective 

Specific 

�x Does the objective say in precise terms what is being sought? 
o What does the objective want to accomplish? 
o Why do we want to achieve the objective? 
o Who will be involved? 
o Where is it going to happen? 

Measurable �x Does the objective say how achievement will be measured? 
o How will progress towards the objective be measured? 

Attainable �x Can the objective be reached? 
o How will the objective be accomplished? 

Relevant �x Is the objective relevant to the study? Is it worthwhile? Does it meet the needs of 
the study?  

Timed �x What are the timescales for the objective? What is the target date for achieving 
the outcomes?  

 
For the purposes of this project, objectives have been development based on a review of relevant national and 
local transport objectives relating to the study area and consideration of problems and opportunities in the study 
area. 

B.3 Transport Planning Objectives  

Based on the processes described above, a set of TPOs have been developed for the purposes of 
appraisal, as set out below.  

1. Accessibility: Increase access to the rail network for residents along the A96 Corridor. 

2. Economy: Improvement in generalised journey cost between Kintore and Aberdeen. 

3. Environment: Support delivery of air quality targets across the region by reducing the 
proportion of journeys made by private car. 

4. Integration: Achieve seamless interchange between modes at Kintore rail station �± 
services; security; information; facilities.  

 

Table B.2 presents an analysis of the TPOs against the SMART criteria.  



      

 
 

Table B.2: Review of TPOs against SMART Criteria 

 

TPO Source  Specific Measurable Attainable Relevant Timed 

1. Increase access to the rail 

network for residents along the 

A96 Corridor. 

Objective developed on the basis that 
the new station at Kintore will enhance 
travel opportunities for local residents 
and its hinterland.  

Objective relates to ensuring that the 
station will be attractive for nearby 
residents, by increasing accessibility 
and connectivity within the wider 
Aberdeenshire area.  

Increased levels of public 
transport use (Travel to Work 
(and school) Data from various 
sources).  

Requires a joined-up and multi-
agency approach, requiring support 
from transport providers and policy 
makers at all levels. 

Requires investment in both hard and 
soft measures to raise awareness to 
the availability of access the station by 
all modes, increasing its 
attractiveness. 

This objective accords to policy at all levels 
seeking a transfer from car trips to other modes. 
Modal shift will assist in the reduction of future 
traffic growth during peak times, in particular 
throughout the trunk road network. Those using 
the road network in order to gain access to the 
city centre/ Dyce currently experience unreliable 
journey times. This objective will aim to address 
this. 

Area has a high level of car use thus it is 
considered relevant. Similarly, there are 
communities along the route which have limited 
access to private transport and whom rely on 
public transport for their access needs.  

Impact to be monitored at 
regular points after station 
opening. 

2. Improvement in generalised 

journey cost between Kintore 

and Aberdeen. 

Objective developed on the basis that 
the primary aim of the rail station is to 
increase rail patronage across the 
corridor. The rail improvements between 
Aberdeen and Inverness will reduce 
overall journey times, and enable 
services to be more regular and reliable, 
making it more attractive for drivers to 
switch to rail, and travel in a more 
sustainable and efficient way. 

Objective relates to ensuring that the 
new station encourages car users to 
shift onto rail, reducing traffic and 
congestion on the A96 towards 
Aberdeen, and improving the overall 
performance of the local road network 
around Inverurie.   

Economic indicators related to 
travel and measures of reliability 
improvements throughout the 
road network.   

New station aims to facilitate modal 
shift onto rail and generate new rail 
patronage, in turn delivering 
congestion relief and journey time 
reliability benefits on the local and 
trunk road networks. 

This objective seeks to address issues relating 
to congestion (queuing) and increased journey 
times on the A96, arising from local traffic, 
particularly between Inverurie and Aberdeen. 

Impact to be monitored at 
regular points after station 
opening. 

3. Support delivery of air quality 

targets across the region by 

reducing proportion of journeys 

made by private car. 

Review of air quality monitoring reports 
and targets. Kintore Station is 
highlighted as a key element of the local 
and regional transport strategies 
designed to support delivery of carbon 
emission reduction targets. 

Objective relates to improving air 
quality levels across the region, in 
particular along the A96 corridor. 

Analysis of NAM data, and air 
quality reports 

Requires implementation of a range of 
education, encouragement, 
enforcement and engagement 
measure to improve air quality around 
the area. 

This objective seeks to address current air 
quality issues across the region. There is a need 
to continue monitoring this to understand how 
the new station will impact current air quality 
levels within Kintore, in particular to the north 
west of the town. 

Air quality monitoring reported 
on a regular basis.   

4. Achieve seamless interchange 

between modes at Kintore rail 

station �± services; security; 

information; facilities. 

Objective developed on the basis that 
the new Kintore Station will enhance 
opportunities for passengers to access 
the station by all modes. 

Objective relates to ensuring that the 
station will be provided with new and 
high quality facilities that will 
encourage a modal shift to rail (i.e. 
secure parking provision, secure 
bicycle shelters, well timed bus 
interchanges) 

Passenger satisfaction surveys, 
supported by analysis of travel 
access modes. 

Requires investment in measures 
which deliver greater interchange 
opportunities and through education 
campaigns to encourage residents to 
shift to more sustainable modes and 
away from private car use. 

Census data suggests that car ownership and 
car travel patterns are higher locally compared to 
regional and national levels. This objective seeks 
to address these issues and encourage people 
to shift onto rail by providing a better, secure and 
more reliable public transport service. 

Impact to be monitored at 
regular points after station 
opening. 
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Kintore Station Demand and Revenue Forecasts

D.1 Context

AECOM undertook a demand forecasting exercise for the proposed new station at Kintore, located between Inverurie
and Dyce on the Inverness-Aberdeen line in Aberdeenshire, north-east Scotland. The key stages included calculating
the demand and revenue impact of the new station, forecasting future growth and providing an initial estimate of the
likely car parking requirement at the new station. Each stage of the demand forecasting is discussed below, together
with the key outputs.

D.2 Calculating Demand Impacts

A demand forecasting exercise was undertaken to calculate the demand that could be expected at the proposed
station at Kintore. Demand forecasts for the new station were based upon a trip rate methodology using observed
behaviour at Inverurie. Inverurie was chosen as it is the nearest station to Kintore (5.3 km apart) and the catchment
demand surrounding Kintore station can be expected to have similar travel patterns to that surrounding Inverurie.
Also, it was assumed that the level of rail service at Kintore would be the same as that at Inverurie.

There were two key elements to the demand forecasting work undertaken, comprising firstly the demand (rail
journeys) and revenue (total fares) associated with the new station at Kintore, and secondly, the demand and
revenue impacts of the new station on other flows. This can be summarised as follows:

�x Kintore station demand:

a. Outbound journeys & revenue (originating around Kintore);

b. Inbound journeys & revenue (destination at Kintore); and

c. Other journeys & revenue (new market between Kintore & Inverurie).

�x Impact on through passengers and other demand:

d. Impact of transfer of passengers from Inverurie to Kintore (lost journeys & revenue at
Inverurie); and

e. Impact of additional journey time through Kintore (lost through passenger journeys &
revenue).

In the first instance, the demand and revenue forecasts were developed for a base year – in this case 2015. In other
words, determining what a station at Kintore might be expected to generate in terms of demand and revenue if it was
already in existence today. The next stage was then to apply relevant demand growth in order to project these
forecasts forward so that actual opening year (and beyond) forecasts could be identified.

D.2.1 Outbound Demand and Revenue

The outbound demand forecasts utilised passenger origin data from platform interview surveys (Annex B) at
Inverurie1, as well as observed demand at Inverurie (LENNON data, 2015). This information was used to calculate a
trip rate for two concentric population catchments (within 800 metres and between 800 to 2,000 metres of the station
site) at Inverurie. The proportion of demand originating beyond 2 km from Inverurie station was also calculated to
ensure this market segment was captured.

1 Platform Interviews and boarding counts were carried out at Inverurie Station in October 2015.
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The population for each of the concentric catchments was derived from 2011 Census Output Areas, and uplifted to
2015 levels based on Aberdeenshire Council’s own population estimates for Kintore and Inverurie. Figure 1  shows
the catchments around Kintore and Inverurie station sites, including the output areas from which the populations were
derived.

Figure 1: Inverurie and Kintore Catchments by 2011 Census Output Areas

Table  1  presents the key information from each step followed to calculate the outbound demand at Kintore. The
population catchments at Inverurie are shown along with the survey ‘splits’ across each catchment band (proportion
of Inverurie survey origins). These splits were applied to the observed origin journeys at Inverurie (LENNON, 2015) to
derive a trip rate (return journeys per person per annum) for the population within 800 metres, and between 800 –
2,000 metres. In turn, these trip rates were applied to the Kintore population catchments to calculate the likely
number of journeys generated at the new station in Kintore within 2 km. In order to capture the number of journeys
originating beyond 2 km of the new station at Kintore, the Inverurie survey origin proportions for journeys beyond 2
km (40.3%) was applied to the total calculated Kintore journeys within 2 km2.

2 Consideration was given as to whether the proportion of rail demand originating beyond 2km at Inverurie - 40.3% - remained
relevant in the context of Kintore’s potential station catchment. Inverurie’s catchment beyond 2km includes some larger settlements
such as Oldmeldrum, whereas Kintore’s potential catchment beyond 2km does not contain any equivalent settlements. However,
the station at Kintore would be more accessible to the A96 than the station at Inverurie (located in the centre of the town), and could
therefore potentially generate a larger park-and-ride demand from the A96 corridor. Therefore, on balance and acknowledging the
level of modelling adopted, it was decided to use the observed demand proportions from the Inverurie survey (rather than attempt to
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Table 1: Calculating Trip Rates for the Inverurie Catchment and Application to Kintore Catchment

Station / Element Information / Source
Catchment Band

800m 800-2000m 2000m +

Inverurie Population (2015)
Census 2011 & Aberdeenshire
growth factor

3,420 10,593 N/A

Inverurie Catchment Splits Inverurie Platform Survey 29.3% 30.4% 40.3%

Inverurie Annual Outbound
Journeys

Single Journeys derived from
LENNON (2015)

113,163 117,204 155,598

Total = 385,965

Inverurie Trip Rate
Return Journeys per person
per year

16.55 5.53 40.3% uplift

Kintore Population (2015)
Census 2011 & Aberdeenshire
growth factor

1,484 3,809 N/A

Kintore Annual Outbound
Journeys

Single Journeys Calculated
(2015)

49,119 42,142 61,641

Total = 152,903

In order to calculate the revenue for each outbound journey at Kintore, it was assumed that trips from Kintore would
have a similar trip distribution to Inverurie. The average yield per outbound journey at Inverurie was calculated based
upon LENNON data for 2015 provided by ScotRail. For shorter distance journeys (such as to Aberdeen) an
adjustment was made in the average yield calculation to account for the fact that Kintore station is approximately 5.3
km further east than Inverurie.

The average (single journey) yield was calculated at £4.22 per outbound journey. With this applied to the base year
demand (2015: 152,903 journeys), outbound demand at Kintore was therefore forecast to generate a base year
revenue of circa £645,000.

D.2.2 Inbound Demand and Revenue

The inbound demand forecasts utilised LENNON data provided by ScotRail for Inverurie in 2015. This demonstrated
that the demand at Inverurie is made up of 70% outbound journeys and 30% inbound journeys3. This information was
interrogated to calculate an observed uplift factor for the level of inbound demand at Inverurie as a proportion of the
outbound demand. An uplift factor of 1.42 was derived for application to the Kintore outbound demand forecasts4.
Table  2 shows the application of the inbound demand uplift factor to the calculated outbound demand in the base
year (2015).

Table 2: Applying Inbound Demand Uplift Factor to Calculate Inbound Demand at Kintore

Station / Element Information / Source Journeys / Factor

Kintore Annual Outbound Demand Forecast Single Journeys (2015) 152,903

Inbound Demand Uplift Factor (Inverurie) Derived from LENNON, 2015 0.42

Kintore Annual Inbound Journeys Single Journeys Calculated (2015) 64,865

In order to calculate the revenue for each inbound journey at Kintore, the same process for determining an average
yield per single journey for the outbound demand outlined above was adopted – but this time for inbound journeys.

The average yield (single journey) was calculated at £4.70 per inbound journey. With this applied to the base year
demand (2015: 64,865 journeys), inbound demand at Kintore was therefore forecast to generate a base year revenue
of circa £305,000.

introduce a further demand factor that would require justification). A sensitivity test where the proportion was reduced to 20% has
been undertaken and is reported later in this Technical Note.
3 Defined as being the outbound leg of a return journey which has a destination Inverurie.
4 A sensitivity test has been undertaken whereby the proportion of inbound journeys assumed at Kintore has been reduced from
30% to 15% (i.e. halved). This is discussed later in this Technical Note.
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D.2.3 Other Demand and Revenue

In addition to the core outbound and inbound demand forecasts, a further demand element has been captured in the
demand forecasts to incorporate the new rail market which will be created between Kintore and Inverurie. This is not
considered to have been represented by the trip rates derived from observed Inverurie demand.

In order to calculate the likely demand for journeys between Kintore and Inverurie, a separate analysis was
conducted to establish a rail demand relationship between existing neighbouring intermediate stations on the
Aberdeen to Inverness rail corridor. LENNON data provided by ScotRail for 2015 provided the existing demand
(annual journeys) between station pairs, while DataShine5 was interrogated to extract the level of overall trip-making
(in the form of daily journey to work sourced from the Census 2011) between the same locales. A relationship was
then determined in the form of the number of LENNON journeys per annum for each journey to work trip. Table  3
presents these relationships along with the overall total and an average relationship between station pairs.

Table 3: Relationships between Station Pairs on the Aberdeen to Inverness Rail Corridor

Station Pairs
Journeys LENNON

2015
DataShine (J2W

return)
LENNON Journeys Per DataShine

J2W Trip

Dyce-Inverurie 34,918 146 239

Inverurie-Insch 12,068 313 39

Insch-Huntly 3,461 106 33

Huntly-Keith 638 201 3

Keith-Elgin 7,596 352 22

Elgin-Forres 26,530 633 42

Forres-Nairn 4,230 160 26

Total (Overall) 89,441 1,911 47 (average = 58)

DataShine was interrogated to identify the existing journey to work trips between Inverurie and Kintore. This analysis
suggested that around 514 return journeys to work occur daily between the two locales. Table 4 below presents the
demand forecasts for the new rail market between Inverurie and Kintore derived from the application of the overall
and average relationships. An average of the two was taken forward as a reasonable calculation of forecast flows
between Inverurie and Kintore in the base year.  This results in an estimated 26,841 journeys per annum between
Inverurie and Kintore by rail, which translates into just 40 people per weekday and an implied mode share to rail for
this particular movement of circa 2%6.

Table 4: Estimation of Local Flows between Inverurie and Kintore

Inverurie-Kintore Ratio (from Table 3) DataShine (J2W
return)

Journeys

Total (Overall) Relationship 47 514 24,057

Average 58 514 29,626

Average of the Two 52 514 26,841

In order to calculate the revenue associated with the new journeys forecast between Inverurie and Kintore, an
average yield per journey between Inverurie and Dyce was identified from MOIRA. This was then factored down pro-
rata based on distance to represent a Kintore-Inverurie journey. The average yield for Inverurie-Kintore was
calculated at £0.75 per journey. With this applied to the base year demand (2015: 26,841 journeys), new market
demand between Inverurie and Kintore was therefore forecast to generate a base year revenue of circa £20,100.

5 The DataShine mapping platform has been created by the Economic and Social Research Council (ESRC), funded by the National
Records of Scotland, to help visualise and present data from the 2011 Census.  DataShine Scotland Commute presents travel to
work flows between 2011 Census Mid-level Super Output Areas (MSOAs).
6 A sensitivity test has been undertaken whereby the number of trips forecast for this particular flow was halved.  This is discussed
later in this Technical Note.
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D.2.4 Transfer of Existing Rail Demand from Inverurie

Kintore station is likely to abstract a number of passengers from using Inverurie, which is the nearest existing rail
station. LENNON data provided by ScotRail for 2015 indicates that 386,000 journeys originate from Inverurie,
generating £1.9 million in revenue. The platform interview survey at Inverurie identified that 3.1% of rail users
originated within 2 km of the Kintore station site. Therefore, it can reasonably be assumed that at least 3.1%7 of
Inverurie outbound flows would transfer to using the proposed new station at Kintore (assuming the same level of
service is provided).

The abstraction of inbound journeys (adjusting from using Inverurie to Kintore as a station destination), is difficult to
quantify. While some journeys are likely to transfer, it is unlikely to be as great a proportion as for outbound demand
due to the reduced propensity for onward travel from a destination station beyond walking distance. Therefore, it has
been assumed that half of the proportion transferring should be applied to inbound demand (half of 3.1% is 1.6%).
The calculation of demand transferring from Inverurie to Kintore is summarised in Table 5 below.

Table 5: Calculation of Passengers Transferring from Inverurie to the new station at Kintore

Element Number Source

Percentage of Outbound Inverurie Demand from Kintore 3.1% Inverurie Survey Origins

Annual Origin Journeys at Inverurie 385,965 LENNON, 2015

Annual Origin Journeys transferred from Inverurie -12,125 Calculated

Percentage of Inbound Inverurie Demand from Kintore 1.6%
Assumed half the proportion of

outbound transfer

Annual Origin Journeys at Inverurie 163,735 LENNON, 2015

Annual Destination Journeys transferred to Kintore -2,572 Calculated

Total Transferred Passengers -14,696 Calculated

The average yield for journeys originating at Inverurie was £4.97 per journey, while the average yield for inbound
journeys at Inverurie was £5.34, based on LENNON, 2015. With this applied to the base year transferred flows,
(2015: -12,125 origin journeys, -2,572 destination journeys), annual base year revenue at Inverurie is forecast to
reduce by circa £73,900.

D.2.5 Impacts on Through Passengers

The introduction of a new station at Kintore, with all trains expected to call at the new station, will introduce a journey
time impact on all those journeys travelling through the station. Typically for a station call this is expected to be in the
region of two additional minutes. The demand and revenue impact of increasing rail journey times by two minutes
across all the affected flows (e.g.: Inverurie-Aberdeen, Inverness-Aberdeen, Forres-Edinburgh, etc.) was modelled
using MOIRA.

The analysis was undertaken twice to reflect the fact that a new enhanced timetable is to come into operation,
probably by the time the station at Kintore is opened. Therefore the demand and revenue impacts presented in Table
6 below are for the current timetable and also for the enhanced timetable. Clearly the enhanced timetable will
generate additional demand and therefore the impacts of adding two minutes to journeys might be expected to have
a greater impact.

A further adjustment was made to remove an element of Inverurie demand that will have switched to using the new
station at Kintore.

7 The phrase ‘at least’ has been stated in recognition that some existing demand at Inverurie may transfer to Kintore from
catchments beyond 2km from Kintore station. This, however, is difficult to isolate in geographical terms.  An exercise has been
undertaken as a sensitivity test to estimate a ‘worst case’ level of potential transfer from Inverurie taking into account a wider
catchment area and this is discussed later in this Technical Note.
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Table 6: Base Year Demand and Revenue Impacts on Through Passengers

Scenario Journeys Revenue

Existing Timetable -29,300 -£187,762

Enhanced Timetable -34,415 -£227,483

Revenue in 2015 prices

D.3 Base Year Results

Table 7  presents the base year (2015) forecasts, broken down by the different market segments as discussed above,
to provide the journey and revenue impacts for a station at Kintore as if it were open today.

Table 7: Kintore Station – Base Year Forecast (2015)
Market Segment Journeys Revenue

Outbound Demand 152,903 £644,967

Inbound Demand 64,865 £304,733

Inverurie – Kintore 26,841 £20,238

Kintore Station Usage 244,609 £969,937

Transfer from Inverurie -14,696 -£73,944

Impact on Through Passengers -29,300 -£187,762

Overall Net Impact 200,612 £708,231

Revenue in 2015 prices

Table 77 demonstrates that if Kintore station were open today, it could be attracting around 245,000 journeys per
annum. Once abstraction and through journey time impacts are taken into account, the scheme would generate a net
200,000 journeys per annum.

As a basis for comparison, consideration has been given to trends in usage at Laurencekirk; a relatively new station
that opened in 2009 on the line between Dundee and Aberdeen. Located just over 30 miles south of Aberdeen and
with an immediate catchment population of 2,800, data shows that the station generated 113,000 journeys per
annum8 in 2014/15. Kintore station is closer to Aberdeen and has a larger catchment population and therefore it is
considered that the estimate of 245,000 journeys benchmarks well against the observed demand at Laurencekirk.

D.4 Forecasting Future Growth

Historic growth at Inverurie station has been very high, with a compound annual growth rate (CAGR) of around 12%
per annum since 2000/01. This could be attributed to the strong performance of the economy in North-East Scotland,
conditions on the parallel A96 approaching Aberdeen, as well as timetable improvements made during this time. This
level of growth is exceptional amongst other stations on the Inverness–Aberdeen rail line, which has also
experienced whole route growth above the Scottish national average (CAGR since 2000/01 of +7%).

In terms of determining an appropriate growth rate to apply in the future, both exogenous and endogenous impacts
need to be considered. In terms of exogenous growth, is it appropriate to assume that past trends can be
extrapolated forward, or are there suitable growth forecasts produced by the rail industry that can be used? In terms
of endogenous growth, an enhanced timetable (essentially a half-hourly service all day9) will be introduced between
Inverurie and Aberdeen, following infrastructure enhancements. This will introduce more trains between Inverurie and
Aberdeen (and also therefore Kintore station) – particularly in the off-peak.

8 ORR station usage data 2014/15
9 The final details of the planned service enhancement have yet to be finalised by ScotRail.  It may be the case that the quantum of
services at Kintore is greater than a half-hourly service in the peaks, but at this stage, following discussions with ScotRail, it has
been agreed to assume a half-hourly service all day as the core service enhancement proposition.
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Annex A to this Technical Note discusses the above and identifies a recommended approach to adopting demand
growth forecasts for this scheme appraisal.

The outcome of this analysis was a set of demand growth rates as summarised in Table 8 .

Table 8: Demand Growth Rates
Growth Peak Off -peak Applicable Ye ar:

Exogenous 2.84% 2.46% per annum

Endogenous 5.7% 28.7% 2019

For the purpose of future year demand forecasting and scheme appraisal, Kintore station was assumed to start
operation in 2019. Travel behaviour is not expected to occur instantaneously, and so industry standard (PDFH)
demand ramp-up factors were applied to the demand profile in the first, second and third years after opening (Year 1
- 53%; Year 2 - 78%; Year 3 - 90%).

The assumption has been made that revenue growth follows an RPI+0 profile, reflecting an average position in
relation to current fares policy in Scotland across all ticket types.

D.5 Kintore Station Demand and Revenue Forecasts

Table  9  presents a summary of the demand and revenue forecasts for Kintore station in 2019 (Year 1) and 2025
(Year 7), as well as the net impact on demand when taking into account the impact of the new station on through
passengers and those passengers who will transfer from using Inverurie station to Kintore. This forecast includes
exogenous background growth, endogenous growth from timetable enhancements and initial year demand ramp-up.

Table 9: Kintore Station – Core Scenario -Future Year Forecasts (2019 & 2025)

Market Segment

2019 2025

Journeys Revenue Journeys Revenue

Outbound Demand 103,273 £435,620 228,308 £963,039

Inbound Demand 43,811 £205,821 96,854 £455,015

Inverurie - Kintore 18,129 £13,669 40,079 £30,218

Kintore Station Usage 165,213 £655,110 365,240 £1,448,272

Transfer from Inverurie -18,729 -£94,232 -21,944 -£110,410

Impact on Through Passengers -38,273 -£253,119 -44,892 -£296,889

Overall Net Impact 108,211 £307,760 298,405 £1,040,973

Revenue in 2015 prices

Table  9  demonstrates that Kintore station is forecast to attract circa 165,000 journeys in its opening year (2019),
generating just over £650,000 revenue. Following the ramp-up period, in 2025 (seven years after opening), Kintore
station is forecast to attract around 365,000 journeys per annum, and circa £1.4 million per annum in revenue. The
overall net worth of the scheme in revenue terms (once abstracted and through journey time impacts have been
taken into account) is expected to be greater than £1m per annum by the sixth year in operation (2024).

Figure 2  presents the demand profile for Kintore between 2019 and 2035, disaggregated by outbound demand,
inbound demand, and demand for other markets (i.e. journeys on the new rail market between Kintore and Inverurie).
The 400,000 passenger journeys mark is forecast to be achieved just before 2030, whilst by 2035 (the year when
demand growth is assumed to flatten for scheme appraisal purposes) demand is forecast to have reached circa
475,000 journeys per annum.
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Figure 2: Kintore Station Demand Forecast 2019 - 2035 – Core Scenario

D.6 Estimating Car Park Demand

The new station car park design includes the provision of 166 parking spaces in total (with the option of splitting
construction into two phases if necessary).

In addition to the demand and revenue forecasts, AECOM produced a high level estimate of the likely car parking
requirement at the new station. Using the proportion of car drivers at Inverurie, and based upon the demand
forecasts for Kintore, the likely daily demand for parking spaces was calculated. A range of parking space ‘turnover’
rates were applied to this daily demand to estimate the likely requirement for physical car parking spaces at Kintore.
A low turnover rate would include a higher proportion of ‘all-day’ parking typical of commuters, whilst a high-turnover
would include a higher proportion of ‘short-stay’ parking. In addition, it was assumed that a target car park space
utilisation of 85%10 would be desirable, and so this has been built into the estimated requirement for car parking
spaces.

Table 10 and Figure 3 provide a summary of the estimated car parking requirement at Kintore for the three future
years; 2020, 2025 and 2030.

Table 10: Estimated Car Park Space Requirement at Kintore (2020, 2025 & 2030)
Car Parking Spaces Required 2020 2025 2030

High (low turnover of spaces) 78 114 130

Medium (mid-range turnover of spaces) 62 91 104

Low (high turnover of spaces) 52 76 86

10 Guidelines on Preparation of Parking Strategies and Management, Institute of Highways and Transportation, 2005
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Figure 3: Estimated Car Parking Requirement at Kintore (2020, 2025, & 2030)

These estimates suggest that the planned car parking provision should be adequate, at least in the early years of
operation through to the early 2030s. It should, however, be noted that this is based on a high level
methodology that does not explicitly model any potential park and ride impacts at the station .

D.7 Sensitivity Tests

A core scenario for generating demand forecasts for a new station at Kintore has been developed and discussed
above, essentially based on existing travel behaviour at nearby Inverurie station. This has resulted in a demand
forecast that can be taken forward to scheme appraisal. The forecast has been discussed with key stakeholders
(Aberdeenshire Council, Nestrans, Network Rail, and ScotRail) and this has resulted in the identification of a number
of sensitivity tests which seek to test the robustness of the scheme appraisal by challenging some of the assumptions
made in the demand forecasting. The integrity of the core scenario was acknowledged by all the stakeholders,
reflecting the methodology adopted and availability of data. Assumptions where it was considered worthwhile to
undertake sensitivity testing included:

1. Lower Inbound Demand Uplift Factor:
a. The observed outbound to inbound demand proportions at Inverurie are 70:30. Kintore may be

considered to be a less attractive destination station than Inverurie; being a smaller community with
fewer employment, education, retail and other amenities.

b. There is no evidence to suggest a specific alternative ratio and therefore two sensitivity tests have
been identified to generate an 80:20 split and a 90:10 split.

c. The inbound demand uplift factors for these sensitivity tests are therefore 1.25 and 1.11 respectively.

2. Reduce Other Market (Inverurie-Kintore) demand:
a. Inverurie and Kintore are close and are linked by existing bus services. Whilst there is a clear journey

to work relationship between the two settlements as evidenced by the Datashine Data, the proximity of
the settlements raises a question mark as to how attractive rail would be for these journeys.

b. The core scenario produces a very small implied mode share to rail of circa 2%.
c. The sensitivity test halves the forecast number of journeys for this flow.

3. Reduce proportion of demand originating from beyond 2 km:
a. The core demand forecasts at Kintore, based upon observed trip origins at Inverurie, assume a large

proportion of demand (40.3%) originates beyond 2 km of the station. Whilst this has been justifiably
applied to Kintore, given the station proximity to the A96 and the same service level as Inverurie (refer
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to footnote 2 earlier), a sensitivity test is required to understand the implications if this level of demand
were not to be achieved.

b. The sensitivity tests have therefore looked at reducing this proportion to 30% and 20%.  However, it
should be noted that there is no specific local evidence to base these on.

4. Increased abstraction from Inverurie:
a. The Inverurie survey identified that 3.1% of existing rail users at Inverurie originated within 2 km of the

proposed Kintore station site.
b. It is acknowledged that some additional abstraction could occur from origins beyond 2 km of Kintore

station. However, the extent of this (without recourse to more sophisticated modelling techniques)
would be difficult to quantify. It was, however, considered worthwhile identifying an upper limit of
potential abstraction based on the survey data for sensitivity testing purposes.

c. This exercise identified that up to 12.6% of existing Inverurie demand might consider using Kintore
instead. Therefore, as a worst case scenario, it was assumed that all this 12.6% might use Kintore
instead.

d. A further sensitivity test was also undertaken assuming a ‘mid-point’ abstraction rate of 7.9%.

5. Reduced growth rates:
a. The growth rates are based on Network Rail’s latest forecasts feeding into their Long Term Planning

Process.
b. ScotRail requested that a sensitivity test be undertaken whereby these forecasts are halved from 2025

onwards.

Table 11 presents the results of the above sensitivity tests on both the station demand at Kintore and the net impacts
taking into account abstraction from Inverurie and the impacts on through passengers. All results are compared back
to the core scenario and are presented for 2025.

Table 11: Sensitivity Test Results (2025)

These results illustrate the range of impacts that the sensitivity tests, as defined, might have on the core scenario. At
worst these tests represent quite significant downside impacts on demand and revenue, however it is to be reiterated
that these sensitivities in tandem represent a ‘worst case’ level modelled and are likely to be unrepresentative of the
likely impact of the new station.

A more representative ‘Lower Bound’ scenario has been tested which combines the following sensitivity tests above:

�x Lower inbound demand proportion: 20% (core scenario 30%);
�x Lower proportion of demand from beyond 2 km station catchment: 30% (core scenario 40.3%);
�x Higher abstraction rates from Inverurie: 7.9% (core scenario 3.1%);
�x Reduced growth rates: halved from 2025

The other demand assumptions (i.e. Kintore-Inverurie) have not been changed from the core scenario as it is
considered that the core scenario forecasts for this flow are sufficiently prudent in the first case.

The results of this lower bound forecast are presented in Table 12.
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Table 12: Sensitivity Test Results – Lower Bound Scenario (2025)

This Lower Bound scenario reduces the forecast demand at Kintore station by just over 20%. The net impacts are
greater, reflecting the considerable proportional uplift in abstraction from Inverurie (3.1% to 7.9%). The net revenue
would be essentially halved.

Figure 4  presents the demand profile for the Lower Bound scenario. Demand reaches 300,000 in 2030, compared to
a forecast demand of circa 400,000 by 2030 in the Core scenario.

Figure 4: Kintore Station Demand Forecast 2019 - 2035 – Lower Bound Scenario
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