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Executive Summary

Introduction
Located on the east side of the A96, around thirteen miles north of Aberdeen City Centre and four miles south of
Inverurie, Kintore has expanded rapidly since the 1980s. Between the 2001 and 2011 censuses, the town experienced a
164% increase in population, making it the fastest growing town in Aberdeenshire. Limited transport options on the
corridor and ongoing growth have resulted in increased levels of congestion on strategic and local road networks in the
area. Population growth and the demand for improved transport infrastructure is set to continue – the A96 corridor has
been identified as a Strategic Growth Area with up to 6,200 residential units proposed over the next twenty years, of
which 5,500 are planned between Inverurie and Blackburn. Kintore Station has long been promoted by transport
authorities in the region as a necessity to accommodate future growth and support wider transport strategies relating to
improving access into Aberdeen City Centre by alternative, sustainable modes on this commuter corridor.
Born out of proposals for enhanced commuter rail services from Aberdeenshire to Aberdeen City, the scheme known as
Aberdeen Crossrail was first investigated in the early 1990s and subsequently appraised and promoted within the
region’s 2003 Modern Transport Strategy. Kintore station was a key element of these proposals, and the delivery of this
station and transport interchange has received renewed impetus following recent commitments. This includes the
Scottish Government’s commitment to upgrading the Aberdeen to Inverness railway including track redoubling between
Aberdeen and Inverurie by 2019, and ScotRail plans to deliver enhanced services, and higher capacity rolling stock,
enhancements which will greatly increase capacity on the local rail network. Kintore Station remains the missing piece in
the jigsaw and its construction will increase access to rail for the local population, helping to accommodate future growth
planned for the area.
Aberdeenshire Council intend to secure funding for the project through an application to the Scottish Stations Fund
(SSF). A key requirement for submission to this fund is that costs and design details are worked up to a level
commensurate with Network Rail’s ‘Guide to Rail Investment Process’ (GRIP) Level 3 (Approval in Principle), Option
Selection and that a Business Case is prepared in line with Scottish Transport Appraisal Guidance (STAG) principles.
Recent work has seen the Council and Nestrans in partnership with Transport Scotland and the rail industry preparing
detailed design and costings for the project. To support design elements, this Business Case has been prepared to set
out the overwhelming and robust case for investment in a new Kintore Station and to secure the funding necessary to
ensure the project is delivered by 2019, enabling the full benefits of committed improvements to be realised.

Approach
The Business Case provides evidence to support Aberdeenshire Council and Nestrans’ application to the SSF. It has
been prepared with cognisance to Transport Scotland’s guidance on the preparation of SSF submissions and Network
Rail’s “Investment in Stations” guidance. It demonstrates the proposal’s alignment with local, regional and national
development plans and policies and sets out the key problems and opportunities in the study area which the proposal
will help to address.
In line with guidance, a proportional appraisal based on the principles of STAG has been undertaken which outlines the
benefits of Kintore Station against the study’s transport planning objectives, implementability criteria and STAG criteria
(economy, environment safety, integration, and accessibility and social inclusion). To understand the station’s potential
impacts, including estimated patronage levels, the work has been supported by a demand forecasting exercise, the
results of which have informed an economic assessment of the project and fed into the business case.
The Business Case also sets out the next steps towards delivery of the project, including key risks that will require
careful management and mitigation to ensure the challenging programme comprising delivery responsibilities of multiple
partners is successfully achieved.
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The Proposal: Kintore Station
The proposal includes construction of a new Kintore Station comprising new double platform with lifts, over-bridge,
waiting shelters and seating, alongside car park with space for around 160 vehicles and transport interchange facilities
(bus, taxi, cycle facilities). It is currently planned for the station to be an unmanned station.
The proposed location for the new station is on the north western boundary of the village, providing excellent access to
the town centre and the adjacent A96 to Aberdeen/Inverurie. Site access would be from a priority junction on the
Overdon access road, close to its junction with the B987 Northern Road. Initial junction assessments for the site has
indicated no major issues. A new footpath is proposed to provide direct pedestrian/cycle access to the station from the
town centre. The proposal also involves relocation of bus stops and shelters on Northern Road adjacent to the station to
enable easy access to the station for bus users (in addition to coach/bus parking within the station car park itself).
Although not currently owned by Aberdeenshire Council, land for the site has been safeguarded for development of the
new station and interchange within the Council’s Local Development Plan. The site also comprises an area of disputed
title and a Compulsory Purchase Order will be required to secure the land for construction.
The location of Boat of Kintore level crossing and the significant changes proposed in the area as result of the new
station suggests that it is unlikely that the Office of Rail Regulation will accept a modification to the current Automatic
Half Barrier arrangement. A number of mitigation measures are being considered as part of the design process,
including an upgrade of the crossing type.
The estimated capital cost of the project is in the region of £12M. The rail platform and station costs have been
progressed to GRIP 3 AIP level.
Summary of Proposal
Planned
Provision:

Double platform (unmanned) station, alongside transport interchange comprising car park
with 166 spaces, taxi rank, motorcycle and cycle parking, and other facilities.

Interchange
Provision:

149 parking spaces plus 17 disabled parking spaces, 8 motorcycle spaces, 20 cycle spaces,
2 bus bays, taxi rank – 7 pick-up & drop-off spaces, electric vehicle charging points, a single
exit lane for all users, pedestrian crossings, landscaping, etc. Designed to meet operational
needs for the next 20 years.

Cost of Proposal:

The estimated capital cost of the project, including rail station and car park construction
costs, land acquisition, and optimism bias is in the region of £12M.

Opening Year:

2019

Promoter:

Aberdeenshire Council (Infrastructure Services, Transportation Section), supported by
Nestrans, the Regional Transport Partnership for North East Scotland.

Benefits
Delivery of Kintore Station accords to policy at all levels and is a key element to maximising the benefits of the £170M
rail improvement project between Aberdeen and Inverness including track redoubling between Aberdeen and Inverurie,
and the commitments to deliver enhanced rail services on the corridor.
The project will offer a sustainable travel choice on the Inverurie to Aberdeen corridor, an area which is planned for
significant development and population growth in the coming years. It is anticipated that the availability of a station in
Kintore will have a positive transformational impact on the area, and build on the North East’s established track record of
successful rail station re-opening projects.
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Over the last decade, exceptional growth has been witnessed in the numbers using the rail system in the north east of
Scotland. The nearest railway station to Kintore – Inverurie Station – has experienced rail patronage increases of
around 15% per annum over the last ten years (compared to 4% nationally). This success, matched with increased
congestion on the local and strategic road networks, has led to a necessity for improved services and infrastructure
enhancements to accommodate further rail travellers. Delivery of Kintore Station responds to this challenge by providing
a direct and efficient route for travellers to and from Aberdeen City Centre in a convenient location where customers can
easily interchange between private and public modes of transport.
Demand forecasting work, based on a trip rate approach built on passenger platform surveys undertaken at Inverurie
Station in October 2015 and Network Rail growth forecasts, suggests that the station would be expected to attract in the
region of 300,000 to 400,000 passengers per annum by the mid-2020s, depending on growth assumptions.
Another benefit of the station is that it has been identified as an essential element of the construction strategy for the
Aberdeen to Inverness improvements. There is a requirement to close the line south of Inverurie for up to eight weeks
for signalling, track and deck replacement works to the south of Inverurie and on the Don viaduct. Kintore station,
delivered by December 2018, will mitigate the significant adverse impacts of this blockade for the majority of
passengers, with bus replacement services between Kintore (just off the A96) and Inverurie far more viable and
attractive. The full range of benefits that will be provided through delivery of the project is set out below.

Consultation
The station and interchange has widespread stakeholder support amongst local members, MSPs and MPs. Previous
surveys undertaken by local politicians have demonstrated very high levels of support for the development of the Station
amongst the local community; based on a response rate of nearly 50% of Kintore residents, 97% reported that they
supported the proposal. Recent local “drop-in” sessions held by Network Rail in Kintore have confirmed the support for
the station proposal, with high levels of attendance and interest in the project.
Discussions have also been held with the local Access Panel to ensure the scheme delivers excellent access for the
mobility impaired.
Throughout the development of the project, Aberdeenshire Council and Nestrans have worked closely with Network Rail
and ScotRail who have indicated their broad support for the project and fed into the development of this Business Case.

Risks and Uncertainties
Development of Kintore Station and interchange is considered as a key element of transport strategy at a local, regional
and national level. Not progressing with the project increases the risk of unsustainable congestion inhibiting economic
growth locally and within the wider regional area. It also risks delivery of the wider Aberdeen to Inverurie track redoubling project.
A number of key risks and uncertainties associated with the delivery of Kintore Station have been identified.
Land acquisition is currently a principal risk. Although the land on which the station is to be built is safeguarded within
the Local Development Plan, the title of the land is not considered to be clean. A Compulsory Purchase Order process is
planned, however experience indicates that such a process can take up to eighteen months. Furthermore, current
advice is that this process cannot be commenced until the scheme is considered committed within funding plans. This
will require close and focussed working between all parties to progress.
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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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The Case for Kintore Station
Policy: A new Kintore Station accords to policy at all levels
• Development of a new railway station at Kintore, including Park & Ride facility, will strongly support delivery of a
wide range of national, regional and local transport strategies and planning policies, including Network Rail's
CP5 Delivery Plan.
Projects: Kintore Station will help maximise the benefits of wider infrastructure investment to the line
• Kintore Station complements the £170m commitment by the Scottish Government to upgrade the Aberdeen –
Inverness railway, including route dualling between Aberdeen and Inverurie by 2019.
Improved Services: Kintore Station will help realise the benefits of enhanced rail services on the line
• ScotRail plan to deliver additional services along the corridor, including an enhanced timetable comprising
additional peak time services and a half hourly off-peak service between Inverurie and Aberdeen which will help
to accommodate future growth. Enhanced rolling stock provision is also planned on the route.
Construction Impacts: Kintore Station will minimise disruption impacts during route improvement works
• Development of Kintore Station would support the wider Aberdeen to Inverness improvement programme and
reduce its risk to delivery by enabling the current construction strategy. Replacement bus services operating
between Kintore and Inverurie both have a convenient location with excellent trunk road access, therefore
minimising the disruption impacts of the works on passengers.
Rail Corridor Growth: Kintore Station will cater for the significant demand for rail on the corridor
• Over the last decade, the demand for rail in the north east of Scotland has witnessed significant growth, with
passenger growth rates well above national trends. Inverurie, for example, has seen passenger numbers grow
by 247%, or approximately 15% per annum over this period. Kintore Station responds to this demand, providing
a sustainable alternative form of transport for residents along the corridor.
Capacity Constraints: Kintore Station will help address capacity constraints on the wider transport network
• Delivery of a new station at Kintore will encourage a transfer of car trips onto rail, supporting efforts to reduce
congestion and improve journey time reliability along the A96 Corridor, in particular between Kintore and
Aberdeen.
• Inverurie Station has experienced significant passenger growth over the last decade, with evidence of station car
park occupancy above capacity and overcrowding on peak time services into Aberdeen. Kintore Station would
help to relieve pressure at Inverurie.
Realising Development Potential: Kintore Station will help to accommodate future growth on the corridor
• The A96 Corridor between Aberdeen and Huntly has been identified as a Strategic Growth Area in the Strategic
Development Plan with up to 6,200 residential units proposed over the next twenty years (of which 5,500 are
planned between Inverurie and Blackburn). Kintore Station will increase the attractiveness of Kintore and the
wider region as a place to work and live, promoting future development and growth along the corridor.
City Centre Growth: Kintore Station improves ease of access to Aberdeen for employment
• Aberdeen City remains a key attractor of trips from Kintore and the surrounding area, for employment, leisure
and other opportunities offered in the city centre. Delivery of Kintore Station will improve access to the city
centre by public transport and enable more residents to enter the local labour market by reducing journey times
into the city.

Aberdeen City Constraints: Kintore Station provides a direct and sustainable link into the city centre
• The Aberdeen City Centre Masterplan proposes a package of measures to promote public transport access to
Aberdeen city centre over private car use. Kintore Station supports this ambition by providing a new, direct and
seamless link between Kintore and Aberdeen and will encourage a transfer of trips from private to public
transport, both for commuting and leisure purposes.
Business Case: Kintore Station offers high value for money
• The results of economic apprasial undertaken as part of the business case shows that Kintore Station is
expected to delver high value for money. With a BCR of 3.5:1, the new station is anticipated to generate
significant benefits in terms of additional rail revenue, decongestion, road safety and air quality benefits.
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Introduction

1

Introduction

1.1

Introduction
This Business Case has been prepared to set out the case for investment of the new Kintore Station, comprising the
construction of a new double platform station at Kintore alongside Park & Ride provision, as well as further transport
interchange facilities.
In line with guidance, the Business Case provides evidence to support Aberdeenshire Council and Nestrans’ application
to the Scottish Stations Fund (SSF). It has been prepared with cognisance to Transport Scotland’s guidance on the
1
2
preparation of SSF funding submissions and Network Rail’s “Investment in Stations” guidance and includes a
proportional appraisal of the proposal based on Scottish Transport Appraisal Guidance (STAG).

1.2

Context – Kintore Station
Forming part of the Great North of Scotland Railway, Kintore
Station (the junction for the Alford Valley Branch) was
opened in 1854 but closed in 1964, alongside other local
3
stations during route rationalisation . The nearest rail station
is now at Inverurie, located four miles north.
Aberdeenshire Council and Nestrans have been working
together for a number of years on the re-opening of the
Station. Born out of proposals for enhanced commuter
services from Aberdeenshire to Aberdeen City, known as
Aberdeen Crossrail – first investigated in a joint Grampian
Regional Council and ScotRail study commissioned in the
early 1990s – a new Kintore Station has generated
Figure 1.1: Original Kintore Station (Credit: GNSRA)
considerable public and business support over the years.
To support the development of the region’s 2003 ‘Modern
Transport Strategy’4, a STAG study was undertaken which recommended implementation of Aberdeen Crossrail on an
incremental basis as a means of delivering a dedicated local rail service between Inverurie and Stonehaven including
the provision of new stations, including Kintore.
In 2009, AECOM (formerly Faber Maunsell) was commissioned by Nestrans to undertake an engineering feasibility
study into the construction of a new station at Kintore, including initial layouts, and the impact upon the Boat of Kintore
level crossing.
This work has received renewed impetus following Network Rail’s work to redouble the line between Inverurie and
5
Aberdeen, the Scottish Government’s commitments to delivering enhanced rail services between Aberdeen and
Inverness, and higher capacity rolling stock following the appointment of Abellio to the ScotRail franchise. In order to
achieve the High Level Output Specification (HLOS), published by Transport Scotland and the Department for Transport
in 2012, this project requires that infrastructure is provided to facilitate construction of and provision of services at
6
Kintore Station during Control Period 5 (CP5). Delivery of Kintore Station is pivotal to maximising the benefits of these

1

Transport Scotland, (2012), Control Period 5: Scottish Stations Fund Process
Network Rail, (2014), Investment in Stations: A Guide for Developers and Promoters
3
Figure 1.1 shows what is understood to be the last passenger service to call at Kintore in June 1965. The train was a charter organised by the
Great North of Scotland Railway Association (GNSRA) Branch Line Society and travelled from Aberdeen to Alford, Oldmeldrum and Turriff.
Kintore Station officially closed to passenger traffic in December 1964 and to freight at the end of 1965.
4
Nestrans Voluntary Partnership, (2003), Delivering a Modern Transport System for North East Scotland
5
Transport Scotland (2014), Aberdeen to Inverness Rail Improvements Project
6
Network Rail (2015), Control Period 5: Aberdeen to Inverness Improvements Phase 1
2
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improvements and recent work has seen the Council and Nestrans in partnership with Transport Scotland and the rail
industry prepare detailed design and costings for the station.
The project will offer a sustainable travel choice on the
Inverurie to Aberdeen corridor, an area which is planned for
significant development and population growth in the coming
years. It is anticipated that the availability of a station in
Kintore will have a positive transformational impact on the
area and build on the North East’s established track record of
successful rail station re-opening projects.
As shown at nearby Inverurie Station, where passenger
numbers have grown circa 15% per annum over the last
decade (12% per annum over the last five years); far
outstripping national trends, there is a strong desire for rail
access along this commuter corridor, particularly given
congestion and journey time issues on the road network into
Aberdeen, and proposals to promote public transport access
to Aberdeen city centre as part of Masterplan plans. Delivery
of Kintore Station responds to this challenge by providing a
direct and efficient route for travellers to and from the city in a
Figure 1.2: Kintore Station’s Context
convenient location where customers can interchange
between private and public modes of transport. Another benefit of the station is that it has been identified as an essential
element of the construction strategy for the Aberdeen to Inverness rail improvements project, which will involve a
requirement to close the line south of Inverurie for up to eight weeks for signalling, track and deck replacement works to
the south of Inverurie and on the Don viaduct. Delivery of Kintore Station will mitigate the significant adverse impacts of
this blockade for the majority of passengers, with bus replacement services between Kintore (just off the A96) and
Inverurie far more viable and attractive.
1.3

Study Approach
Aberdeenshire Council intend to secure funding for the project from the SSF. A key requirement for submission to this
fund is that costs and design details are worked up to a level commensurate with Network Rail’s ‘Guide to Rail
Investment Process’ (GRIP) Level 3, Option Selection and that a business case is prepared in line with STAG principles.

1.3.1

The Scottish Stations Fund
Launched in 2012 by Transport Scotland and operational since 2014, the SSF provides an opportunity for contributory
funding new stations and station improvements, subject to an appropriate transport appraisal meeting the SSF
requirements. The SSF encourages use of third party investment (e.g. RTP’s, Local Authorities and developer
contributions). Proposals should be developed in partnership with Transport Scotland, relevant RTPs, Local Authorities
and other third parties before being ultimately submitted to Network Rail for submission to the rail industry.
In terms of guidance on the development of new stations, as is the case with the Kintore proposal, the SSF states that
the promoter should prepare a transport appraisal in accordance with STAG aligned with demonstrating that the
proposal is aligned with local, regional, and national development plans and policies of the Local Authority Regional
Transport Partnership and Transport Scotland respectively. The proposal should also outline the investment case for the
new station, including (not limited to) its Benefit to Cost Ratio (BCR) and Net Present Value (NPV), wider benefits not
captured by the BCR, third party and further development, potential impacts on the rail network and current services,
impacts on revenue/franchise subsidy, a station access assessment, and assurance of land availability. These aspects
are considered within this Business Case.
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1.3.2

Investment in Stations: A guide for Promoters and Developers
In December 2014, Network Rail published guidance aimed at promoters, including local authorities, on the process for
developing a business case for investment in station improvements.
In terms of investment to develop a new station, the guidance states that “a proposal for a new station would be
considered when neither of the other options (improvement to an existing stations and relocation of an existing station) is
able to meet the promoter’s objectives, or the opening of a new station can be shown to offer better value for money. A
new station may allow the rail network to attract new passengers, for example by serving a new development or out of
town Park & Ride facility but the creation of a new station stop for existing services may have a negative operational
impact on the railway, potentially increasing journey times for existing passengers. A new station proposal will therefore
have to show clear benefits in providing for existing and future demand and offering new and desirable journey
opportunities. A Train Operating Company (TOC) must support the provision of services to the new station and early
engagement with TOCs is essential to any proposal. Development of a new station might include reopening a facility
which had previously been closed, where this would meet the conditions described”.
The guidance states that business cases must follow the Department for Transport’s (DfT) 5-case model and should
follow Transport Scotland’s STAG principles. This business case is being developed in line with STAG principles,
including consideration of the proposal’s fit with local, regional and national policy, consideration of the problems and
opportunities in the local area which the proposal will respond to, development of transport planning objectives for the
scheme, and a benefits appraisal of the proposal against these objectives and wider STAG criteria.

1.4

Structure of Report
The remainder of the report is structured as follows:









Chapter 2 – Policy Context
Chapter 3 – Problems and Opportunities
Chapter 4 – Options
Chapter 5 – The Proposal
Chapter 6 – Appraisal
Chapter 7 – Key Risks and Uncertainties
Chapter 8 – Delivery and Operation
Chapter 9 – Case for Investment

An accompanying Annex Report presents a number of supporting appendices, as follows:







A – Policy Review
B – SMART Objectives
C – Plan of Proposal
D – Demand Forecasting Note
E – Economic Appraisal Note
F – Appraisal Summary Table
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Policy Context

2

Policy Context

2.1

Introduction
Before expanding on the proposal for funding of the new Kintore Station, it is important to set the proposal within the
context of wider strategic and planning policies.

2.2

Policy Context
The development of a new railway station at Kintore, including Park & Ride and other interchange facilities, will strongly
support delivery of a wide range of national, regional and local transport strategies and planning policies.
At the national level, achieving a half hourly frequency commuter service between Inverurie, Kintore, Dyce and
Aberdeen is a commitment of Transport Scotland and Network Rail, working towards providing an hourly frequency
7
service between Aberdeen and Inverness in the Scottish Government’s Infrastructure Investment Plan .
Transport Scotland’s Strategic Transport Projects Review identified rail service enhancements between Aberdeen and
Inverness (Intervention 19). In March 2014, the Scottish Government announced its commitment to a package of
improvements which include the redoubling of track between Aberdeen and Inverurie, and additional weekday services
between Inverurie and Aberdeen 8. The commitment is also outlined in Network Rail’s CP5 Delivery Plan. These national
projects will generate significant demand between Inverurie and Aberdeen with the new station project responding to this
pressure by facilitating improved public transport access. Abellio’s commencement of the ScotRail franchise in 2015 has
also seen a renewed focus on the integration of rail services with the rest of Scotland’s transport network including
delivery of new services9; Kintore Station would respond to this policy goal by enhancing commuting opportunities and
facilitating interchange onto rail.
At a regional level, Nestrans RTS and supporting Rail Action Plan set out the regional transport policy context for this
study and aspirations to increase the attractiveness of rail. The Rail Action Plan identifies Kintore Station as a key
priority, recognising its benefits for encouraging modal shift and addressing town and city centre parking issues.
At the local level, focus has centred on how the proposal supports Aberdeenshire’s Local Transport Strategy (LTS). The
LTS was developed with a guiding principle to encourage individuals and business to travel less, travel more actively,
and travel more effectively. In policy terms, the LTS promotes improved access to rail services and encourages better
integration opportunities between rail and other modes; aspirations that would be supported by the proposal.
In planning terms, the Aberdeenshire Local Development Plan and Strategic Development Plan, set out major
development aspirations for the area with the Aberdeen to Huntly corridor identified as a Strategic Growth Area with up
to 6,200 residential units proposed over the next twenty years (of which 5,500 are planned between Inverurie and
Blackburn). This includes a 600 unit development at Kintore East. Other major developments include and Thainstone
Business Centre, both planned for the south of Inverurie. This scale of development has the potential to significantly
impact the demand for rail on the corridor. Delivery of a new station at Kintore therefore positively responds to this
demand challenge, by catering for part of this new demand, while helping Kintore and the wider area become a more
accessible, sustainable and integrated place, supporting economic development at a local and regional scale. The
current LDP10 safeguards land for the development of the new station and interchange in the north west of the town.
The commitment to Kintore railway station is supported within the wider suite of Council policy documents including
Single Outcome Agreement. In addition, the 2014 Air Quality progress report11 from Aberdeen City Council highlights the

7

Scottish Government’s Infrastructure Investment Plan 2015: http://www.gov.scot/Resource/0049/00491180.pdf
http://news.scotland.gov.uk/News/-170m-to-improve-Inverness-to-Aberdeen-rail-ae7.aspx
9
http://www.transport.gov.scot/news/%E2%80%98rail-revolution%E2%80%99-means-200-more-services-and-20000-more-seats-scotspassengers
10
Aberdeenshire LDP 2016 – Garioch Settlements: Sites R2 and BUS2
11
http://www.scottishairquality.co.uk/assets/documents//Aberdeen_City_Council_PR_2014.pdf
8

12

new Kintore Station as a key element to help support the delivery of air quality targets across the region. Support and
endorsement for the project is also evidenced by the inclusion of the station in Local and Regional Transport and Land
Use Plans, as well as national plans, such as the Government’s Strategic Transport Projects Review which outlined the
plans for the Aberdeen to Inverness Rail Improvement Project.
Figure 2.2 illustrates the project’s fit with national, regional and local policy and plans, with further detail presented in
Appendix A.
2.3

Review of Previous Studies
There have been numerous studies into a new Kintore Station charting back to the early 1990s when the (then)
12
Grampian Regional Council and ScotRail undertook a joint feasibility study into an Aberdeen CrossRail project.
Aberdeen Crossrail set out aspirations for the development of dedicated local commuter services between Stonehaven
and Inverurie, including new stations. The project was recommended for development within the region’s 2003 Transport
Strategy, ‘Delivering a Modern Transport System for North East Scotland’13, which was taken forward in accordance with
STAG.
In 2009, AECOM undertook an initial feasibility study for the Council into the reopening of Kintore Station, including a
comparison between single and double platform options, and its impact upon the Boat of Kintore level crossing. In 2015,
AECOM were subsequently commissioned by the Council to undertake an option selection assessment, outline design
and cost estimate for a new car park and access road associated with the proposed rail station.

2.4

Transport Planning Objectives

Accessibility – Increase access to the rail
network for residents along the A96
Corridor.
Economy – Improvement in generalised
journey cost between Kintore and Aberdeen.
Environment – Support delivery of air quality
targets across the region by reducing the
proportion of journeys made by private car.
Integration – Achieve seamless interchange
between modes at Kintore rail station –
services; security; information; facilities.

Outcomes

Objectives

Informed by the policy review, and consideration of the problems and opportunities (discussed within Chapter 3), an
initial set of objectives and outcomes have been identified for the project, as set out in Figure 2.1. Detail of their SMART
credentials, in line with STAG, is described in Appendix B.

Increased rail patronage between
Inverurie, Kintore, Dyce and Aberdeen.
Reduction of congestion on the trunk
road network (A96).
Enhanced travel opportunities by all
modes for local residents.
Increased availability of rail commuter
car parking along the Inverurie to
Aberdeen corridor.

Figure 2.1: Kintore Station: Objectives and Outcomes
12

Delivering a Modern Transport System for North East Scotland, Nestrans Voluntary Partnership (2003) - Crossrail Proposal: Phase 1 will
provide a half-hourly service between Inverurie and Stonehaven by developing existing Inverness to Aberdeen and Aberdeen to
Edinburgh/Glasgow services, including a new station at Kintore.
13
Nestrans Voluntary Partnership, (2003), Delivering a Modern Transport System for North East Scotland

13

Figure 2.2: Kintore Station – Links with Wider Policy and Strategy
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Problems and Opportunities

3

Problems and Opportunities

3.1

Introduction
The past decade has seen phenomenal growth in numbers using the rail system in the north east of Scotland. The
nearest railway station to Kintore – Inverurie Station – has experienced rail patronage increases of around 15% per
annum over the last ten years (compared to 4% nationally). Dyce railway station shows similar trends, accounting a 9%
increase per annum, and Aberdeen a 6% increase per annum. This success, matched with increased congestion on the
local and strategic road networks, has led to a necessity for improved services and infrastructure enhancements to
accommodate further rail travellers within the corridor. In this chapter, a review is undertaken of the principal problems
and opportunities in the scheme area.

3.2

Socio-Economic Context & Travel Trends
Located on the east side of the A96, around 13 miles north of Aberdeen City Centre and four miles south of Inverurie,
Kintore has expanded rapidly since the 1980s, primarily due to its close proximity and trunk road access to Aberdeen.
While it primarily serves as commuter town for Aberdeen, local employment hubs are provided by the Midmill Industrial
Estate and the Kintore Business Park.
Key socio-economic trends for the area based on Census 2011 and other data sources are summarised below:
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In 2014, Kintore’s population was estimated at 4,79714. The town witnessed a 164% increase in population between
the 2001 and 2011 censuses, making it the fastest growing town in Aberdeenshire.



Around 80% of Kintore’s population is economically active.



The number of households in Kintore
which have access to car or van is just
over 91%; which is more than 20%
higher than national figures. The
number of households with access to
two or more vehicles is 29%; nearly
30% higher than national levels.



Travel to work trends indicate that car
travel (including car passengers, car
pools and taxis) accounts for over 80%
of all trips amongst Kintore residents,
approximately 18% higher than the
national average (62%). At the 2011
census, only 13 people used the train
to travel to their place of work or study.



As shown in Figure 3.1, travel to work
15
data suggests that most people work
in Aberdeen (42%), followed by
Inverurie (15%), Kintore itself (11%)
followed by Dyce and then the wider rural area.

© OpenStreetMap contributors, CC-BY-SA

Figure 3.1: Travel to Work Destinations

Kintore Profile 2015, Aberdeenshire Council Statistics
Datashine Commute: http://commute.datashine.org.uk/#mode=allflows&direction=both&msoa=undefined&zoom=14&lon=-2.3555&lat=57.2310
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3.3

These growth trends and commuter travel patterns observed at Kintore are reflected in other areas along the A96
corridor including Blackburn, Kemnay, and Inverurie, the latter of which experienced a 16% population increase
between the 2001 and 2011 censuses and on a daily basis experiences around a third of its working population
commute to Aberdeen for employment.

Existing Transport Infrastructure & Service Provision
A summary of existing transport infrastructure and service provision in the study area is summarised below:

3.4



Road (Strategic): Kintore is located on the east side of the A96, which is the main road link to the town from
Aberdeen. The A96 is dual carriageway between Aberdeen and Port Elphinstone (south of Inverurie), with Transport
Scotland committed to dualling the route from Inverurie to Inverness by 2025.



Road (Local): Within Kintore, the B987 is the primary distributor route from the A96. The B987 (School Road)
provides local access between the north and south of the town.



Car Parking: There is one small, 15 space car park (The Square ) in Kintore. This is located approximately 650m
from the proposed station location. On-street parking is provided within the town itself on the B987.



Rail: Currently there is no rail station in Kintore. The Aberdeen to Inverness rail line passes Kintore on its east side.
The nearest rail station is Inverurie; approximately four miles away in the Inverness direction (i.e. in the wrong
direction for the majority of demand). Journey times from Kintore town centre are between 12 and 16 minutes by
car.



Bus: Kintore is well served by local bus services17 to Aberdeen and Inverurie, with a typical service frequency
between two and three buses per hour. Average journey times between Kintore and Aberdeen are circa 40 to 65
minutes, whilst services between Inverurie and Kintore show average journey times of between 10 to 15 minutes.
The nearest bus stop to the proposed rail station is around 300m away on the B987 on Northern Road.



Air: The nearest airport is Aberdeen Airport at Dyce.

16

Problems
A summary of principal problems in the study area is summarised below:
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Limited Transport Alternatives: As identified in Section 3.2, Kintore’s population displays car ownership levels
and rates of car use for trips to work considerably above national averages, reflective of the area’s commuter profile
and limited alternative transport options. Although the town has relatively good access via bus, current journey times
and congestion issues make it an unattractive option for commuters. The lack of direct access to rail for local
residents limits access to employment, recreation and other opportunities in Aberdeen, and hampers the future
growth potential and development aspirations of the corridor. In the absence of improved, alternative, transport
provision, future development would add further pressure to currently constrained transport infrastructure, including
the A96 trunk road and Inverurie Station.



Congestion and Delays on the Trunk and Local Road Network: A reliance on private transport in the area is
manifested in the high levels of traffic congestion and delays experienced by motorists on trunk and local roads
networks in the area, particularly during peak travel periods.A review of daily traffic volumes shows that in 2014

http://en.parkopedia.co.uk/parking/kintore/
https://www.stagecoachbus.com/timetables; Service 37
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average annual daily traffic (AADT) flows18 were over 30,000 on the A96 south of Port Elphinstone Roundabout (an
increase of 9% over the last ten years) and over 47,000 on
the A96 east of Haudagain Roundabout (an increase of 11%
over the last ten years). The 2014 AADT between Inverurie
and Aberdeen generally ranged between 20,000 and 25,000
vehicles, and has experienced similar levels of growth over
the last decade. Congestion on the A96 particularly travelling
southbound in the morning peak and northbound in the
evening associated with commuter flows has been a
prominent issue for numerous years with long delays
experienced at junctions along the route.
In terms of the local road network, traffic surveys undertaken
in Kintore in 2012 showed evidence of queueing during the
AM period on the B987 when approaching the Broomhill
Roundabout (south of Kintore, A96 and B987 junction), in
particular during the peak hour from 7am and 8am (queues >
170m)19 (Figure 3.2). Development of alternative transport
options such as Kintore Station could help to relieve these
issues through promoting a transfer of journeys from private
to public transport.


3.5

Figure 3.2: Kintore Congestion Hot Spots

Constraints and Capacity Issues on the Existing Rail Network: There is a significant unmet demand for rail in
the north east of Scotland due to limited rail infrastructure and capacity in the region which act as a constraint on the
ability to be able to develop rail service levels accordingly. Inverurie Station, for example, has experienced
significant passenger growth over the last decade, with evidence of station car park occupancy outstripping supply
and overcrowding on peak time services into Aberdeen.

Opportunities
An analysis of opportunities in the study area which the development of a Kintore Station can help to realise are
summarised below:
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Infrastructure and Service Improvements: The Scottish Government has committed to upgrading the Aberdeen
to Inverness railway, including track redoubling between Aberdeen and Inverurie by 2019. Complementary to this,
ScotRail have committed via their franchise obligations to delivering additional services including an enhanced
timetable comprising additional peak time services and a half hourly off-peak service. These improvements will
greatly increase the capacity of the rail network. Kintore Station remains the missing piece in the jigsaw and its
construction will enable the benefits of these improvements to be realised, increasing access to rail for the local
population and helping to accommodate future growth planned for the area.



Rail Demand on the Corridor: As is to be expected given that there is no station in Kintore, level of rail use
amongst residents in the town is low, with the 2011 Census indicating only 13 people per day used the train to travel
to their place of work or study (0.4%). This ties up with findings from platform surveys undertaken at Inverurie in late
2015, which indicated that only 3% of the survey sample started their journey in Kintore.

http://www.transport.gov.scot/road/traffic-count
SiAS, DPMTAG Supporting Evidence Report for Aberdeenshire Council, February 2015
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However, at a regional level, over the
last decade rail demand in the north
east of Scotland has witnessed
significant growth, outstripping national
trends. The closest station to Kintore,
Inverurie, has seen the number of
passengers (entries & exits) grow from
154,000 in 2006 to 534,000 in 2015; a
growth rate of 247%, or approximately
15% annually. As shown in Figure 3.3,
Inverurie has experienced the greatest
level of passenger growth of all stations
on the Aberdeen to Inverness line.
Further evidence of the demand for rail
services, particularly between Inverurie
and Aberdeen, is shown in rail
occupancy surveys carried out in 2013
Figure 3.3: Patronage at Aberdeen-Inverness Stations 2006-15
by Nestrans20. These indicated that,
particularly during the morning peak period on southbound journeys between Inverurie and Aberdeen, a number of
services have occupancy levels exceeding 100%. Recent passenger surveys at Inverurie showed that the station
car park frequently reaches capacity leading to a high number of rail commuter parking overspilling into nearby offstreet car parks within Inverurie town centre.
Passenger growth is expected to continue following the committed improvements on the Aberdeen to Inverness rail
line. Kintore Station will help to meet the unmet rail demand in the corridor.


Future Growth Aspirations on the Corridor: The new Kintore Station will contribute towards accommodating
future travel demand on the Inverurie to Aberdeen corridor. Population growth and demand for improved transport
infrastructure is set to continue with the A96 corridor between Aberdeen and Huntly identified as a Strategic Growth
Area in the Strategic Development Plan with up to 6,200 residential units proposed over the next twenty years (of
which 5,500 are planned between Inverurie and Blackburn).
Within Kintore specifically, housing projections21 suggest that 600 units are allocated for development over the next
five years22, with the Council’s Proposed LDP23 allocating the following future development sites:
o
o
o

OP1 Kintore East (Mixed Use): Up to 600 homes and employment land;
OP2, OP3 & OP4: Woodside Croft, Town Park (Residential): Up to 207 homes to enable the development of
Gauch Hill Town Park; and
OP5 Kintore South (Mixed Use): Offices, community facilities and supermarket.

These sites are in addition to previously consented development proposals to the south of Inverurie at Crichie (up to
900 homes split across two phases) and Thainstone Business Centre.
20

Nestrans Rail Occupancy Surveys, 2013:
http://www.nestrans.org.uk/db_docs/project/Nestrans_Rail_Occupancy_Survey_November_2013_Final.pdf
21
Aberdeen and Shire Strategic Development Plan, 2014: http://www.aberdeencityandshiresdpa.gov.uk/nmsruntime/saveasdialog.asp?lID=1111&sID=90
22
Aberdeenshire Council Statistics, Kintore Profile 2015
23
Aberdeenshire local Development Plan, 2016: https://www.aberdeenshire.gov.uk/planning/plans-and-policies/the-proposed-aberdeenshirelocal-development-plan-2016-shaping-aberdeenshire/
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Addressing Existing Constraints on the Transport Network: Kintore Station presents an opportunity to relieve
pressure at currently constrained parts of the local transport network by providing high quality interchange facilities
enabling integration between private and public transport modes. The highly accessible location of the proposed
station, just off the A96 at the northern edge of the town, means that the station could become a rail-heading station
from further afield, and will potentially release capacity at Inverurie Station associated with passengers transferring
to Kintore owing to its more accessible location in comparison to Inverurie Station’s town centre locale, which can
be become congested during peak periods. A transfer of trips to Kintore could also help to deliver town centre
improvements in Inverurie, including air quality levels. The new station and interchange facilities will also help to
relieve congestion on the strategic road network into Aberdeen by encouraging modal shift via the availability of an
alternative, more sustainable and direct link to the city centre.



Minimising Disruption Impacts: Availability of a new Kintore station would reduce disruption impacts associated
with the potential temporary closure of Inverurie Station associated with its redevelopment as an interchange and
track re-doubling works as part of the Aberdeen to Inverness Rail Improvement project. These works will involve a
requirement to close the line south of Inverurie for up to eight weeks for signalling, track and deck replacement
works to the south of Inverurie and on the Don viaduct. Delivery of Kintore Station will mitigate the significant
adverse impacts of this blockade for the majority of passengers, with bus replacement services between Kintore
(just off the A96) and Inverurie far more viable and attractive.



Improving Access to Aberdeen City and Other Destinations: Besides increasing the attractiveness of Kintore
and the surrounding locale as a place to work and live, delivery of Kintore Station will strengthen links between
Kintore and other key destinations in the area, namely Aberdeen which remains the key attractor for employment,
leisure and other opportunities. Delivery of Kintore Station will improve access to the city centre and enable more
residents to enter the local labour market by reducing journey times into the city. As expanded upon below, the
Aberdeen City Centre Masterplan also proposes a package of measures to reduce access to the city centre by car.
Kintore Station supports this ambition by providing a new, direct and seamless link between Kintore and Aberdeen
and will encourage a transfer of trips from private to public transport, both for commuting and leisure purposes.

Committed Transport Interventions
Transport supply within Aberdeenshire will be enhanced in future years as a number of transport interventions are
developed. These have the potential to impact travel not only at a local level, but also at a regional and national level.
Key interventions and their potential implications for the new Kintore railway station are set out below:


Aberdeen to Inverness Rail Improvements: Network Rail is progressing a programme of improvements on the
Aberdeen to Inverness rail line, including track redoubling between Aberdeen and Inverurie. These works will help
deliver an hourly service between Aberdeen and Inverness and enable more regular and reliable services from
Inverurie to Aberdeen. Provision of enhanced services will likely increase the demand for rail as a mode to access
Aberdeen from Inverurie and surrounding communities, increasing the opportunity to develop Kintore Station.



Inverurie Interchange: Although not yet a committed project, Inverurie Interchange is a proposal promoted by
Aberdeenshire Council in response to the current demand for rail access from Inverurie, including issues associated
with demand outstripping current station parking supply. The proposal involves the provision of additional car
parking capacity (additional 150 spaces) at the rail station and measures to improve integration with other modes
such as active travel and bus. The proposal, which is subject to a separate business case submission to the
Scottish Stations Fund by Aberdeenshire Council, might require consideration in terms of its impact on Kintore
Station, although any impacts on the business case for Kintore Station would be anticipated to be negligible.

20
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Aberdeen City Centre Masterplan: As part of urban realm improvements, Aberdeen City Council has developed a
25 year City Centre Masterplan which proposes a dramatic reorganisation of road infrastructure and reduction in the
dominance of the private car to create traffic free spaces24. With private car access to the city centre being
significantly impacted, public transport improvements including rail service development – as facilitated by the
development of Kintore Station – will play a key role in responding to this challenge.



AWPR: The Aberdeen Western Peripheral Route (AWPR) is anticipated for completion in 2018. While this has the
potential to improve journeys around Aberdeen and release capacity within the city centre for public transport and
sustainable modes, its development is unlikely to have any major impact on Kintore Station.



A96 Dualling: Transport Scotland is currently taking forward plans to dual the A96 between Inverurie and Inverness
with construction anticipated to be completed by 2030. The southern end of the A96 will also benefit from
improvements at the Haudagain Roundabout (in Aberdeen City) where the A90 and A96 roads meet. Transport
Scotland has recently completed works to re-align the A96 and improve road geometry at Inveramsay Bridge. This
project involved the construction of new road – including a new road overbridge – enabling the A96 to be routed
over the rail line. The project is unlikely to have major implications for Kintore Station. While improvements at the
Haudagain may improve travel conditions into Aberdeen for commuters, the existing A96 between Inverurie and
Aberdeen is largely dual standard and the aspiration for fast and reliable journeys into the city will require ongoing
enhancements to rail services and infrastructure on the corridor.



A96 Park & Ride: The provision of a Park & Ride site of approximately 1000 spaces near the A96 junction with the
AWPR on the outskirts of Aberdeen is part of a ring of Park & Ride sites linked to the AWPR designed to enable
easy access to the city. There is the potential for travellers from Inverurie and other communities that use the A96 to
access Aberdeen to divert to this service, which could act as an attractive alternative to the car. Impacts on the
ongoing demand for rail access on the corridor are likely to be limited.

Wider Issues
As part of the review of problems and opportunities, the following wider issues have been reviewed:


Land Constraints: The land area available for
development is constrained owing to some areas
being subject to flooding risk. The proposed site for
Kintore Station and interchange is not currently
owned by Aberdeenshire Council and comprises an
area of disputed title. A Compulsory Purchase Order
will therefore be required to secure the land for
construction.



Environment: Although there are no known air
quality issues in Kintore, Aberdeenshire Council has
a wider Air Quality Management Plan in place to
monitor and guard against air quality problems25.
Regionally, Kintore Station is recognised as a key

Figure 3.4: Crashmap Data for Kintore, 2010-2014
24
25

Aberdeen City LTS, 2016-2021: http://www.aberdeencity.gov.uk/nmsruntime/saveasdialog.asp?lID=68616&sID=2866
https://www.aberdeenshire.gov.uk/media/14410/2015-usa-final.pdf
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project that will help meet the Council’s carbon emission reduction targets (42% by 2020).


3.8

26

Road Safety: A review of accident data
road safety concerns within the town.

within Kintore, as shown in Figure 3.4, does not suggest that there are

Consultations
As evidenced in Chapter 2, the proposed Kintore Station and interchange has been a longstanding aspiration of various
partner organisations in the North East of Scotland and has widespread stakeholder support amongst local members,
MSPs and MPs. Previous surveys undertaken by local politicians have demonstrated very high levels of support for the
development of the station amongst the local community; based on a response rate of nearly 50% of Kintore residents,
97% reported that they supported the proposal. Recent local “drop-in” sessions held by Network Rail in Kintore have
confirmed the support for the station proposal, with high levels of attendance and interest in the project.
Throughout the development of the proposal, Aberdeenshire Council and Nestrans have had ongoing liaison and
dialogue with ScotRail and Network Rail who have also indicated their broad support for the project.
As part of the design process, consultation has also been undertaken with the local Access Panel to ensure the scheme
delivers excellent access for the mobility impaired.

3.9

Summary
Figure 3.5 presents a summary of the problems and opportunities identified across the route based on the analysis
presented in Sections 3.2 to 3.8.
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Crashmap: http://www.crashmap.co.uk/
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Figure 3.5: Summary of Problems, Issues, Constraints and Opportunities
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Options

4

Options

4.1

Introduction
This chapter presents a review of potential options available to address problems and issues in the study area and
improve transport provision from Kintore and the surrounding area, providing an audit trail for the process undertaken to
arrive at the proposal centred on in this Business Case, Kintore Station and Interchange.

4.2

Options Review

4.2.1

Mode Based Approaches
At a strategic level, a number of potential approaches exist to improve access to and from Kintore. These ‘mode based’
approaches are set out below, alongside a commentary on their appropriateness for delivery in the context of this study.
Table 4.1: Mode based approaches



Car-based



Bus-based






Rail-based


The A96 between Inverurie and Aberdeen experiences congestion and journey time reliability
issues, particularly on approach to Aberdeen. Options to promote car use would likely add to
existing problems.
The Aberdeen City Centre Masterplan promotes measures designed to reduce access to the city
centre by car, promoting sustainable access modes instead.
Committed major schemes in the area include the AWPR and A96 Dualling between Aberdeen
and Inverurie. These schemes may provide benefit for road users in the area, although it is
understood that any capacity provided by development of the AWPR within the city is to be
reprioritised for the benefit of public transport.
Kintore is well connected by bus to the key towns along the corridor. However it is unlikely that
bus enhancements alone will be able to accommodate the expected future demand along the
corridor.
Bus journey time variability is highly dependent on the A96 performance.
Bus priority measures, such as dedicated lanes, could help to increase the attractiveness of this
mode; although it could reduce the performance of the A96 for car based trips.
A new rail service would provide a direct and seamless transport link from Kintore to Aberdeen
City, as well as key destinations such as Dyce and Inverurie.
Bus and car-based trips suffer from journey time reliability issues related to road congestion in the
study area, particularly in the peak periods. These issues increase the attractiveness of rail.
Availability of a new rail link directly serving Kintore would increase the attractiveness of the town
as a place to work and live, helping to promote economic development and supporting the growth
aspirations for the A96 corridor more generally.

Existing journey times on the corridor differ by mode. Table 4.2 shows that existing journey times from Inverurie to
Aberdeen are reduced by around quarter of an hour by using a train rather than driving and around half an hour by using
a train and not a bus. A similar journey time benefit by rail may be expected from Kintore when the new station opens,
albeit with slightly overall shorter journey times. The existing bus journey from Kintore to Aberdeen does not compete
with the car taking up to around half an hour longer. From the proposed Kintore station, rail travel times are expected to
be a significant improvement on bus travel times and be quicker than drive times to Aberdeen City Centre.
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Table 4.2: Journey Times between Inverurie/Kintore to Aberdeen by various modes
Existing Travel Time Range

Journey
Description

Car

Inverurie to Aberdeen

35 – 45

Kintore to Aberdeen

28 – 35

Rail

Time Saving
(mins) Rail v Car

Time Saving (mins) Rail
v Bus

46 – 73

22 – 29

13 – 16

24 – 34

48 – 61

-

-

-
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Bus

Overall, Kintore benefits from excellent access by road through its convenient location adjacent to the A96. It is also well
served by local bus services to Aberdeen and Inverurie. Road-based trips, however, suffer from traffic congestion,
particularly on the approach to Aberdeen; an issue which has worsened associated with continued development along
the A96 corridor. Meanwhile, proposals within the Aberdeen City Centre Masterplan are designed to promote public
transport access to Aberdeen city centre over private car use. A rail-based option for Kintore providing a direct link to
and from the town would not be exposed to these issues. A rail-based solution also builds on the significant demand for
rail as witnessed elsewhere on the route, and would support aspirations for continued population and economic growth
along the corridor. As set out previously, rail proposals have long been identified as a preferred approach to addressing
transport problems in the region and offering an alternative, more sustainable mode to increase accessibility from rural
towns into the city, as initially established within the 2003 Modern Transport Strategy and promoted within subsequent
Local and Regional Transport Strategies. This remains the case today with Table 4.3 demonstrating how Kintore Station
and Interchange will strongly support delivery of the strategic objectives of Nestrans RTS.28
Table 4.3: Kintore Station and Interchange – Regional Transport Strategy Fit
1: Enhance the north

2: Enhance choice,

3: Conserve and

4: Support transport

east’s competitive

accessibility and safety of

enhance the north east’s

integration and a strong,

economic advantages,

transport, particularly those

natural environment and

vibrant and dynamic city

and reduce the

living in areas where

reduce the effects of

centre and town centres

impacts of

transport options are

transport on climate,

across the north east.

peripherality.

limited.

noise and air quality.







Kintore Station
and Interchange



The following chapter considers the implementation of the rail based option in the context of Kintore.
4.2.2

Kintore Station: Site Selection
As part of the development of previous Aberdeen Crossrail studies, a number of locations were examined for the
proposed station site. A station located within the village centre would not provide good access links to the local road
network and is restricted by the proximity of properties to the railway line. A station located on the eastern boundary of
the village would be constrained by poor access and by the adjacent Boat of Kintore Level Crossing and the River Don.
As a result, the preferred location for a new station at Kintore identified in the previous studies is on the north western
boundary of the village, as it provides excellent access to the village centre and the adjacent A96.

4.2.3

Kintore Station: Options Design
29

Since identification of the preferred site, engineering feasibility studies have been undertaken to examine potential
options for taking forward a new Kintore station, including the station’s impact upon the Boat of Kintore level crossing.
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https://www.stagecoachbus.com/timetables; Services 10/10x, 35, 37 and 221
Nestrans, Regional Transport Strategy Refresh, 2013
29
AECOM (former Faber Maunsell), Kintore Station Final Report, 2009
28
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A review by AECOM (then FaberMaunsell) in 2009 considered the development of Kintore Station as both single and
double platform options. Whilst a single platform option was seen as an interim proposal, a double platform with passing
loop option was considered a long term goal, for delivery as part of the (then) proposed Inverness to Aberdeen
Infrastructure Enhancements identified within the Scottish Government’s Strategic Transport Project Review.
In 2015, as impetus for the project grew following the Scottish Government commitment to the Aberdeen to Inverness
rail improvement project and introduce additional rail services, further assessment and design work has been
undertaken. Network Rail are progressing the design for a double-platform station to GRIP level 3, while Aberdeenshire
30
Council commissioned an options selection report to examine options for the interchange considering the inclusion of
various elements including Park & Ride, and public transport interchange (bus, taxi, cycle facilities). Within this study,
three options were initially developed for discussion based on alternative parking configurations. Following a qualitative
assessment process, the study concluded that the preferred option would include over 160 spaces, taxi rank, motorcycle
parking, bus bays as well as sheltered cycle parking. Chapter 5 provides further detail on the proposal.
4.3

Summary
This chapter has presented a brief review of the options available to address the identified problems and opportunities in
the study area, including the results of previous studies which have ultimately led to the identification of the preferred
option, a new Kintore Station and interchange located in the northwest of the town. The following chapter presents this
option in more detail.
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5

The Proposal – Kintore Station

5.1

Introduction
This section of the business case outlines key details on the proposal for Kintore Station and transport interchange.

5.2

The Proposal

5.2.1

Identification for Investment
Kintore Station has been a long standing aspiration of Aberdeenshire Council and Nestrans, and has had the support of
national transport agencies and the rail industry. The Scottish Government’s Strategic Transport Projects Review
(STPR) contained a commitment to enhance the Aberdeen to Inverness rail line, including track re-doubling between
Aberdeen and Inverurie and the development of a new station at Kintore. Network Rail meanwhile have been
undertaking design work (to GRIP level 3), funded by Aberdeenshire Council and Nestrans, which will enable a detailed
design, costings and programme to be developed for the station itself.

5.2.2

Site Location
Kintore is located adjacent to the Aberdeen-Inverness
railway line approximately 13 miles north-west of
Aberdeen and lies between existing stations at Dyce
(approximately seven miles away) to the south-east and
Inverurie (approximately four miles away) to the
northwest.
As identified in previous studies the proposed location for
the new station is on the north western boundary of the
village, providing excellent access to the village centre
and the adjacent A96 to Aberdeen/Inverurie.
Figure 5.1 indicates the site of proposed station which is
to be located on land reserved for a transport
interchange and a new railway station, as indicated in
the Council’s Proposed 2016 LDP.

5.2.3

Planned Provision
The proposal includes the construction of a new rail
station alongside park and ride, and public transport
interchange (bus, taxi, cycle facilities). Appendix C
presents a plan of the proposal.

Figure 5.1: Location of Proposed Kintore Station and
Interchange

Network Rail’s GRIP level 3 cost estimate for the development of Kintore Station comprising construction of a double
platform station (unmanned) with lifts, over-bridge, waiting shelters and seating is around £8M.
AECOM has undertaken a study to appraise the different parking site options available to be implemented alongside the
31
new Kintore Station . A high level construction cost estimate has been prepared for the preferred option (166 spaces) to
a 2016 base using rates extracted from ‘SPON’s Civil Engineering and Highway Pricing Guide’. The estimated cost of
the project, including the optimisation bias, is £2.2M. Costs exclude land acquisition, and possible land remediation.
5.2.4

Site Access
The proposed site access will be a priority junction on the Overdon access road, close to its junction with the B987
Northern Road.
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Figure 5.2: Overdon access road looking west

Figure 5.3: B987 Northern Road looking west towards the
Overdon access road

As part of the proposal, a new footpath is proposed to provide direct pedestrian/cycle access to the station from the
town centre. The proposal also involves relocation of bus stops and shelters on Northern Road adjacent to the station to
enable easy access to the station for bus users.
A transport assessment of the traffic demand linked to the site has also been undertaken to determine whether the
existing roads and junctions will require upgrading. This found that no changes were required at the A96 Tavelty junction
and that minor junction widening to accommodate larger vehicles was required at the B987/Overdon junction.
5.2.5

Boat of Kintore Level Crossing
There is a level crossing located approximately 30 metres from the road junction downside at the B977 and Kingsford
Road. The location of this crossing and the significant changes proposed in the area as result of the new station
suggests that it is unlikely that the Office of Rail Regulation (ORR) will accept a modification to the current Automatic
Half Barrier (AHB) arrangement. A number of mitigation measures are being considered as part of the design process,
including an upgrade of the crossing type from AHB to Manually Controlled Barrier – Obstacle Detection (MCB-OD). This
will require further consideration as future detailed design work is undertaken.

5.2.6

Demand Forecasting
To ascertain the level of demand that could be expected at the proposed Kintore Station, a demand forecasting exercise
has been undertaken based upon a trip rate methodology derived from observed behaviour at Inverurie. Inverurie was
chosen as it is the nearest station to Kintore 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.
Key stages of the demand forecasting exercise have involved calculating the demand and revenue impacts of the new
station (including net impacts to rail demand as a whole), forecasting future growth, and providing an initial estimate of
the likely car parking requirements at the new station. This work has been undertaken in parallel to the ongoing design
work and, as such, has informed the car park design work.
Each stage of the demand forecasting exercise, including details of the trip rate methodology, assumptions made,
growth forecasts, revenue calculations, and other analysis, is set out in Appendix D, with key outputs summarised below.
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Table 5.1 provides a summary of the demand forecast results for Kintore Station in 2019 (year one) and 2025 (year
seven) 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 5.1: Kintore Station – Future Year Forecasts (2019 & 2025)
2019
Market Segment

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

Figure 5.4 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.

Total
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Table 5.2 provides a summary of
the
estimated
car
parking
requirement at Kintore based upon
a range of car parking space
turnover rates for the three future
years; 2020, 2025, and 2030. A
low turnover rate would include a
high proportion of ‘all-day’ parking
typical of commuters, whilst a
high-turnover would include a
higher proportion of ‘short-stay’
parking.

500,000

Single Journeys per Annum

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).

Opening Year Assumed 2019
Figure 5.4: Kintore Station Demand Forecast 2019 – 2035
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Table 5.2: Estimated Car Parking 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

Figure 5.5 presents the estimated car parking requirement at Kintore for three future years; 2020, 2025, and 2030,
compared with the planned provision (supply) of parking spaces. 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 longer distance park &
ride impacts at the station.

Figure 5.5: Estimated Car Parking Requirement at Kintore (2020, 2025, & 2030)
The demand forecasting exercise reported above is based on the development of a Core Scenario – essentially based
on existing travel behaviour at nearby Inverurie station – for taking forward to scheme appraisal. In discussions with key
stakeholders, a number of sensitivity tests have also been identified to test the robustness of the scheme appraisal by
challenging some of the assumptions made in the demand forecasting. This includes assumptions around lowering the
inbound demand uplift factor to reflect Kintore’s relative attractiveness in relation to Inverurie, reducing the level of new
market demand between Inverurie and Kintore, reducing the proportion of demand originating beyond 2km and
increasing the level of abstraction to Kintore from Inverurie. Based on the application of sensitivity analysis, a ‘Lower
Bound’ Scenario has been created which is estimated to reduce the forecast demand at Kintore Station by just over
20%. Further details on the sensitivity analysis undertaken including the results are presented in Appendix D
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5.2.7

Summary of Proposal
Table 5.3: Summary of Proposal
Planned
Provision:

Double platform (unmanned) station, alongside transport interchange comprising car park
with 166 spaces, taxi rank, motorcycle and cycle parking, and other facilities.

Interchange
Provision:

149 parking spaces plus 17 disabled parking spaces, 8 motorcycle spaces, 20 cycle spaces,
2 bus bays, taxi rank – 7 pick-up & drop-off spaces, electric vehicle charging points, a single
exit lane for all users, pedestrian crossings, landscaping, etc. Designed to meet operational
needs for the next 20 years.

Cost of Proposal:

The estimated capital cost of the project, including rail station and car park construction
costs, land acquisition, and optimism bias is in the region of £12M. The station design and
costs have been progressed to GRIP 3 AIP level.

Opening Year:

2019

Promoter:

Aberdeenshire Council (Infrastructure Services, Transportation Section), supported by
Nestrans, the Regional Transport Partnership for North East Scotland.
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6

Appraisal

6.1

Introduction
Guidance states that development of business cases for projects to the SSF should be carried out using the principles of
STAG. In this chapter, a benefits appraisal is presented based on an assessment of the proposed stations performance
against the study transport planning objectives, implementability criteria and STAG criteria. This includes an assessment
of the options against the identified problems and opportunities, including the need to satisfy the high demand for public
transport in the area and supporting wider efforts to tackle congestion on the local and strategic road network.

6.2

Appraisal Approach

6.2.1

Options to be Assessed
In STAG, it is common practice to generate a long list of potential options to satisfy the identified problems and issues,
before sifting these into a shorter list for appraisal. However, as set out in previous chapters, the preferred option for this
study has already been identified through previous engineering studies32. As the commitment to a new Kintore Station
and transport interchange is supported by local, regional and national policy and plans, this is the proposal which the
benefits appraisal will be based on. For the purposes of appraisal, the proposal will be assessed against a Do-Minimum
option which acts as a reference case for comparison purposes. For clarity, Table 6.1 sets out the options to be
assessed in the remainder of this report.
Table 6.1: Options to be Assessed

6.2.2

Option Reference

Option

Comment

Do-Minimum

Assumes committed transport interventions in the study area, but no
development of a new station and parking facility.

Used for
purposes.

Do Something:
Kintore Station and
car park

Assumes committed transport interventions in the study area, plus
the construction of a new station at Kintore, interchange facilities
(bus, taxi, cycle facilities) and creation of car park (approx. 166
spaces).

The Proposal

comparison

Appraisal Criteria
For each criterion, the impact of the proposed Kintore Station and Interchange will be assessed using the STAG sevenpoint scale, as specified within Table 6.2 below.
Table 6.2: STAG Guidance Seven-Point Scale
Impact

32

Description

Major
Beneficial (+3)

These are benefits or positive impacts which, depending on the scale of benefit or severity of impact,
should be a principal consideration when appraising an option.

Moderate
Beneficial (+2)

The option is anticipated to have only a moderate benefit or positive impact, and although they would
not be taken in isolation, these scores may be a key consideration in the overall appraisal of an option
when considered alongside other factors.

AECOM, Kintore Station Car Park Option Selection Report, 2016
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Impact

Description

Minor
Beneficial (+1)

The option is anticipated to have only a small benefit or positive impact. Small benefits or impacts are
those which are worth noting, but are not likely to contribute materially to determining whether an
option is taken forward.

Neutral (0)

The option is anticipated to have no or negligible benefit or negative impact.

Minor
Negative (-1)

The option is anticipated to have only a small negative impact. Small impacts are those which are
worth noting, but are not likely to contribute materially to determining whether an option is taken
forward.

Moderate
Negative (-2)

The option is anticipated to have only a moderate negative impact, and although they would not be
taken in isolation these scores may be a key consideration in the overall appraisal of an option when
considered alongside other factors.

Major
Negative (-3)

These are negative impacts which, depending on the severity of impact, should be a principal
consideration when appraising an option.

Settlement options will also be assessed on the grounds of their implementability, as described in the guidance below:
Table 6.3: Implementability Criteria
Implementability Criteria

Description

Technical

 Initial assessment of the feasibility of construction or implementation of a proposal as
well as any associated cost, timescale or deliverability risks.

Operational

 An assessment of who would operate the proposal and any other issues which may
impact on its operation.

Affordability

 An assessment of the scale of financial burden on the promoting authority and other
possible funding organisations, as well as associated risks.

Public Acceptability

 An assessment of the likely public response to a proposal.

Technical / operational feasibility and public acceptability are assessed on the extent of risk (ranging from low risk to
very high risk). Affordability has taken into account the anticipated cost of the access solution, with respect to the
anticipated availability of finance likely to be associated with the proposal being considered. It has been scored as high
risk (highly likely to be unaffordable), medium risk (some risk of being unaffordable) and low risk (little risk of being
unaffordable).
Table 6.4: STAG Criteria
STAG Criteria

Description

Economy

 Comprises three sub-criteria of Transport Economic Efficiency, Wider Economic
Benefits and Economic Activity and Location Impacts.

Environment

 Highlights the particular qualities of the area, making reference to specially designated
sites within the study area and to known proposals for change.

Safety

 Comprises two sub-criteria of accidents and security.

Integration

 Comprises three sub-criteria of Transport Integration, Transport and Land-Use
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STAG Criteria

Description
Integration and Policy Integration.

Accessibility
Inclusion

6.3

and

Social

 Comprises two sub-criteria of Community Accessibility and Comparative Accessibility.

Transport Planning Objectives
Option
Do-Minimum
Kintore Station and Interchange

6.3.1

TPO1

TPO2

TPO3

TPO4

-



-

-









TPO1: Increase access to the rail network for residents along the A96 Corridor
Under the do-minimum scenario, there would be no change in terms of improved accessibility and connectivity along the
corridor by rail.
Development of the new Kintore Station strongly supports the delivery of this objective by providing direct access to the
rail network for residents of Kintore and other communities along the A96, such as Kemnay and south Inverurie,
particularly given the site’s excellent access off the trunk road. Census and further survey results show that Aberdeen is
the principal travel to work destination for Kintore residents. Constraints at Inverurie, such as car parking capacity
issues, also potentially limits access to the rail network for local residents. A new station with interchange facilities at
Kintore will therefore enhance opportunities for commuters and non-commuters to travel by rail to Aberdeen, other
Aberdeenshire towns and destinations further afield.

6.3.2

TPO2: Improvement in generalised journey cost between Kintore and Aberdeen
In the absence of Kintore Station, there is unlikely to be any major changes in terms of improving the generalised
journey cost between Kintore and Aberdeen. Additional traffic generated by new development proposed for the town
could lead to increased traffic delays and congestion, increasing the generalised cost of Kintore-Aberdeen journeys.
Development of the station is designed to satisfy the demand for rail access in the town and its surrounding area. By
supporting an increase in rail patronage and modal shift away from private car for commuter journeys, particularly south
to Aberdeen on existing roads which experience congestion and traffic delays, the generalised journey cost between
Inverurie/Kintore and Aberdeen would be improved by virtue of new rail passengers.

6.3.3

TPO3: Support delivery of air quality targets across the region by reducing the proportion of journeys made by private
car
In the do-minimum situation, there is unlikely to be any major changes to air quality within Kintore and the wider area.
Locally there are no known air quality issues. Development of Kintore Station, including parking provision, will generate
additional traffic through the town, although the impacts on air quality within Kintore are likely to be limited, with improved
opportunities for interchange and the promotion of active travel modes to the station including walking, cycling and bus
offsetting any potential negative impacts. At a more strategic level, development of Kintore Station and interchange is
promoted within regional strategies as part of a package of integrated improvements that should help the local authority
to deliver its air quality target by reducing carbon emissions associated with a transfer of trips from private car to rail. The
proposal would enhance travel opportunities by rail and would help combat issues of traffic delay and congestion on the
local and trunk road networks, therefore having a positive impact against this objective.
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6.3.4

TPO4: Achieve seamless interchange between modes at Kintore rail station – services; security; information; facilities.
The interchange facility proposed alongside the new station includes Park & Ride provision, disabled parking spaces,
dedicated motorcycle parking, bus bays, taxi rank and cycle parking which would greatly enhance opportunities for
interchange from all modes to rail. Facilities for pedestrians, including pedestrian crossings, access for all infrastructure,
CCTV and enhanced public transport information would also enhance passenger experience at the station and promote
safe and seamless travel between modes. The proposal is therefore expected to deliver major benefits against this TPO.

6.4

Implementability Criteria
Option
Do-Minimum
Kintore Station and Interchange

6.4.1

Feasibility

Affordability

Public Acceptability









-



Feasibility
The do-minimum option would not involve any works and therefore would not encounter any feasibility issues.
Previous study has confirmed that the proposed station and wider interchange facilities would be technically and
operationally feasible. The current LDP safeguards land for the new rail station and interchange facilities and
discussions have been held to secure the land required for the development. Development of this proposal is not
considered to be technically challenging, with the Council having previous experience in the delivery of similar projects
including new stations and Park & Ride schemes.

6.4.2

Affordability
The do-minimum option would not involve any works and therefore encounters no issues around affordability.
Construction costs for the proposed station and interchange facility are expected to be in the region of £12M. It is
understood that external funding support would be required to support delivery of the interchange by the Council.
In terms of ongoing annual costs and revenues, the station is anticipated to generate over £1M per annum in revenues
by the mid-2020s which will be significantly greater than the station’s expected annual operating costs.

6.4.3

Public Acceptability
In the absence of the proposal being delivered, there is likely to be continued frustration amongst the local population
associated with limited public transport options and the ongoing prospect of traffic delays and congestion for journeys on
the A96 to/from Aberdeen.
From a public acceptability perspective, there is widespread support for enhanced rail services and increased access to
the rail network, with previous surveys establishing that the proposal would be strongly supported by residents in Kintore
and the surrounding area. A station within the town would also likely be supported by the local business community due
to the potential economic benefits of the proposal in terms of increasing Kintore’s attractiveness as a place to live and
work. Furthermore, availability of a station in Kintore could reduce the disruption impacts associated with Inverurie
Station’s closure during improvement works and track re-doubling between Aberdeen and Inverurie, thereby making the
works potentially more publically acceptable.

38

6.5

STAG Criteria
Option

6.5.1

Environment

Safety

Economy

Integration

Access & SI

Do-Minimum

-

-







Kintore Station
and Interchange











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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6.5.4

Integration
The existing situation at Kintore, with no rail provision, does not support aspirations to promote integrated and
sustainable transport choices for journeys to and from the town.
Construction of a new rail station is a key element of the RTS and LTS and would support future housing allocations in
Kintore and along the A96 Corridor. It will also increase the level of rail based transport on the corridor to complement
the £170m commitment by the Scottish Government to upgrade the Aberdeen – Inverness railway, including track
dualling from Inverurie to Aberdeen. In terms of transport integration, the proposed facility will seek to encourage
interchange by all modes with rail through appropriate facilities for pedestrians, cyclists, bus users and other travellers.
In terms of bus travel, it should be noted that Aberdeenshire Council have the powers to run subsidised services to and
from the new station, in addition to demand responsive transport, which would encourage bus interchange at the new
station. As part of the interchange, designated electric vehicle charging points have been proposed; this aligns positively
with policy to promote the use of sustainable travel modes and is in line with the Scottish Government’s approach to
supporting provision of charging points at rail stations and interchanges (Actions 28 and 29 of Scotland’s Roadmap to
the Adoption of Plug-in Vehicles33).
Development of Kintore Station would offer wider integration benefits for rail users elsewhere on the line, and particularly
Inverurie Station users, who may find their travel disrupted during any period in which Inverurie Station requires to be
temporarily closed, for example during track dualling works and while the station is redeveloped. The opening of Kintore
Station prior to these works would provide Inverurie Station users a convenient alternative. It could also be the case that
whilst track redoubling works take place at Inverurie, replacement bus services may be required. The availability of
Kintore Station during this period would make the closure of Inverurie more palatable, particularly given the sites location
in terms of accessing the trunk network, reducing the disruption impact on passengers.
The proposal would therefore be expected to have a strong positive impact against the integration objective.

6.5.5

Accessibility and Social Inclusion
The do-minimum option would not involve any works that would contribute to improving levels of accessibility and social
inclusion for residents of Kintore and the surrounding area.
Development of a new rail station and interchange, supported by frequent rail services, will greatly enhance accessibility
levels for Kintore residents and surrounding communities, such as Kemnay, to employment, education and leisure
opportunities in key destinations, namely Aberdeen. For those without access to a car, the proposal promotes
sustainable access to the station, therefore ensuring access for all. Overall therefore, the project performs positively
against accessibility and social inclusion objectives.

6.6

Summary
The development of Kintore Station with interchange facilities performs positively against the established TPOs by
delivering improved travel choices in the area, supporting aspirations to increase the modal share of rail and helping it
become an even more significant part of the overall transport network in the North East of Scotland. The station will
serve the growing community of Kintore and its hinterland, helping to take traffic off the A96 between Kintore and
Aberdeen, supporting economic development by contributing to reduce commuter car travel often at the busiest times
and on the busiest routes.
The demand for rail as shown by rail patronage growth trends, particularly between Inverurie and Aberdeen,
demonstrates the significant potential of a station at Kintore. Supported by delivery of enhanced rail services along the
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http://www.transport.gov.scot/report/j272736-00.htm
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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.

41

Key Risks and Uncertainties

7

Key Risks and Uncertainties

7.1

Introduction
It is important for key risks and uncertainties to be taken into consideration at the early stage of a project so that any
impacts can be potentially mitigated.

7.2

Key Risks and Uncertainties
Development of Kintore Station is a key element of transport strategy at a local, regional and national level. Not
progressing with the project increases the risk of unsustainable congestion inhibiting economic growth locally and within
the wider regional area. It also risks delivery of the wider Aberdeen to Inverurie track re-doubling project.
Through the development of this proposal, a number of potential risks and uncertainties have been identified with
detailed risk registers prepared separately as part of the development of accompanying design reports, covering
potential issues around construction, flood risk and the environment. Lessons learned from evaluation of the re-opening
of Laurencekirk Station34, for which the Council was a key partner, have also been considered and should aid the
successful future implementation of Kintore Station.
Key risks and uncertainties associated with the development of Kintore Station and interchange are noted below.


Land Tenure and Planning Consent: Land acquisition is currently a principal risk. Although the land on which the
station is to be built is safeguarded within the Local Development Plan , the title of the land is not considered to be
35
clean. A Compulsory Purchase Order process is planned , experience indicates that such a process can take up to
eighteen months. Furthermore, current advice is that this process cannot be commenced until the scheme is
considered committed within funding plans. This will require close and focussed working between all parties to
progress. Outline planning approval has not yet been obtained for the project and an application should be lodged
as soon as practicable with consideration given to further studies which may be required to support any future
planning application process including Drainage Impact and Flood Risk Assessments; Ground investigations;
Transport Assessments; Ecology & Protected Species surveys as required; and a Noise Impact Assessment.



Funding: Funding allocations have yet to be confirmed by project partners and should be secured with project
partners as soon as possible. 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.



Procurement and Construction: Ensuring that rail platform works, car park works and access road works are
progressed in a co-ordinated manner will also be crucial to the successful delivery of the project. 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.



Learning from previous Successes: Laurencekirk Station is widely regarded as a successful project that was
delivered on time and to budget. Lessons learned from the project, including the following reported success factors,
that should be considered as Kintore Station and interchange is developed:
o

34
35

Careful consideration being given to who is best placed to manage risks and take overall ownership of
delivery;

Transport Scotland, Evaluation of Laurencekirk Railway Station Final Report, 2015
Report to Aberdeenshire Council – 22 January 2015 Northern road, Kintore - Land at proposed railway station site
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o

A well thought out scope that is clearly understood by all parties;

o

Procurement methods specifically tailored to meet the needs of the project; and

o

A carefully thought out, well-designed and transparent stakeholder and community engagement process to
generate participation and buy-in.



Aberdeen to Inverness Rail Improvement Project Risks: Delivery of the £170M rail improvements project
between Aberdeen to Inverness is a significant task which requires detailed planning in terms of line closures and
blockades to successfully deliver the project whilst minimising the impact on passengers. Development of Kintore
Station in advance of track dualling works is considered an essential element of the construction strategy, and
would support the programme and reduce its risk to delivery. It will enable replacement bus services to be operated
from a convenient location with excellent trunk road access, therefore minimising the disruption impacts of the works
on passengers.



Future Ownership and Maintenance: Early discussions should be undertaken with Network Rail and ScotRail to
reach agreement on the arrangements for future ownership and maintenance of the car park facility. It is currently
assumed that the car park would be owned and operated by Aberdeenshire Council.



Overcrowding: Potential overcrowding on the line due to the demand for rail could be a risk to station’s success.
Mitigation in the form of the introduction of additional and longer trains, which provide ScotRail with greater flexibility
to manage rolling stock to cater for peaks in demand, should help to address such concerns.



Managing Communications: Ongoing engagement and sharing of information with partners and wider
stakeholders through regular and concise briefings should be undertaken to generate buy-in to the project and
reduce the potential for future objections, including for example complaints during construction phases. Specifically,
opening dates should not be announced before detailed planning takes place – unrealistic dates can drive unsafe
behaviour and poor design practices. Managing expectations from an early stage should help to minimise negative
press. The development of a Communications and Engagement Plan should help guide consultation activities.



Future Evaluation: To assist with future evaluation, baseline (‘before’) data should be collected prior to the station
opening to understand the behaviour of rail users, against which post-scheme impacts can be more robustly
monitored.
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8

Delivery and Operation

8.1

Introduction
This chapter outlines the approach envisaged with the delivery and operation of Kintore Station and Interchange,
including a breakdown of the key areas of responsibility of the respective partners. A summary of these roles is
presented in Figure 8.1.
Figure 8.1: Partner Roles and Responsibilities

Aberdeenshire Council

- Development of Business Case
and application to Scottish
Stations Fund
- Land Acquisition
- Planning Applications
- Maintenance of interchange,
including access road, parking,
cleaning, lighting and
resurfacing.

Network Rail

Transport Scotland

Abellio ScotRail

- Construction of Station
Platform and rail enabling
works

- Responsible for the long term
development of the rail
network, strategic decisions
about future investment and
funding and specifying where
resources are targeted by
Network Rail on infrastructure
maintenance and investment in
Scotland.

- Station is leased and operated
by the franchise

- Delivery of Aberdeen to
Inverness Improvements
- Ownership of Station
- Responsible for maintenance
of the Station Facilities.

8.2

Delivery of Kintore Station and Interchange

8.2.1

Business Case Development

- Franchise is responsible for
maintenance of the facility, but
not investment in improvement
which will last beyond the
length of the franchise
- Responsible for the operation
of train services.

Aberdeenshire Council and Nestrans have been responsible for the development of this Business Case, which has been
undertaken with close support and co-operation of Network Rail and ScotRail.
8.2.2

Station Fund Bid Considerations
This SSF application will be submitted to Network Rail for consideration, alongside stakeholders from the wider rail
industry comprising Transport Scotland and, it is understood, the Rail Regulator.

8.2.3

Land Acquisition
The land acquisition process will be commenced once funding and commitment to the scheme has been confirmed. A
requirement for a Compulsory Purchase Order places this on the critical path. It is understood that this process can take
between twelve and eighteen months to complete, unless separate agreements can be made.
It is to be noted that there is a requirement to acquire land for the platforms, as well as the car park and access
arrangements. Aberdeenshire Council is prepared to acquire this area of land by Compulsory Purchase Order if
required, as it is considered to be a key element for the entire scheme. The Council and Nestrans will continue to
engage with Network Rail on this issue.

8.2.4

Planning Consent
It is currently anticipated that a single planning application will be progressed at the point at which commitment to the
scheme is provided. This will involve both the car park and access arrangements, as well as any land required for the
platforms lying outwith the rail boundary. Aberdeenshire Council and Network Rail will jointly work together on this
aspect, which will require detailed design and supporting environmental and associated studies.
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8.2.5

Agreement on Ownership / Operation of Station Car Park
In discussion with Network Rail, ScotRail and Transport Scotland, it will be necessary to confirm ownership and
operation of the various elements of the station. The station and immediate area will be assumed to fall in the ownership
of Network Rail, and leased to ScotRail as franchisee.
A number of options are available and continue to be discussed regarding the ownership and operation of the station car
park and access roads. To date the proposal has been progressed on the basis of the car park/access road being in the
ownership and operation of Aberdeenshire Council, and the platforms falling to the rail industry. However, this model has
disadvantages and risks:



Separation in terms of procurement and construction;
Separation in terms of management and operation, although the platforms and car park are physically linked.

The alternative approach would be for the car park and access roads to be leased long term to the rail industry. This
would provide a seamless management and operational environment and, importantly, has the potential to enable a
single procurement and construction stage. This could be highly relevant given the time critical nature of project delivery.
Examples of both forms of ownership exist across the UK.
8.2.6

Procurement / Construction
Procurement and construction of Kintore Station will be the responsibility of Network Rail. As alluded to above,
discussions over car park ownership, including procurement and construction, is still to be confirmed with discussions
continuing between all parties. As highlighted in Chapter 7, it is considered that there are benefits with the rail industry
progressing the procurement, construction and subsequent operation of the car park and access roads as this removes
the risk associated with the separation of construction works and appointment of separate contractors, which would be
more effective in terms of controlling risk and programme. Discussion with the rail industry is being undertaken towards
this goal and understanding any consequential implications for planning consent and implementation cost estimates.

8.2.7

Commissioning and Operation
Network Rail’s “Investment in Stations” guidance provides specific guidance related to the commissioning and operation
36
of new stations on the national rail network. The typical arrangement for a new station is for Network Rail to be the
long term owner of any new station, normally with a train operator taking on the responsibility of the Station Facility
Owner (SFO) under the regulated regime. This is currently the standard basis for the majority of the existing stations on
the network and is assumed for Kintore.
The operation of a new station on the rail network will require a number of arrangements to be put in place including a
contractual commitment from the train operating company to call at the station and provide access to revenue and
ticketing arrangements.

8.3

Programme Considerations
An indicative programme outlining the critical milestones and dependencies for the project, from submission of the SSF
application to station construction by 2019 is presented in Figure 8.2.

36

Network Rail, (2014), Investment in Stations: A Guide for Developers and Promoters
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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
Jul-Sep

Oct-Dec

2017
Jan-Mar

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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Apr-Jun

Jul-Sep

2018
Oct-Dec

Jan-Mar

Apr-Jun

Jul-Sep

Oct-Dec

The Case for Investment

9

The Case for Investment

9.1

Introduction
Guidance on the development of SSF applications37 sets out that proposals should outline the investment case for the
new station, including (not limited to) its Benefit to Cost Ratio (BCR) and Net Present Value (NPV), wider benefits not
captured by the BCR, third party and further development, potential impacts on the rail network and current services,
impacts on revenue/franchise subsidy, a station access assessment, and assurance of land availability.
This chapter summarises these issues and collectively sets out the overwhelming case for investment in Kintore Station
and interchange.

9.2

Estimated Capital Cost
The estimated cost of the project, including the optimism bias and land acquisition, is around £12m.

9.3

Benefit to Cost Ratio
An economic appraisal has been carried out for the project in line with STAG. This suggests that the proposal would
deliver a BCR of 3.5:1 for the Core Scenario, representing High Value for Money. Under a Lower Bound Scenario
(based on the application of a lower bound set of input modelling assumptions used for sensitivity analysis), a BCR of
1.6:1 is estimated, representing Medium Value for Money. Results are set out in Table 9.1 below.
Table 9.1: Kintore Station Economic Appraisal Results
Appraisal Element

STAG Appraisal
Core Scenario

Lower Bound Scenario

Present Value of Costs, £000s

13,193

13,193

Present Value of Benefits, £000s

46,362

20,777

Net Present Value, £000s

33,169

7,584

3.51

1.57

Benefit:Cost Ratio

Further details on the results from the economic appraisal are set out in Appendix E.
9.4

Wider Benefits
As identified in Chapter 6, the development of Kintore Station and Interchange is expected to deliver a wide number of
benefits as set out under the consideration of transport planning objectives. Delivery of the station will increase access to
the rail network for residents on the A96 corridor, delivering a wide range of social, economic and environmental benefits
by helping provide an attractive rail alternative for current users of the A96. The opening of the new station will increase
the attractiveness of Kintore, which could lead to an increase in housing demand and therefore help support current
development plans across the area.
In terms of Wider Economic Benefits (WEBs), as defined in STAG, a new Kintore Station would only be expected to
deliver minor agglomeration benefits within the town. Although the opening of the station will improve accessibility for

37

Transport Scotland, (2012), Control Period 5: Scottish Stations Fund Process

51

businesses and workers within the area, it is considered that the size of the town and the relative low number of
38
businesses limit the positive effects in terms of agglomeration .
The station development will, however, have positive impacts on transport costs for local residents and the wider area. In
particular, the reduction in journey times will enhance opportunities for commuters who travel to key destinations, such
as Dyce and Aberdeen. The reduction in journey times could also positively impact on the number of people willing to
enter the labour market or those willing to work more hours if their commuting time is reduced. This may lead to a higher
productivity of the labour market across the Inverurie to Aberdeen corridor.
Finally, the availability of a rail alternative via Kintore would deliver benefits during potential periods of closure of
Inverurie Station and track redoubling works, during which there could be risk that current rail user’s transfer to private
transport modes for their daily journeys. The availability of Kintore Station during this period could help ameliorate the
disruption impacts of any works.
9.5

Potential External Funding
The purpose of this business case is to support an application for funding to the Scottish Stations Fund (SSF). Unless
the application to the SSF is successful, it is unlikely that the proposal will be able to proceed due to current shortfalls in
Council and partner funds for the proposal.
A recent legal challenge to the area’s Strategic Transport Fund has meant that a previously identified element of funding
is now no longer available for the project, and alternative funding sources require to be sourced.
Additional to the SSF, opportunities for funding are being sought from Nestrans and the Council’s Capital Plan. A limited
level of funding from a previous bid to the Scottish Executive’s 2002/03 Public Transport / Integrated Transport Fund
remains and could support delivery of this project.

9.6

Further Development Funding
Significant development is also proposed for Kintore and along the wider A96 corridor over the next few years which
may provide opportunities to leverage in development funding to support development of the facility and further
enhancements in the future. This would likely be delivered through the collection of contributions through the
development management process.

9.7

Impact on Rail Network and Current Services
As part of the Aberdeen to Inverness Rail Improvement Project, which is designed to increase capacity on the rail
network and increase connectivity between the cities, a key Network Rail enhancement output is to deliver a half hourly
service for Kintore. Accordingly, the project will facilitate the operation of Kintore without any major negative impact on
existing services.

9.8

Impact on Revenue
Revenue impacts due to the scheme were calculated as part of the demand forecasting exercise, based upon applying
the demand forecasts to average fare yields per journey at Inverurie and adjusted for the difference in distance travelled
to/from Kintore. Analysis shows that the introduction of Kintore Station will generate significant net rail revenue in the
order of £9M over the first decade of operation. Full results are presented in Appendix E.

38

Agglomeration impacts arise because firms derive productivity benefits from being close to one another and from being located in large labour
markets. If transport investment brings firms closer together and closer to their workforce this may generate an increase in labour productivity
above and beyond that which would be expected from the direct user benefits alone (Tag Unit A2.1 – Wider Impacts).
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9.9

Station Access Assessment
The proposed location for the new station is on the north western boundary of the village, providing excellent access to
the town centre and the adjacent A96 to Aberdeen/Inverurie. Site access would be from a priority junction on the
Overdon access road, close to its junction with the B987 Northern Road. Initial junction assessments for the site has
indicated no major issues. A new footpath is proposed to provide direct pedestrian/cycle access to the station from the
town centre. The proposal also involves relocation of bus stops and shelters on Northern Road adjacent to the station to
enable easy access to the station for bus users (in addition to coach/bus parking within the station car park itself).

9.10

Assurance of Land Availability
39

Aberdeenshire Council’s Local Development Plan safeguards land for the new rail station and interchange facilities.
The site comprises an area of disputed title and a Compulsory Purchase Order will be required to secure the land for
construction.
9.11

Summary
This business case has been prepared to support the Council and Nestrans’ application to the Scottish Stations Fund for
the development of the new Kintore Station plus Park & Ride provision (over 160 spaces) in Kintore. It has been taken
forward with cognisance to Transport Scotland’s guidance on the preparation of SSF funding submissions and Network
Rail’s “Investment in Stations” guidance and includes an appraisal of the proposal based on the principles of STAG.
Building on the North East’s established track record of successful rail station re-opening projects, as evidenced
throughout this Business Case, development of Kintore Station and Interchange will have a positive transformational
impact on the area and deliver a wide range of benefits, as summarised in Figure 9.1.

39

Aberdeenshire LDP 2016 – Garioch Settlements: Sites R2 and BUS2
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Figure 9.1: Kintore Station – The Case for Investment

The Case for Kintore Station
Policy: A new Kintore Station accords to policy at all levels
• Development of a new railway station at Kintore, including Park & Ride facility, will strongly support delivery of a
wide range of national, regional and local transport strategies and planning policies, including Network Rail's
CP5 Delivery Plan.
Projects: Kintore Station will help maximise the benefits of wider infrastructure investment to the line
• Kintore Station complements the £170m commitment by the Scottish Government to upgrade the Aberdeen –
Inverness railway, including route dualling between Aberdeen and Inverurie by 2019.
Improved Services: Kintore Station will help realise the benefits of enhanced rail services on the line
• ScotRail plan to deliver additional services along the corridor, including an enhanced timetable comprising
additional peak time services and a half hourly off-peak service between Inverurie and Aberdeen which will help
to accommodate future growth. Enhanced rolling stock provision is also planned on the route.
Construction Impacts: Kintore Station will minimise disruption impacts during route improvement works
• Development of Kintore Station would support the wider Aberdeen to Inverness improvement programme and
reduce its risk to delivery by enabling the current construction strategy. Replacement bus services operating
between Kintore and Inverurie both have a convenient location with excellent trunk road access, therefore
minimising the disruption impacts of the works on passengers.
Rail Corridor Growth: Kintore Station will cater for the significant demand for rail on the corridor
• Over the last decade, the demand for rail in the north east of Scotland has witnessed significant growth, with
passenger growth rates well above national trends. Inverurie, for example, has seen passenger numbers grow
by 247%, or approximately 15% per annum over this period. Kintore Station responds to this demand, providing
a sustainable alternative form of transport for residents along the corridor.
Capacity Constraints: Kintore Station will help address capacity constraints on the wider transport network
• Delivery of a new station at Kintore will encourage a transfer of car trips onto rail, supporting efforts to reduce
congestion and improve journey time reliability along the A96 Corridor, in particular between Kintore and
Aberdeen.
• Inverurie Station has experienced significant passenger growth over the last decade, with evidence of station car
park occupancy above capacity and overcrowding on peak time services into Aberdeen. Kintore Station would
help to relieve pressure at Inverurie.
Realising Development Potential: Kintore Station will help to accommodate future growth on the corridor
• The A96 Corridor between Aberdeen and Huntly has been identified as a Strategic Growth Area in the Strategic
Development Plan with up to 6,200 residential units proposed over the next twenty years (of which 5,500 are
planned between Inverurie and Blackburn). Kintore Station will increase the attractiveness of Kintore and the
wider region as a place to work and live, promoting future development and growth along the corridor.
City Centre Growth: Kintore Station improves ease of access to Aberdeen for employment
• Aberdeen City remains a key attractor of trips from Kintore and the surrounding area, for employment, leisure
and other opportunities offered in the city centre. Delivery of Kintore Station will improve access to the city
centre by public transport and enable more residents to enter the local labour market by reducing journey times
into the city.
Aberdeen City Constraints: Kintore Station provides a direct and sustainable link into the city centre
• The Aberdeen City Centre Masterplan proposes a package of measures to promote public transport access to
Aberdeen city centre over private car use. Kintore Station supports this ambition by providing a new, direct and
seamless link between Kintore and Aberdeen and will encourage a transfer of trips from private to public
transport, both for commuting and leisure purposes.
Business Case: Kintore Station offers high value for money

• The results of economic apprasial undertaken as part of the business case shows that Kintore Station is
expected to delver high value for money. With a BCR of 3.5:1, the new station is anticipated to generate
significant benefits in terms of additional rail revenue, decongestion, road safety and air quality benefits.
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Appendices

Appendix A – Policy Context
A.1

National Planning Policy Context

A.1.1

National Planning Framework 2014
1

The Third National Planning Framework (NPF3) is a long-term strategy for Scotland. It is the spatial
expression of the Government’s 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:


Successful and sustainable place;



Low carbon place;



Natural, resilient place; and



A connected place.

The National Planning Framework underlines The Scottish Government’s commitment to undertake
improvements along the railway line between Aberdeen and Inverness.
A.1.2

Infrastructure Investment Plan 2015
2

The Scottish Government’s Infrastructure Investment Plan (IIP), published in December 2015, reiterated
the government’s commitment to improve the Aberdeen to Inverness Railway line, including:






The redoubling of track between Aberdeen and Inverurie;
Signalling enhancements;
Platform extensions at Insch and Elgin;
Forres station relocation and track improvements; and
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
3

Transport Scotland undertook the Strategic Transport Projects Review (STPR) in 2009. As part of the
review, it stated that in order to ensure Scotland’s transport system is fit for the demands placed upon it,
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 The Scottish Government’s stated purpose.
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:

1



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



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

Scotland’s Third 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



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



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
4

The original National Transport Strategy (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:


Promote economic growth;



Promote social inclusion;



Protect our environment and improve health;



Improve safety of journeys; and



Improve integration.

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


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



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



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’s
commitment to deliver a programme of investment in Scotland’s Railways over the five years to 2019.
A.1.5

5

GRIP 3 Phase 1 Aberdeen to Inverness Rail Improvements Project, 2014

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 The Scottish Government’s
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
6

The CP5 Enhancements Delivery Plan 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
customers and funders, to give them visibility of Network Rail’s plans. As well as describing their
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
is to improve the public’s access to railway services. This funding will support this latter objective by:


Improvements to station buildings and facilities;



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



Development of new and improved car and cycle parking facilities;



New stations; and



Accessibility works.

The fund is administered by the Head of Strategy and Planning (Scotland) and the Route Commercial
Manager (Scotland). Authorisation of draw down and spend is as set out in Network Rail’s internal
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:


A.1.7

Reinstatement of double track between Inverurie and Aberdeen (subject to extent of redoubling
practicable through tunnels between Kittybrewster and Aberdeen station); and
Line speed improvements between Inverurie and Aberdeen.

Scotland Route Study (Consultation Process), 2015
7

The Scotland Route Study 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 2015

8

Major operator Abellio Scotrail’s international experience will help to lay down the foundation for a major
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-termplanning-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
9

The Regional Transport Strategy 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):
“A transport system for the North East of Scotland which enables a more economically competitive,
sustainable and socially inclusive society.”
There are four strategic objectives within the strategy, with additional details provided for each:








Economy; to enhance and exploit the North East’s 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.

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.

Environment; to conserve and enhance the North East’s natural and built environment and heritage
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.

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
10
Action Plan , 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
11

The Aberdeen City and Shire Strategic Development Plan (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.
“Aberdeen 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:


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



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

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

A.2.4



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;



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



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



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.

Local Development Plan 2016 (Proposed Plan, 2015)
12

The Aberdeenshire Local Development Plan 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.
The vision for the LDP is “to create a more successful country, with opportunities for all of Scotland to
flourish through increasing sustainable growth”
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



Deliver quality of life;



Help protect and improve our natural and cultural heritage;



Can create sustainable mixed communities; and



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
13

Published in 2012, the Aberdeenshire Local Transport Strategy (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:






Reduce non-sustainable journeys;
Increase active travel;
Make travel more effective;
Improve health; and
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:






Promote Sustainable Economic Growth – maximise the effectiveness of the transport network,
services and facilities;
Promote Social Inclusion and Accessibility – improve connections within and between communities,
increasing accessibility of the transport network;
Protect the Environment – remove barriers to active and sustainable travel, helping to improve
health and reduce emissions;
Improve Safety – enhance the safety of all users of the transport network; and
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
14

The Infrastructure Service Plan 2013-2016 was published in May 2013. The plan sets out the key
actions and targets for Infrastructure Services to deliver in support of the Council’s strategic 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 Council’s 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
the rate of growth in the number of cars travelling on the Council’s roads 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 plans transport related objective seeks to “Deliver actions in the Council’s Local Transport Strategy
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 priority of “Reducing Aberdeenshire’s Global Footprint 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,
travel more effectively”.
A.2.7

Council Plan 2013-2017
15

The Aberdeenshire Council Plan , published in April 2013, supports the core priorities for the council as
defined in the Service Plan, and it further clarifies the Council’s responsibilities and strengthens
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,
“Strong and Sustainable Communities”. The Kintore station project relates to the following strategic
priorities which fall under this outcome.





A.2.8

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;
We will attract and support businesses – small and large – growing a vibrant economy, helping to
keep unemployment low, even in areas of deprivation;
Promoting and sustaining an integrated transport network will connect businesses and individuals
locally and internationally; and
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.
16

Single Outcome Agreement 2013-2023

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.


15

Long Term Outcomes

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.

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:
Delivery of AWPR; and



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

Short Term Outcomes
o

A.2.9



Improved town centres in line with the place agenda.
17

Corporate Asset Management Strategy 2010-2015

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
against the cumulative impacts of future developments on the area’s road and transport network,
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:


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



Contributes to achieving the SOA; and



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 Council

18

This report was undertaken to fulfil Aberdeen City Council’s 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:


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



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

Specific

Measurable
Attainable
Relevant
Timed

Assessment of Objective
 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?
 Does the objective say how achievement will be measured?
o How will progress towards the objective be measured?
 Can the objective be reached?
o How will the objective be accomplished?
 Is the objective relevant to the study? Is it worthwhile? Does it meet the needs of
the study?
 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

1.

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

Source

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

Specific

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

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.

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.

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)

4.

Achieve seamless interchange
between modes at Kintore rail
station – services; security;
information; facilities.

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.

Measurable

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

Attainable

Relevant

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

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.

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

Timed

Impact to be monitored at
regular points after station
opening.

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.

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.

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.

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:
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).

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
1
Inverurie , 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
2
km (40.3%) was applied to the total calculated Kintore journeys within 2 km .

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
T +44 (0)141 222 6400
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Table 1: Calculating Trip Rates for the Inverurie Catchment and Application to Kintore Catchment
Catchment Band
Station / Element

Information / Source
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

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 = 385,965

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
3
that the demand at Inverurie is made up of 70% outbound journeys and 30% inbound journeys . This information was
interrogated to calculate an observed uplift factor for the level of inbound demand at Inverurie as a proportion of the
4
outbound demand. An uplift factor of 1.42 was derived for application to the Kintore outbound demand forecasts .
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

Kintore Annual Outbound Demand

Forecast Single Journeys (2015)

Inbound Demand Uplift Factor (Inverurie)

Derived from LENNON, 2015

Kintore Annual Inbound Journeys

Single Journeys Calculated (2015)

Journeys / Factor
152,903
0.42
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
5
(annual journeys) between station pairs, while DataShine 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
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)

Station Pairs

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
6
this particular movement of circa 2% .
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 prorata 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
7
originated within 2 km of the Kintore station site. Therefore, it can reasonably be assumed that at least 3.1% 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

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

163,735

LENNON, 2015

Annual Destination Journeys transferred to Kintore

-2,572

Calculated

Total Transferred Passengers

-14,696

Calculated

Percentage of Outbound Inverurie Demand from Kintore

Annual Origin Journeys at Inverurie

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
8
annum 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
9
of endogenous growth, an enhanced timetable (essentially a half-hourly service all day ) 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
The final details of the planned service enhancem ent 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.
9
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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 Year:

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)
2019
Market Segment

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

Kintore Demand Forecast 2019 - 2035
500,000

Single Journeys per Annum

450,000

Total
Demand

400,000
350,000

Outbound
Demand

300,000
250,000
200,000

Inbound
Demand

150,000
100,000

Other
Markets

50,000
Opening Year Assumed 2019
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
10
utilisation of 85% 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:
Lower inbound demand proportion: 20% (core scenario 30%);
Lower proportion of demand from beyond 2 km station catchment: 30% (core scenario 40.3%);
Higher abstraction rates from Inverurie: 7.9% (core scenario 3.1%);
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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Annex A: Technical Note on Demand Growth Forecasts
Introduction
As part of work to understand potential rail demand, supporting the development of business case work for a new
Kintore Station and enhanced Inverurie transport interchange, work has been undertaken to define a set of demand
growth assumptions to apply in scheme appraisal to:
Kintore station demand forecast; and
Inverurie car park demand.
Demand growth can be assumed for the appraisal of rail schemes for 20 years (i.e. to 2036), at which point demand
is assumed to flatten.
Options under consideration include:
Base on existing growth trends experienced at Inverurie;
Base on existing growth trends experienced along the Aberdeen-Inverness line as a whole; or
Base on relevant Network Rail Long Term Planning Process outputs.
This note sets out the approach taken to define the demand growth forecasts used in the aforementioned business
case work.
Rail Demand Growth at Inverurie
ScotRail provided LENNON data from 2010/11 to 2014/15. This has been benchmarked against the ORR station
usage data back to 2000/01.
Total
Inverurie LENNON
Inverurie ORR

2001

2002

109,690

118,828

2003

2004

109,824

118,802

2005
127,779

2006

2007

2008

154,103

175,934

195,139

2009
223,566

2010
292,408

2011
349,878
345,790

2012
410,031
403,950

2013
460,531
451,854

2014
509,205
501,646

2015
549,700
534,462

600000

500000

Inverurie LENNON
Inverurie ORR

400000

300000

200000

100000

0
2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015

Inverurie has experienced significant growth at an average of 12% per annum (both datasets indicate this). This, by
any standards, is significant and beyond typical average growth values experienced across the UK. It is considered
that it would be difficult to justify use of this growth rate at Kintore as part of the demand forecasting exercise to
support business case development work.
There has been a slight increase in the number of departures towards Aberdeen. In 2006 there were 15 departures
per weekday from Inverurie towards Aberdeen. In 2015 there are now 23 departures per weekday. Journey times
have not changed. According to PDFH, that level of service change might be expected to generate circa 16%
additional demand. Removing this endogenous growth impact, Inverurie’s implied exogenous growth rate since 2001
stands at +10.8% per annum through to 2015.
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Rail Demand Growth Aberdeen-Inverness
There are eight stations on the Aberdeen-Inverness line. According to ORR statistics, 860,000 entries and exits were
made in total at these stations in 2000/01. This rose to 2,288,400 by 2014/15. This represents an average growth of
7.2% per annum over that period.
It is clear, therefore, that Inverurie is one of the better performing stations on the line.
Network Rail Long Term Planning Process: Scotland Route Study
Evidence
Network Rail’s Scotland Route Study sets out estimations of demand growth for the commuting market into Aberdeen
and the off-peak interurban market on the Aberdeen-Inverness line. These have kindly been supplied by Network Rail
for use in this study.

Aberdeen AM Peak
Scenario
Prospering in Global
Stability
Prospering in Isolation
Struggling in Global
Turmoil
Struggling in Isolation

Growth factor
2012-23

Compound Annual
Growth Rate 2012-23

Growth factor
2012-43

Compound
Annual Growth
Factor 2023-43

54%

4.40%

226%

6.10%

47%

3.90%

163%

5.00%

24%

2.10%

21%

0.90%

20%

1.90%

3%

0.10%

Interurban
Scenario

Growth factor
2012-23

Compound Annual
Growth Rate

Growth factor
2012-43

2012-23
Prospering in Global
Stability
Prospering in Isolation
Struggling in Global
Turmoil
Struggling in Isolation

Compound
Annual Growth
Rate
2023-43

49%

4.10%

197%

5.60%

43%

3.60%

111%

3.80%

39%

3.40%

57%

2.30%

38%

3.20%

30%

1.30%

Network Rail has defined four growth scenarios reflecting differing levels and combinations of factors that contribute
to demand for rail travel. The higher growth scenario (“Prospering in Global Stability”) is used by Network Rail for
capacity planning purposes. For the purposes of establishing a growth rate to use for this demand and appraisal
study, however, the average growth implied across the four scenarios presented has been taken. This therefore
condenses to:
Growth Rates
Peak
Off-Peak
2014 to 2023 average CAGR
3.08%
3.58%
2023 to 2043 average CAGR
3.03%
3.25%
Overall implied growth 2014 to 2043
+138%
+160%
It should be noted that service improvements between Aberdeen and Inverness are assumed in these growth rates –
“half-hourly by the end of CP5 between Inverurie and Aberdeen”. Therefore, the growth rates that could potentially be
used will need to take into account the fact that there is a ‘spike’ in one year to represent the introduction of the
improved half-hourly timetable at Inverurie. Nevertheless these demand growth rates to 2043 provide a ‘target’ level
of growth to that year taking into account the committed timetable improvements.
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The preference would be to keep the two growth rates separate, as attempting to combine them (e.g. by weighting by
demand) would mean moving further away from the potential growth that could be experienced. For example,
weighting by the 2014 demand proportions means that any future shifting of these proportions (which is implied by
the analysis) will lead to different demand growth by 2043. Also, keeping the growth rates separate means that the
differing impacts of the introduction of the new timetable can be more accurately incorporated (for example, the
impact is potentially greater in the off-peak than in the peak – given there are already six trains from Inverurie to
Aberdeen between 0700-1000).
To apply these growth rates separately would require disaggregating the demand forecasts. An implied demand
profile from the Inverurie station counts is calculated as follows:
Total boarders at Inverurie per annum = 274,850 (source: LENNON data 2015)
Total boarder per day = 892 (using annual to average weekday factor)
Total boarders on trains 0700-1000 = 540 (source: station count)
Proportion of overall demand at Inverurie that is peak demand = 61%11
This is a larger weighting towards peak travel than is implied by the Network Rail data for the line as a whole.
However, this is to be expected as Inverurie is located within the commuting catchment for Aberdeen and will
therefore be more skewed towards this market.
Peak Demand Growth
The overall CAGR is +3.08% per annum between 2014 and 2023 and +3.03% per annum between 2023 and 2043.
However, this demand represents both exogenous growth and known endogenous growth (i.e. the improved
timetable). It has been assumed that the new timetable starts in the December 2018 timetable change and therefore
Year 1 of the new timetable is assumed as 2019.
The one-off demand growth impact associated with this timetable change can be determined using MOIRA. Demand
impacts on the Inverurie-Dyce/Aberdeen flows were identified and survey data applied in order to split out the peak
and off-peak markets. This analysis identified a 5.7% growth for the peak demand (0700-1000) period – not a large
demand impact, but this is because the existing train service from Inverurie to Aberdeen is six trains in the three hour
period – which is the equivalent of a half-hourly service. Therefore the demand impact in the peak identified by
MOIRA is considered to reflect more the spacing of trains (rather than the quantum of trains).
Therefore, an adjustment has been necessary to the implied CAGR growth rate between 2014 to 2043 to account for
this one-off demand growth impact in 2019 of +5.7%. The adjusted CAGR therefore becomes +2.84% per annum
between 2014 and 2043.
Off-peak demand growth
The overall CAGR is +3.58% per annum between 2014 and 2023 and +3.25% per annum between 2023 and 2043.
However, this demand represents both exogenous growth and known endogenous growth (i.e. the improved
timetable). It has been assumed that the new timetable starts in the December 2018 timetable change and therefore
Year 1 of the new timetable is assumed as 2019.
The one-off demand growth impact associated with this timetable change can be determined using MOIRA. Demand
impacts on the Inverurie-Dyce/Aberdeen flows were identified and survey data applied in order to split out the peak
and off-peak markets. This analysis identified a 28.7% growth for the off-peak demand. It is considered that this
larger demand impact reflects more of a step change in the timetable in the off-peak period at Inverurie.
Therefore, an adjustment is necessary to the implied CAGR growth rate between 2014 to 2043 to account for this
one-off demand growth impact in 2019 of +28.7%. The adjusted CAGR therefore becomes +2.46% per annum
between 2014 and 2043.
Determining which Demand Growth Rate to use

11

This is not quite the true picture as there will also be a small proportion of journeys which are commuters TO Inverurie and which
have not been added to this value (but the Inverurie Station count data did not capture these). However, this value is expected to be
small.
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As set out in this note, a number of potential options are available for use in calculating future demand growth at
Kintore and Inverurie, as follows:
Base on existing demand growth experienced at Inverurie:
o +10.8% per annum (CAGR) exogenous growth since 2001.
Base on existing demand growth experienced across the Aberdeen-Inverness line as a whole:
o +7.2% per annum (CAGR) overall growth since 2001.
o This growth, however, includes both exogenous and endogenous growth impacts (it not being
possible to strip out endogenous growth impacts for the whole line).
o It is clear, nevertheless, that growth experienced at Inverurie specifically has significantly
outstripped demand across the line as a whole (and even that growth is fairly large).
Base on Network Rail LTPP. The demand growth at Kintore and Inverurie would be applied as follows:
o Peak demand:
Applied to 61% of the overall demand
Apply a CAGR of +2.84% per annum
Apply a one-off demand impact in 2019 of +5.7%
o Off-peak demand:
Applied to 39% of the overall demand
Apply a CAGR of +2.46% per annum
Apply a one-off demand impact in 2019 of +28.7%
It is considered that the relatively high demand growth experienced specifically at Inverurie over the past 10 to 15
years is potentially reflective of a unique blend of factors likely to include significant population growth, significant
employment growth in Aberdeen and traffic conditions on the A96 corridor. Accordingly, it is considered that it would
be difficult to use these as a basis for continuing demand growth into the future and therefore it is recommended to
use Network Rail’s LTPP demand forecasts as the basis for developing a growth profile for use in this scheme
appraisal.
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Annex B: Technical Note on Inverurie Station Surveys
Introduction
AECOM was commissioned by Aberdeenshire Council to provide support to prepare business case submissions to
the Scottish Stations Fund (SSF) for a proposed new station at Kintore and the development of Inverurie Transport
th
Interchange. To support this work, passenger surveys were undertaken at Inverurie Station on Thursday 29 October
2015. This note summarises the results from this survey. A copy of the questionnaire is shown at the end of this note.
It is to be noted that these survey results for Inverurie station have been used in the development of Kintore Station
Business Case, in particular within the demand forecasting analysis. The results, supported by LENON data (2015),
allowed determining the potential catchment area for Kintore station, and therefore estimating the station potential
passenger demand and revenue.
Sample Size and Methodology
Face to face interviews were undertaken at Inverurie Station on northbound and southbound platforms for
passengers using rail services between the hours of 06:30 and 13:33. Sample rates are noted in Tables B.1 and B.2
below.
Table B.1 NB Sample Rate
Departure Time
Service
(hh:mm)
Destination
06:38
Inverness
07:42
Inverness
08:43
Inverness
10:34
Inverness
12:21
Inverness

Table B.2 SB Sample Rates
Departure Time
Service
(hh:mm)
Destination
06:38
Edinburgh
Glasgow Queen
07:13
Street
07:43
Aberdeen
08:14
Aberdeen
08:46
Aberdeen
09:07
Aberdeen
10:38
Edinburgh
11:00
Aberdeen
11:33
Edinburgh
12:47
Aberdeen
13:33
Aberdeen

Passengers
Boarding
2
6
5
8
6
27

Passenger
Interviews
0
2
4
7
3
16

Passengers
Boarding
62

Passenger
Interviews
24

132

31

23%

159
113
42
32
15
10
20
10
12
607

28
33
10
16
7
8
14
6
6
183

18%
29%
24%
50%
47%
80%
70%
60%
50%
30%

Sample Rate (%)
0%
33%
80%
88%
50%
59%

Sample Rate (%)
39%

Tables B.1 and B.2 outline the interview sample rates achieved for northbound and southbound services.
Collectively, 634 passengers were recorded boarding a train across the survey period, of which 199 interviews were
completed, representing a sample rate of 32%.

T +44 (0)141 222 6400
F +44 (0)141 222 6499

Aurora
120 Bothwell Street

Page: 16 of
Glasgow
E richie.fraser@aecom.com
21
Doc. FA/10
Revised: April 2009
G2 7JS
www.aecom.com
F:\PROJECTS\Transport Planning - SSF Business Cases\03 EXECUTION\07 Technical Work\Business Case Reports\Kintore Business Case\Appendices\Appendix D - Kintore
Demand Forecasting_FINAL.docx

Main Findings
Inverurie was the most common trip origin. The most common trip destination was Aberdeen, accounting for
65% of all trips. This was followed by Edinburgh (8%) and Glasgow (7.5%).
45% of respondents travelled to Inverurie Station by car; 26% of this total as a driver and 19% as a passenger.
Of these individuals, 90% said nothing would encourage them to consider modal shift.
Of those that drove to Inverurie Station, only 48% parked in the Station car park. The most common alternative
destination was the Shopping Centre Car Park (assumed to refer to Burn Lane).
Individuals travelling every weekday and a few times a week accounted for the most common trip frequencies
(38% and 32% of all trips made respectively).
Work was the most common stated purpose of travel, accounting for 58% of all trips.
Survey Analysis
B.1 Passenger Origins

Figure B.1 Inverurie Station – Trip Origins Map
Figure B.1 demonstrates that the majority of station users had an origin within the town, with a high proportion
originating from the wider Inverurie area. A clustering of station users originate from Kintore (3%).
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Mode of Travel to Station
Table B.3 Mode of Travel to Inverurie Station
Number of respondents
Mode
Number
%
Car Driver
52
26%
Car Passenger
38
19%
Bus
7
4%
Taxi
9
5%
Motorcycle
0
0%
Cycle
14
7%
Walk
78
39%
Other
1
1%
The results show that there is a high proportion of people that walk to Inverurie Station (39%), reflecting the high
number of people whose origin was Inverurie. The most common mode of travel was car, accounting for 45% of
station users interviewed (26% drivers and 19% passengers).
The individual who responded ‘Other’ travelled to the station by train, with a final destination of Elgin.
4.2.1

Location of Parked Car

Table B.4 Location of Parked Car (If answered ‘Car Driver’ to Q2)
Number of respondents
Location
Number
%
Rail Station
25
48%
Other Car Park
24
46%
On Street
3
6%
The results demonstrate that 48% (25 people) who drove to the station parked in the rail station car park, with a
similar proportion (46%) parked in a car park other than the Station’s. Of those who parked in a car park other than
the station car park, the most common alternative destination was at the Shopping Centre Car Park by Mark and
12
Spencer’s (16 individuals), followed by the Tesco Car Park (4 individuals) and the Town Centre (3 individuals);
specific destinations for Town Centre parking were not specified.
4.2.2

Reason for parking out with Station Car Park

Table B.5 Reason for Parking outwith Station Car Park (if applicable)
Number of respondents
Reason
Number
%
Station car park full
10
37%
Conveniently located
9
33%
Avoid parking charge
3
11%
Station full/Convenient
1
4%
Other
3
11%
Not specified
1
4%
Of those who parked car outwith the Station Car Park, the most common reason given was that the Station Car Park
was full (37%), closely followed by the alternative parking space being conveniently located (33%). As Inverurie
Station Car Park is free of charge, it is assumed that the three individuals that answered ‘Avoid parking charge’ were
unable to park in the Station Car Park due to it being at full capacity. Of the three ‘Other’ responses, one answered
that the alternative parking destination was easier, another noted that they park at a family members home and the
third answered that the Shopping Centre Car Park (next to Marks and Spencer’s) is free.

1212

It is considered fair to assume that a majority of these respondents will be referring to Burn Lane car parks.
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4.2.3

Factors which might encourage modal shift (Car Drivers and Passengers only)

Table B.6 Factors which might Encourage Modal Shift away from Car
Number of respondents
Factor
Number
%
Nothing
81
90%
Better footways
1
1%
Better cycleways
0
0%
Improved cycle parking
2
2%
Better crossing facilities
0
0%
Faster bus service
1
1%
More frequent bus/other
1
1%
More frequent bus service
1
1%
Other
3
3%
All 90 individuals that travelled to Inverurie Station via Car, either as a driver or passenger, answered the question
regarding which factor might encourage modal shift. The vast majority (90%) said that ‘nothing’ would encourage
modal shift. Of the three ‘Other’ responses, all said that better parking facilities might encourage modal shift, although
it is unclear whether this relates to car or cycle parking.
Passenger Destination
Table B.7 Passenger Destination
Destination
Aberdeen
Dyce
Inverness
Stonehaven
Insch
Huntly
Elgin
Other

Number of respondents
Number
%
130
65%
12
6%
12
6%
1
1%
0
0%
1
1%
3
2%
40
20%

Table B.8 Passenger ‘Other’ Destination
‘Other’ Destinations
Edinburgh
Glasgow
Arbroath
London
Dundee
Leith
Perth
East Kilbride
Montrose

Number of respondents
Number
%
16
40%
15
37.5%
2
5%
2
5%
1
2.5%
1
2.5%
1
2.5%
1
2.5%
1
2.5%

Respondents were asked which rail station they were travelling to. The most common destination was Aberdeen
(65%), with the second and third most common destinations being Edinburgh and Glasgow. Edinburgh and Glasgow
account for 8% and 7.5% respectively for the overall number of trips, although they account for 40% and 37.5%
respectively of ‘Other’ trip destinations. Despite being a major centre for employment and the only station located
between Inverurie and Aberdeen, Dyce accounted for only 6% of all trip destinations.
For passengers travelling northbound, Inverness was the most common destination, as stated by 12 of the 16
northbound passengers interviewed (75%).
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Purpose of Journey
Table B.9 Purpose of Journey
Purpose
Work
Education
Business
Recreation
Shopping
Work/Education
Other

Number of respondents
Number
%
116
58%
29
15%
16
8%
13
7%
12
6%
1
1%
12
6%

Table B.9 demonstrates that the majority of Inverurie station users had a journey purpose of work (58%; 66% for
work and business combined). The second most common purpose is education (15%), although this is equivalent to
only one quarter of the total number that use the station to travel to work.
Frequency of Journey
Table B.10 Frequency of Journey
Frequency
Every weekday
Few times a week
Once a week
Few times a month
Once a month
Rarely
One off

Number of respondents
Number
%
76
38%
63
32%
5
3%
10
5%
17
9%
20
10%
8
4%

With Table B.9 indicating that 73% of respondents had a journey purpose of work or education, it is unsurprising that
a similar percentage of station users undertake their journeys from Inverurie Station every weekday or a few times a
week. This is reflected in the results, with 70% of respondents making the journey every weekday (38%) or a few
times a week (32%).
Summary
th
Surveys were successfully undertaken at Inverurie Station on Thursday 29 October between 06:30 and 13:33,
collating responses from 199 individuals that travelled from the station during this period out of a total of 634
individuals recorded boarding trains. The most common direction of travel was southbound, which is unsurprising
given the predominance of commuter flows to Aberdeen.
Results showed that Aberdeen was by far the most common destination and Inverurie the most common origin.
Results also showed that whilst most people travel to the station by car (45% for drivers and passengers), travel by
foot also make up a significant proportion of all trips (39%).
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Kintore Station – Economic Appraisal
E.1

Overview

AECOM has conducted an economic appraisal for a proposed new station at Kintore, located in Aberdeenshire,
north-east Scotland, on the Aberdeen to Inverness line, between Inverurie and Dyce. This note details the approach
taken to undertake a cost-benefit analysis, including the processes, assumptions, and parameters applied to
measure the scheme costs and benefits over a standard appraisal period. This economic appraisal was carried out
in line with Scottish Transport Appraisal Guidance (STAG) and using industry best practice.

E.2

Outline Approach and Required Outputs

This economic appraisal centred on an analysis of costs and benefits in order to generate a Cost:Benefit Ratio
(BCR) for the scheme, carried out in line with STAG guidance. A bespoke spreadsheet-based appraisal tool was
developed to undertake the analysis.
Key benefits calculated include user time savings, additional rail revenue and decongestion and environmental
benefits associated with a modal shift from car to rail. Key costs include the cost of construction, renewals and
replacements, operating costs and indirect tax impacts. The approach used to calculate each of these costs and
benefits is outlined in this Technical Note.
Outputs have been presented in two formats:


In line with STAG guidance, generating a PVB (Present Value of Benefits), PVC (Present Value of Costs),
NPV (Net Present Value) and BCR.



In line with WebTAG guidance for rail schemes; again, generating PVB, PVC, NPV and BCR values, but
constructed in a different way whereby the revenue benefits are transferred from the PVB calculation to the
PVC calculation. This reflects the fact that central government essentially buys rail schemes via rail
franchises whereby any specific intervention generates a franchise change. The combined impact of the
revenues and costs (i.e. the franchise change) therefore influences the cost to government as represented
by the PVC value.

E.3

Appraisal Design

This section presents the inputs and assumptions used in order to appraise the Kintore station scheme in line with
STAG guidance, including how the scheme costs and benefits have been derived and treated.
E.3.1 Appraisal Assumptions
The scheme appraisal has made the following assumptions:


A standard 60 year appraisal period from the opening year;
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The appraisal price base is 2010. All prices have been deflated to 2010 values;



All benefits and costs have been discounted in line with appraisal guidance back to 2010;



The tax correction factor of 1.19 was applied to all revenues and costs as recommended by the STAG
technical database Section 9.5.6;



Kintore station opening year is 2019;



The station design has been assumed to be at GRIP stage 3;



Demand and revenue growth has been applied through to 2035 in line with WebTAG appraisal guidance;
and



Demand ramp-up factors have been applied for the first three years of operation in line with PDFH
guidance (53% in Year1, 78% in Year 2, and 90% in Year 3).

E.3.2

Treatment of Benefits

In order to assess the benefits of the new station at Kintore, several elements have been taken into consideration
for inclusion within the economic appraisal:


User Time Savings – the monetised time impacts resulting from the time savings experienced by new and
existing rail users. This could include shorter access times to the new station and/or shorter rail journey
times through using the new station. There will also be time disbenefits associated with the additional
station stop experienced by through passengers.



Revenue Impact – the financial impact of the new station on rail operator revenues from new rail users
attracted to rail due to the presence of the new station. There will also be minor changes to rail revenue
associated with existing rail passengers transferring from Inverurie to Kintore station. Finally there will also
be some lost revenue associated with some rail journeys lost due to the additional journey time
experienced by through passengers.



Decongestion Benefits – the monetised benefits of decongestion (time savings) on the road network
brought about as a result of modal shift from car to rail. The benefits derived are a function of the car
kilometres removed from the road network.



Safety Benefits – the monetised benefits of the scheme on safety, namely road accidents, brought about
as a result of modal shift from car to rail. The benefits derived are a function of the car kilometres removed
from the road network.



Environmental Benefits – the monetised benefits of the scheme on the environment, namely global air
quality (greenhouse gas emissions)1, brought about as a result of modal shift from car to rail. The benefits
derived are a function of the car km removed from the road network.

The benefits above all pivot off the demand and revenue forecasts generated by the demand model, which has
been discussed in a separate Technical Note (Appendix D).
E.3.2.1 User Time Savings
The calculation of user time savings can be broken down into the following different users:
1.

New users at Kintore (those new to rail travel);

2.

Users abstracted from Inverurie (those transferring to the new station at Kintore);

3.

Inverurie – Kintore users (new rail market); and

4.

Through passengers (those impacted by rail services calling at Kintore);

Average time savings (minutes) were calculated as the difference between the base journey time and the test
journey time, where the journey time included access time, wait time, in vehicle time and egress time. Weightings in
line with STAG guidance were applied to the relevant elements of journey time.

1

Note that STAG does not appear to allow for the inclusion of certain monetised marginal external costs – i.e. noise, local air
quality and infrastructure benefits – that are included in a WebTAG appraisal.
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New Users and Abstracted Users at Kintore
In order to calculate the average time saving per journey, a number of assumptions were made across each of the
journey time elements based upon the origin catchment ‘zone’ used in the demand forecasting exercise and an
average journey time (weighted by destination). The time savings were calculated separately for journeys heading
east or west from Kintore station. These assumptions were based upon observed behaviour at Inverurie (LENNON
data and Inverurie platform interview surveys). The weighted time saving per journey (in minutes) are detailed in
Table 1.
Table 1: User Time Savings for New and Abstracted Journeys (per single journey)
New & Transferred Users

Travel

Base (Inverurie)

Test (Kintore)

Time Saving

Catchment 'Zone'

Direction

Minutes

Minutes

Minutes

Within 800m

Eastbound

101

78

-23

Within 800m

Westbound

146

131

-15

Between 800 - 2,000m

Eastbound

105

84

-21

Between 800 - 2,000m

Westbound

150

137

-13

Beyond 2,000m

Eastbound

103

88

-15

Beyond 2,000m

Westbound

148

141

-7

The ‘time saving per journey’ was multiplied by the number of new and abstracted users and profiled over the
appraisal period in order to derive total time savings per annum. User time savings for the inbound demand were
calculated in a similar manner, but focussing on the time savings experienced for the ‘within 800m’ catchment –
reflecting the fact that inbound journeys would be expected to have a shorter egress time on the whole. The rule of
half was applied to the new user time savings.
New Rail Market (Inverurie - Kintore)
The average time saving per journey for the new rail market between Inverurie and Kintore was calculated in a
similar manner, based upon the assumption that the best alternative public transport travel time (base time) would
be a bus journey, and that access and egress times/distances are likely to be short given the relatively short
distance between Kintore and Inverurie. The weighted travel time assumptions for new users are presented in
Table 2 below. Note, while the new rail service may offer faster journey times, the proposed 30 minute frequency of
the Kintore-Inverurie service is less than the existing 20 minute bus service, resulting in a small overall user time
saving.
Table 2: New Market (Kintore - Inverurie) User Time Savings (per single journey)
Kintore - Inverurie

Base (Bus)

Test (Rail)

Time Saving

Journey Time Element

Minutes

Minutes

Minutes

50

48

-2

Total User Time Saving

The ‘time saving per journey’ was multiplied by number of forecast new market users and profiled over the appraisal
period in order to derive the total time savings per annum. The rule of half was then applied to the new market user
time savings.
Through Passenger Time Impacts
Each existing rail passenger journey travelling through Kintore station will experience a journey time delay due to
the fact that the train now calls at the new station. A journey time penalty of two minutes was therefore added to
every journey, allowing for deceleration, station dwell time and acceleration. The calculation of the number of
journeys impacted by this had to take into account:


A new enhanced timetable for the corridor from 2019;



The removal of some through passengers to/from Inverurie who have now been abstracted to use Kintore
instead; and



The loss of some demand due to the journey time penalty.
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MOIRA was used to determine the number of through journeys impacted, whilst the demand model provided
estimates of abstraction and reduction in demand. Nevertheless, a considerable volume of journeys (over 1.3m in
the base year) would be impacted, therefore driving a significant user time disbenefit for the scheme.
Processing the User Time Savings for Appraisal Purposes
Total user time impacts (net disbenefit) were then split into three journey purposes (business, commuting, other)
using local evidence as shown in Table 3 (results of the Inverurie platform interview survey).
Table 3: Journey Purpose Splits (applied to user time savings)
Journey Purpose

Proportion

Business

7.9%

Commuting

58.1%

Other

34.0%

Source/Comment
Inverurie Platform Interview Survey, Oct 2015

User time savings were then converted from minutes to hours, monetised, and profiled over the appraisal period
using the Values of Time (see Table 4) as identified in the STAG Technical Database (STAG Economy Table 9.9).
Real price increases in Values of Time were also utilised, as provided within the STAG guidance.
Table 4: Values of Working and Non-Working Time
Trip Type

Journey Purpose

Market Price

Working

Business (Rail Passenger)

£31.96

Non-Working

Commuting

£6.81

Other

£6.04

Comment
(£ per hour, 2010 prices, 2010 values)

E.3.2.2 Revenue Impacts
Revenue impacts due to the scheme were calculated as part of the demand forecasting exercise, based upon
average yields per journey at Inverurie and adjusted for the difference in distance travelled to/from Kintore. The
yield per journey was then multiplied by the total number of journeys (as calculated in the demand forecasts) to
calculate the revenue impact of the new station. For appraisal purposes, demand forecasts, and thus revenue, were
extrapolated over the appraisal period, with growth capped in line with appraisal guidance.
A further assumption made was that rail fares increased in line with inflation (i.e. RPI+0).
E.3.2.3 Decongestion Benefits
Decongestion benefits are derived as a function of the net change in car kilometres on the road network resulting
from modal transfer from car to rail. Like the user time savings, the calculation of the change in car km was broken
down into the following different users:
1.

New users (those passengers new to rail travel who would instead have driven all the way, including new
rail market flows between Inverurie and Kintore)

2.

Users abstracted from Inverurie (those passengers who no longer have to drive as far to access the
railway network by transferring from Inverurie to Kintore)

3.

Through passengers (those passengers who are discouraged from using rail travel as a result of the added
time for rail services to call at Kintore, and transfer instead to driving)

4.

Access to Kintore Station (those passengers who access the new station by car)

New Users - Change in Car Km
To calculate the average new user car kilometres removed per journey, the average number of forecast rail
kilometres travelled per journey was used as a proxy. Average rail kilometres travelled per journey were based upon
the top 50 flows at Inverurie (LENNON). As Kintore is located 5.3 km further east than Inverurie, it was necessary to
differentiate the average distance per journey for eastbound and westbound trips. Average distances travelled by
rail for journeys at Kintore were therefore able to be adjusted by +/- 5.3 km dependent on whether the trip is headed
east or west, as detailed in Table 5.
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Table 5: Average Kilometres Travelled per Single Journey
Calculation

Direction

Km

Source

Inverurie Average Journey Length

Overall

51.8

LENNON / MOIRA Calculated

Inverurie Average Journey Length

Eastbound

48.6

Calculated

Inverurie Average Journey Length

Westbound

108.3

Calculated

Distance between Kintore and Inverurie

Both

5.3

Google Maps

Kintore Average Journey Length

Eastbound

43.3

Calculated

Kintore Average Journey Length

Westbound

113.6

Calculated

The number of forecast new journeys headed eastbound, westbound, or part of the new rail market between
Inverurie and Kintore, were multiplied by the relevant distances to calculate the total number of new kilometres.
This was undertaken for each year of the appraisal period.
Finally, in order to convert into a car km value, a mode transfer proportion was applied based on local evidence at
Laurencekirk station which suggests that 56% of new station users have transferred from having driven ‘all the
way’2.
Abstracted Users - Change in Car Km
By contrast, abstracted users transferring from Inverurie to Kintore are by definition already using rail, and so the
only car kilometres removed from journeys in this user group are likely to be as a result of the reduction in access
distances to Kintore rather than Inverurie. Of course, not all of the transferred users would have driven to access
Inverurie, so local evidence was used to derive the proportion of access journeys likely to have been made as a car
driver. Observed behaviour at Inverurie suggests 48% of rail passengers beyond 2 km of Inverurie drove to the
station (Inverurie platform interview surveys).
Transferred demand has been assumed to originate from the catchment ‘zones’ within 800 m and between 800 –
2,000 m of the Kintore station site. Therefore, abstracted journeys have been split 50/50 between the two catchment
‘zones’. These journeys were multiplied by the relevant access distances as shown in Table 6 to calculate the total
number of access car kilometres removed.
Table 6: Access Distance Removed for Transferred Users from Inverurie per single Journey
Kintore Catchment ‘Zone’

Distance from Inverurie Station
(km)

Address used to measure
distance (Google Maps):

Within 800 m

6.5

The Square, Kintore

Between 800 - 2,000 m

7.3

Fairfield Place, Kintore

Through Passengers – Change in Car Km
As a result of the additional journey time penalty associated with the call at Kintore, a number of through passenger
journeys may be expected to be discouraged from using rail travel and transfer instead to other modes. The number
of through passenger journeys lost to rail has been calculated using MOIRA. Further analysis based upon MOIRA
outputs indicates the average distance travelled for each impacted through journey is 66km. In absence of any local
evidence on this type of modal shift, STAG compliant rail to car diversion factors (TAG unit A5.4, Table 1) were
used which suggest 26% of additional rail km would be transferred from car.
Access to Kintore Station – Change in Car Km
The final element of the generation of net car kilometres removed from the road network was to account for access
to Kintore station by car. The new station plans include provision for a car park and it is therefore reasonable to
assume a proportion of the new users will drive to the new station. These have been treated as additional car
kilometres and a number of assumptions have been made to calculate this impact, based largely upon local
evidence. These are shown in Table 7 along with the assumed access distances by origin ‘zone’/market segment.

2

Evaluation of Laurencekirk Railway Station Final Report, Transport Scotland/Systra, 2015
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Table 7: Proportion of Demand originating from each Catchment 'Zone’ and distance travelled
within
800m

between 800
to 2,000m

beyond
2,000m

29.3%

30.4%

Proportion
Driving to
Station*

11%

Kilometres
Travelled

Element
Proportion of
Demand

Address used
to measure
distance

Inbound Demand

Inverurie - Kintore

40.3%

Weighted average of
three origin zones

Weighted average of
two origin zones
within 2,000 m

24%

53%

32%

18%

0.5

1.0

7.2

3.4

0.5

The Square,
Kintore

Fairfield Place,
Kintore

High Street,
Kemnay

n/a

n/a

Source: Inverurie Platform Survey Results, 2015
Each market segment for demand at Kintore (total journeys) were multiplied by the proportions assumed to drive to
the station, and each of these journeys were multiplied by the distance assumed to be travelled in order to access
the station/rail service. These were then summed to derive the total car kilometres added in order to access the
station/new rail services to Kintore, and profiled over the appraisal period.
Calculating and Applying Decongestion Rates for Appraisal Purposes
Standard decongestion benefit rates were derived from WebTAG guidance and applied to the net change in car km
as outlined above. These rates change over time in line with guidance.
E.3.2.4 Safety Benefits
Standard safety benefit rates were derived from WebTAG guidance and applied to the net change in car km as
outlined above. These rates change over time in line with guidance.
E.3.2.5 Environmental Impacts
Standard environmental benefit rates were derived from WebTAG guidance and applied to the net change in car km
as outlined above. These rates change over time in line with guidance.
E.3.3

Treatment of Costs

In order to assess the cost to government of the new station at Kintore, four monetised cost elements have been
taken into consideration for inclusion within the economic appraisal.


Capital Costs – the cost of constructing the new station and any other infrastructure enhancements
necessary to support the new station.



Renewals Costs – the cost of renewing and replacing the new station infrastructure enhancements over
the appraisal period.



Operating Costs – the cost of operating and maintaining the new station over the appraisal period.



Indirect Taxation – the cost to government of lost tax revenue as a result of increased spending on rail
fares (which are zero-rated for VAT), as well as fuel duty lost as a result of modal shift from car to rail.

E.3.3.1 Capital Costs
Table 8 presents the capital costs and expected spend profile for the Kintore station scheme. Information provided
by Network Rail to GRIP Level 3 indicates a point estimate of £6.257m total construction cost for the station (2012
Q4 prices). AECOM has separately estimated the car park capital cost to be £1.54m and £0.5m has been estimated
to cover land acquisition (2016 Q1 prices). These costs do not include risk, contingency or optimism bias.
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Table 8: Kintore Station - Capital Cost Spend Profile
Cost element (£000s)

Total

2016

2017

2018

2019

Station Construction

Profile

5%

44%

50%

1%

Station Construction

£6,257

£313

£2,753

£3,129

£63

Car Park

Profile

5%

44%

50%

1%

Car Park

£1,361

£68

£599

£680

£14

Land Acquisition

Profile

100%

0%

0%

0%

Land Acquisition

£442

£442

£-

£-

£-

£8,060

£823

£3,352

£3,809

£77

Total
(2012 prices)

The incorporation of scheme capital costs into the appraisal included the following assumptions in line with STAG
guidance:


Risk and contingency were removed from base capital costs provided by Network Rail;



As the station design is assumed to be at GRIP Level 3, an optimism bias of 40% was applied to all capital
costs, in line with appraisal guidance for rail schemes;



Real cost increases of 1.5% per annum above RPI was applied to all capital costs after 2012.

E.3.3.2 Renewals Costs
In the absence of the provision of specific renewals and replacement costs, it is considered acceptable to use the
Network Rail Long term Charge (LTC) as a reasonable proxy value for renewal and replacement costs. Network
Rail, therefore, supplied an estimate of what the LTC for a new station at Kintore might be, based on related
evidence elsewhere on the Scottish rail network. This value was an LTC of £32,000 per annum (2016 prices). In the
scheme appraisal a real cost increase of 1.5% per annum above RPI was applied to all renewals costs after 2016.
E.3.3.3 Operating Costs
The new station at Kintore is proposed as a two platform unstaffed facility, with the adjacent car park and access
road. Based upon past experience within our consultant’s database, a headline figure of £50,000 per annum
(assumed 2016 Q1 prices) is considered to be a reasonable estimate of the annual operating and maintenance
3
costs for such a facility .
The incorporation of scheme operating costs into the appraisal included the following assumptions in line with STAG
guidance:


As the station design is assumed to be at GRIP Level 3, optimism bias of 1% per annum was applied to all
operating costs, in line with guidance in TAG Unit A5.3;



An annual real price increase of 1.0% per annum was applied to all operating and maintenance costs.

E.3.3.4 Indirect Taxation
The economic appraisal considers the cost to government of lost tax revenue as a result of increased spending on
rail fares, as well as fuel duty lost as a result of modal shift from car to rail. For the purposes of appraisal, the
indirect taxation impacts of the new station were defined in line with STAG guidance (TAG Unit 5.3). This includes
the following three elements:


Changes in indirect tax revenue due to changes in car vehicle km travelled;



Changes in indirect tax revenue due to a change in rail revenue; and

3

It is to be noted that post completion of the economic appraisal exercise, ScotRail have provided an indicative operating cost for
the new station and car park facility, totalling £160k p/a (based on £100k p/a for the station and £60k p/a for the car park). This
however includes the LTC which has been included separately in the economic appraisal as a proxy for the renewals cost. These
figures have therefore not been included in the economic appraisal.
Page: 7 of 10

Revised: April 2016



Changes in indirect tax due to changes in diesel train usage, based on the change in rail vehicle mileage.
This element has not been calculated as the Kintore station scheme will not alter rail vehicle kilometres.

The calculations made to establish the net change in car vehicle km and the revenue impact of the new station at
Kintore are discussed earlier in this note under the treatment of benefits.

E.4

Economic Appraisal Results

E.4.1

Core Scenario

Table 9 presents the economic appraisal results for the Core Scenario. The demand and revenue associated with
this scenario is discussed in the separate Demand Model Technical Note (Appendix D).
Table 9: Kintore Station – Core Scenario Appraisal Results
Appraisal Element

STAG Appraisal

WebTAG Appraisal

Present Value of Costs, £000s

13,193

-11,829

Present Value of Benefits, £000s

46,362

21,880

Net Present Value, £000s

33,169

33,709

3.51

n/a

Benefit:Cost Ratio
2010 prices

As shown in Table 9, the scheme is expected to generate a high value for money BCR of 3.51. A BCR is not
recorded under the WebTAG guidance as the PVC value is negative. This is due to the additional revenue being
greater than the additional costs over the whole appraisal period. The slight difference in the NPV values is due to
the fact that a STAG appraisal does not include certain environmental or infrastructure benefits (refer to footnote 1
above).
E.4.2

Lower Bound Scenario

A separate ‘Lower Bound’ scenario was specified in the Demand Model Technical Note (Appendix D). Following
stakeholder feedback this scenario was developed to challenge some of the modelling assumptions that generated
the Core Scenario. A number of input assumptions were changed to reflect a scenario that could be taken to
represent a lower bound set of demand forecasts for the new station. These have been taken through the appraisal
model in order to generate a ‘lower bound’ BCR. Table 10 presents the economic appraisal results for the Lower
Bound scenario.
Table 10: Kintore Station – Lower Bound Scenario Appraisal Results
Appraisal Element

STAG Appraisal
Core Scenario

Lower Bound Scenario

Present Value of Costs, £000s

13,193

13,193

Present Value of Benefits, £000s

46,362

20,777

Net Present Value, £000s

33,169

7,584

3.51

1.57

Benefit:Cost Ratio
2010 prices

As shown in Table 10, the scheme still generates a medium value for money BCR of 1.57 with the lower bound set
of input modelling assumptions.
STAG appraisal summaries for both the Core and Lower Bound Scenarios are included as Appendix A.

Page: 8 of 10

Revised: April 2016

Appendix A: STAG Appraisal Summary Output
Core Scenario
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Lower Bound Scenario
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Appendix F – Appraisal Summary Tables
Proposal Details
Name and address of authority or organisation promoting the proposal:
Aberdeenshire Council, Woodhill House, Westburn Road, Aberdeen, AB16 5GB
(Also provide name of any subsidiary organisations also involved in promoting the Nestrans, Archibald Simpson House, 27-29 King Street, Aberdeen, AB24 5AA
proposal)
Proposal Name:

Do Minimum

Name of Planner:

Proposal Description:

The Do-Minimum retains the status quo
and assumes committed transport
interventions in the study area, but no
development of Kintore station or a
wider transport interchange facilities.

Estimated Total Public Sector
Funding Requirement:

Not applicable

Amount of Application:

AECOM
Capital costs/grant: No Cost
Annual revenue support: N/A
Present Value of Cost to Govt: N/A

Funding Sought From:
N/A

(if applicable)
Background Information

Geographic Context:

The proposed site lies to the north of Kintore, approximately 14 miles north west of Aberdeen and three miles south east of
Inverurie. The site sits approximately 100 meters east of the A96 and to the west of the Aberdeen to Inverness rail line. Primary
access to the site is from an unnamed farm road to the north of the B987 Northern Road which leads to Overdon Nursing Home,
located just to the north of the site. At present the site is vacant, although the land has been reserved for development of the
transport interchange and new railway station in the Council’s Proposed 2016 LDP.

Social Context:

Located on the east side of the A96, Kintore has expanded rapidly since the 1980s, primarily due to its close proximity and trunk
road access to Aberdeen City. The population of the town stood at approximately 4800 in 2014. Kintore has experienced a 164%
increase in population between 2001 and 2011, making it the fastest growing town along the A96 Corridor, as well as within the
Aberdeenshire Council area.

Economic Context:

With around 80% of the population economically active, Kintore primarily serves as a commuter town for Aberdeen due its proximity
and easy trunk road access toward the city. Other main travel to work destinations are Kintore itself (local employment hubs are
provided at the Midmill Industrial Estate and Kintore Business Park), Inverurie and Dyce. High levels of traffic congestion on the
A96, particularly southbound in the morning peak and northbound in the evening associated with commuter flows, has been a
prominent issue for numerous years with long delays experienced at junctions along the route. The key employment sectors
amongst Kintore’s population include wholesale and retail, manufacturing, professional scientific and technical activities,
construction, education, human healthcare and mining.

Planning Objectives
Objective:

Performance against planning objective:

TPO1: Increase access to the rail network for residents
along the A96 Corridor

Under the do-minimum scenario, there would be no change in terms of improved accessibility and
connectivity along the corridor by rail. (-)

TPO2: Improvement in generalised journey cost between
Kintore and Aberdeen

In the absence of Kintore Station and interchange, there is unlikely to be any major changes in terms of
improving the generalised journey cost between Kintore and Aberdeen. However, new developments
proposed for Kintore and nearby developments along the A96 Corridor, would generate additional traffic,
which will lead to more traffic delays and congestion, and therefore increase the generalised cost of KintoreAberdeen journeys. ()

TPO3: Support delivery of air quality targets across the
region by reducing the proportion of journeys made by
private car

As the status quo would be retained under this scenario, there is unlikely to be any major changes to air
quality within Kintore and the wider area. (-)

TPO4: Achieve seamless interchange between modes at
Kintore rail station – services; security; information; facilities

Under the do-minimum scenario, there would be no changes in terms of seamless interchange between
modes within Kintore. (-)

Rationale for Selection or Rejection of Proposal:

While the Do-Minimum does not address the TPOs of this study, it is used through the STAG Appraisal as a
basis for comparison with the options taken forward to Initial Appraisal.

Implementability Appraisal
Technical:

The Do-Minimum maintains the status quo and therefore does not introduce significant technical barriers, as no interventions are
proposed. ()

Operational:

The Do-Minimum maintains the status quo and therefore does not introduce significant operational barriers, as no interventions are
proposed. ()

Financial:

The Do-Minimum maintains the status quo and therefore does not introduce capital costs associated with development of the
proposal. ()

Public:

The Do-Minimum maintains the status quo and, as a result, may be regarded by the public as a ‘do nothing’ scenario that does not
address problems along the study corridor, and restrains rail access opportunities for residents along the corridor, and in particular
for those living in Kintore. ()

STAG Criteria
Criterion

Assessment
Summary

Supporting Information

Environment:

-

The Do-Minimum scenario maintains the status quo and therefore negligible environment impacts would be
anticipated.

Safety:

-

Under the Do-Minimum scenario, the number and severity of road accidents within road network, and in

particular along the A96 Corridor, would be expected to remain at similar levels. This may change over time, if
no interventions or wider improvements taken forward.
Economy:

Integration:

Accessibility and Social Inclusion:



Retention of the Do-Minimum scenario will continue to limit public transport opportunities amongst residents,
and restrict growth potential of the town and its hinterland.



A continuation of the Do-Minimum scenario would be detrimental to policy aspirations for the study corridor set
out in the Nestrans Regional Transport Strategy (RTS) and the Aberdeenshire Local Transport Strategy
(LTS). A lack of improvement in terms of rail provision would not support aspirations to promote integrated
and sustainable transport choices for journeys to and from the town.



The Do-Minimum scenario would not involve any works that would contribute to improving levels of
accessibility and social inclusion for residents of Kintore and the surrounding area. This may deteriorate over
time, if no interventions or wider improvements taken forward.

Proposal Details
Name and address of authority or organisation promoting the proposal:
Aberdeenshire Council, Woodhill House, Westburn Road, Aberdeen, AB16 5GB
(Also provide name of any subsidiary organisations also involved in promoting the Nestrans, Archibald Simpson House, 27-29 King Street, Aberdeen, AB24 5AA
proposal)
Proposal Name:

Do Something

Name of Planner:

Proposal Description:

The Do-Something scenario assumes
committed transport interventions in the
study area, plus the construction of a
new station at Kintore, interchange
facilities (bus, taxi, cycle facilities) and
creation of car park (approx. 160
spaces).

Estimated Total Public Sector
Funding Requirement:

Scottish Stations Fund

Amount of Application:

AECOM
Capital costs/grant: £12M
Annual revenue support: £50k p/a (est.)
Present Value of Cost to Govt: TBC

Funding Sought From:
N/A

(if applicable)
Background Information

Geographic Context:

Social Context:

Economic Context:

Planning Objectives

The proposed site lies to the north of Kintore, approximately 14 miles north west of Aberdeen and three miles south east of
Inverurie. The site sits approximately 100 meters east of the A96 and to the west of the Aberdeen to Inverness rail line. Primary
access to the site is from an unnamed farm road to the north of the B987 Northern Road which leads to Overdon Nursing Home,
located just to the north of the site. At present the site is vacant, although the land has been reserved for development of the
transport interchange and new railway station in the Council’s Proposed 2016 LDP.
Located on the east side of the A96, Kintore has expanded rapidly since the 1980s, primarily due to its close proximity and trunk
road access to Aberdeen City. The population of the town stood at approximately 4800 in 2014. Kintore has experienced a 164%
increase in population between 2001 and 2011, making it the fastest growing town along the A96 Corridor, as well as within the
Aberdeenshire Council area.
With around 80% of the population economically active, Kintore primarily serves as a commuter town for Aberdeen due its proximity
and easy trunk road access toward the city. Other main travel to work destinations are Kintore itself (local employment hubs are
provided at the Midmill Industrial Estate and Kintore Business Park), Inverurie and Dyce. High levels of traffic congestion on the
A96, particularly southbound in the morning peak and northbound in the evening associated with commuter flows, has been a
prominent issue for numerous years with long delays experienced at junctions along the route. The key employment sectors
amongst Kintore’s population include wholesale and retail, manufacturing, professional scientific and technical activities,
construction, education, human healthcare and mining.

Objective:

Performance against planning objective:

TPO1: Increase access to the rail network for residents
along the A96 Corridor

The Do-Something scenario would be expected to support the delivery of this objective by providing direct
access to the rail network for residents of Kintore and other communities along the A96, such as Kemnay
and south Inverurie, particularly given the site’s excellent access off the A96 trunk road. Aberdeen shows as
the main destination for commuting purposes amongst Kintore residents, and a new station with interchange
facilities would enhance opportunities for both commuters and non-commuters to travel by rail to Aberdeen,
as well as other Aberdeenshire towns and destinations further afield. ()

TPO2: Improvement in generalised journey cost between
Kintore and Aberdeen

The Do-Something scenario would be expected to satisfy the demand for rail access in the town and its
surrounding area. By supporting an increase in rail patronage and modal shift away from private car for
commuter journeys, particularly south to Aberdeen on existing roads which experience congestion and
traffic delays, the generalised journey cost between Inverurie/Kintore and Aberdeen would be improved by
virtue of new rail passengers. ()

TPO3: Support delivery of air quality targets across the
region by reducing the proportion of journeys made by
private car

At a local level, this option would be expected to have a negligible impact on air quality. At a more strategic
level, development of Kintore Station and interchange is promoted within regional strategies as part of a
package of integrated improvements to deliver air quality targets by reducing carbon emissions associated
with a transfer of trips from private car to rail. The proposal would enhance travel opportunities by rail and
combat issues of traffic delay and congestion on the local and trunk road networks, therefore having a
positive impact against this objective. ()

TPO4: Achieve seamless interchange between modes at
Kintore rail station – services; security; information; facilities

The interchange facility proposed alongside the new station includes park and ride provision, disabled
parking spaces, dedicated motorcycle parking, bus bays, taxi rank, cycle parking would greatly enhance
opportunities for interchange from all modes to rail. Facilities for pedestrians, including pedestrian crossings,
access for all infrastructure, CCTV and enhanced public transport information would also enhance
passenger experience at the station and promote safe and seamless travel between modes. ()

Rationale for Selection or Rejection of Proposal:

It is considered that delivery of Kintore Station and interchange would strongly support the delivery of the
identified TPOs. A new station would improve rail access along the corridor, reducing overall journey cost
between Kintore and Aberdeen, supporting the delivery of air quality at a regional level, and offering wider
transport opportunities and seamless interchange between modes at the new station.

Implementability Appraisal

Technical:

The development of the proposed station and wider interchange facilities does not introduce significant technical barriers and is
considered feasible. Aberdeenshire Council have previous experience in the delivery of new station proposals, most recently at
Laurencekirk. ()

Operational:

The development of the proposed station and wider interchange facilities does not introduce significant operational barriers and is
considered feasible. ()

Financial:

Construction costs for the proposed station and interchange facility are expected to be in the region of £12M, and external funding
support would be required to support delivery of the interchange. Economic appraisal has shown that development of the option
would be expected to generate a positive BCR. (-)

Public:

While it is to be noted that no public engagement has been undertaken as part of this work to date, previous surveys undertaken by
local politicians have demonstrated unanimous support for the development of the Station amongst the local community. By
increasing the accessibility of the town and making Kintore a more attractive place to live and work, the proposal has been a
longstanding aspiration of various stakeholders and partner organisations in the North East of Scotland. ()

STAG Criteria
Criterion

Environment:

Safety:

Economy:

Integration:

Accessibility and Social Inclusion:

Assessment
Summary

Supporting Information



Development of the station with park and ride provision is designed to encourage a transfer to trips from
private to public modes of transport, which would support wider efforts to reduce carbon emissions from
transport and improve air quality. The project seeks to deliver improved integration opportunities for
pedestrians, cyclists and bus users, encouraging modal shift locally. More detailed environmental assessment
will be required as the project is taken forward to detailed design.



This option is not expected to introduce any changes in terms of safety. While a new station at Kintore with
parking facilities will 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
crossing opportunities. At a strategic level, an overall reduction in car kilometres on the road network should
deliver a small but positive impact on road safety.



This option will help increase access to the rail network along the corridor, enhancing the attractiveness of
Kintore as a place to work and live, thereby having a strong positive economic impact. Connectivity between
Kintore and the surrounding area with Aberdeen will be improved, with the new station helping to tackle
congestion on a key regional freight and employment corridor (A96), supporting development growth along
this corridor.



Construction of a new rail station would support future housing allocations in Kintore and along the A96
Corridor. It will also increase the level of rail-based transport on the corridor to complement the £170m
commitment by the Scottish Government to upgrade the Aberdeen – Inverness railway, including track
dualling from Inverurie to Aberdeen. The proposed facility would seek to encourage interchange by all modes
with rail through appropriate facilities for pedestrians, cyclists, bus users and other travellers. The proposal
accords to policy at all levels.



The delivery of a new rail station and interchange, supported by frequent rail services, will greatly enhance
accessibility levels of Kintore residents and surrounding communities, such as Kemnay, to employment,
education and leisure opportunities in key destinations, namely Aberdeen. The new station will support
promotion of sustainable access to the station, therefore ensuring access for all.

