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Executive Summary
Introduction
The Aberdeen City Region Deal Strategic Transport Appraisal (CRD STA) was initiated as a means to
collate and rationalise the current and future problems and opportunities within the transport system,
and to act as the mechanism to facilitate the delivery of transport projects to support the Regional
Economic Strategy (RES).
The ‘Aberdeen CRD STA, Initial appraisal: Case for Change’ study was completed in 2018, and this
report identified a range of problems and opportunities across the region, developed seven key themes,
and subsequently defined six Transport Planning Objectives (TPOs). Option generation and sifting
exercises were undertaken in 2018/19 and this process identified a list of 42 options recommended for
further development and consideration. The Initial appraisal: Case for Change stage of the study, and
the option generation and sifting outcomes and 42 option recommendations, were approved by
Aberdeen City Council, Aberdeenshire Council, Nestrans and the Aberdeen City Region Deal Joint
Board committees in Summer 2018 and Summer 2019 respectively.
At the national level, the National Transport Strategy 2 (NTS2) and the ongoing second Strategic
Transport Projects Review (STPR2) are establishing the overarching strategic objectives for Scotland’s
transport system and the associated transport investment programme.
This report sets out the appraisal and outcomes of the ‘Aberdeen CRD STA Preliminary Options
Appraisal’ stage of the study, commencing from the 42 shortlisted options and Transport Planning
Objectives developed during the earlier study stages. These options have been developed, refined and
appraised here, and recommendations on appropriate pathways for their further development and
delivery have been derived where appropriate.

Outcomes Summary
Recent policy developments have had significant implications for transport, particularly with respect to
decarbonisation. There is ever greater urgency in the need to focus on ‘greener’ transport, moving away
from fossil fuel based transport towards electric and alternative fuelled vehicles, increasing use of public
and active travel modes, and reducing the need to travel.
Given this context, the appraisal of the options here has led to the development of five option categories,
prioritising and supporting the implementation of more sustainable transport while ensuring the
promotion and development of Aberdeen city centre as the key regional centre for commerce, leisure
and tourism. These five categories broadly comprise: city connectivity – ensuring sustainable
connectivity to / from, and within the regional centre; rural connectivity – providing sustainable and
proportionate travel choices across the region’s more rural hinterland; strategic connectivity – linking
the region effectively to the rest of Scotland and internationally; safety – moving towards a zero fatalities
target; and demand management measures – to manage resources effectively and encourage the use
of sustainable modes.
Within these five categories, each option has been defined as either ‘core’ (large scale options designed
to instigate substantive change), or ‘supporting’ (smaller supporting options, less likely to bring about
substantive change in their own right, but nevertheless important in supporting the core measures and
overall objectives).
The emerging overall package to be taken forward from this study can be seen as a transport package
to begin transitioning the north east to a post-carbon, more prosperous, safer, and more
equitable future.
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Preliminary Options Appraisal
Setting the Scene
The options developed and appraised as part of this study build on a range of policies & strategies, and
plans & projects which are already on-going or currently in development. Since the Initial appraisal:
Case for Change stage of this study was completed, a number of important national, regional and local
strategies and plans have been published, or reached important milestones in their development,
providing a revised context in which the transport options for this study sit. Furthermore, new transport
projects are now being developed and implemented.
The City Region Deal made a commitment to scope out the transport requirements to support the area
for the next 20 years. Since the City Region Deal was signed in November 2016, the Scottish
Government has amended the emerging Climate Change Bill with what are now the most stringent
legislative targets anywhere in the world, aimed at ending Scotland’s contribution to climate change
within a generation.
The option appraisal recognises the new National Transport Strategy (NTS2) with its focus on reducing
inequalities and taking climate action, and is consistent with the emerging Regional Transport Strategy
(RTS2040) which is setting out the vision and direction for transport provision in the north east for the
next 20 years. This appraisal also recognises the recent publication of the Aberdeen City and Shire
Strategic Development Plan (SDP) (2018), and both the Aberdeen City and Aberdeenshire Proposed
Local Development Plans which went to the respective councils for consideration in March 2020, with
all acknowledging the declared climate emergency.
The options developed for this study seek to work within this evolving policy context, championing
regional and local strategies and in particular supporting the Aberdeen City Centre Masterplan and
Sustainable Urban Mobility Plan. The options are also being underpinned by the recently developed
Roads Hierarchy Principles and Aberdeenshire Council’s Town Centres First Approach. Importantly,
the options developed and appraised as part of this study should be seen as building on the foundations
laid by the ongoing, committed and pipeline schemes, studies and projects including the range of
improvements to the active travel, rail, bus and road networks.
Revisiting the TPOs
Given the evolution of the policy landscape since the original study TPOs were developed and to provide
consistency of approach, the TPOs were refined and aligned with the six RTS2040 priorities and their
associated objectives.
Option Development and Appraisal
The 42 options from the Initial appraisal: Case for Change stage of the study were further developed
to allow for more meaningful appraisal at this stage. This included: (i) consideration of how policy
landscape changes since the options were developed may impact on the options; (ii) a review of the
rationale for the options; (iii) consideration of the geographical context and scalability of the options; and
(iv) consideration of the role of the local authorities / Nestrans in delivering the options. As part of this
process, strategic ‘corridors’ were also developed to provide ongoing geographical context, particularly
where interventions are primarily capital investment.
An option rationalisation process was undertaken which included: (i) reviewing, repackaging and recategorising options; (ii) identifying options for which a narrative was required rather than a full appraisal;
and (iii) identifying those options no longer considered appropriate for appraisal as part of this study, but
which may be considered in other workstreams with either a national or more local focus. This
rationalisation process resulted in a total of 29 options.
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The appraisal of each of these 29 options has been undertaken through:
the development of logic mapping for each option which set out: (i) the underlying problems the
option is seeking to address; (ii) the transport and wider societal impacts of implementing the option;
(iii) which of the TPOs the option is supporting and, (iv) interdependencies with other options; and
the development of a proportionate ‘appraisal table’, qualitatively appraising the option against the
TPOs and key STAG criteria, drawing on existing studies, benchmarking exercises, case studies of
similar schemes, and professional knowledge.
Additional data analysis and information gathering has been undertaken to provide more detailed and
up-to-date information to: (i) facilitate the appraisal; (ii) understand where investment (across the various
modes) should potentially be prioritised considering the geographical context, the location of key
services, employment and population; and (iii) provide greater evidence to support the identification of
the problems, and hence the appropriateness of an option.
The appraisal has highlighted that the transition of the vehicle fleet to electric vehicles in the coming
years represents a substantive re-shaping of personal transport. Although they operate with zero tail
pipe emissions, these vehicles are still carbon and resource intensive over their life cycle, and they still
require road space. Cheaper running costs in the short term at least, and being marketed as a ‘green’
solution, could encourage people to continue to travel by private car as they currently do, or indeed
increase their trip making by car. This is a particular risk given the current COVID-19 situation.
Therefore, there is a balance to be struck between policies & measures which embrace and facilitate
the move to electric vehicles on one hand, policies & measures which encourage people to use active
travel and public transport and a requirement to ensure demand for private vehicles (fuelled by whatever
means) is managed, particularly in the largest urban areas.

Option Appraisal Outcomes
It is clear from the appraisal undertaken here that many of the options considered have merit in being
taken forward for further detailed appraisal, as they make some contribution towards the TPOs. To
provide a structured framework for delivery, the options have been categorised and broadly prioritised
based on the appraisal outcomes. The five option categories, together with the key elements which
should be taken forward for further development, appraisal and business case work are shown below.
As noted above, the options developed and appraised should be seen as building on the foundations
laid by the ongoing, committed and pipeline transport schemes, studies and projects including the range
of improvements to the active travel, rail, bus and road networks. The appraisal work is based on the
assumption that those schemes which are currently associated with an established high degree of
commitment and other preparatory work will be implemented, and are thus not included in the tables
below. This includes: Kintore Railway Station; A96 Dualling; A96/A92 Haudagain roundabout
improvements; A90/A937 Laurencekirk Junction improvement; External Links to Aberdeen South
Harbour; Berryden Corridor Improvements and the South College Street improvements.
Category 1: City Connectivity
To support the climate change agenda and deliver on the aims and aspirations of the City Centre
Masterplan and Roads Hierarchy principles, it is clear that a step-change in public transport and active
travel provision and use is needed. This category broadly focusses on connections to / from and within
Aberdeen as the regional centre. This requires an improved sustainable travel network to enable
efficient access including:
City Connectivity Measures
Mass transit provision, such as Bus Rapid Transit, on high demand corridors, anchored with a ring of
Park & Ride sites
Bus priority improvements on other corridors
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Bus ‘feeder’ services from more rural areas to link to the mass transit system
Bus Service Improvement Partnerships (BSIP) to ensure service levels and vehicle quality
Improvements to ticketing
High quality and safe active travel in key corridors linking to the city
Development of Montrose to Inverurie as a high-volume commuter rail corridor with new stations
Implementation of the above would build on the foundations set out in the Aberdeen and Aberdeenshire
Strategic Development Plan and emerging City and Shire Local Development Plans.
Category 2: Demand Management
As shown through the appraisal, many of the options seek to encourage behavioural change, whilst
fewer options seek to actively dissuade people from travelling as they currently do. However, as
established in the appraisal tables, in order to complement Category 1 options, there are options whose
implementation would help achieve the step-change towards more sustainable travel that is required.
These demand management measures can help create the shift to greener travel modes required, and
in so doing also tackle the issues of city centre air quality, congestion and safety. Such demand
management measure include:
Demand Management Measures
Low Emission Zone
Road-space reallocation in favour of public transport and active travel
Workplace parking charges
Increased on-street and off-street parking charges / extension of the current ‘controlled’ parking area.
Whilst these demand management (Category 2) options would support the success of the city
connectivity (Category 1) options, Category 1 options must be provided in parallel with Category 2
options to enable efficient movement of people and goods, and thus support the continued prosperity of
the region . The categories are therefore inextricably linked.
Category 3: Rural Connectivity
Given the geography of the region, the issue of rural connectivity is vital in addressing inequalities and
providing sustainable options in terms of access to employment, education, public services, healthcare
and recreational facilities.
This category includes measures aimed at establishing a ‘connectivity benchmark’ based on settlement
type (established through the Scottish Government’s Urban Rural Classification) for both those without
access to a car, and those who would prefer not to use a car. Such a package requires a consistent
‘rural connectivity audit’ to establish appropriate connectivity across all of the region’s settlements, and
this would benefit from being undertaken as a joint exercise with key partners such as NHS Grampian,
higher education establishments and other community planning partners.
Building on the Aberdeenshire Town Centres First Framework, the audit would recognise the role that
many of Aberdeenshire towns play in providing key service centres for their rural hinterlands.
Establishing a settlement ‘connectivity benchmark’ is about ensuring connections between smaller
towns and villages as well connecting with Aberdeen. Such an audit would also include understanding
the role that improved digital connectivity could play in incentivising and enabling those resident in the
region’s rural areas to reduce their need to travel by ensuring working from home can be done flexibly,
effectively and efficiently.
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The emerging category options will then include:
Rural Connectivity Measures
A step change in rural public transport connectivity
Provision of ‘mini’ interchange hubs
More formalised and consistent demand responsive services open to, and promoted to all; alongside
consideration of other innovative interventions such Mobility As A Service (MAAS) pilots
Active travel improvements focussed around community accessibility to town centres and local
services
Developing and implementing a Rural Digital Working Strategy for the region
Category 4: Safety
The safety of the transport system is key and is reflected in all national, regional and local plans &
strategies. The RTS 2040 aims for zero fatalities on the road network. As such, this safety category
comprises measures proven to reducing accident rates and includes:
Safety Measures
Community safety through the consideration of 20mph zones, school zones and other traffic calming
measures
On-going safety, management and improvement measures on the key road routes in the region
These measures are set against a changing technological backdrop. This is particularly pertinent with
respect to connected and autonomous vehicles which have the potential to substantially de-risk the
movement of goods and people by road with respect to driver and passenger safety.
Category 5: Strategic Connectivity
Supporting and strengthening the region’s connectivity, strategically within the region, and to the rest of
Scotland, the UK and overseas is vitally important in ensuring the efficient movement of people and
goods to support the region’s economy. It is recognised that the ongoing development of the strategic
rail, road, air and ferry sectors falls under the remit of national transport bodies and the Scottish
Government. However, this study fully acknowledges the important role that Aberdeen City Council,
Aberdeenshire Council and Nestrans play in influencing and lobbying, as well as partnering with national
organisations, in order to ensure the continued and enhanced transport connectivity of the region.
Strategic Connectivity Measures
Improved strategic rail connectivity to the Central Belt and Inverness
Improved trunk road reliability (reflected through the road safety, management and improvement
interventions noted in Category 4)
Improved access to the region’s ports (reflected through both the road safety, management and
improvement interventions noted in Category 4 and other on-going schemes such as the on-going
External Transportation Links to Aberdeen South Harbour study)
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Option Delivery Pathway and Prioritisation
The 29 individual options appraised have been assigned to one of the categories listed above, with the
exception of Option 25 and Option 26.
All options have been defined as either:
Core: Large scale options required to instigate substantive change; or
Supporting: Smaller supporting options, less likely to bring about substantive change in their own
right, but nevertheless important in supporting the core measures and overall objectives.
The table below lists the 29 options with their assigned category and whether they are considered as
‘Core’ or ‘Supporting’. The table also notes the most appropriate delivery 'pathways’ in each case,
together with the proposed key next steps for taking the option forward.
These options are presented broadly in line with Transport Scotland’s sustainable transport hierarchy.
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Option Categorisation and Type (Fully appraised options)

Type

1

Upgrade existing active
travel routes

1: City
Connectivity
3: Rural
Connectivity

2

Increase provision and
quality of active travel
routes across the region

1: City
Connectivity
3: Rural
Connectivity

Core

3

Implement regional cycle
hire scheme

3: Rural
Connectivity

Supporting

4

Softer Measures to
encourage active travel

1: City
Connectivity
3: Rural
Connectivity

5

Improve bus services and
network

1: City
Connectivity
3: Rural
Connectivity

Core

6

Demand responsive
services

3: Rural
Connectivity

Core

7

New railway stations on
existing lines

1: City
Connectivity

Core

Core

Supporting

STPR / TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
STAG-based feasibility and engineering work to consider the implementation of continuous,
segregated active travel corridors into the city centre to inform subsequent Business Cases /
funding applications. Local authorities to take the lead and continue to progress ongoing active
travel focussed corridor studies.

Pending development of an Aberdeen City bike hire scheme (which complements the City
Connectivity Package), Nestrans to undertake further investigation into the costs and benefits of
smaller scale cycle hire schemes in town centres or other suitable locations across the region.
Local authorities and Nestrans, through the ‘Getabout’ partnership and brand, to increase
current ‘softer measures’ initiatives to encourage and enable greater active travel use, .

Nestrans led study to investigate how the new powers embodied in Transport Act could be used
to provide a catalyst to generating a step change in bus provision and operations across the
region. This would be informed by a region-wide bus network review including a ‘rural
connectivity audit’ – considering current provision versus rural community needs.

Nestrans to undertake an Outline Business Case to confirm preferred option for the station sites
between Aberdeen and Dyce, (drawing on the work of the Aberdeen North-West Station
Review). Outline Business Case to confirm preferred option for the station sites between
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Type

STPR / TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
Aberdeen and Laurencekirk, taking forward the recommendations from the Aberdeen to
Laurencekirk Corridor Study. This would support the development a strong ‘commuter line’
between Montrose, Aberdeen, Dyce and Inverurie.

8

New railway lines and
associated stations

9

-

-

Strategic Public Transport
Corridor Scheme(s)

1: City
Connectivity

Core

Nestrans (CRD funded) to undertake a STAG-based study of Bus Rapid Transit and other mass
transit options to serve strategic locations and corridors across the Aberdeen travel to work
area. This would in turn provide the Strategic Case for the subsequent Business Case.

10

Park & Ride Facilities

1: City
Connectivity

Core

Park & Ride sites and smaller mini interchange hubs to be further considered within the
framework of corridor studies and rural accessibility analysis.

11

Improved Transport Hub

1: City
Connectivity

Supporting

12

Improved integrated
ticketing
(linked to option 5)

1: City
Connectivity
3: Rural
Connectivity

13

Improved marketing /
information about public
transport services

1: City
Connectivity
3: Rural
Connectivity

Supporting

Supporting

-

-

-

-

It is unlikely that railway line re-openings can be justified under existing Treasury criteria and
transport appraisal criteria in the medium-term but alignments should be protected in case there
are substantial changes in appraisal guidance in the future. This option is therefore considered a
long-term prospect and no next steps are defined at this stage.

Nestrans to support the work of Aberdeen City Council in the implementation of the City Centre
Masterplan including investigating the potential for improved accessibility between the rail / bus
station and the harbour.
Working in partnership with the North East of Scotland Bus Alliance, Nestrans to investigate the
types of improved and smart integrated ticketing schemes that could be implemented regionwide, and coordinate with national schemes.

Building on current marketing of information in relation to public transport provision, investigate
types of additional information provision that would have the greatest positive impact. To be
progressed in partnership with bus and rail bodies including the North East of Scotland Bus
Alliance and ScotRail as well as the regional Getabout partnership.
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14

Access for all across all
public transport (including
taxi) modes

1: City
Connectivity
3: Rural
Connectivity

Type

Supporting

STPR / TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
Nestrans, partnership with the Councils, to undertake audit of existing mobility issues across all
public transport modes and core urban realm across the region, to establish the specific
problems and issues. To be progressed in partnership with bus and rail bodies including the
North East of Scotland Bus Alliance and ScotRail, as well as the regional Getabout partnership.
As a Trunk Road, the principal mechanism for delivery of future investment will be via STPR,
with due regard to NTS2 investment hierarchy.

15

A90(N) / A952: Ellon to
Peterhead / Fraserburgh

4: Safety
5: Strategic
Connectivity

Core

Aberdeenshire Council and Nestrans to continue to develop evidence to augment existing
business case and appraisal work, and support interface with development management
processes.
Nestrans to examine the most appropriate schemes to ensure connectivity to north of Aberdeen
(noting the on-going planning for the A96 dualling). Nestrans in partnership with local authorities
to examine the most appropriate schemes which would provide improved access to the region’s
ports at Fraserburgh and Peterhead.
As a Trunk Road, the principal mechanism for delivery of future investment will be via STPR,
with due regard to NTS2 investment hierarchy.

16

A90(S): Aberdeen to
Perth

4: Safety
5: Strategic
Connectivity

Core

Nestrans and Tactran have a joint interest in securing improvements to the safety, consistency
and performance of this strategic route.
Nestrans to examine the most appropriate schemes to ensure connectivity to the Central Belt.
Continue with work to develop a suitable scheme to provide improved connectivity to the new
Aberdeen South Harbour at the Bay of Nigg, and associated improvements on A956 Wellington
Road corridor.

17

A92: Blackdog to
Stonehaven (inc. new
River Dee bridge)

4: Safety
5: Strategic
Connectivity

Supporting

As a local road, local authorities to continue to manage the performance of the route and
associated principal radials in line with investment hierarchy. Specific requirement to consider
the function of the route in line with revised Roads Hierarchy, City Centre Masterplan,
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Type

STPR / TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
associated interventions on A956 Wellington Road/Link to Aberdeen South Harbour, and the
performance/function of specific junctions.
Nestrans to examine the most appropriate schemes to ensure connectivity to the Central Belt
and north of Aberdeen (noting the on-going planning for the A96 dualling).

18

A947: Aberdeen to Banff

4: Safety

Supporting

19

A98: Aberdeenshire /
Moray boundary to
Fraserburgh

4: Safety

Supporting

As a local road, local authorities to undertake further work and risk analysis to examine the most
appropriate schemes in line with investment hierarchy. Includes ongoing development of the
A947 Route Action Plan and Dyce area interventions into timed and costed Delivery Plans and
including options for an improved link between the A947 and A96 (dependent upon final agreed
alignment for A96 dualling).
As a local road, Aberdeenshire Council to continue to manage the performance of the route in
line with investment hierarchy. Includes options for Banff Bridge.
As a local road, local authorities to undertake further work and risk analysis to examine the most
appropriate schemes on this route in line with investment hierarchy.

20

A944 / B9119: Aberdeen
west to Aberdeenshire
boundary with Moray

4: Safety

Supporting

21

A93: Aberdeen to
Braemar to
Aberdeenshire boundary
with Perthshire

4: Safety

Supporting

22

Long Term Asset
Management strategy

4: Safety

Supporting

Early consideration required of multi-modal connectivity and route performance, as well as wider
development pressures, between Aberdeen and the Westhill area.

As a local road, local authorities to continue to manage the performance of the route in line with
investment hierarchy.

Local Authorities to revisit the existing asset management and mitigation plans for both councils
to consider whether the plans fully consider the management and maintenance of the road
network and structures in light of the changing climate and financial pressures.
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Type

4: Safety

Core

23

Community road safety
measures

24

Low Emission Zones /
Zero Emission Zones (inc.
consideration of freight
restrictions)

25

Electric Vehicle and
Hydrogen vehicle
charging and refuelling
strategy and
implementation

-

Supporting

26

Improved network
monitoring and data use

-

Supporting

27

Congestion Zone
charging

2: Demand
Supporting
Management

28

Parking Demand
Management

2: Demand
Management

Core

29

Improve Inter-City Rail
Connections

5: Strategic
Connectivity

Core

2: Demand
Management

Core

STPR / TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
Local authorities to further investigate the potential to introduce 20mph zones in all urban
environments building on experience from elsewhere.
Local authorities and Nestrans, in partnership with Transport Scotland, to continue work
developing the potential Aberdeen city centre LEZ and consider the case for other potential
schemes.
Aberdeen City Council and Aberdeenshire Council to work with Nestrans to extend the network
of publicly available charging points.

Local authorities to continue to develop and explore emerging technology options for traffic
monitoring and management, and how these could be applied within the region.
Nestrans to progress a regional Demand Management Study in partnership with both Aberdeen
City Council and Aberdeenshire Council to appraise the options in more detail. The scope of
this study would include: the potential to raise parking charges and / or extend the current
‘controlled’ parking areas; introduce a workplace parking levy; and / or a congestion charging
zone through the development of a viable Business Case exploring potential alternative
charging models.
Nestrans to continue to work with the Transport Scotland and Network Rail to implement plans
to improve the rail network connecting Aberdeen to both the Central Belt and Inverness,
including consideration of rail freight opportunities.
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In addition to the options noted in the above tables, it is important to note the following options (for which
a narrative was developed rather than a full appraisal) were also considered in this study, and are
recommended for inclusion in the RTS2040:
Improved Access to Healthcare: where Nestrans will continue to work with NHS Grampian to
implement the Health and Transport Action Plan, integrated throughout relevant workstreams;
Revised Approach to Development Control: where Nestrans has the potential to influence policy
through national policy work;
Maintain and expand air routes: where Nestrans will continue to work with regional parties in a
lobbying role;
Maintain and enhance maritime routes: where Nestrans will continue to work with regional parties
in a lobbying role;
Digital connections: where Nestrans will support work through the City Region Deal and economic
development partners;
Freight Hubs and facilities: whilst likely to be commercially driven, Nestrans will need to maintain
a close monitoring role in liaison with the North East Freight Forum and planning partners and other
relevant stakeholders (such as the ports and harbours); and
Infrastructure measures to support the Aberdeen City Centre Masterplan: where Nestrans will
continue to consider and input into individual elements as they are worked up in detail.

Future Scenarios
The options were broadly developed and considered under a background ‘business as usual’ scenario.
However, there are a number of issues which have the potential to materially re-shape how people use
the transport network in the coming decades, and therefore how relevant some of the measures being
considered here may be in the future. These issues can be thought of under three main themes:
Decarbonisation;
Technology; and
Societal change.
Whilst there is a varying degree of uncertainty with respect to much of this, the potential implications
should be considered in order to manage the risk of, for example, making investments now that are
subsequently overtaken by events, leading to potential redundancy. Looking further ahead to the next
steps listed above, any project appraisal will require a 60-year benefits stream to be calculated. Some
of the issues discussed here, particularly full vehicle automation, are not likely to become a factor in the
short or medium term, e.g. to 2040, but certainly would become a factor if looking to, for example, 2080.
A broad commentary around these issues is presented in the report.
A further current consideration is the potential for medium-term, structural impacts of the COVID-19
pandemic to materially alter societal behaviour with respect to work and travel. In March 2020, the UK
went into ‘lock-down’ due to the global pandemic. The aftermath of the pandemic has the potential to
impact on the way we work, live and travel. Given the national need for working from home, employers
and employees have had to adapt accordingly, implementing working strategies and technological
solutions to enable this. The outcome may be a new working reality where staff choose to work more
often from home, and some of the desired behavioural change outlined in the NTS2 and regional & local
strategies may be achieved sooner than anticipated. There are also significant short to medium term
restrictions on public transport capacities due to the requirements of social distancing. This evolving
working and travel environment may have implications for schemes at the planning stages, as these
may need to be revisited to explore whether they are still appropriate, or whether different types of
schemes may now be considered more relevant. While at this stage no one can accurately predict the
long-term impacts to travel of the COVID-19 pandemic, the ramifications could be profound, and any
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option being progressed for more detailed consideration beyond this stage of option appraisal should
recognise and consider this.
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1

Introduction

1.1

Introduction

1.1.1

Stantec was commissioned by Nestrans, the Transport Partnership for Aberdeen City and Shire,
in October 2019 to undertake an Initial Appraisal following Scottish Transport Appraisal
Guidance (STAG) of the long-list of regional transport projects identified from the Pre-Appraisal
work completed for the Aberdeen City Region Deal (CRD) Strategic Transport Appraisal (STA).

1.1.2

The work is required to inform regional partners on the most effective projects / packages of
projects to take forward for further development and appraisal within Nestrans’ current work
developing their next Regional Transport Strategy (RTS2040) and the CRD STA. It will also
provide an enhanced and consolidated evidence base with respect to Transport Scotland’s work
on the Strategic Transport Projects Review (STPR2).

1.1.3

The project working group comprises officers from Nestrans, Aberdeen City Council,
Aberdeenshire Council and Transport Scotland.

1.2

Background

1.2.1

The North East has been the subject of a range of studies in recent years, borne out of the
challenges of economic and land-use development which has, until recently, ran ahead of
investment in the transport system. The Aberdeen CRD committed £7million to transport
appraisal in the region. The Aberdeen City Region Deal (CRD) Strategic Transport Appraisal
(STA) was initiated as a means to collate and rationalise the overarching and inherent problems
and opportunities within the transport system, and to act as the mechanism for facilitating the
delivery of transport projects to support the Regional Economic Strategy (RES). Appraisal work
on problems, opportunities, and objective setting was completed in 2017/2018. Option
generation and sifting exercises were undertaken in 2018/19 and identified a list of 42 options
recommended for further development and consideration. The Initial appraisal: Case for
Change stage of the study, and the option generation, sifting outcomes and 42 option
recommendations, were approved by Aberdeen City Council, Aberdeenshire Council, Nestrans
and the Aberdeen City Region Deal Joint Board committees in Summer 2018 and Summer 2019
respectively.

1.2.2

In addition, the Aberdeen Sub Area Model (ASAM) is currently being updated to reflect postAWPR conditions. A cumulative transport assessment has been undertaken, which has
assessed the impacts of the proposed Strategic Development Plan.

1.2.3

Simultaneously, at the national level, the recently published National Transport Strategy 2
(NTS2), in addition to the ongoing second Strategic Transport Projects Review (STPR2), is
establishing the overarching strategic objectives for Scotland’s transport system. These studies
are defining the framework within which authorities should develop regional and local policies
to assist in the delivery of national objectives. They also provide a degree of direction on those
interventions that best afford the opportunity to meet these strategic objectives whilst supporting
the development of the Nestrans Regional Transport Strategy 2040 (RTS2040).

1.2.4

This report sets out the appraisal and outcomes of the Aberdeen CRD STA Preliminary
Appraisal stage of the STAG process. This stage of the appraisal commenced from the
shortlisted options and Transport Planning Objectives set out in the studies Option Generation
and Sifting Report. The focus at this stage of the appraisal has been on the projects contained
in the Option Generation and Sifting Report, particularly those with a regional priority. These
projects have been developed, refined and appraised, with a view to being taken forward as
part of the delivery of the RTS2040. Projects of a more strategic nature are potentially further
defined and appraised for further consideration and submission to STPR2.
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1.2.5

A key issue for this project has
been in collating and developing
the current list of 42 projects into a
set of coherent packages for
appraisal
and
subsequent
consultation.

1.2.6

A further key consideration has
been cost realism. Many of the
projects considered are scalable
(e.g., ‘Active Travel Network’) and
only by considering a scale of cost
has the scale of potential benefits
been considered.

1.2.7

The overall objective has been to
produce the right set of projects
or packages of options to be
taken forward for more detailed
appraisal, either in the context of
the RTS or STPR2, which
demonstrably meet the evolving
needs of the Nestrans area.

1.2.8

For the study, it has been key to undertake the Preliminary Appraisal within the national and
regional frameworks understanding the integral role the outcomes will play in defining future
investment in transport in the North East.
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2

Updated Policy Environment

2.1

Introduction

2.1.1

It is important to set out the overarching context in which the study is being undertaken and the
options being developed. This section provides an overview of the policies, strategies, plans
and projects which are already on-going or currently in development, on which the options being
developed and appraised as part of this study are building. This includes national, regional and
local policies, plans and strategies as well as ongoing projects.

2.1.2

Since the Aberdeen City Region Deal Strategic Transport Appraisal: Problems, Opportunities &
Objectives report was published in 2018, and subsequently the Option Generation and Sifting
Report in 2019, a number of important national, regional and local strategies and plans have
been published or reached important milestones in their development meaning a revised focus
and context in which the transport options for this study should be developed. Furthermore, new
transport projects are now being developed and implemented. Understanding the new overall
‘starting point’ for this study is important and is discussed here.

2.2

National Level
National Transport Strategy

2.2.1

The new Scotland National Transport Strategy (NTS2) was published on 5th February 2020 and
sets out an ambitious and compelling vision for Scotland’s transport system for the next 20 years
with four key priorities supporting that vision:
Reduces inequalities;
Take climate action;
Helps deliver inclusive economic growth; and
Improves our health and economic wellbeing.

2.2.2

Within these priorities there is a greater focus on reducing inequalities and taking climate action
to ensure the key challenges are addressed.

2.2.3

The strategy recognises that ‘we are now in an environment where the move to low and zero
carbon transport is essential to our future wellbeing. In response to the global climate
emergency, the Scottish Government has made one of the most ambitious climate commitments
in the world to achieve net-zero greenhouse gas emissions by 2045. Over the 20-year period of
this Strategy, the role of transport in achieving this target will be crucial and will require further
development and use of low carbon technology. It will also require significant societal changes,
including a reduction in the demand for unsustainable travel.’

Transport (Scotland) Act 2019
2.2.4

Scottish Government legislation was enacted through the Transport (Scotland) Act 2019 (voted
by the Scottish Parliament in October 2019). This legislation included:
Low Emission Zones: The implementation of Low Emission Zones (LEZs) is discussed
within this report with respect to the implementation of such zones in Aberdeen. Importantly
in this regard, Scottish Government legislation was enacted through the Transport
(Scotland) Act enabling the creation and civil enforcement of low emission zones by local
authorities, and will allow the Scottish Government to set consistent national standards for
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a number of key aspects including, but not limited to, emissions, penalties, certain
exemptions and parameters for grace periods for low emission zones.
Workplace Parking Levy: The Workplace Parking Levy (WPL) is part of the Transport
(Scotland) Act 2019 and provides the option for local authorities to implement a charge on
employers who provide workplace parking for employees. The WPLs aim is to encourage
employees to walk, cycle or take public transport to work and is discussed in greater detail
within this report alongside the relevant options being considered as part of this study.
Bus Services: Provision for:
o

Local services by local authorities (a particularly useful safety net in the event of market
failure, for example where tender prices are unacceptably high due to lack of
competition or where an operator leaves the market and is not replaced);

o

Bus Services Improvement Partnerships;

o

Local transport authorities to have the power to make Local Services Franchises which
replace Quality Contract Schemes (QCSs);

o

Information relating to services; and

o

Ticketing arrangements and schemes.

2.2.5

The provisions of the Act are discussed in greater detail for the relevant options within the
appraisal, but in general, the Act provides the opportunity for the introduction of LEZs, WPLs
and for local authorities to take greater regulatory control of bus operations across the region.

2.3

Regional Level

2.3.1

At the regional level, the regional planning and transport strategies set the vision and aims for
the future including how planning and transport can better align.

Aberdeen City and Shire Strategic Development Plan
2.3.2

In January 2020, the Planning and Environment Appeals Division of the Scottish Government
published the Report of Examination on the Proposed Aberdeen City and Shire Strategic
Development Plan 2018.

2.3.3

In terms of the plan’s transport intervention options, the following were noted:
Enhanced bus service provision through developing cross-city bus services, bus stop
reviews and the optimisation of services with new bus priority infrastructure;
Additional rail station car parking capacity at Dyce, Stonehaven, Portlethen, Laurencekirk
and Huntly Rail Stations and an improved interchange at Inverurie Station;
Potential new stations to the north and south of Aberdeen;
Range of active travel infrastructure initiatives;
Package of behavioural change initiatives encouraging car sharing, public transport and
active travel;
Optimisation of the performance of the network and new transport investments following the
monitoring and evaluation of post-AWPR travel conditions;
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Road traffic signalisation or equivalent capacity enhancement measures at various AWPR
intersections; and
Road and operational efficiency enhancements on various urban and rural corridors.

Regional Transport Strategy
2.3.4

The Regional Transport Strategy for Aberdeen City and Shire is currently being developed by
Nestrans. The strategy will set the vision and direction for transport provision in the North East
for the next 20 years. The emerging strategy, RTS2040, has been guided by the NTS2 vision
and sets out six ‘principles’ under which sit a number of aspirational objectives:
Significantly reduce carbon emissions from transport to support net-zero nationally by 2045;
No exceedance of World Health Organisation (WHO) safe levels of emissions from
transport;
A 50:50 mode split between car driver and sustainable modes;
Improved journey efficiencies;
Zero fatalities on the road network; and
Accessibility for all.

2.3.5

These are discussed in detail in relation to the Transport Planning Objectives for this study in
Section 4 of this report.

2.3.6

This options appraisal is providing an evidence base to support the development of the
RTS2040.

2.4

Local Level

2.4.1

At the local level, taking their lead from the overarching regional and national strategies and
plans, local plans and frameworks define how plans are to be implemented at the local level.

Aberdeen and Aberdeenshire Local Development Plans
2.4.2

The Aberdeen Local Development Plan was published in 2017 and focussed on providing a
land use framework to create “an even more attractive, prosperous and sustainable European
city region…”. The Plan acknowledges that additional transport demand will be generated from
future developments and seeks to encourage active and sustainable travel through integrating
and prioritising these modes over private car use.

2.4.3

The Local Development Plan is reviewed every 5 years with the next local development plan to
be the Aberdeen Local Development Plan 2022. The Proposed Aberdeen Local Development
Plan 2022, Proposed Delivery Programme and associated background documents were
presented to and approved by Full Council on Monday 2 March 2020. It was agreed the
Proposed Plan, Proposed Delivery Programme and Strategic Environmental Assessment would
be published for a 12 week consultation period.

2.4.4

The Proposed Plan acknowledges that there is a requirement to revitalise the city centre and
repopulate the area while reducing population leakages, with the Main Issues Report seeking
to increase electric charging facilities noting that the existing charging network lacks both in
terms of size and geographic coverage. The Main Issues Report also acknowledges that a
stricter policy stance needs to be taken on developer contributions to encourage the delivery of
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more sustainable developments while also acknowledging the need to develop infrastructure
before the completion of the developments.
2.4.5

Similarly, the Aberdeenshire Local Development Plan was published in 2017. The council is
working to develop a new Local Development Plan for 2021. The Main Issues Report and Draft
Proposed Local Development Plan were published in January 2019 and were subject to public
consultation until April 2019. The Proposed plan was presented to Full Council on 5 March 2020
and was agreed as the settled view of the Council. Consultation on the Proposed Plan will take
place during Summer 2020.

2.4.6

The associated Main Issues Report acknowledges: the uncertainty over Brexit impacts; the
unknown impacts of reaching ‘peak oil’; the need to invest in infrastructure to encourage
development; the declared Climate Emergency; and changes to national and local priorities
since the previous 2017 LDP was published.

City Centre Masterplan
2.4.7

The Aberdeen City Centre Masterplan (CCMP) is a regeneration strategy for Aberdeen City
setting out a £1 billion vision through 50 economic, environmental and social projects to deliver
prosperity and a better quality of life for all. The Masterplan was approved by Aberdeen City
Council in June 2015 and is complemented by the Sustainable Urban Mobility Plan (SUMP),
published in 2019.

2.4.8

The SUMP is designed to enhance and further develop the transportation aspects contained
within the CCMP as well as provide standalone proposals through the provision of a multi-modal
strategy which identifies how transport will develop within the city centre over the lifespan of the
Masterplan for the next 20 years. The SUMP is fundamentally underpinned by the street user
hierarchy which prioritises the needs of pedestrians first and the needs of private vehicles last.

2.4.9

City centre scheme modelling and testing is now underway in order to understand the benefits
and potential impacts of a range of proposed interventions and delivery of the transport
elements of the CCMP has commenced with the removal of general traffic from Broad Street

2.4.10 It is important to recognise that the options being considered as part of this Strategic Transport
Appraisal study inextricably support the vision and aims of the CCMP and SUMP and enable
and assist the transport schemes being progressed as part of the these.

Roads Hierarchy Principles
2.4.11 The Aberdeen City Region transport network underwent a recent period of transformation with
new schemes including the Diamond Bridge, Dyce Drive Link Road, Craibstone Park and Ride
and the Aberdeen Western Peripheral Route (including the Balmedie to Tipperty dualling).
Together the schemes provide significant improvements to transport infrastructure and have
altered the way traffic routes into, out of and around the city.
2.4.12 Recognising the risk that the benefits of these infrastructure investments will gradually erode
should steps to ‘lock in’ the benefits not be taken, Aberdeen City Council has considered how
best to utilise the freed-up road capacity afforded by the opening of the AWPR and other
schemes to give more priority to sustainable modes of transport, particularly walking, cycling
and public transport.
2.4.13 In August 2017, Aberdeen City Council Members agreed Roads Hierarchy Principles and
commissioned consultants to develop a detailed roads hierarchy based upon these principles.
The principles comprise a city-wide plan identifying the new priority / purpose of each road to
inform future work including the opportunity to seek a formal reclassification of the road network,
and identification of traffic management and road safety improvements. The plan considered

28

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

how to fit such changes into asset management and emergency plans and enable business
cases to be developed for improvements where required.
2.4.14 The key Road Hierarchy Principles defined were:
All through and peripheral traffic should be directed to the AWPR;
Traffic in Aberdeen with a destination away from Aberdeen should be directed to the AWPR
at the earliest opportunity;
The city centre should be considered as a destination rather than a through-route for
vehicular traffic and crossing the city centre by car should be discouraged. While the city
centre will remain fully accessible to vehicles, accessing and exiting the city centre should,
as far as possible, be by the same route, with car parking signage reflecting this; and
The benefits of the AWPR must be ‘locked-in’ to prioritise the movement of active and
sustainable travel through the reallocation of carriageway space and other prioritisation and
traffic management measures.
2.4.15 These principles were developed to complement the CCMP, Local Transport Strategy and
Aberdeen Active Travel Action Plan and in response to aspirations for the city centre previously
articulated by the public and stakeholders, namely a cleaner, safer, more vibrant, peoplefocussed place.
2.4.16 The options developed for this study fully acknowledge and work within these principles. The
options seek to ensure the principles would be upheld and supported and this is reflected in the
appraisal of the options.

Aberdeenshire Town Centres First Approach
2.4.17 Aberdeenshire Council was the first in the UK to adopt the Town Centre First Approach
Framework (launched jointly by the Scottish Government and Cosla in January 2015) across all
services, embedding the principle into all decision making processes, policy and area plans.
2.4.18 The approach places “the health of town centres at the heart of proportionate and best value
decision making, seeking to deliver the best local outcomes regarding investment and
investment decisions, alignment of policies, targeting of available resources to priority town
centre sites, and encouraging vibrancy, equality and diversity. Such an approach underpins the
long term plan for each town”1.
2.4.19 This principle, adopted by the Council in 2018, is taken into consideration in the options
developed and considered as part of this study and is reflected in the option appraisal.

2.5
2.5.1

Projects
As well as other pipeline schemes, there are a range of strategic transport projects already
under construction or committed and in the planning stage. It is important to understand the
extent of these schemes which provide the foundation on which the options as part of this study
are building. These schemes are listed below alongside anticipated completion dates, although
it should be noted that all estimated completion dates are pre-COVID19 and subsequently dates
may change as a result:
Committed Schemes:

1

https://online.aberdeenshire.gov.uk/apps/news/release.aspx?newsid=5133
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o

Kintore station – Transport Scotland, Nestrans and Aberdeenshire Council funded
new railway station currently under construction and due to open in May 2020;

o

A96 dualling – project funded by Transport Scotland to dual the full length of the A96
from Aberdeen to Inverness. Preliminary assessment work on the dualling programme
between east of Nairn and Aberdeen has been completed and in July 2017 a contract
was awarded to carry out route options assessment and detailed design work for
dualling the eastern section of the A96 east of Huntly and Aberdeen. It is anticipated to
take 2 years to complete;

o

A96 / A92 Haudagain junction improvements – project funded by Transport Scotland
to reduce congestion - currently under construction;

o

A90(S) / A937 Laurencekirk junction - new grade-separated junction as part of
additional investment alongside the Aberdeen City Region Deal with a public exhibition
on the proposed scheme held in January 2020, the scheme is anticipated to be
operational by 2026 bringing safety, operational, community and local benefits;

o

External Links to Aberdeen South Harbour - a project funded by the City Region
Deal to explore potential links to the new harbour at the Bay of Nigg. Work is
progressing through the STAG process and seeks to provide appropriate strategic and
regional accessibility to this strategic asset;

o

Aberdeen to Central Belt Rail Improvements – Transport Scotland funded project to
investigate improvements to reduce journey times by rail between Aberdeen and the
Central Belt by nearly 25 minutes, and bring reliability and capacity benefits. The study
is at present in the early planning stages;

o

Aberdeen to Inverness Rail Improvements Project – Scottish Government £200m
funding commitment, announced alongside the City Region Deal, to improve rail journey
times, reliability and capacity between Aberdeen and Central Belt, with additional
consideration of freight capacity. Project is currently progressing through the early
stages of the rail planning processes;

o

Berryden Corridor Improvement Project – involving widening the existing road
junction between Skene Square and Ashgrove and constructing a new section of road
between Ashgrove Road and Kittybrewster roundabout, with additional walking and
cycling infrastructure, funded by Aberdeen City Council; and

o

South College Street Improvements – involving increased junction capacity
improvements and an additional traffic lane along South College Street between
Wellington Place and Bank Street, funded by Aberdeen City Council with the project
due for completion in autumn 2021.

Pipeline Schemes:
o

A90(N) – Ellon / Toll or Birness – Programme of Improvement works. The phased
programme includes roundabout improvements, a new junction at the Toll of Birness
and road capacity improvements. The planned works will provide links to developments
at Ellon at Cromleybank and Balmacassie and links to port improvements at Peterhead
and Fraserburgh as well as providing links to the wider fisheries and sub-sea industries.
Funding for the scheme is dependent on the outcomes of the Scottish Transport
Projects Review;

o

A956 Wellington Road – a series of improvements through the corridor to improve
conditions for all modes of transport;
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o

Local Rail Stations – North and South of Aberdeen - an hourly ‘cross-city’ service
between Inverurie and Montrose was introduced in December 2019. Further stations at
Stoneywood (providing access to TECA), Woodside (enabling regeneration),
Newtonhill (linking to Chapelton of Elsick) are being considered and would provide
benefits supporting a range of regional and local plans and strategies including the City
Centre Masterplan;

o

Bridge of Dee Study – which has been investigating capacity issues and potential
opportunities for the existing transport network in the Bridge of Dee area of Aberdeen.
While in the immediate term the AWPR has reduced issues at this gateway into
Aberdeen, the scheme may provide future benefit in supporting housing growth south
of Aberdeen;

o

A947 Corridor – the completed Route Action plan sets out schemes along the length
of the corridor relating to safety and journey time benefits, particularly for Banff,
Macduff, Turiff and Oldmeldrum;

o

A944 Corridor – some initial scoping work has been undertaken to explore
opportunities to improve the corridor linking the city to Westhill with a focus on active
and sustainable travel. Implementation is likely to be in the medium term;

o

Aberdeen Cross City Connections Study – a study considering sustainable transport
linkages between development sites around the city to provide alternatives to the
private car. Key stages of the study were completed and identified a range of potential
public transport and active travel routes. The pace of implementation is linked to the
pace of development with challenges around providing supported public transport
routes as they may not be commercially viable for some time. A delivery programme is
due to be developed in 2020/21;

o

Aberdeen Low Emission Zone – Aberdeen City Council are currently looking at
options for a Low Emission Zone (LEZ) in Aberdeen, to operate from late 2020. The
LEZ is likely to be in the city centre as this is currently where air quality is poorest.
Phase 1 of Aberdeen’s LEZ (from December 2020) will apply to buses only with options
for Phase 2 (which will apply to multiple vehicle types) still being developed and subject
to detailed traffic and air quality modelling.

2.6

Summary

2.6.1

The work in developing options for this study seeks to work within the policy context,
championing regional and local strategies and in particular supporting the Aberdeen City Centre
Masterplan and SUMP and with many of the options being underpinned by the Roads Hierarchy
Principles.

2.6.2

The options developed and appraised as part of this study should be seen as building on the
foundations laid by the committed and ongoing schemes, studies and projects set out above.

2.6.3

The above is set out diagrammatically in the graphic in Figure 2:1.
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Figure 2:1: Updated Policy Environment
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3

Initial Appraisal: Case for Change – Summary

3.1

Background

3.1.1

The Aberdeen City Region Strategic Transport Appraisal Initial Case for Change study was
undertaken in two parts:
The Aberdeen City Region Deal Strategic Transport Appraisal: Problems, Opportunities and
Objectives report was published in July 2018. The report identified transport problems and
opportunities for the region through stakeholder engagement, reviews of relevant policies,
strategies and previous appraisals and by undertaking comprehensive data analysis.
The Aberdeen City Region Deal Strategic Transport Appraisal: Option Generation and
Sifting report was published in August 2019. The report generated a long list of potential
options to support the objectives for the study, then sifted the options to establish a final list
of options considered suitable for further consideration at the STAG Preliminary Appraisal
stage.

3.2

Problems, Opportunities and Objectives

3.2.1

Key problems identified were:
High car usage in the Aberdeen City Region;
A large volume of private car movements combined with the constrained road network linked to long / unreliable journey times, particularly in the peak periods;
Infrastructure and services need to keep a pace with development growth – where it doesn’t
that can lead to oversaturation of the network in constrained areas;
Poor perception of public transport provision in the Aberdeen City Region – uncompetitive
option as a result of long / unreliability of journey times, relatively high-ticket prices and lack
of quality interchanges;
The rail network is currently limited to two main corridors, which suffer from overcrowding
in the peak period; further land use development could add to the pressure on the routes;
Lack of a wide-spread high quality and fully integrated active travel network, in particular
linked cycle routes – leads to a requirement to often cycle on roads, which hampers active
travel uptake; and
Relative remoteness of Aberdeen city centre in relation to key markets in the Central Belt
and beyond.

3.2.2

Key opportunities were identified as:
A programme of Rail Revolution and the opening of Kintore Rail Station;
AWPR - combines a bypass for long distance traffic with peripheral, shorter journeys, with
aim of removing traffic from city centre;
City Centre Masterplan - potential to improve the public realm for the benefit of all users and
provide quality active travel routes;
Continued sustainable economic growth - stimulated through both traditional sectors and
diversification;
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Aberdeen South Harbour - has the potential to stimulate further growth in the economy,
employment and tourism; and
High quality of life in the Aberdeen City Region has the ability to retain and attract high
skilled individuals.
3.2.3

From the list of problem and opportunities, seven key themes were developed:
Connections to and integration of core growth areas Seeks to demonstrate that core
growth areas are well connected to and integrated with existing land-uses and the transport
network. The aim of this is to reduce dependence on the private car.
Maintaining and enhancing the natural & built environment so that the region remains
a desirable place to live, work and visit Seeks to demonstrate that the current and future
transport system does not negatively impact on the region’s environment and enhances it
where possible.
Increasing travel choices for all Seeks to demonstrate that there are a number of travel
choices available for key journeys with a particular focus on making the alternatives to
private car more attractive.
Reducing the need to travel Seeks to demonstrate that alternative means are available to
provide the region’s residents the ability to fulfil more of their needs / responsibilities without
having to travel to do so.
Supporting key sectors and facilitating increased diversification of the region’s
economy Seeks to demonstrate that the transport system provides efficient access to key
markets.
Creating a safe, resilient and affordable transport system Seeks to demonstrate that
the transport system reduces accidents, is able to accommodate unexpected changes and
is cost effective to use.
Improving strategic connectivity Seeks to demonstrate that the region is connected to
key markets so that it is not relatively disadvantaged compared with other regions.

3.2.4

From the themes, six Transport Planning Objectives were set:
TPO1: Increase access to a sustainable transport system for all, recognising specific needs
of disadvantaged and vulnerable users.
TPO2: Reduce the business costs of transport for all sectors of the economy to realise the
aspirations of the Regional Economic Strategy
TPO3: Reduce the adverse impacts of transport on public health and the natural and built
environment
TPO4: Improve the integration of transport and land use to reduce the need to travel by
private car
TPO5: Improve the relative competitiveness of public transport compared to the private car
TPO6: Maintain and enhance a safe, resilient and reliable transport network
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3.3

Option Generation and Sifting

3.3.1

A range of options were generated through engagement with stakeholders, engagement with
the Client Team and through a review by the study team at Jacobs.

3.3.2

If an option was considered to be in scope and strategic, it was then categorised into a theme
or type. The sifting process then considered whether:
The option was in scope;
The option, in general, met the various study TPOs;
The option was regionally focussed;
There were any ‘show-stoppers’ which could prevent its implementation / success.

3.3.3

In addition, the ownership of each option was considered alongside operational requirements,
evidence of such an option proving success elsewhere and whether the option would be better
packaged with another measure. Finally, each option was placed in one of four categories:
Progress to STPR2
Progress to RTS
Progress Elsewhere
Requires Further Investigation
Do Not Progress

3.3.4

At the end of that process, 42 options were recommended for appraisal at the STAG Preliminary
Appraisal stage and are shown in Table 3:1. These options are the starting point for the
Preliminary Appraisal being undertaken as part of this study.
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Table 3:1: Options from Initial Appraisal Stage

No. Type

Option Name

Extra Information

1

Active
Travel

Upgrade existing routes and
develop a network of high
quality and safe active travel
routes across the region

•
•
•
•
•
•
•
•
•
•
•

Orbital, radial and leisure/tourist Routes, routes within and connecting to the city centre
Direct active travel links between NE communities
Deeside Way; Buchan and Formartine Way
Roll out 'Cycle Demonstration Town' measures (like in Peterhead) to other NE towns
City centre and towns pedestrian provision
Safety measures (e.g. Cycle Priority, Safer
Underpasses, resolving shared space conflicts)
Segregated cycle lanes
Improved provision at junctions and crossing points
Requirement for new/upgraded roads to include better NMU provision
Use significant public sector capital investments as catalysts for building cycle infrastructure in towns e.g. Peterhead Community Campus, Inverurie Health Centre

2

Active
Travel

Increase the provision and
quality of active travel facilities
across the region

•

Signage, parking/storage (on and off PT), tourist/leisure-friendly etc.
Improve quality of walking surfaces
Improved lighting

3

Active
Travel

Implement a regional cycle hire
scheme

Including Bike Hire, eBike Hire, Cycle share scheme etc.

4

Active
Travel

Continue development and roll
out of Regional Active Travel
Promotion Strategy with
innovative awareness
campaigns and incentives to
encourage people to travel by
active modes

•

5

Bus

Implement BRT/Bus Priority
schemes which improve bus
service journey times and

•
•

•
•
•

NHS Healthcare Partnerships working with and through the HTAP partnership (Healthcare Access to
Transport Action Plan)
Road user safety courses (e.g. continued support of Bikeability Scheme; NMU-safety courses for
Drivers)
Walking/cycle app reward scheme
Working with employers
Increase political engagement and commitment from local & regional politicians, councillors

•
•
•

Reallocation of road space to benefit public transport
BRT/ bus priority schemes on orbital and radial routes
BRT/ bus priority on key commuting corridors & service routes in city and towns

•
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No. Type

Option Name

Extra Information

reliability on key corridors in the
city and towns in the region

•

Upgrading bus stops to have laybys to reduce traffic congestion

6

Bus

Consider future
ownership/regulation/partnership
models for buses - working with
North East Bus Alliance

•
•
•
•
•
•
•

Regulated bus services
Public ownership model
Bus franchising, including 'packing' of profitable and non-profitable bus routes
Quality contract mechanism
Statutory Quality Partnerships
Improvement Partnerships
Revenue support for bus services

7

Bus

Demand responsive services

•
•
•
•

Rural DRT services to replace existing traditional bus service model
Introduce a public-run DRT 'uber-style' service in the region
High capacity demand responsive services
Facilitate further resourcing and funding for community & volunteer transport services

8

Freight

Development of an integrated,
multimodal network of freight
hubs across the region

Construction of freight hubs in strategic locations - including consideration of existing road / rail interchanges
- to facilitate ("bulk breaking") between freight modes (lorries, rail, LGVs etc.)

9

Freight

Review provision of Rest Stops
on trunk roads and key freight
routes for HGVs

10

Freight

Improve road access to all
regional ports

•
•

Develop access strategy
Introduce route improvements

11

Policy

Use price mechanisms to
manage demand

•
•
•

Workplace parking levy
Road user charging
Non- workplace parking charging changes
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No. Type

Option Name

Extra Information

12

Policy

Revised approach to
development planning policy

•
•
•
•
•

Stricter enforcement and implementation of existing planning guidance
Reallocation of on-street and off-street parking supply
Alter junction analysis requirements to assess by per person
Build transport infrastructure in advance of infrastructure/housing supply
Update planning policy to ensure suitable active travel walking infrastructure is provided

13

Policy

Maintain and expand routes and
destinations (domestic and
international) served by
Aberdeen International Airport

14

Policy

Maintain and enhance maritime
services serving Aberdeen, and
connections to Orkney and
Shetland

15

Public
Transport

Provision of high-quality Park
and Ride and multimodal
interchange facilities, and
supporting services

•

Enhance service provision of Park and Ride sites both P&R infrastructure and quality of services
including service frequency, information provision and P&R marketing campaigns
Take into account varying functions of local and regional bus and rail P&R sites, serving a variety of
journey purposes
Increase the number of parking spaces at P&R sites
Construct more P&R sites in towns and at interchanges/stations throughout the region
Link bus priority measures to routes serving park and ride services to ensure park and ride provides a
competitive alternative to car
Link to city centre parking policy

•
•
•
•
•

16

Public
Transport

Improved marketing, information •
and digital connectivity (on and •
off) public transport services
•
•

RTI systems with accurate journey time information
Secure and reliable WiFi on passenger services and at stations (incl. bus and rail)
Streamlining of different ticket types and multi-purpose ticket options (Doesn't fit unless talking about
sale and use of e-tickets etc)
Increased provision of tourist-focussed information
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No. Type
17

Public
Transport

Option Name

Extra Information

Introduce new fares model for
public transport (potentially
linked to MaaS)

•
•
•
•

18

Public
Transport

Development of fully integrated
public transport services across
the region, including timetabling
and multimodal
interchanges/attractors

•
•
•

Expand existing systems (Grasshopper tickets) SMART tickets
Simpler fare structures
Integrated tickets across modes and multi operator tickets - expand existing systems such the
Grasshopper tickets scheme and multipurpose ticket options, such "Gig&Go" tickets for events
Reduce fares on TaxiCard scheme
More effective timetable integration between all modes, particularly at interchanges (incl. air, rail and
ferry)
Improved urban to rural connections (see below)
Introduce more orbital/radial routes, with orbital services not going through city centre
Clearer distinction between express and local services

19

Public
Transport

Timetable and capacity
Introduce higher frequency and faster bus services (e.g. between Aberdeen, Peterhead and Fraserburgh)
enhancements to deliver
improved urban to rural connections
faster/more frequent services on
core corridors

20

Public
Transport

Light rail / tram

•
•
•
•

Increased capacity and frequency for rail services on North-East routes (Revolution in Rail
improvements)
Improve journey times and timetabling of services on Aberdeen -Central Belt rail services
(Revolution in Rail improvements)
Introduction of light rail/trams connecting Aberdeen city centre with the key business/leisure/commercial
areas in the city, and key radial routes
Link to Aberdeen airport and ferry terminal
Light rail / trams on Union Street connecting local areas and towns (aimed at reducing people driving
into the city centre)

21

Public
Transport

Improve city centre connections
between bus and rail Stations

e.g. Develop new multi-modal interchange in Aberdeen city centre, with improved active travel hub

22

Public
Transport

Public transport connections to
airport

•
•

Continue development of high quality, dedicated public transport links between city centre and airport
Introduce branded airport links from regional centres to/from airport
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No. Type

Option Name

Extra Information

23

Rail

Expand the rail network in the
•
North East (to the benefit of both •
passenger and freight users) via •
new and/or reinstated railway
lines

24

Rail

New local rail stations on
existing local routes

•
•

New stations between Aberdeen & Inverurie
New stations between Aberdeen and Stonehaven (e.g. Newtonhill)

25

Rail

Improve strategic inter-city rail
connections

•

Physical and operational improvements to reduce journey times between Aberdeen and Central Belt,
and Aberdeen to Inverness (building on STPR recommendations)
Make Aberdeen-London (sleeper) train fares more competitive with air fares
Measures to improve quality on-board journey experience
Increased capacity and frequency for rail services on North-East routes
Improve journey times and timetabling of services to Aberdeen
Central Belt rail services, including consideration of intermediate stations
Improved station car parking, and sustainable station travel plan arrangements

•
•
•
•
•
•

New rail lines with passenger stations
More passing loops
Rail connections to (proposed) freight hubs

26

Road

A90/A952 upgrade Ellon to
Peterhead/Fraserburgh

•
•
•

27

Road

A90 upgrade south of Perth
(including the Kingsway)

Improvements to junction provision, consistency of standard and overall function

28

Road

North/North West Radial Route
Action Plans incl. delivering the
A947 Route Action Plan

•
•
•

A947 Aberdeen-Banff
A96: consideration of road links to new sections of A96
A98 Banff Bridge

29

Road

Western Radial Routes Action
Plans – A944 / A93

•

A944 - assessing impact of AWPR and future planned/proposed/possible development on corridor in
Westhill

Improvements to junction provision, consistency of standard and overall function
Targeted improvements/upgrades with sections of 2+1 provision
Intervention at Toll of Birness taking forward FPAST Study and plan to future upgrade to full dual
carriageway to Peterhead and route upgrade to Fraserburgh on A952
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No. Type

Option Name

Extra Information
•

A93

30

Road

Route Action Plan on former
A90/newly designated A92
between Blackdog and
Stonehaven following AWPR
completion

•

Including new bridge at River Dee

31

Road

Consolidated asset
management and prioritisation
system

•
•

Increased investment in existing road network
Review of structure lifecycles
Address weight & height restricted bridges
Improved adaptability to climate change
Increased consideration for maintenance of active travel infrastructure included

•
•
32

Road

Introduce 20mph zones

Network of 20mph zones, focusing on areas with road safety concerns

33

Technology ITS to manage vehicle entry to
lanes and zones based on
vehicle types, time of day, realtime emissions and congestion
levels

•
•
•

Congestion charge zone
Low Emission Zone - bus only/HOV Lanes
Freight vehicle restrictions / priority emissions-controlled lane

34

Technology Wayfinding app for tourists

•
•

Increased provision of rest stops, charging/fuelling stations
Increased provision of wayfinding information, including signage and a Wayfinding app for the region

35

Technology Implement new technologies
strategy for the region, across
modes

•
•
•
•
•
•

Electric charging/hydrogen fuelling stations
Hydrogen fuelling stations; hydrogen Trains
Autonomous vehicles (including autonomous buses & pods)
Digital infrastructure for connected (autonomous) vehicles
Greener fuel generation, such as solar panels
Further funding and grants for electric and hydrogen vehicles (cars, vans/freight, buses etc.) for both
private and public use
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No. Type

Option Name

Extra Information
•
•

Battery exchange hubs for electric vehicles
Vehicles strategy for facilitating low carbon economy in 20 years' time

36

Technology Enhance network monitoring
capability to collect real-time
user information across all
modes, to input to journey
planning tools and real-time
network management

e.g. Sensor upgrades to provide public transport priority and real time information to road users
journey planning tool / app to inform travel choices

37

Technology Policy support for a digital
working strategy (including
broadband connectivity
improvements) for the region to
reduce peak-time travel, and
encourage communities to
develop potential working hubs

•
•

38

Technology Promotion of shared mobility
•
services, including car clubs and •
facilitation of MaaS (mobility-as- •
a-service) providers

39

Various

Infrastructure measures to
complement city centre
masterplan proposals

•
•
•
•
•
•

Promote/incentivise flexible working approaches; remote working; work hubs
Improve broadband infrastructure

Demand responsive services, as an alternative to traditional bus model
MaaS services, apps
Introduce localised MaaS system to operate within towns (car-share/demand responsive travel/public
transport, active mode incentives)
Active travel routes
Roads hierarchy recommendations
Further pedestrianisation (e.g. Schoolhill) with consideration for delivery vehicles and mobility issues
Monetary contributions and pro-active cooperation from private sector to improve connections between
Aberdeen
Station and Union St with specific consideration for pedestrians with mobility issues
Implement restrictions to or banning right-turn movements in city centre, to improve traffic flow
Review of bus network and bus stops within city centre area
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No. Type

Option Name

Extra Information

40

Various

Improved access to healthcare
strategy

41

Various

Programme of access for all
improvements at all key public
transport points, and within
urban areas, to benefit those
who may have mobility
impairment

•
•
•
•

Aberdeen Station / Union Street connection for people with mobility issues
Improve accessibility to rural bus stops served by longer-distance services
Improved information provision for people with mobility issues/passes (e.g. blue badge holders)
Ensure all public transport provisions (bus, taxi, train) are accessible by all users.

42

Funding

Local transport funding

•
•
•
•
•
•
•

Investigate additional measures for raising revenue for funding transport
Seek further private sector
Investment for transport schemes
Alternative to strategic transport
Fund which can be passed through Planning Bill
Philanthropy-funded transport schemes
Pension funds / bond issue
Create regional investment "bank" as a financial vehicle for investment e.g. bonds

43

Initial Appraisal Report
Aberdeen City Region Deal – Strategic Transport Appraisal
Initial STAG Appraisal of Regional Transport Projects

4

Transport Planning Objectives

4.1

Transport Planning Objectives – Case for Change

4.1.1

Six Transport Planning Objectives (TPOs) for the study were developed during the earlier Initial
Appraisal: Case for Change stage of this study:
Reduce transports adverse impacts on health and the environment;
Integrate transport and land use to reduce reliance on cars;
Reduce business cost of transport;
Improve public transport's competitiveness compared to cars;
Maintain and enhance a safe, resilient, reliable network; and
Increase sustainable transport system access for all.

4.1.2

Since the objectives were developed (in 2017), work has been undertaken on Nestrans
RTS2040 Strategy as well as the development of a new National Transport Strategy (NTS2).

4.2

Transport Planning Objectives – Draft National Transport Strategy

4.2.1

The draft National Transport Strategy sets out a strategy vision that:
Promotes equality
o

Will provide fair access to services we need

o

Wil be easy to use for all

o

Wil be affordable for all

Takes climate action
o

Will adapt to the effects of climate change

o

Will help deliver our net-zero targets

o

Will promote greener, cleaner choices

Helps our economy prosper
o

Will get us where we need to get to

o

Will be reliable, efficient and high quality

o

Will use beneficial innovation

Improves out health and wellbeing
o

Will be safe and secure for all
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o

Will enable us to make healthy travel choices

o

Will help make our communities great places to live.

4.3

Transport Planning Objectives – RTS2040

4.3.1

The emerging RTS2040 strategy has been guided by the NTS2 vision and sets out six
‘principles’ under which sit a number of aspirational objectives. The RTS2040 principles and
their sub-objectives have been developed to be SMART and offer a set of well-defined
objectives.
Significantly reduce carbon emissions from transport to support net-zero nationally by 2045;
No exceedance of World Health Organisation safe levels of emissions from transport;
A 50:50 mode split between car driver and sustainable modes;
Improved journey efficiencies;
Zero fatalities on the road network; and
Accessibility for all.

4.3.2

The defined sub-objectives sitting beneath each of these six principles are detailed in the main
body of the report.

4.4

Revising the Study TPOs

4.4.1

In addition to the new NTS2 and the emerging RTS2040, the Scottish Government
acknowledged the global climate emergency in May 2019 and amendments were made to the
Climate Change Bill which sets a 2045 target for net zero emissions. Furthermore, in January
2020, the Infrastructure Commission for Scotland published its Key Findings Report, advising
on a 30-year, long term strategy and its delivery for Scotland’s infrastructure. In terms of
transport, the Key Findings Report notes the need for NTS2 to fully reflect the need to deliver
an inclusive net zero carbon economy and consider infrastructure and the use of it as a holistic
system. The need for demand management measures, a substantial increase in the proportion
of journeys made by active travel, opportunities for shared mobility as well as a much greater
role for public transport are noted.

4.4.2

Given the evolution of the policy and strategy landscape since the original study TPOs were
developed, the TPOs have been revisited and made more ‘SMART’ (Specific, Measurable,
Achievable, Realistic and Timely) which is commensurate with STAG and the approach being
undertaken within STPR2.

4.4.3

A mapping exercise was undertaken to consider the suitability of adopting the RTS2040
overarching principles and objectives for this study in place of the existing set of study
objectives. This was done through a mapping exercise of the study TPOs to the RTS principles
and objectives and is shown in Figure 4:1.

4.4.4

Figure 4:1 highlights how the study’s TPOs map well to the emerging RTS2040 objectives.

4.4.5

After discussion with the Client Group, it was agreed that the six defined RTS2040 ‘principles’,
which align with the four pillars of the NTS2, be used as objectives to guide the appraisal
process from this stage in the process onwards.
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Figure 4:1: Study TPOs to RTS Mapping

46

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

5

Option Development

5.1

Introduction

5.1.1

As discussed, and presented in Section 3.3, 42 options were developed in the earlier stage of
this study, and are being appraised at this stage. Before any appraisal of the options was
undertaken, it was important to further develop the options to allow for meaningful appraisal.

5.1.2

The development of options has been done through a series of tasks:
A review of the list of 42 options developed during the Initial Appraisal: Case for Change
stage of this study;
Consideration of how the evolving strategic and policy landscape since the problems, TPOs
and options were developed (in 2017 / 18) could impact on the options;
Set out the geographical context for the study to focus the options and allow for the
scalability of the options to be considered;
A workshop with the Client Group to explore the rationale for the options and define the
options in greater detail;
An option rationalisation process to reduce the overall number of options and re-classify the
options (where appropriate) into suitable categories. This also included a process of
identifying which options may not be taken forward for full appraisal, but which require a
narrative to be provided to develop a concept or policy.

5.1.3

The various tasks are discussed below, with the final options for appraisal presented at the end
of this chapter.

5.2

Review of the options

5.2.1

An initial review of the options was undertaken by the study team. The review considered
Whether the option:
o

Was providing something ‘new’;

o

Was improving on an existing scheme;

o

Was a mixture of new and existing;

o

Could be considered as ‘business as usual’ or, enhanced business as usual’;

The geographical / contextual approach to option definition and appraisal. This was divided
into four categories:
o

Corridor – where an option would be implemented in one or more of 15 key strategic
corridors (defined below);

o

Region wide – where an option could be implemented across the entire city region;

o

Specific Areas / Group Targeted Measures – where an option was focussed on a
specific group or area; and
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o

Rural Measures – related to connectivity requirements and providing access to
services, healthcare, education and employment.

The role of the local authorities / Nestrans in delivering the option;
The potential scale of each intervention;
Whether there would be a cost to the public sector.
5.2.2

It was clear that:
Options fell into several categories: Capital; Revenue; Regulatory; Policy etc. and would
need to be appraised in different ways;
Many options required greater definition to allow for meaningful appraisal;
Some options were not under the direct control of the Councils or Nestrans and a more
lobbying / influencing role was required;
Packaging of options was required to reduce the number of options for appraisal; and
Some options could be far more successful in delivering better outcomes if they were
implemented alongside another option(s).

5.3

Review of Strategic and Policy Landscape Changes

5.3.1

The initial appraisal of projects was undertaken within a relatively busy regional policy
environment, covering transport, land use planning, and economic development. An
appreciation of the position of this work within this environment, and the key strategic
relationships to other activities currently being undertaken is important at this stage in the study.

5.3.2

The area has benefitted from the opening of the Aberdeen Western Peripheral Route (AWPR)
in February 2019, which is significantly changing traffic and travel patterns in the area and giving
an opportunity to lock-in the benefits for active and sustainable transport due to the relief to the
road network afforded by the AWPR. Complementary work on the A92 Haudagain Roundabout
is about to begin. Transport Scotland is currently committed to dualling the A96 between
Aberdeen and Inverness and is studying detailed options for upgrade / dualling the existing A96
between Aberdeen and East of Huntly.

5.3.3

For rail, the area is benefitting from a significant upgrade to the railway line between Aberdeen
and Inverurie, the construction of a new local rail station at Kintore, and the introduction of local
cross-Aberdeen rail services overlaid onto the Scottish and UK inter-city services operating out
of Aberdeen.

5.3.4

Aberdeen Harbour Board will open a new deep-water Harbour to the south of their existing
facility in 2021, capable of accommodating cruise ships and the largest offshore support
vessels; Peterhead Harbour has significantly invested in new deep-water berthing facilities; and
Fraserburgh Harbour has announced an ambitious expansion masterplan. Aberdeen
International Airport has now completed significant elements of a major terminal expansion
project.

5.3.5

Within Aberdeen City there is the intention to implement both a City Centre Masterplan and a
recently agreed revised Roads Hierarchy and develop a Low Emissions Zone. This will imply
significant reduction of traffic flows within the core city centre, delivery of improved public
transport (bus and rail) and active travel modes, and implementation of revised parking
arrangements. The City Council is supporting key transformational developments such as
TECA/P&J Live.
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5.3.6

Following the publication of the proposed Strategic Development Plan, Local Development
Plans are now being developed against the backdrop of changes arising from the Planning Act.

5.3.7

The agreed economic development strategy recognises the importance of anchoring existing
oil and gas expertise in the area by promoting innovation and technological excellence, but also
the requirement for diversification for the regional economy, building on tourism, food and drink,
and life sciences skills.

5.3.8

The current Pre-Appraisal, from which the list of 42 recommended options was developed,
commenced in early 2018. As an initial task, we will set out how the strategic context has
evolved since then, including:
NTS (draft published in July 2019) and associated Sustainable Travel Hierarchy and any
early outputs from STPR2;
Emerging RTS policy and principles (six ‘pillars’ currently emerging);
Reductions in supported bus services in Aberdeenshire (ongoing) and a contraction in bus
services in Aberdeen;
AWPR opening (February 2019);
Climate emergency declaration (April 2019);
Transport (Scotland) Act, as amended; and
Any evolutions of local policies / strategies, and the regional economic picture.

5.3.9

The implications of this evolving policy and transport context in terms of the 42 options has been
developed in a Working Paper, forming Appendix A of this report.

Summary
5.3.10 Key findings from the review included:
The declaration of the Climate Change Emergency provides emphasis to deliver options
which provide for increased sustainable travel and reduced trip making;
The new powers over buses being brought forward in Transport (Scotland) Act open up
opportunities to change how services are specified and this may enable delivery / greater
success for a number of the bus related options;
The Transport (Scotland) Act also provides greater opportunity to enable options relating to
regulating parking / work-place levies etc.;
The opening of the AWPR will have changed and influenced how traffic routes around the
city and provides greater opportunities for public transport and active travel schemes on
routes into and around the city.
The emerging NTS provides a context in which it is recognised that there is perhaps a
requirement for greater behavioural change in order to meet the objectives of the NTS.
There are perhaps three main approaches to achieving behavioural change, by
implementing measures which:
o

prevent or discourage people from behaving as they currently do;

o

provide people with alternatives to encourage behavioural change; and / or

o

rely on technological change to allow people to continue with their current behaviours.
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5.3.11 This emerging national context has been borne in mind throughout the appraisal of the options.

5.4

Strategic Corridors

5.4.1

Some of the options, where capital schemes are proposed, require geographical context and
greater detail to enable the prioritisation and scalability of the option to be considered e.g.
‘Develop a network of high quality and safe active travel routes across the region’ and
‘Implement BRT / Bus Priority schemes which improve bus service journey times and reliability
on key corridors in the City and Towns in the Region’.

5.4.2

In order to provide context and consider the scale of scalability of capital schemes, key strategic
corridors have been defined (as presented in Section 6). These have been the focus of
additional ‘scene setting’ data analysis tasks (presented in Section 6) which have provided the
rationale for route prioritisation within options and across the options by mode.

Rural Hinterland
5.4.3

Some of the options, such as ‘Demand Responsive Services’ would be best targeted at those
communities that at present have limited or no public transport connectivity to enable adequate
access to services, healthcare and education as well as social opportunities.

5.4.4

In order to allow for the development of these options, and again to allow for a level of scalability,
the Scottish Government’s Urban Rural Classification, shown in Table 5:1, has been used to
classify each settlement within the region. Alongside an understanding of the existing
connections to rural settlements (further explored in the regional overview data analysis in
Section 6.2), the classification (shown in Table 5:2) has been used to establish the type of
settlement certain options should be targeted towards. Note however that the classification is
based on drive time and does not take account of the level of public transport connectivity of
the settlements.
Table 5:1: Scottish Government’s Urban Rural Classification

Class Class Name

Description

1

Large Urban Area

Settlements of 125,000 people and over

2

Other Urban Areas

Settlements of 10,000 to 124,999 people

3

Accessible Small Towns

Settlements of 3,000 to 9,999, and within a 30-minute
drive time of a Settlement of 10,000 or more

4

Remote Small Towns

Settlements of 3,000 to 9,999, and with a drive time of
over 30 minutes but less than or equal to 60 minutes
to a Settlement of 10,000 or more

5

Very Remote Small Towns

Settlements of 3,000 to 9,999, and with a drive time of
over 60 minutes to a Settlement of 10,000 or more

6

Accessible Rural Areas

Areas with a population less than 3,000 people, and
within a drive time of 30 minutes to a settlement of
10,000 or more

7

Remote Rural Areas

Areas with a population less than 3,000 people, but
with a drive time of over 30 minutes but less than or
equal to 60 minutes to a settlement of 10,000 or more
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Class Class Name
8

Description

Very Remote Rural Areas

Areas with a population less than 3,000 people, and
with a drive time of over 60 minutes to a settlement of
10,000 or more.

Table 5:2: Aberdeen and Aberdeenshire - Urban Rural Classification
Class

1
2
3
4
5
6
7
8
Large Urban Other Urban Accessible Small Remote Small Very Remote Accessible Rural Remote Rural Very Remote
Class Name
Area
Areas
Tow ns
Tow ns
Small Tow ns
Areas
Areas
Rural Areas
Aberdeen

Ellon

Banchory

Banff

Auchenblae

Aberchirder

Fraserburgh

Blackburn

Huntly

Balmedie

Aboyne

Inverurie

Kemnay

Macduff

Boddam

Alford

Peterhead

Kingsw ells

Turriff

Crimond

Cuminestow n

Stonehaven

Kintore

Cruden Bay

Lumphanan

Westhill

Laurencekirk

Drumoak

Portsoy

New tonhill

Gardenstow n

Tarland

Oldmeldrum

Gourdon

Torphins

Peterculter

Hatton of Cruden

Whitehills

Portlethen

Insch
Inverallochy and
Cairnbulg

Ballater
Braemar

Inverbervie
Johnshaven
Kingseat
Longside
Maryw ell
Settlements

Maud
Methlick
Mintlaw
New Deer
New Pitsligo
New burgh
New machar
Pitmedden
Potterton
Rosehearty
Rothienorman
Sandhaven
St Combs
St Cyrus
St Fergus
Strichen
Stuartfield
Tarves

5.5

Option Development Workshop

5.5.1

An option Development Workshop was held on 20th November 2019 with members of the study
team and representatives from Aberdeen City Council, Aberdeenshire Council, Nestrans and
Transport Scotland present.

5.5.2

All 42 options were considered to establish:
An understanding of the level of ambition against realism in option delivery;
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Whether there were any gaps in the option list;
Option detail – to provide additional option detail;
The evidence available to underpin each option in terms of what, where, when and scale;
What level of control the Council’s and Nestrans have on option delivery;
Which options required a narrative to be developed around the option and the associated
opportunities, but with a full appraisal as an individual option not required;
Which options could complement one another; and
Which options could be identified as no longer appropriate for appraisal as part of this study,
but which may be considered at a national or more local level.

5.6

Option Consolidation

5.6.1

Information from all the various tasks was brought together and an option development,
packaging and rationalisation process undertaken by the study team. This process involved:
Redefining various options given the greater level of detail now available and through
consideration of the geographical context;
Re-packaging various parts of options with more appropriate measures. For instance,
capital active travel options were re-split into an option focussing on entirely new routes and
facilities and an option focussed on improving existing routes and facilities.
Re-categorising options;
Sifting out the options agreed with the Client Group not to be progressed at this stage / by
the local authorities / Nestrans.

5.6.2

At the end of the process, the 42 options from the previous stage of the study, were consolidated
to 29 as shown in Figure 5:1.

5.6.3

In Figure 5:1, the lighter orange coloured categories in the diagram indicate where no option
now sits in that category – and does not mean options of this type have necessarily been ‘sifted
out’. This is due to the option: being considered more appropriate for consideration at the
national or local level; re-categorised; being amalgamated into another option; or being taken
forward as a policy initiative as opposed to an individual option. The ‘funding’ category in the
diagram has been greyed-out as funding is an issue that concerns every option and has been
explored through a discussion presented in Appendix F - which rather than considering the
distribution of currently available funds, considers new models of funding for transport projects
and schemes requiring consideration at the UK and Scottish Government level, as per the
Infrastructure Commission recommendations.
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Figure 5:1: Option Consolidation

Final Options
5.6.4

The pertinent information relating to each of the 29 final options is shown in Table 5:3, with
Appendix B presenting the comprehensive details for each option. Given the option
consolidation process, the consolidated options have been given new sequential numbers. The
table notes the new option number, the previous option(s) number and the more detailed /
defined option measure.

5.6.5

Options where a narrative has been developed and where an option has been identified as more
appropriate for appraisal at the national or local level, are presented later in this section.
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Table 5:3: Final Options for Appraisal

Option Original Type
No.
Option
No.
1

2

3

4

5

Measures

1, 2, 39 Active Travel Focussed on:
& 40
• Key radial
corridors: A90(N),
A947, A98, A96,
A944/B9119, A93,
A90(S) and A92(S)
• Access to key
facilities and
1, 2 &
services
40
(healthcare
facilities, education,
3
key employment
centres etc.)
• Improved city
centre active travel
provision (in line
4
with the City Centre
Masterplan) inc.
linkages from rail /
bus stations to
Union Street
6, 16,
18 & 19

Bus

Consideration and
improvements to the
bus network

Option

Description

Upgrade existing active
travel routes

•
•
•
•
•
•

Increase provision and
quality of active travel
routes across the region

New routes / linkages (focussing on off-road provision where possible)

Implement regional cycle
hire scheme

Widening the proposed Aberdeen Cycle Hire Scheme and consideration of
towns such as Stonehaven scheme: Including bike hire, eBike hire, cycle
share scheme etc.

Softer measures to
encourage active travel

Continue development and roll out of Regional Active Travel Promotion
Strategy with innovative awareness campaigns and incentives to
encourage people to travel by active modes
• Expanding 'Get About' initiatives and ibike officer training in
schools

Improve bus services and
network

Consider future ownership / regulation / partnership model for bus
operation in light of Transport (Scotland) Act 2019 and arising
opportunities including:
• Regulated bus services
• Public ownership model
• Bus franchising, including 'packaging' of profitable and non-profitable
bus routes
• Quality contract mechanism

Improved surfacing
Improved lighting (where appropriate)
Improved signage
Improved facilities (parking, storage etc.)
Improved junctions/crossing facilities
Increased consideration for maintenance of active travel infrastructure
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Option Original Type
No.
Option
No.

Measures

Option

Description

•
•
•
•
6

7

7

23 & 24

8

23 & 24

Demand responsive
services (links to the
outcomes and operational
model of Option 5)
Rail

Improvements to the
existing local railway
network and new local
rail network schemes

New railway stations on
existing lines

New stations on existing railway line between Stonehaven and Inverurie

New railway lines and
associated stations

•
•

9

5,20 &
22

Bus Service Improvement Partnerships (BSIPs) including:
Improved frequencies and integrated timetabling between operators
and between bus and rail networks
Bus vehicle specification (vehicle type, wifi etc.)
Revenue support for bus services

Public
Transport

Improvements to the
Strategic public transport
public transport
corridor scheme(s)
network including
improved existing
provision and new
provision / schemes
Focussed on key radial
corridors: A90(N),
A947, A98, A96,
A944/B9119, A93,
A90(S) and A92(S)

New rail routes (to airport, Ellon / Peterhead, Banchory / Aboyne,
Aberdeen South Harbour etc.) with associated stations
Rail connections to existing (and new) freight hubs

New bus priority / public transport priority (including new infrastructure) on
key radials and within the city centre including consideration of links to
Park & Ride sites and airport / TECA
Scheme consideration of:
• Increased bus priority on key radials
• New bus rapid transit schemes
• Tram
• Tram / Train
• Light Rail
Consideration of:
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Option Original Type
No.
Option
No.

Measures

Option

Description

•
•

Craibstone/Airport/TECA via City Centre to new Park & Ride site
at Portlethen (Option 11)
Westhill/Kingswells via Union Street to Bridge of Don

10

15

Park & Ride facilities

Provision of high-quality Park & Ride and multimodal interchange facilities,
and supporting services with specific consideration of the new proposed
site at Portlethen

11

21

Improved transport hub

Improvements to links and accessibility between Aberdeen Rail Station <> Bus Station <-> Ferry Terminal creating a single navigable 'hub', easily
accessible by active travel modes

12

17 & 16

Improved integrated
ticketing
(linked to option 5)

•
•
•
•

13

16 & 38

14

41

Expand existing systems Grasshopper tickets / SMART tickets etc.
Simpler fare structures
Integrated tickets across modes and multi operator tickets expand existing systems such the Grasshopper tickets scheme
and multipurpose ticket options, such "Gig&Go" tickets for events
Reduce fares on TaxiCard scheme

Softer measures - Improved Improved marketing and information about public transport services
marketing and information
about public transport
services
Access for all across all
public transport (including
taxi) modes

Consideration of access at all key public transport points, and within urban
areas, to benefit those who may have mobility impairment:
• At bus stops (including those in rural locations)
• Improved information provision for people with mobility
issues/passes (e.g. Blue Badge holders)
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Option Original Type
No.
Option
No.
15

26

Road

Measures

Option

Road and road network A90(N) / A952:
improvement
Ellon to Peterhead /
measures:
Fraserburgh
On key road corridors
within cities / towns
Long term network
asset management

16

27
Within communities

Description

Improvements to:
• Dualling Ellon Bypass including upgrade of roundabouts
• Junction provision
• Consistency of road standard
• Provision of sections of 2+1
• Toll of Birness junction (to at-grade roundabout)
• Safety improvements
• Targeted improvements to A952

A90(S):
Aberdeen to Perth

Predominantly safety measures:
• Improvements to junction provision
• Road standard consistency

17

30

A92:
Blackdog to Stonehaven
(inc. new River Dee bridge)

Deliver Route Action Plan
Prioritise radial movements in line with Roads Hierarchy Review

18

28

A947:
Aberdeen to Banff

Deliver Route Action Plan (including new / improved link to A96)

19

28

A98:
Aberdeenshire / Moray
boundary to Fraserburgh

Deliver Route Action Plan including Banff Bridge NMU

20

29

A944 / B9119:
Aberdeen west to
Aberdeenshire with Moray
boundary

Deliver Western Radial Routes Action Plans – considering development
pressure on parts of the corridor.

21

29

A93:
Aberdeen to Braemar

Deliver Route Action Plan.
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Option Original Type
No.
Option
No.

Measures

Option

Description

22

31

Long term asset
management strategy

•
•
•
•
•

23

32

Community road safety
measures

Introduce 20mph zones - network of 20mph zones, focusing on areas with
road safety concerns

24

33

Low Emission Zones / Zero
Emissions Zones (inc.
consideration of freight
restrictions)

Consider:
• Break-bulk facility south of Aberdeen to accommodate large vehicles
breaking goods to smaller, zero-emission vans for local delivery
• Consolidation centre on edge of city centre to allow for city centre
deliveries by zero-emission fleet, possibly cargo bikes

25

35

26

36

Air Quality /
Low Carbon
Economy

Measures to improve
air Quality and support
the move to a low
carbon economy

Increased investment in existing road network
Review of structure lifecycles
Address weight & height restricted bridges
Improved resilience to climate change
Inclusion of consideration for maintenance of active travel
infrastructure

Electric vehicle and
Hydrogen vehicle charging
and refuelling strategy and
implementation
Data

Enhance network
Improved network
monitoring capability to monitoring and data use
collect real-time user
information across all
modes, to input to
journey planning tools
and real-time network
management

e.g. Sensor upgrades to provide PT priority and Real Time Information to
Road Users
Journey Planning Tool/App to inform travel choices
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Option Original Type
No.
Option
No.
27

33

28

11

Measures

Demand
Congestion Zone
Management charging
Parking demand
management

29

25

Strategic
Rail

Option

Description

Congestion Zone charging
Parking demand
•
management including new •
parking strategy
•

Improve strategic inter- Improve strategic inter-city
city rail connections
rail connections to Central
Belt and Inverness

•
•
•

Workplace parking levy
Non - work place parking charging changes
Reallocation of on-street and off-street parking supply
Physical and operational improvements to reduce journey times
between Aberdeen and Central Belt, and Aberdeen to Inverness
Improved services to Central Belt, including consideration of
intermediate stations
Increased capacity and frequency for rail services on North-East
routes
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Options where no direct control
5.6.6

There were various options identified during the earlier stages of this study that at the Client
Group workshop were either identified as:
Being worthy of consideration through a narrative considering the benefit of the option but
which should not be taken further as an individual option:
Options where the Councils and Nestrans could have an influencing / lobbying role but did
not have direct control over the options implementation.

5.6.7

These options along with some discussion are presented in Table 5:4.
Table 5:4: Options where no direct control

Original
Option Option
No. Number

-

Measure

Impacts

Revised
approach
to
Development
Planning
Policy

Appendix C discusses current Development Planning
Policy, identifying potential improvements and the benefits
this would have on transport.

12

The national and regional polices relating to development
planning follow similar aspirations to ensure active and
sustainable modes of travel are attractive options
compared to private car use. This aspirational desire
requires stricter enforcement and implementation of the
guidance set out so that suitable active and sustainable
transport is viable for all new developments
The local authorities and Nestrans should continue their
roles in influencing development planning policy through
the development of the strategic and local development
plans for the region and at the national level through
SCOTS.

-

13

Maintain and
expand routes
and
destinations
(domestic and
international)
served
by
Aberdeen
International
Airport

3.7million people travelled through Aberdeen Airport in
2017. In the past 10 years the airport has made an
economic contribution of £52million which is planned to
increase to £57milion over the next 10 years. Around 250
people are employed at the airport with a further 2,500 jobs
supported. The £2million terminal transformation project is
set to complete in 20202.
In recent years there has been a decline in passengers
through the airport following the downturn in the North Sea
oil and gas industry and an associated loss of connectivity
in terms of destinations served.
There is a regional desire, as noted by Nestrans, to include
Frankfurt, Madrid and Gatwick as destinations from
Aberdeen airport.

2

https://www.aberdeenairport.com/about-us/facts-and-figures/
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Original
Option Option
No. Number

Measure

Impacts
However, there is limited scope for the local authorities or
Nestrans to influence this particularly given state aid
legislation and a lobbying role will need to be adopted,
including working collaboratively with the airport and
regional economic partners to promote the region and
ensure appropriate connectivity by air.

-

-

14

37

Maintain and
enhance
maritime
services
serving
Aberdeen, and
connections to
Orkney and
Shetland

Transport Scotland tender the contract for the operation of
ferry services serving Aberdeen, Orkney and Shetland.
There is therefore limited scope for the local authorities or
Nestrans to directly influence this and a lobbying role will
need to be adopted.

Policy support
for a digital
working
strategy
(including
Broadband
Connectivity
Improvements)
for the region

This option is not being taken forward as an individual
option. However, it is recognised that a key factor in
tackling climate change is not only travelling more
sustainably but reducing trip making, and digital
interventions are required to support this. While not directly
a ‘transport’ intervention and therefore not under the control
of the local authorities or Nestrans, there is a role in
influencing this with a lobbying role needing to be adopted.
Further work has been undertaken to better explore the
benefits to transport of a digital strategy. Appendix E
presents the findings.

Local
Transport
Funding
-

42

This option is not being taken forward as an individual
option, but the potential funding options for each of the final
options will be considered in the appraisal with the
affordability criteria a key STAG criterion against which
options are considered. To support this, Appendix F
presents an exploration of the funding options across the
different transport models, taken cognisance of the
Programme for Government published in September 2019.

Sifted / Re-categorised Options
5.6.8

Through discussions at the Client Group workshop and during the option consolidation process,
a number of options were identified at this stage as more appropriate for appraisal at the national
or local level, or were partly or wholly subsumed into other options. These are discussed in
Table 5:5.
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Table 5:5: Sifted / Re-categorised Options

Original
Option Option
No.
Number
-

-

-

8

9

10

Measure
Development
of an
integrated,
multimodal
network of
freight hubs
across the
Region
Review
provision of
Rest Stops on
trunk roads
and key freight
routes for
HGVs
Improve road
access to all
regional ports

Rationale for sift out or re-categorisation
A review of freight studies undertaken in the region and
freight problems and opportunities as noted in the
various strategy documents was undertaken to better
define the options relating to freight. Appendix G
presents the documents reviewed and key findings.
The options were further discussed at the Client Group
workshop where it was noted that:
•

The AWPR will have had a major impact on
freight movements and journey times across the
region;

•

The provision of freight hubs across the region
was largely commercially driven;

•

The roads options remaining for appraisal in this
study cover all the major routes to the ports and
will benefit freight access; and

•

The External Transport Links to Aberdeen South
Harbour study is on-going and is specifically
considering links to the harbour.

Given the role the commercial market would take in
pursuing freight hubs and the lack of clear evidence
around the need for improved rest stops, it was agreed
these two options as individual options no longer be
appraised as part of this study. However, any road
improvement (as per Options 15 – 21) would naturally
benefit road-based freight traffic as well.
In terms of improving access to all regional ports, the
opening of the AWPR will have been highly beneficial to
freight in improving access to the ports at Fraserburgh
and Peterhead, and the strategic roads options for
appraisal in this study (specifically the A90(N), A90(S))
will also provide additional access benefits on the key
routes to the ports. Alongside this the on-going work
considering access to the new harbour south of
Aberdeen means the improve road access to all regional
ports option is already covered elsewhere. As such, this
specific option was no longer taken forward as an
individual option.
One further point to note is that the proposed Park & Ride
site at Portlethen (Option 10) includes land allocated for
lorry parking and as such allowance for this should be
assumed as part of this option.
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Original
Option Option
No.
Number

Measure

Rationale for sift out or re-categorisation

-

34

Wayfinding
App for
Tourists

This option was not considered to be a transport option.
In addition, many software tools already exist that
provide easily accessible information to tourists (e.g.
Google Maps etc.). As such, this option was not
considered for further appraisal.

-

35

Implement new
technologies
strategy for the
region, across
modes

This option included a range of measures across various
topics and it was not deemed appropriate to keep as an
individual option.
Measures relating to the provision of electric and
hydrogen charging and refuelling stations have been
placed in a new option under the theme of ‘Air Quality /
Low Carbon Economy’.
Measures related to funding will be captured in the
affordability appraisal of all options, with potential funding
options considered in Appendix F as noted above.
A strategy for facilitating a Low Carbon Economy is being
driven by the Scottish Government and the Programme
for Government. Many of the options being taken
forward for appraisal will help in facilitating this.

-

38

Promotion of
shared mobility
services,
including car
clubs
and
facilitation of
MaaS
(mobility-as-aservice)
providers

In terms of MaaS, the concept is being delivered through
various other options relating to the integration of
transport services, interchanges and ticketing. As a wider
concept the MaaS idea will evolve and develop in the
future but the concept of better integration between
transport services and the promotion of improvements
should be embedded in all sustainable travel options
being appraised and as such is not considered a standalong option.

-

39

Infrastructure
measures
to
complement
City
centre
Masterplan
proposals

This is not considered to be an induvial option, with the
various options relating to bus and active travel
encompassing this. A review of the bus network and bus
stops within the city centre will be undertaken as the
masterplan proposals develop.

-

40

Improved
access
healthcare
strategy

‘Improved access to healthcare’ is a desired outcome
to rather than a transport option. Access to healthcare
should be considered as a key accessibility requirement
for all communities and groups of society as part of the
implementation of many of the options. This will be
considered in the appraisal of the options, particularly
with respect to areas identified through the Urban Rural
classification as presented in Table 5:2.
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Original
Option Option
No.
Number

Measure

Rationale for sift out or re-categorisation
Option 5 (Bus Network Development) and Option 6
(Demand Responsive Travel) both seek to improve rural
connectivity to employment and public services such as
healthcare as well as the active travel Options 1 – 4.
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6

Option Appraisal Context

6.1

Introduction

6.1.1

Building on the work undertaken during the previous stage of the study, further data analysis
and information gathering has been undertaken to provide more detailed information:
Provide up-to-date information to facilitate the appraisal;
Understand where investment (across the various modes) should be prioritised considering
the geographical context, the location of key services and employment; and
Provide greater evidence to support the identification of the problems, and hence the
appropriateness of an option.

6.2

Regional Overview

6.2.1

To provide greater detail to allow for the prioritisation of investment both within options (e.g.
where to invest in a new active travel route) and between options (for instance, should
investment in a specific corridor be made in active travel, bus, or tram etc.), various data analysis
tasks have been undertaken and are presented here:

Employment Density
6.2.2

Employment density mapping has been undertaken to establish where the greatest employment
opportunities are focussed and establish if / how access to these sites can be improved if
necessary, and for who. Figure 6:1 show the jobs per sq. km across the region and within
Aberdeen for those places where there is greater than 30 jobs per sq. km.

6.2.3

The mapping highlights the concentration of jobs in Aberdeen, focussed around the city centre
and the harbour area. Outside of the centre, there is a concentration of employment around the
Aberdeen Royal Infirmary / Aberdeenshire Council offices area and in Westhill – all located
along the A944 corridor. Kirkhill industrial estate, Robert Gordon University and the area around
the Bridge of Don are also highlighted as locations with higher employment concentrations.
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Figure 6:1: Main Areas of Employment Density (Region Wide) – (where greater than 30 jobs per sq. km.)

Travel to Work – By Destination
6.2.4

Travel to Work data, obtained from the 2011 Census, is often plotted by journey origin to
understand how people travel from within an area. However, plotting the data by destination
provides an indication of accessibility of employment sites and how well employment / education
is served by public transport / active travel, or whether for instance, parking availability is likely
to be a driving force in people travel choice.
Car

6.2.5

As shown in Figure 6:2 there is a high percentage of car use. In the majority of the region, more
than 60% of people travelling to work or education travel by car. However, this is not the case
in the city centre. As shown in Figure 6:2, less than 50% of those travelling to destinations in
the city centre travel by car highlighting the ease of access by other modes and more
constrained parking options for those working in the centre. On the outer edges of the city this
increases as access by car becomes the more prevalent mode. Of note is the low car use in the
Ballater and Braemar area likely due to the more local nature of employment and the rurality of
the area.
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Figure 6:2: Travel to Work - Car (mode by destination zone)

Bus
6.2.6

Figure 6:3 shows that bus use across the region appears to be randomly distributed along all of
the travel corridors. Within the city centre, Figure 6:3 shows that there are areas with a higher
proportion of people using bus than others. For example, over 25% of people working at the
harbour area travel by bus. People accessing the Northfield area use the bus more than
accessing other areas. Garthdee, Kincorth and Cove Bay are also examples were a higher
percentage of people us bus to travel to work or education
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Figure 6:3: Travel to Work - Bus (mode by destination zone)

Train
6.2.7

Figure 6:4 shows the share of train use. As expected, there is a higher percentage of people
using the train to access work and education along the railway line. North of Aberdeen, between
3% and 7% people travelling to some areas in Dyce and Inverurie. Over 7% of those going to
Insch travel by train. South of Aberdeen, those travelling to areas around Stonehaven and
Laurencekirk area also more likely to travel by train than those travelling to other areas.
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Figure 6:4: Travel to Work - Train (mode by destination zone)

Cycling
6.2.8

Across the region the percentage of people cycling to work and education is low compared to
other modes. ore people cycle to areas in the city centre. However, as Figure 6:5 shows, people
are more likely to cycle along some corridors than others. This is particularly the case along the
A93. As previously mentioned, this corridor has benefitted significantly in recent years from
ongoing development to the Deeside Way, which is now fully tarmacked from Duthie Park to
Peterculter.
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Figure 6:5: Travel to Work - Cycle (mode by destination zone)

Walking
6.2.9

As expected, considering the geography of the area, the percentage of people walking to work
and education in the region is relatively low. However, in many of the town centres over 40% of
people walk to work and education. This includes; Fraserburgh, Peterhead, Banff, Huntly,
Braemar and Ballater.

6.2.10 Within Aberdeen city centre the percentage of people walking is much higher. In the majority of
the area over 20% of people walk to work or education.
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Figure 6:6: Travel to Work - Cycle (mode by destination zone)

Residential Density
6.2.11 Maps highlighting the residential density of the region is shown in Figure 6:7.
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Figure 6:7: Region-wide Residential Density

Location of Key Services
6.2.12 The locations of hospitals and education facilities have been mapped and are presented in
Appendix H.1 . The maps show:
The clustering of key healthcare services around the A944 (Lang Stracht / Westburn Road)
corridor with Woodend Hospital and the Aberdeen Royal Infirmary and Children’s Hospital
location along the corridor; and
The location of Robert Gordon University close to the A93 corridor and Aberdeen University
close to the A956 corridor to the north of the city centre.

6.3

Strategic Corridor Analysis

6.3.1

As noted in Section 5.4, a strategic corridor approach has been adopted to enable geographical
context to be provided to better define the key corridors in the study area and allow for an
understanding of where investment should be targeted.

6.3.2

There are several strategic routes within the region, which are shown in Figure 6:8 and Figure
6:9 including:
Routes linking the rural hinterland with the city centre;
Routes linking key towns in the rural hinterland;
Orbital routes around the city – the AWPR and the A92; and
Key arterial routes into the city centre (within the AWPR boundary).
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Figure 6:8: Strategic Corridors – Linking to City Centre and Rural hinterland

Figure 6:9: Strategic Corridors – Orbital Routes and City Centre routes

Employment and Population by Corridor
6.3.3

By way of context, and as an indicator of potential travel volumes, the number of residents and
jobs within each of these corridor areas has been calculated, and the resulting values are shown
in the figures below.
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Figure 6:10: Strategic Corridors – Rural Area

6.3.4

These figures show that the A90 corridors (north and south) as defined here are the main
corridors both in terms of population and employment. The A920, A947, A944/B9199 and A93
corridors have similar numbers of residents and jobs.
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40,000
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20,000
-

Figure 6:11: Strategic Corridors – City Area

6.3.5

With the AWPR, the A92 (Anderson Drive) corridor dominates in terms of population and jobs.
This ‘orbital’ corridor is home to a range of major employment sites and also covers much of the
residential area of the city.

Travel to Work by Corridor
6.3.6

For the corridors within the AWPR, the average travel to work modal proportions for travel to
jobs located in the corridor has been calculated, based on the 2011 Census.
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Figure 6:12: Strategic Corridors – City, Mode Share of Travel to Work to each Corridor

6.3.7

This analysis reveals a wide variation between the corridors with the percentage of car-based
commuting ranging from 51% to 83%. As expected, the CC Masterplan area has the lowest car
share at 51%, although this could still be seen as high for a city centre location. By contrast,
83% of commute trips made to the AWPR corridor were made by car in 2011.

Public Transport Speeds
6.3.8

A key issue in this analysis is the quality of public transport in each strategic corridor, particularly
those serving Aberdeen city centre. Using TRACC-based analysis, the figure below shows the
average public transport speeds in the AM peak from each origin point (in this case census
output areas) to a representative point in Aberdeen city centre. The higher average speeds
associated with rail travel from Dyce and Portlethen is well seen.

75

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

Figure 6:13: AM peak average speed for a public transport journey to Aberdeen city centre

6.3.9

Similar to the above analysis, an average speed has been determined for each corridor, the
purpose being to highlight corridors with relatively low and high speeds for travel to the city
centre. The resulting figures are shown below.
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Figure 6:14: AM peak average speed for a public transport journey to Aberdeen city centre, by strategic corridor (within the
AWPR)

6.3.10 These speeds reflect present day bus and rail timetables. These figures do show significant
differences between corridors, which will result in variances in journey times across the city.
The corridor with the slowest speeds on this basis is the A956/A92(S) where speeds are 30%
lower than on the A96, which has the fastest speeds of the corridors defined here. These speeds
will reflect e.g. stop frequency, directness of routing and the level of congestion and priority in
each corridor.

Bus Network
6.3.11 A detailed analysis of the bus network is contained in Appendix J . As context at this stage, the
figure below shows current bus provision (buses per hour per direction) across the area.
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Figure 6:15: AM peak bus frequency, Aberdeen City and Aberdeenshire
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6.3.12 This figure therefore identifies the volume of bus services by corridor provided by the current
commercial bus operation. Similar maps for other time periods and bus stop frequency plots
are also shown in Appendix J .

6.4

Corridor Audit

6.4.1

To understand the level of provision and demand for each travel mode within each corridor
various analysis has been undertaken. This is summarised by corridor in the following tables,
with full details in the following Appendices:
Active Travel - Appendix I
Bus - Appendix J
Road - Appendix K

6.4.2

The following tables summarise the key findings by corridor and mode and have been used to
identify where investment should be prioritised as part of the option appraisal presented in
Section 7.
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A90(N), A92 (AWPR to Bridge of Don) and King Street
Table 6:1: Corridor – Travel and Transport by Mode – A90(N)

Population / Employment / Key
Services
•

•
•
•
•
•
•

Road

Links to communities in
•
Fraserburgh, Peterhead and
Ellon (classed as ‘Other Urban
Areas’ (Class 2)) and Mintlaw
(A952)
Sizeable population and retail
•
and industrial space in Bridge of
Don
Ellon within suitable daily
commuting distance of Aberdeen
University of Aberdeen and North
East Scotland College located
close to King Street in the city
Community Hospitals in
Peterhead and Fraserburgh
Access to the ports at
•
Fraserburgh and Peterhead
Key route between Aberdeen
Harbour and the north

•

High car use for travel to work /
education along the corridor
except within the towns of
Fraserburgh and Peterhead and
south of the Bridge of Don
Average of over 16,500 vehicles
daily between Blackdog and
Ellon, dropping further north to
under 13,500 as the road split to
the A90 and A952 to
Fraserburgh. Around 8,500
vehicles follow the A90 to
Peterhead, with traffic increasing
after joining with the A952 again
approaching Fraserburgh to
around 7,500 vehicles.
Predicted future increased traffic
on the A90(N) between Blackdog
and the River Don due to housing
and employment development in
the corridor. Increases by 2037
with a Volume to Capacity (V/C)
ratio greater than 75% noted
southbound at Ellon and on King
Street north of School Road
15 electric vehicle charging
stations along the corridor
providing 34 charging points

Public Transport
•
•
•
•
•
•

•

Fraserburgh, Peterhead and
Ellon served by buses linking
directly to Aberdeen
Bus services increase
significantly from Ellon and south
to Aberdeen
Much lower service provision in
the evenings, particularly north of
Ellon
Rurally located bus stops, not in
the main urban communities
have a much lower bus frequency
Express services between
Fraserburgh, Peterhead, Ellon
and Aberdeen
Between 10% - 15% of people
use the bus to access work /
education around Bride of Don,
Cruden Bay and Peterhead.
Generally, less than 5% of people
are accessing work / education
by bus along the corridor
Bus priority lane much of the
corridor from A92 (Parkway)/King
Street into the city centre. Good
priority outbound, inbound the
route could benefit from
increased priority

Active Travel
•

•
•

Formartine & Buchan Way links
Fraserburgh, Peterhead, Mintlaw
and Ellon with Dyce. All off road,
but distances involved limits use
for commuters
Cycle provision along the A956
King Street, south of the Bridge
of Don is patchy and intermittent
Current consideration of
pedestrian and cycle provision
along The Parkway and Ellon
Road and onwards to link to
Balmedie and Ellon

•

City Centre to Bridge of Don
route currently under
consideration

•

Aberdeen Beach is a popular
leisure destination in close
proximity to the City Centre, used
for recreational walking and
cycling and by commuter cyclists
seeking a quieter route
Travel to work / education mode
share by cycle to locations along
the corridor is not prevalent with
less than 1% travelling by bike in

•
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Population / Employment / Key
Services

Road
•

•

Public Transport

4% of accident fatalities recorded •
on A90(N) between 2013 and
2018 but no fatalities in 2018. In
total, 163 accidents – second
highest of all corridors
Park & Ride facility at Ellon and
Bridge of Don
•

•

Journey times have increased
slightly since 2006 between
Peterhead and Aberdeen (but
reduced between Fraserburgh
and Aberdeen). They remain
constant between Ellon and
Aberdeen
Park & Ride at Ellon (linking to
Peterhead, Fraserburgh,
Aberdeen Airport, Kingswells,
Stonehaven, Montrose,
Portlethen, Newtonhill and other
locations on A90 corridor) and
Bridge of Don (linking to
Aberdeen via Aberdeen
University and services passing
the site along the A90 (although
not in the site) serve Ellon,
Peterhead, Fraserburgh and
other locations along the A90
corridor). Ellon is well used
(around 80% capacity) in 2018.
Bridge of Don less well used
(only 9% average capacity in
2018) and declining year on year
No rail provision

Active Travel

•

all areas except Peterhead and
Fraserburgh town centres.
Higher walking mode share for
travel to work / education with
Cruden Bay, Peterhead and
Fraserburgh having 10% of
people travelling on foot. On the
outskirts of Fraserburgh this
increase to over 20%.
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A96 / Great Northern Road
Table 6:2: Corridor – Travel and Transport by Mode – A96 / Great Northern Road

Population / Employment / Key
Services
•

•

•
•
•

Road

Links to Blackburn/Dyce, Kintore, •
Inverurie, Insch, Huntly and on to
Inverness, as well as to many
rural hinterland communities
•
Towns on the route to Huntly
within commutable distance to
(drive) to Aberdeen (60mins or
less drive time)
Airport and TECA located
adjacent to the road
•
Provides access to Kirkhill
Industrial estate
Community hospitals in Inverurie,
Insch and Huntly

•

High car use for travel to work /
education along the corridor
despite rail access
One of the highest traffic volumes
of all strategic corridors,
especially between Inverurie and
Aberdeen. The maximum value
of 42,000 vehicles daily was
recorded on Auchmill Road
Predicted future increased traffic
on the A96 between Aberdeen
(including Great Northern Road
and Berryden) and Inverurie due
to housing and employment
development in the corridor.
Increases by 2037 with a V/C
ratio greater than 75% noted
southbound at Inverurie and on
Great Western Road at
Kittybrewester. Dyce Drive /
Airport Link Road and Great
Western Road / Anderson Drive
junction predicted to be close to
maximum capacity by 2037.
20 electric vehicle charging
stations along the corridor
providing 63 charging points

Public Transport
•
•
•
•

•
•

•

•

Huntly, Insch, Inverurie, Kintore
and Dyce all served by rail
directly to Aberdeen
Bus services increase
significantly from Inverurie to
Aberdeen
Express service between
Inverurie and Aberdeen
Great Northern Road /
Kittybrewster corridor has one of
the highest levels of bus services
of any corridor into the city centre
Much lower service provision in
the evenings, particularly north of
Kintore
Bus priority lane along Great
Northern Road on approaches to
Haudagain roundabout (full time
southbound and peak time
operation northbound)
Journey times have reduced
since 2006 between Inverurie
and Aberdeen but have
increased slightly between
Inverurie and the Royal Infirmary
Park & Ride at Craibstone linking
to Aberdeen, Inverurie, Ellon,
Stonehaven, Portlethen,

Active Travel
•
•
•
•
•

Existing shared walking and
cycling route between Woodside
and Bucksburn
Route being developed between
Inverurie and Blackburn
Aspirations for a continuous route
from Aberdeen to Inverurie
Longer term aspirations for active
travel route alongside entire A96
as part of the A96 dualling
Travel to work / education mode
share by cycle to locations along
the corridor is prevalent in the
peri-urban outskirts of the city
(e.g. Dyce / Bucksburn). There is
a high percentage of bike use to
access areas around Insch and
Huntly compared to other areas

82

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

Population / Employment / Key
Services

Road
•

•

One of the lowest % of accident
fatalities recorded at 3% although
the highest number of overall
accidents (191)
Park & Ride facility Craibstone

Public Transport

•
•

Active Travel

Montrose, Kingswells Park and
Ride, Newtonhill Park and Ride
and other locations on the A96
corridor. The site is not well used
(less than 1% capacity) in 2018.
High rail use for travel to work
and education along the corridor
Reasonably low bus use along
the corridor
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A944 / B9119 / Lang Stracht
Table 6:3: Corridor – Travel and Transport by Mode – A944 / B9119 / Lang Stracht

Population / Employment / Key
Services
•

•

•

Links to Kingswells and Westhill
as well as to many rural
hinterland communities to the
west
Key employment areas at
Westhill and Kingswells situated
immediately adjacent to the
corridor
Cluster of region-wide healthcare
facilities focussed along the route
(Royal Infirmary, Children’s
Hospital, Woodend House,
Maternity Hospital, Royal Cornhill
Hospital and Roxburgh House)

Road
•
•

•

•

•
•
•

High car use for travel to work
and education past Westhill.
High traffic volumes within the
AWPR boundary – average of
around 20,000 vehicles but much
lower outside the boundary. At
Westhill the traffic volume is
around 13,000 vehicles
Predicted future increased traffic
around Anderson Drive area due
to increased employment at
Aberdeen Royal Infirmary
Increased traffic by 2037 with a
V/C ratio greater than 85%
anticipated southbound at the
Lang Stracht / Anderson Drive
junction
14 electric vehicle charging
stations along the corridor
providing 38 charging points
Lowest % of accident fatalities
recorded as per other corridors at
1%
Park & Ride facility at Kingswells

Public Transport
•
•
•
•
•
•

•
•

Good bus provision from Westhill
into the city centre
Much reduced bus provision to
the west of Westhill
Much lower service provision in
the evenings, particularly west of
Kingswells
Lengths of bus priority lane along
Lang Stracht and Skene Road
but intermittent
Journey times have increased
slightly since 2006 between
Westhill and Aberdeen
Park & Ride at Kingswells linking
to city centre, Westhill, Alford,
Elrick, Peterhead, Newtonhill,
Montrose and Countesswells.
The site is not well used (less
than 5% capacity in 2018).
No rail provision
Relatively high bus use
compared to other corridors for
travel to work and education

Active Travel
•

•

•

•

•

Popular and well-used off-road
walking and cycling route
between Westhill and Kingswells
already in place - although
improvements are needed
Limited dedicated provision for
cyclists between Kingswells and
city centre (being addressed by
on-going A944 / B9119 Transport
Corridor Study - STAG-Based
Appraisal).
Kingswells to Hazelhead Park
(south of Skene Road) active
travel route now completely offroad
Active travel access to the
healthcare facilities clustered
along the route is a priority in the
Aberdeen Active Travel Action
Plan
Travel to work and education by
bicycle is slightly higher along
this corridor compared to the
others
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A93 / North Deeside Road
Table 6:4: Corridor – Travel and Transport by Mode – A93 corridor

Population / Employment / Key
Services
•
•
•

•

Road

•
Links to Peterculter, Banchory,
Aboyne, Ballater and Braemar
Key employment and education
area around Robert Gordon
•
University campus
No major towns on the corridor –
Ballater and Braemar are the only
communities in the region
classed in the most remote area
class in the Urban Rural
classification.
Community hospitals in Banchory •
and Aboyne
•
•

Lowest car use for travelling to
work and education across all
corridors
Traffic volumes are around
12,000 vehicles a day between
the city centre and Peterculter.
Past Peterculter traffic reduces to
6,00 vehicles. Further west, traffic
volumes are some of the lowest
across the corridors, at under
1,500 at Ballater.
No predicted future increased
traffic issues on the corridor
14 electric vehicle charging
stations along the corridor
providing 22 charging points
Similar % of accident fatalities
recorded similar to other corridors
at 5%

Public Transport
•

•

•
•
•

•

•

Reasonable bus provision
between Banchory and city
centre, increasing once east of
Peterculter
Limited services west of
Banchory (across the whole day)
and very limited west of
Peterculter in the evening
No bus priority along the corridor
Journey times have increased
since 2006 Banchory and
Aberdeen
No major Park & Ride facility on
the corridor although there is a
bus hub at Potarch (20 parking
spaces)
Travel to work / education mode
share by bus is the highest
compared to all corridors with
over 10% using the bus from the
city centre to Peterculter.
No rail provision

Active Travel
•
•

•

•

•

Fully tarmacked Deeside Way
from Duthie Park (just inside the
A92 in the city) to Peterculter
Limited active travel provision to
the west of Peterculter although
there are sections of off-road
provision intermittently
Aberdeen Council has been
investigating the possibility of a
high-quality path linking Victoria
Bridge in Torry to the Robert
Gordon University Campus in
Garthdee. This would provide a
traffic free path linking the
National Cycle Network with
Duthie Park, the Deeside Railway
Line, Garthdee retail park and the
University.
Active travel access
improvements to Robert Gordon
University priority in the
Aberdeen Active Travel Action
Plan
Travel to work / education mode
share by cycle along the corridor
is high among the corridor
surrounded by the Deeside line
(Duthie Park to Peterculter)

85

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

A90(S), A92 (S), A956 and Wellington Road
Table 6:5: Corridor – Travel and Transport by Mode – A90(S), A92 (S), A956 and Wellington Road corridor

Population / Employment / Key
Services
•
•
•
•

Links to Portlethen, Stonehaven,
Montrose, Dundee and the
Central Belt
Key employment area in Altens
and East Tullos
New harbour being developed in
Nigg Bay
Community hospital in
Stonehaven

Road
•

•

•

•
•

•

Travel to work / education mode
share by car is one of the highest
of the corridors south of the River
Dee
High traffic volumes between
Aberdeen and Stonehaven with
approximately 45,000 vehicles a
day. Lower traffic south of
Stonehaven towards
Laurencekirk with around 17,500
vehicles
Lower traffic volumes on the A92
(<7,000) south of Stonehaven
accessing Inverbervie and
multiple other coastal towns
Predicted increased future traffic
across the River Dee and from
the AWPR to Altens
Increased traffic by 2037 with a
V/C ratio greater than 75%
anticipated on the A90(S)
between Portlethen and
Charlestown and with key
junctions along Wellington Road
including at the Souterhead
5 electric vehicle charging
stations along the corridor
providing 16 charging points

Public Transport
•

•

•

•
•

•
•

Reasonable bus provision
between Stonehaven and the city
centre, increasing once north of
Portlethen
Much more limited bus services
in the evening period with very
limited service south of
Stonehaven
Bus priority section on A956
approach to the River Dee
crossing – with peak time
operations
Journey times have decreased
since 2006 between Stonehaven
and Aberdeen
Park & Ride facility at Newtonhill
with buses serving Aberdeen,
Portlethen, Cove, Ferryhill,
Stonehaven and Perth
Rail stations at Montrose,
Laurencekirk, Stonehaven and
Portlethen (less well served)
Travel to work / education mode
share by bus is one of the lowest
with very few people, even those
travelling to areas inside the A92
boundary, choosing the bus

Active Travel
•
•

•
•

Limited cycle provision south of
Aberdeen along the A956 and
A92
Cycle route, linking Aberdeen
with Portlethen and Stonehaven
commonly identified missing link
during public consultations
Limited cycle provision to and
within the Altens / Cove area
Travel to work / education mode
share by cycle is very low
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Population / Employment / Key
Services

Road
•
•

Public Transport

Active Travel

Similar % of accident fatalities
recorded as per other corridors
(excepting the A90(N)) ~ 5%
High car use to access areas in
Aberdeen, south of the River Dee
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AWPR (Stonehaven to Blackdog)
Table 6:6: Corridor – Travel and Transport by Mode – AWPR corridor

Population / Employment / Key
Services
•
•

Links north and south of
Aberdeen without the need to
travel through the city centre
Provide access to adjacent
employment areas at Westhill,
Kingswells and Dyce

Road
•

•

•
•

•
•

3

Early indications that around 50%
of traffic has shifted from
Aberdeen city onto the new
Aberdeen Western Peripheral
Route since it fully opened in
February (Transport Scotland)
AWPR carries around 17,000
daily (Dyce to Milltimber) and
around 13,000 (Milltimber to
Stonehaven)3
Predicted increased future traffic
from the AWPR to Altens
Increased traffic by 2037 with a
V/C ratio greater than 75%
anticipated on short section of
AWPR between Dyce and
Kingswells junctions. Junctions
with future predicted V/C ratio of
greater than 85% at School
house and Kingswells junction
with Fairley Road.
No electric vehicle charging
stations directly along the corridor
No accident data available

Public Transport
•

•

•
•

Park & Ride facilities at
•
Newtonhill, Kingswells and
Craibstone located close to the
route
Limited bus provision on the
corridor. Peak time (2-hourly
otherwise) service linking
Montrose, Stonehaven,
Kingswells Park & Ride,
Craibstone Park & Ride,
Aberdeen Airport, Dyce and Ellon
Park & Ride – with some services
operating to Peterhead)
No bus priority
No rail provision

Active travel
No active travel provision along
the corridor

https://www.gov.scot/publications/foi-19-01368/
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A92 (previous A90)
Table 6:7: Corridor – Travel and Transport by Mode – A92

Population / Employment / Key
Services
•
•

Road

Links north and south of
•
Aberdeen within the city
Provide access to adjacent
employment areas Robert
Gordon University, Aberdeen
Royal Infirmary and surrounding
hospitals, the Bridge of Don area, •
Aberdeenshire Council offices at
Woodhill House, Garthdee retail •
parks and Hill of Rubislaw

•
•

4

Early indications that around 50% •
of traffic has shifted from
•
Aberdeen city (A92) onto the new
•
Aberdeen Western Peripheral
Route since it fully opened in
February (Transport Scotland) 4
Predicted increased future traffic
from the AWPR to Altens
Increased traffic by 2037 with a
V/C ratio greater than 85% at
junction on the A92 at Great
Western Road, Queens Road
(B9119), Lang Stracht (A944),
Haudagain and Persley Bridge
No electric vehicle charging
stations directly along the corridor
Similar % of accident fatalities
recorded compared to other
corridors at around 4%. High
overall number of accidents at
166.

Public Transport
No orbital services on the route
No bus priority
No rail provision

Active travel
•
•

No active travel provision along
the corridor
The Council has been
investigating the potential for
establishing a cycle route along
the length of Anderson Drive
(A92: Great Northern Road to the
Bridge of Dee)

https://www.gov.scot/publications/foi-19-01368/
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A98
Table 6:8: Corridor – Travel and Transport by Mode – A98

Population / Employment / Key
Services
•
•

•
•

Road

Links Fraserburgh to Portsoy /
•
Cullen on the north coast
Provides access between rural
communities along the north
•
coast and in the adjacent rural
hinterland
Community hospitals at
Fraserburgh and Banff
•
Access to the port at Fraserburgh
•
•

Travel to work / education mode
share by car is low compared the
to the other corridors
Traffic flows are about 4,000
vehicles a day with traffic
increasing in the towns to around
8,000.
No predicted future congestion
issues along the route
5 electric vehicle charging
stations along the corridor
providing 15 charging points
Relatively high % of accident
fatalities recorded compared to
other corridors at 8%

Public Transport
•
•
•
•

Very limited bus provision along
the corridor, especially so in the
evening period
Travel to work / education mode
share by bus is low
No bus priority
No rail provision

Active travel
•
•

No dedicated cycle provision
along the route
Travel to work / education mode
share by cycle is relatively high
compared to other corridors with
one of the highest shares of
walking
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A947
Table 6:9: Corridor – Travel and Transport by Mode – A947

Population / Employment / Key
Services
•
•
•
•

Road

Links Dyce to Newmachar,
•
Oldmeldrum, Fyvie, Turriff and
Banff
Provides access between rural
communities on the north coast
•
and in the hinterland to Aberdeen
Community hospitals at Turriff
and Banff
Airport located adjacent to the
•
corridor
•
•

Travel to work / education mode
share by car is slightly lower than
other corridors but is still high at
over 75%
Traffic flows are high around
Dyce at around 17,000 vehicles
daily but past the AWPR flows
quickly reduce to around 9,400
vehicles towards Oldmeldrum
No predicted future congestion
issues along the route except in
the Dyce area
6 electric vehicle charging
stations along the corridor
providing 13 charging points
Relatively high % of accident
fatalities recorded compared to
other corridors at 8%

Public Transport
•

•

•

•
•

Most limited bus provision of all
•
key corridors out of Aberdeen,
especially in the evening when
locations north of Dyce have very •
low provision
Small Park & Ride site at Fyvie
(19 spaces) with a bus ‘hub’
planned at Oldmeldrum (40
spaces)
Travel to work / education mode
share by bus is the highest of all
corridors with between 5% and
10% of those travelling to all
areas from the city centre out to
Oldmeldrum using the bus
No bus priority
No rail provision

Active travel
Formartine & Buchan Way links
Dyce to Newmachar – but no
provision further north
Travel to work / education mode
share by cycle is one of the
lowest of all corridors
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A920
Table 6:10: Corridor – Travel and Transport by Mode – A920

Population / Employment / Key
Services
•
•

Road

Links Ellon via Oldmeldrum to the •
A96 at Culsalmond
Provides access between rural
communities on the coast and in •
the hinterland north of Aberdeen
to the A96 and further west
without the need to travel south
to Aberdeen
•
•
•

Travel to work / education mode
share by car is high except in
Ellon
Traffic flows low compared to
other corridors. Between Ellon
and Oldmeldrum there are about
3,800 vehicles daily.
No predicted future congestion
issues along the route
7 electric vehicle charging
stations along the corridor
providing 16 charging points
Relatively high % of accident
fatalities recorded compared to
other corridors at 8%

Public Transport
•

•

•
•

•
•

No bus provision the full length of •
the route – with no services
•
operating between Oldmeldrum
and the A96 (on the A920)
Limited bus service along
sections of the route – buses
operating between Ellon –
Oldmeldrum and Inverurie
Planned bus ‘hub’ at Oldmeldrum
(40 spaces)
Travel to work / education mode
share by bus relatively high
around Ellon and toward
Oldmeldrum
No bus priority
No rail provision

Active travel
No dedicated cycle provision
Travel to work / education mode
share by cycle is one of the
lowest of all corridors with less
than 1% of people cycling for the
majority of the route
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7

Option Appraisal (Preliminary Appraisal)

7.1

Introduction

7.1.1

This section sets out the appraisal of each option. This has been undertaken through a twostage process:
Logic Mapping for each option or group of similar options clearly setting out:
o

The underlying transport problems – the cause of the problem and the consequence:
From the perspective of the User; and
From ‘Externally’.
The information to inform this has been drawn from the Initial Appraisal: Case for
Change Report as well as further data analysis exercises and information gathering
tasks to better understand the existing transport network, underlying transport problems
and their causes.

o

The transport outcomes of option implementation;

o

The wider societal impacts of option implementation

o

Which of the RTS2040 targets the option is helping work towards;

o

The context in terms of whether the option may:
prevent or discourage people from behaving as they currently do;
provide people with alternatives to encourage behavioural change; and / or
rely on technological change to allow people to continue with their current
behaviours.

o

Inter-dependencies between the options – considering where an option requires the
implementation of another option and where an option is likely to be more successful in
delivering better outcomes if supported by another option.

Developing a proportionate Appraisal Table covering the appraisal criteria:

7.1.2

o

TPOs;

o

STAG Criteria: Environment, Safety, Economy, Integration and Accessibility and Social
Inclusion;

o

Established Policy Directives;

o

Feasibility and Affordability; and

o

Public Acceptability.

The information contained within the Appraisal Tables has been developed through
consideration of the Logic Mapping and through consideration of:
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o

Existing studies – drawing on appraisals undertaken to date;

o

Benchmarking & case studies – this has been particularly appropriate e.g. for packages
of active travel measures where step changes are made to the availability and quality
of the active travel network. Parallels with similar initiatives in other parts of the country
can be readily drawn and post project evaluations have also been referenced;

o

Professional knowledge and consensus – in undertaking the appraisals, we have held
various internal workshops, where the option impacts have been fully considered by the
entire appraisal team.

7.1.3

Relevant information pertaining to the appraisal of each option is referenced in the relevant
Appraisal Table and contained within the Appendices. These tables have been independently
reviewed by a ‘critical friend’ at Stantec, who is independent of the project team.

7.1.4

In addition, work has been undertaken to develop high level costs and engineering feasibility
around each option, including consideration of the ‘scalability’ of each option. At this stage
(reflecting a ‘Preliminary Appraisal’ Approach), these costings are high level, based on e.g. any
previous cost estimates or experience of similar projects elsewhere, rather than being derived
from a bespoke ‘bottom-up’ approach. For simplicity, projects have been grouped into one of
three broad cost bandings, low, medium or high cost, again noting where a project as currently
defined may be scalable. Appendix L contains details of the costings for each option.

7.1.5

It should be noted that whilst public consultation was undertaken during earlier stages of this
study, no public consultation has been undertaken as part of this Preliminary Options Appraisal.
The narrative and scoring in the following tables is indicative, having been developed by the
study team and is subject to confirmation at a later stage.
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7.2

Options: 1- 4: Active Travel

7.2.1

Options 1, 2, 3 and 4 consider active travel including:
Option 1: Upgrade existing routes;
Option 2: New active travel routes;
Option 3: Regional Cycle Hire Scheme - Widening Aberdeen cycle hire scheme and
consideration of smaller scale cycle hire schemes in town centres or other suitable locations
across the region, including Bike Hire, eBike Hire, Cycle Share Scheme etc.; and
Option 4: Softer measures including - expanding 'Get About' initiatives and i-bike officer
training in schools

7.2.2

The aspirations of Options 1 and 2 would jointly seek to provide a network of strategic active
travel links providing access to jobs, education, healthcare and other public services in
Aberdeen by active travel modes.

7.2.3

The data analysis and corridor audit presented in Section 6 suggests that the following routes
would benefit from prioritised active travel investment:
A944 / B9119 corridor would particularly benefit from active travel improvements to fully link
Westhill with the city centre given the improvement for active travel access;
o

To employment opportunities at Westhill; Kingswells and at the healthcare facilities
clustered along the corridor;

o

To employment opportunities in the city centre for those living along and close to the
corridor;

o

To the new football stadium.

A96 corridor, to provide a full route from the city centre to Inverurie, with improved provision
between Dyce / Bucksburn and the city centre. This would enable greater active travel
access to:
o

Employment opportunities at Dyce, the airport, TECA and in the city centre. It is under
20km from Inverurie to Kirkhill Industrial estate, under 13km from Kintore, and around
11km from the city centre - all within commutable distance by bike dependent on fitness
level.

A90(S) corridor, to provide direct provision between Chapelton of Elsick, Newtonhill,
Portlethen, Altens, Cove and the city centre, particularly given public demand for this and
the improved access to employment in Altens and Torry. It is around 15km from Chapelton
of Elsick to the city centre (3km less to Altens), and around 13km from Portlethen – both
within commutable distance by bike dependent on fitness level.
A92 (previously the A90) corridor, to provide orbital active travel provision around the city,
linking to the cluster of hospitals and healthcare facilities on the A944, Aberdeenshire
Council offices, and the employment area of the Bridge of Don.
7.2.4

The other corridors (A93, A98, A920, A947) are either less likely to provide similar benefits given
the anticipated level of demand, the distances involved given the rurality of the area or existing
corridor provision which is already of a higher level of provision (i.e. the A93 has the Deeside
Way). In these instances, active travel improvements would be better focussed at a more
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localised level within communities along the corridors, such as options for active travel provision
at Banff Bridge.

Figure 7:1: Logic Mapping: Options 1 – 4
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Table 7:1: Option 1 – 4: Appraisal Table

Option No.

1, 2, 3, 4

Description:

Upgrade existing active travel routes, increase provision of routes, cycle hire schemes and softer measures

Criteria

Key Appraisal Points

Environment

•
•

•
•
•
•
•

5
6

Mode switch from car to active travel would reduce traffic related carbon emissions. This would support
the Scottish Governments Climate Change Bill which sets a 2045 target for net zero emissions
Localised community improvements would help target shorter distance ‘every day’ trips – which account
for a large proportion of daily trips within Scotland, with the 2018 Scottish Transport Statistics5 stating that
18% of journeys made are less than 1km, and a further 23% of journeys made are under 3km. Therefore,
over 40% of all journeys made in Scotland are less than 3km and could be made by active travel if
suitable routes and facilities were available. Aberdeen is a compact city with high potential for increased
walking and cycling
Greater number of trips made by active travel modes would have a positive impact on user’s health and
well-being. Such benefits include: health benefits from increased physical activity and journey quality (see
Appendix M for greater detail)
Mode switch from car to active travel would reduce traffic related levels of pollutants. This would have a
greater impact in areas within the city centre where there are air quality issues and an existing Air Quality
Management Area
The provision of off-road routes would generate a safer perception of cycling and is likely to encourage a
greater number of people to travel actively. Research undertake as part of the British Social Attitudes
Survey in 2017 found that 62% of people agreed that ‘It is too dangerous for me to cycle on the road’6
There may be some minor environmental impacts due to the construction of schemes e.g. Earthworks etc.
and land-take required to implement segregated routes
Option 4 relates to the implementation of smaller scale cycle hire schemes in town centres or other
suitable locations across the region. These schemes have the potential to target shorter distance trips (as
noted above). It is worth noting that seven out of 10 users of the London Cycle Hire Scheme noted that

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

https://www.transport.gov.scot/media/46165/sct01193326941.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/724855/british-social-attitudes-survey-2017.pdf
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Option No.

1, 2, 3, 4

Description:

Upgrade existing active travel routes, increase provision of routes, cycle hire schemes and softer measures

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

the scheme had prompted them to start cycling in the city or to cycle more often7. Therefore, such a
scheme can act as a catalyst to modal shift and behavioural change. 95% of trips were also noted to have
been made by another mode or not at all i.e. only 5% of users were shifting from using their own bike to a
hire bike. The majority of users also noted seeing their health and fitness improve
Safety

•
•

•
•
Economy

7

•
•

Mode switch from car to active travel modes would provide minor reductions in car trips and associated
accidents – if active travel routes were safe. Safety improvements are likely to be greater for schemes
where fully segregated provision is provided
Casualty rates per million passenger miles by user type highlight that cyclists and those on foot are far
likelier to be a casualty or a fatality than those travelling by car or bus8. In fact, cyclists are over 23 times
more likely to be a casualty, and 16 times more likely to be a fatality on the road network than those
travelling by car. It is clear that safety is a key issue and fully segregated provision for cyclists and walkers
is required in order to not impact on user’s safety
Safety and the perception of safety surrounding active travel schemes is likely to improve as a critical
mass is established and such travel behaviour is ‘normalised’
An increase in i-bike officers and training is likely to raise overall cycling proficiency and ability which
would likely lead to fewer cyclist related accidents

Zero road
fatalities

Improved active travel routes, and new routes, would generate journey time benefits for existing cyclists
Increased physical activity with associated health improvements would lessen the economic cost to the
NHS. The total cost of physical inactivity to Scotland was estimated at £77million in 2015 (see Appendix
M.4 for greater detail) and is estimated at around £1 higher per person in Scotland than in England. It has

Improved
journey
efficiencies

https://www.centreforpublicimpact.org/case-study/londons-cycle-hire-scheme/

8

Transport Statistics GB (2017), https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/744077/reported-road-casualties-annualreport-2017.pdf
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Option No.

1, 2, 3, 4

Description:

Upgrade existing active travel routes, increase provision of routes, cycle hire schemes and softer measures

Criteria

Key Appraisal Points

•
•
•
Integration

•
•
•
•
•
•

Accessibility &
Social Inclusion

•
•

STAG
Score

RTS
RTS
Principles Score

also been estimated that business could save up to £6.6 billion through improved employee productivity
each year if there were a higher level of physical activity among employees
Greater number of trips made by active travel modes would have a positive impact on user’s health
creating to business savings from reduced absenteeism
Modal shift from the car may result in deferred infrastructure provision (roads, junctions upgrades etc.)
with the associated cost saving
Projects which reduce the road space available to general traffic could lead to longer journey times and
hence economic disbenefits
Supports the National Transport Strategy (NTS2) Sustainable Travel Hierarchy
Any shift towards trips being made by sustainable modes will help work towards a 50:50 mode split target
(as aspired to in the RTS2040)
Active travel routes which facilitate access to Park & Rides and rail stations have the ability to integrate
well with other modes of transport. Routes between P&R sites and the city centre and other key travel
generators can encourage people to drive to P&R sites and cycle to their final destination
New routes along the A90(N), A96 and A90(S) could be well integrated with the planned new
development (as part of the region’s strategic growth areas) along the corridors
Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes
Aligns with the Roads Hierarchy Principles and supports the City Centre Masterplan
Community Accessibility: access to local services by walking and cycling would improve, as this is
designed into the strategic network
Comparative Accessibility: higher quality active travel routes and facilities would remove barriers which
prevent some groups in society using active travel. Less likely to have a material impact on inequities
associated with deprivation

-

Access for
All
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Option No.

1, 2, 3, 4

Description:

Upgrade existing active travel routes, increase provision of routes, cycle hire schemes and softer measures

Criteria

Key Appraisal Points

STAG
Score

Implementability

Key Appraisal Points

Score

Feasibility

Affordability

•

For more major interventions, while further detail is required to investigate the possibilities for each corridor,
providing active travel infrastructure requires much less land take than road infrastructure. Segregated
routes also allow for provision which does not ‘interrupt’ road traffic

•

The provision of active travel infrastructure does not typically require the use of unproven technologies

•

Land take and associated land ownership issues would be minimised if designs make use of existing roadspace, re-allocating space away from general traffic

•

A high-level costing exercise has been undertaken to provide a ballpark figure for implementing continuous
active travel routes along the key radials into the city centre. Appendix L presents the assumptions used.
The estimated costs for each route are:
o

A90(N): Ellon - City Centre (25.8km split 40/40/20 between shared path (10.3km), segregated path
(10.3km) and on road provision (5.2km)): £7.8milion

o

A96: Inverurie - City Centre (27.4km split 40/40/20 between shared path (10.9km), segregated path
(10.9km) and on road provision (5.6km)): £8.2million

o

A944: Westhill - City Centre: (12.9km split 30/30/40 between shared path (3.9km), segregated path
(3.9km) and on road provision (5.1km)): 3.3million

o

A92(S) / A956: Chapleton of Elsick - City Centre: (16.1km split 40/40/20between shared path
(6.4km), segregated path (6.4km) and on road provision (3.3km)): 4.8million

RTS
RTS
Principles Score

Medium Cost
Highly scalable
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Option No.

1, 2, 3, 4

Description:

Upgrade existing active travel routes, increase provision of routes, cycle hire schemes and softer measures

Criteria

Key Appraisal Points
•

An increase in softer measures including expanding the ‘Get About’ initiatives and additional ibike officers
in schools is likely to encourage modal shift, particularly in educating children in the benefit of active travel
and providing the confidence to cycle. Instilling such travel behaviour and ethos in children is likely to
increase the chance of these behaviours continuing into adulthood. For a minor investment, a much larger
saving could be made in the future in terms of the benefits relating to 50:50 modal share targets and health
benefits as noted under the Environment criteria above

•

The affordability of smaller scale cycle hire schemes in town centres or other suitable locations across the
region would be dependent on the scale of the schemes and the publicity and take up of the schemes.
Costs relating to installation, on-going long term maintenance, logistics of bike movements and relocation,
and marketing initiatives would need to be considered

STAG
Score

RTS
RTS
Principles Score

Public Acceptability Improvements in active travel provision (especially where full corridor length off-road segregation can be provided),
enabling safe access to key employment areas and healthcare facilities, are highly likely to be accepted by the
public. If segregated provision is established this would not impact heavily on other road users. Given the growing
concern for the planet and the Climate Emergency, it is very likely all proposal would be welcomed. However, any
proposals which re-allocate existing road-space away from general traffic may generate more opposition, including
from bus operators
Supporting / Complementary Options
The success of the active travel options relies on increased use of active travel for undertaking journeys. While this can be encouraged through the provision of new
and improved infrastructure and facilities, the schemes are more likely to be successful if complementary measures are implemented which may prevent or discourage
people from behaving as they currently do. In particular, Option 24 (Low Emission / Zero Emission Zone), Option 27 (Congestion Charging Zone) and Option 28
(Parking Demand Management) are all likely to discourage (or in the case of Option 27, prevent) traffic from entering the city centre. Such schemes are therefore
likely to increase the usage of active travel options.
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Option No.

1, 2, 3, 4

Description:

Upgrade existing active travel routes, increase provision of routes, cycle hire schemes and softer measures

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Recommendation
STAG-based feasibility and engineering work to consider the implementation of continuous segregated active travel corridors into the city centre to inform
subsequent Business Cases / funding applications. Local authorities to take the lead and continue to progress on-going active travel focussed corridor studies, with
prioritisation given to:
•

A944: route between Westhill and the city centre linking to the hospitals

•

A96: segregated route between Inverurie and the city centre (including a link to Kirkhill Industrial Estate, the airport and TECA, and linking to Craibstone
Park and Ride)

•

A90(S): segregated routes to the south of Aberdeen city centre linking Chapelton of Elsick, Portlethen to Cove, Altens, Torry, Aberdeen South Harbour and
the city centre

Pending development of an Aberdeen City bike hire scheme, Nestrans to undertake further investigation into the costs and benefits of smaller scale cycle hire
schemes in town centres or other suitable locations across the region.
Local authorities and Nestrans, through the Getabout partnership and brand, to increase current ‘softer measures’ initiatives to encourage and enable greater active
travel use.
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7.3

Option 5: Improve bus services and network

7.3.1

Appendix N considers the Transport (Scotland) Act 2019 which received royal assent on 15
November 2019.

7.3.2

The Act makes new provisions regarding the following topics:
Provision of local services by local authorities: The Act introduces a new provision that
permits a local transport authority to operate local bus services, provided it is satisfied that
such action will contribute to the implementation of their relevant general policies9.
Bus services improvement partnerships: The Act changes the power of local transport
authorities to enter into partnerships with local bus operators by replacing Quality
Partnership Schemes (QPSs) with Bus Services Improvement Partnerships (BSIPs). The
scope of a BSIP is much wider than in Quality Bus Partnerships: in addition to vehicle
standards and minimum service frequency, the authority can specify:
o

the timing of services

o

maximum fares

o

ticketing

o

pricing of multi-operator travel cards

o

provision of information to the public

o

dates when timetable variations may be made.

BSIPs offer local transport authorities new opportunities to significantly influence the
provision of local bus services in their area, with the ability to set times and fares through
the specification of minimum frequencies and maximum fares being particularly useful.
Local transport authorities have the power to make Local Services Franchises which
replace Quality Contract Schemes (QCSs): Under the Act, local transport authorities
have the power to make Local Services Franchises which replace Quality Contract
Schemes (QCSs). There are many similarities, in both purpose and process, between the
two models but the new legislation is designed to increase the range of situations in which
an authority can consider franchising.
Information relating to services: The Act creates new powers for local transport
authorities to require operators to supply information about services that they are proposing
to vary or cancel. This is a useful development that will enable authorities to have a much
greater understanding of the performance of services that they are considering tendering.
This will better inform decisions on whether and what to tender and give more budget
certainty.
Ticketing Arrangements and Scheme: measures largely represent an updating of
ticketing legislation to take account of technological developments and to widen the
potential scope of schemes. Both measures offer the opportunity to enhance the
effectiveness of ticketing schemes.
7.3.3

9

Overall, the Transport (Scotland) Act 2019:

Transport (Scotland) Act 2019, section 34
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Makes a number of new provisions that offer the potential for local authorities to exert
greater influence over bus services in their area;
Removes the restriction on local authorities operating bus services on their own account,
creating a useful safety net in the event of market failure and potentially creating wider
opportunities;
Widens the permitted scope of partnership agreements, with Bus Services Improvement
Partnerships allowing local authorities to specify minimum frequencies and maximum fares;
Introduces Local Services Franchising, with less onerous criteria than Quality Contract
Schemes, but still requiring external approval;
Gives powers to local authorities to require information about patronage and revenue for
services which operators are proposing to vary or withdraw; and
Updates ticketing legislation and widens the potential scope of schemes.
7.3.4

The Transport (Scotland) Act 2019 therefore provides the opportunity for the local authorities to
take greater regulatory control of bus operations across the region.
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Figure 7:2: Logic Mapping: Options 5
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Table 7:2: Option 5: Appraisal Table

Option No.

5

Description:

Improve bus services and network

Criteria

Key Appraisal Points

Environment

•

•
•

A well-integrated comprehensive bus network of high quality bus services offering frequent reliable
services has the potential to radically alter perceptions of bus travel. This could significantly help towards
achieving a 50:50 mode share target for sustainable transport, in turn reducing car kilometres and hence
global and local emissions
Minimum contractual requirements for the bus fleet would reduce bus emissions – although this would be
balanced against increased bus emissions if more bus services were operating across the area and
across the day
There may be some health disbenefits if current active travel users switch to using the bus

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

Safety

•

A switch to bus travel from the car would reduce traffic on the roads and the associated number of
accidents. The scale of this change would depend on the extent of modal shift from car which was
achieved. Travel by bus is also safer than travel by car, bicycle and indeed as a pedestrian

Economy

•

Increased service frequency and integration between public transport serves would generate TEE
benefits to bus users. Those making new journeys as a result of improved connectivity would also see
TEE benefits
These connectivity improvements could lead to more efficient labour markets, providing access to new or
better jobs for people who could not previously access these jobs. This would feed Wide Economic
Impacts

•

Integration

•
•
•

Zero road
fatalities

-

Improved
journey
efficiencies

-

The ability to specify Improved integration between bus and rail services
Greater control over ensuring bus services serve new development sites
Supports the National Transport Strategy (NTS2) Sustainable Travel Hierarchy
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Option No.

5

Description:

Improve bus services and network

Criteria

Key Appraisal Points
•
•

Accessibility &
Social Inclusion

STAG
Score

RTS
RTS
Principles Score

Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes
Aligns with the Roads Hierarchy Principles and supports the City Centre Masterplan

•

Community Accessibility: this would be the major benefit of this option. Greater regulatory control could
improve connectivity across the area as well as across the day and the week. Public transport connectivity
could therefore be transformed across the north east, depending on the scale of the project. This would
benefit those without access to a car and also those that own a car but would prefer to use their car more
often

•

Comparative Accessibility: Also a key benefit, greater regulation could be used to target the needs of areas
and groups which are ‘failed’ by a commercially orientated bus service. Cheaper fares could also assist in
tackling inequality and deprivation, through reduced transport costs and reduced ‘forced’ car ownership.
Greater control over vehicle specification could ensure more accessible vehicles throughout the bus fleet

•

In more detail:
o

The Transport Scotland (Act) offers the local authorities greater opportunity to operate socially
necessary services enabling rural communities to be better connected by bus and therefore
reducing social isolation and improving well-being

o

BSIPs would allow local authorities to specify minimum frequencies leading to better served rural
communities

o

Increased mode choice for those without access to a private car but who would like to travel more
sustainably

Access for
All
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Option No.

5

Description:

Improve bus services and network

Criteria

Key Appraisal Points

Implementability

Key Appraisal Points

Feasibility

•

Any option which uses one of the new powers set out in the Transport Bill will be breaking new ground.
Whilst feasible legally, without precedent to call on, there would be inherent risk in any of these approaches
which would have to be carefully managed

•

While the Act removes the legal barriers to the creation of a local authority owned bus company, such a
step would require a sufficient gap in the commercial market to be viable. Such a situation does not exist
in Aberdeen at present; it is more likely to be an incremental approach, gradually adding services that other
operators do not wish to run or where tender prices are too high

•

A more radical possibility would be to buy out First’s operations in Aberdeen. It is well known that First
is reviewing its UK bus operations and has sold off individual depots in recent months. The Act creates the
circumstances in which it would be feasible to take-over First Aberdeen, were there to be a corporate desire
to do so, the necessary financial wherewithal and, of course, a willing seller. However, the logistics involved,
management expertise required and risks of such a strategy should not be underestimated

•

In terms of implementing BSIPs, there are two hurdles to be overcome, however: the need for the authority
to provide investment as its part of the agreement and the effective veto held by operators if sufficient for
them to object to the proposals. Nevertheless, if funding can be identified, BSIPs look to be an effective
way in which authorities can advance their public transport policies and agenda

•

In terms of franchising, the time, effort and cost involved in pursuing Local Services Franchising, together
with the inevitable uncertainty created in the market, could only be justified in cases where current bus
service provision is inadequate and where a local transport authority is confident that it could achieve better
outcomes and has the resources, both financial and technical, to do so

STAG
Score

RTS
RTS
Principles Score
Score
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Option No.

5

Description:

Improve bus services and network

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Affordability

•

As noted in the Feasibility section above, the affordability of the option is highly dependent on the type and High Cost - dependent on
course of action
scale of regulatory control being considered. These costs could be a mix of capital and ongoing revenue
support funding

Public Acceptability

•

The option is highly likely to be publicly acceptable if a step change in bus operations across the region is
implemented

•

Given the growing concern for the environment amid the declared Climate Emergency, it is very likely all
proposals would be welcomed

•

The key issue to be explored at an early stage would be the attitudes of the local bus operators to any of
these initiatives

Supporting / Complementary Options
Similar to the active travel options, the success of this option would be increased use of the bus network for undertaking journeys. While this can be encouraged
through the provision of a much-improved network and vehicle fleet, the outcomes of greater regulatory control are more likely to be successful if complementary
measures are implemented which may prevent or discourage people from behaving as they currently do. In particular, Option 24 (Low Emission / Zero Emission
Zone), Option 27 (Congestion Charging Zone) and Option 28 (Pricing Demand Management, including Workplace Parking Levy) are all likely to discourage (or in the
case of Option 27, prevent) traffic from entering the city centre. Such schemes are therefore likely to make the switch to public transport options more significant.
Furthermore, there are a number of other options which could be more easily implemented due to the greater regulatory control available due to the Transport Act.
These include Option 12 (Improved Ticketing), Option 14 (Improved marketing and information on public transport services) and Option 15 (Improved Access for all
across public transport modes).
Recommendation
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Option No.

5

Description:

Improve bus services and network

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Nestrans to lead study to investigate how the new powers embodied in the Transport Act could be used to provide a catalyst to generating a step change in bus
provision and operations across the region. This should perhaps be focused in the first instance on the possibilities provided by BSIPs. This could comprise a
scoping exercise surrounding a BSIP ‘plan’ and supporting BSIP ‘schemes’. BSIPs provide the framework in which to successfully implement Option 12 (Improved
Integrated Ticketing), Option 13 (Improved information about public transport services).
This would be informed by a region-wide bus network review including a rural connectivity audit – considering current provision versus rural community needs. This
would include investigating where DRT could be implemented successfully, beyond the fairly patchy and limited current provision. This would likely involve
undertaking an audit of all current services, setting out the geographical coverage and the ‘target’ users of these service. In parallel, there could be an audit of the
needs of all rural communities in the region not currently satisfactorily served by public transport, or those with very limited public transport connections. The audit
should cover existing levels of public transport access to employment, education and public services that allow for meaningful journeys to be undertaken.
Consideration should also be made of the current level of subsidy provided to operate traditional bus services for communities, how such services may operate in
the future (i.e. whether there are likely to be further cuts to these services due to reducing funding) and establish the most vulnerable communities, the most
vulnerable groups of individuals and where the gaps are in provision serving the existing population. Again, the greater regulatory control provided by the Transport
(Scotland) Act 2019 (considered in Option 5) will enable greater control by local authorities to exert greater influence over bus services in the area and the ability to
operate bus services in the event of market failure.
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7.4

Option 6: Demand Responsive Transport Services

Figure 7:3: Logic Mapping: Options 6
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Table 7:3: Option 6: Appraisal Table

Option No.

6

Description:

Demand Responsive Transport Services

Criteria

Key Appraisal Points

Environment

•
•
•

Limited overall impact – this measure is more typically aimed at providing connections for more vulnerable
groups than encouraging modal shift from car
There is potential to reduce emissions through people switching from car to DRT where they were
previously requiring a lift to / from their destination, which can involve a double journey
There is the potential to increase emissions if new services operate

STAG
Score
-

RTS
RTS
Principles Score
Reduce
carbon
emissions

-

Safe levels
of local
pollutants

-

50:50
mode split
Safety

•

Limited impact

-

Zero road
fatalities

-

Economy

•
•

Limited overall impact
Reduction in forced car ownership for those in communities currently not served by public transport

-

Improved
journey
efficiencies

-

Integration

•
•

DRT services could be integrated with other bus and rail services
Supports Scottish Government policy for a more equal society

Accessibility &
Social Inclusion

•

Community Accessibility: improved DRT services would ‘infill’ connectivity where it is not provided by the
regular bus network. As such, it would provide an increase in public transport network coverage and also
improved access to local services
Comparative Accessibility: this is the key benefit and would comprise:

•

Access for
All
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Option No.

6

Description:

Demand Responsive Transport Services

Criteria

Key Appraisal Points

o
o
o

Score
•
•

Affordability

•
•

Public Acceptability

RTS
RTS
Principles Score

Greater access to opportunities (employment and education) and public services for those without
access to a car or are unable to drive
Provision of access to opportunities would reduce social isolation in rural communities currently
not served by public transport or by suitable (accessible) services
Greater access to healthcare – a particularly important point given the higher than Scottish
average proportion of retirees in the region and the overall ageing population in general

Implementability
Feasibility

STAG
Score

•

Potentially more feasible to implement given the Transport Act (2019) and the greater ability of local
authorities to provide bus services
Different operational models would need to be investigated to establish areas where DRT could be
successfully implemented and the criteria (if any) to be applied for use
DRT could offer a more cost-effective alternative to existing traditional bus service model operations in
deep rural areas
Local authority revenue funding would be required to support and maintain new DRT operations on an
ongoing basis

Medium Cost
Scalable dependent on
DRT services to be
implemented

Likely to be highly accepted by those in rural areas if greater accessibility is achieved

Supporting / Complementary Options
Option 5 (Improve bus services and network) is likely to enable local authorities with the ability to provide differing types of bus services.

113

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Option No.

6

Description:

Demand Responsive Transport Services

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Recommendation
This would be informed by a region-wide bus network review including a rural connectivity audit (as per Option 5) – considering current provision versus rural
community needs. This would include investigating where DRT could be implemented successfully, beyond the fairly patchy and limited current provision.

114

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

7.5

Option 7: New railway stations on existing lines

Figure 7:4: Logic Mapping: Options 7
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Table 7:4: Option 7: Appraisal Table

Option No.

7

Description:

New railway stations on existing lines: New stations on existing line between Stonehaven and Inverurie

Criteria

Key Appraisal Points

Environment

•
•
•

Any switch from car travel to rail (for the full trip) would reduce traffic and associated tail-pipe emissions.
There may however be an increase in car trips to the new stations to board trains (Park & Ride trips)
Stopping and starting diesel trains at new stations would slightly increase emissions
Any reduction in bus services as a result of increased competition would result in a reduction in
subsequent bus emissions although this may be offset by an increase in car use by those who previously
would have used the bus but who now use the car for their entire trip (rather than switch to rail if the
station is not easily accessible to them)

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

Safety

•

Any reduction in car kilometres would reduce associated road accidents

Economy

•

There will be a reduction in journey time into the centre of Aberdeen for those within the catchment of the
new stations, and who are currently using the bus
Journey times for ‘through’ passengers will likely increase, creating an economic disbenefit. This would
have to be balanced against the benefits to users of the new station(s)
The shorter journey time to Aberdeen would increase access to a greater number of employment
opportunities for local residents
Increased and more direct access to the rail network would widen access to the labour market for
businesses located in the communities now served by rail, and also in Aberdeen city centre. This could
increase productivity and increase business efficiency

•
•
•

Zero road
fatalities
Improved
journey
efficiencies
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Option No.

7

Description:

New railway stations on existing lines: New stations on existing line between Stonehaven and Inverurie

Criteria

Key Appraisal Points

Integration

•
•
•

Accessibility &
Social Inclusion

STAG
Score

RTS
RTS
Principles Score

The station(s) would allow for integration between arriving and departing train and onward bus services at
Union Square in Aberdeen. Integration with national rail services would also be improved for those living
in the catchment area of the new stations
The station(s) could be sited to ensure they provide for on-going and future development in support of
development plans
Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes

Community Accessibility
• New stations would improve public transport network coverage, particularly for those residents within a
walk-in catchment of the new station, although this may be offset slightly by a reduction in bus
connectivity if bus services reduce due to increased competition (see point below)
• A switch in passengers from existing bus service to rail may mean a reduction in bus services along the
road corridors to the south and north-west of Aberdeen if services become no longer commercially viable.
This would impact on smaller communities who were served by bus but for whom the rail network is still
not accessible
Comparative Accessibility
• The walk-in catchment area of the new station would see the greatest benefit. The socio-economic
characteristics of this area would determine the impact on comparative accessibility
• There is likely to be an increase in access to opportunities and public services for those without access to
a car
• Increase access to Aberdeen and further afield would help reduce feeling of social isolation in the
communities served by the new station(s)
• The potential to travel by rail rather than car may ‘free-up’ the car for that household to be used by
another member of the household allowing additional opportunities for travel for work or social purposes
• ‘Forced’ car ownership would be reduced for those communities with new walk-in access to the rail
network

Access for
All
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Option No.

7

Description:

New railway stations on existing lines: New stations on existing line between Stonehaven and Inverurie

Criteria

Key Appraisal Points

STAG
Score

Implementability

Key Appraisal Points

Score

Feasibility

Affordability

RTS
RTS
Principles Score

•

The Aberdeen North-West Station Review was published in June 2019 and considered the potential for
holistic rail improvement aspirations for north of Aberdeen to gauge whether a single investment (opening
new platforms and capacity at Aberdeen station and upgrading the tunnels north of Aberdeen) could unlock (Dependant on station site)
potential for a suite of rail improvements including a new station on the existing line between Aberdeen and
Dyce with the potential for a station at either Kittybrewster or Bucksburn considered (as well as a rail spur
to the airport / TECA etc. – see Option 8). Five potential station sites were considered feasible for new
stations between Aberdeen and Dyce. The stations were considered from a planning, environmental and
timetabling perspective. It was concluded that a potential additional station could be accommodated without
the need for additional infrastructure if the Aberdeen to Inverness Phase 1 committed enhancements were
in place

•

The Aberdeen to Laurencekirk corridor study is considering the feasibility of an additional station to the
south of Aberdeen. Information on the feasibility of an additional station should be taken from this study
once completed. The feasibility of a potential station site will need to be considered in terms of the ability to
find suitable land on which to build the station, site the platforms and provide adequate parking, any
signalling work required, whether the station stop can be accommodate in the existing timetable and any
further engineering requirements

•

The South of Aberdeen Stations Study has been awarded funding through Transport Scotland’s Local Rail
Development Fund and has not yet been published

•

The Aberdeen North-West Station Review was published in June 2019 and considered the potential for
holistic rail improvement aspiration for north of Aberdeen to gauge whether a single investment (opening
new platforms and capacity at Aberdeen station and upgrading the tunnels north of Aberdeen) could unlock
potential for a suite of rail improvements including a new station on the existing line between Aberdeen and

High Cost
Scalable dependent on the
number of new stations
being considered
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Option No.

7

Description:

New railway stations on existing lines: New stations on existing line between Stonehaven and Inverurie

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Dyce with stations at Kittybrewster and Bucksburn considered (as well rail spur to the airport / TECA etc. –
see Option 8)
•

New stations are likely to cost approximately £15m10,11 which reflects the approximate cost of the
construction of Kintore station. The cost is however highly dependent on station specification (all new
stations must meet current DDA requirements) and whether any signalling work is required

•

Robust cost-benefit analysis would be required to establish the economic merits of the scheme

Public Acceptability Likely to be highly acceptable to the public in those communities where a new rail station is provided, who would
benefit from increased mode choice and improved journey times to Aberdeen. There may be some concern among
bus users in more rural communities not served by rail if existing bus services are reduced as a consequence of
lost demand to rail. Through passengers would also see their journey times increase by 2-3 minutes which may
not be popular
Supporting / Complementary Options
N/A
Recommendation
Nestrans to undertake an Outline Business Case to confirm preferred option for the station sites between Aberdeen and Dyce, (drawing on the work of the Aberdeen
North-West Station Review). Outline Business Case to confirm preferred option for the station sites between Aberdeen and Laurencekirk, taking forward the

10
11

https://www.pressandjournal.co.uk/fp/news/aberdeenshire/1879214/progress-made-in-construction-of-kintore-railway-station/
https://www.networkrailmediacentre.co.uk/news/bam-nuttall-awarded-new-kintore-station-contract
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Option No.

7

Description:

New railway stations on existing lines: New stations on existing line between Stonehaven and Inverurie

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

recommendations from the Aberdeen to Laurencekirk Corridor Study. This would support the development a strong ‘commuter line’ between Montrose, Aberdeen,
Dyce and Inverurie.
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7.6

Option 8: New railway lines and associated stations

Figure 7:5: Logic Mapping: Option 8
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Table 7:5: Option 8: Appraisal Table

Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Environment

Key Appraisal Points
•
•
•

•

•

Safety

12

•

The construction of new railway lines or the reestablishment of rail routes has the potential for negative
environmental impacts in terms of noise and vibration impacts, visuals, flooding / water courses and land
take
The former Deeside Line route and the Formartine & Buchan Way route north to Peterhead / Fraserburgh
are both established and well used off-road active travel corridors which would require replacement, if rail
lines were reinstated
Any switch from car travel to rail (for the full trip) would reduce traffic and associated tail-pipe emissions.
There may however be an increase in traffic for trips to the station to board trains (Park & Ride trips). For
longer distance trips (e.g. Peterhead to Aberdeen or Aboyne to Aberdeen) the car kilometres travelled
would be substantially reduced. The Fraserburgh and Peterhead to Aberdeen Strategic Transport Study
estimated that a new rail line to Ellon could remove between 700 to 1000 car journeys within the study
corridor north of Aberdeen on an average weekday by 203612
Any reduction in commercial bus services, due to the switch of passengers from bus to rail, would result in
a reduction in subsequent bus emissions although this may be offset by any increase in car use by those
who previously would have used the bus but who now use the car for their entire trip (rather than switch to
rail if the station is not easily accessible to them)
Providing new opportunities to encourage a switch from road to rail freight movements would remove
HGVs from the road network and their associated tail-pipe and carbon emissions, particularly beneficial in
terms of a reduction in particulate matter and the impact this can have on human health
Any reduction in car traffic would reduce associated road accidents. This may be more pertinent on the
A90(N) where the percentage of fatal accidents is much higher than on the other corridors

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

Zero road
fatalities

ttps://www.nestrans.org.uk/wp-content/uploads/2017/11/FPASTS-1plus-Ellon-Rail-Study_Summary_Final.pdf

122

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Economy

Key Appraisal Points
•

•

•
•
•
•
•
Integration

•

There is likely to be a reduction in journey time into the centre of Aberdeen by rail when compared to road
at peak times. For those travelling from the north of Aberdeen, a new rail line has been estimated as
having the potential to reduce journey times to Aberdeen when compared to road in the future (2023) in
the morning period by between 2 - 4 minutes from Ellon, between 6 - 20 minutes from Peterhead and
between 15 – 21 minutes from Fraserburgh (dependent on the rail route alignment)13
It should be noted however that reduced travel time would only benefit those within catchment of a railway
station and whose employment was also located relatively close to a station at their destination (as if an
additional journey by bus was required at either origin or destination the overall trip journey time reduction
would be eroded)
Improved regional connectivity may improve the business perception of an area and encourage inward
investment
Improved regional connectivity may help unlock latent development potential
Increased and more direct access to the rail network would widen access to the labour market for
business located in the communities now served by rail and also Aberdeen city centre. This could
increase productivity and increase business efficiency
A direct rail link to the airport would support the accessibility of the airport, present a better impression
and gateway to the city, with the associated business and tourist potential. There would likely be only a
modest impact on competition between airports
A direct rail link to the new harbour at Nigg Bay could help facilitate the development of the Cruise
Aberdeenshire Project, providing an attractive entrance to the city from the new harbour

STAG
Score

RTS
RTS
Principles Score
Improved
journey
efficiencies

The new rail lines would allow for integration between arriving and departing train and onward bus
services at Union Square in Aberdeen

13

https://www.nestrans.org.uk/wp-content/uploads/2017/02/77919_Fraserburgh_Peterhead_to_Aberdeen-_Strategic_Transport_Study__Part_1_Appraisal_Report_Revised_V2.pdf
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Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Key Appraisal Points
•
•
•

Accessibility &
Social Inclusion

14
15

STAG
Score

RTS
RTS
Principles Score

A rail line to the airport would help integrate air travel with onward travel by rail from Aberdeen
A direct rail link to the new harbour at Nigg Bay could help facilitate the transfer of freight onto the rail
network (as opposed to the road network) for onward travel
Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes

Community Accessibility
• New stations would improve public transport network coverage, particularly for those residents within a
walk-in catchment of the new station
• A switch in passengers from existing bus service to rail may mean a reduction in bus services along the
road corridors to the south and north-west of Aberdeen if services become no longer commercially viable.
This would impact on smaller communities for who were served by bus but for whom the rail network is
still not accessible
• A direct rail link to the airport (as an origin airport) is likely to only have a marginal impact on its
accessibility. Aberdeen has a relatively low absolute volume with a relatively high proportion of domestic
use, and also a relative high percentage of business trips. This is confirmed by the figures in the Civil
Aviation Authority (CAA) data which confirm low percentages of foreign leisure trips, relative to domestic
based travel14,15 at Aberdeen Airport. These factors mitigate against a high volume public transport
demand into the city centre
• Many outbound business early morning trips from the airport, and subsequent return legs in the evening,
typically originate from a 10km radius of the airport from residential areas surrounding the centre of
Aberdeen / accessible towns in Aberdeenshire. These trips, which make up a significant proportion of

Access for
All

https://www.caa.co.uk/Data-and-analysis/UK-aviation-market/Consumer-research/Departing-passenger-survey/2018-Passenger-survey-report/
https://www.caa.co.uk/uploadedFiles/CAA/Content/Standard_Content/Data_and_analysis/Datasets/Passenger_survey/T02_2018.pdf

124

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

passenger traffic at Aberdeen Airport, would not transfer readily to an airport to city centre public transport
service
Comparative Accessibility
• The walk-in catchment area of the new station would see the greatest benefit. The socio-economic
characteristics of this area would determine the impact on comparative accessibility
• There is likely to be an increase in access to opportunities and public services for those without access to
a car
• Increase access to Aberdeen and further afield would help reduce feeling of social isolation in the
communities served by the new station(s)
• The potential to travel by rail rather than car may ‘free-up’ the car for that household to be used by
another member of the household allowing additional opportunities for travel for work or social purposes
• ‘Forced’ car ownership would be reduced for those communities with new walk-in access to the rail
network
Implementability
Feasibility

Key Appraisal Points
•

The Fraserburgh and Peterhead to Aberdeen Strategic Transport Study concluded that implementing a rail
line to Ellon would be feasible assuming re-modelling of Dyce station to provide a new junction, a single
platform at Newmachar and a single platform at Ellon

•

The Aberdeen North West Stations Review concluded that the potential for an Aberdeen Airport rail
connection based on land safeguarded through development in the area associated with the new TECA
development was unfeasible and would require significant land take from a newly constructed industrial

Score
xx
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Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

estate. Access to the new TECA site from the existing Aberdeen to Dyce railway was considered more
appropriate16

Affordability

16
17

•

Options to provide a new rail line between Aberdeen and Aboyne / Banchory and to the Harbour would
require a feasibility study to ascertain the viability of any potential route

•

There are significant issues with feasibility around a new rail link to the new Aberdeen South Harbour given
the amount of space required, access requirements and gradients

•

For all new routes, there are capacity issues in accommodating additional routes and trains at Aberdeen
station

•

The Fraserburgh and Peterhead to Aberdeen Strategic Transport Study13 estimated the capital cost of
constructing a rail line between Aberdeen and Fraserburgh (via Peterhead and Aberdeen) as between
£530million and £1.1billion. This was based on a capital cost per kilometre (as taken from the Border Rail
High Cost
Scheme and the Airdrie – Bathgate rail schemes) of between £6.125million per km and £12.5million per
km. Operating costs were estimated at £4.2million. The figures were revised when the study was taken
Scalable dependent on the
forward further, when a cost of between £273milion - £381million (including 66% optimism bias) was
number of new stations
estimated as the capital cost of implementing a rail line to Ellon only17. The associated cost benefit analysis
being considered
suggested that overall costs would outweigh the benefits and operating subsidies would be required form
the opening year with subsidy levels ranging from £1.7milion to £4.2million (2017 prices) by 2031. It was
concluded that the scheme would provide ‘poor value for money’

https://www.nestrans.org.uk/wp-content/uploads/2019/06/2019_06_04_FPASTS-Extra-Aberdeen-NW-Stations-Review_Consolidated-Report_Final.pdf
https://www.nestrans.org.uk/wp-content/uploads/2017/11/FPASTS-1plus-Ellon-Rail-Study_Summary_Final.pdf
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Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Key Appraisal Points
•

STAG
Score

RTS
RTS
Principles Score

Cost-benefit analysis would be required to establish the economic merits of the other potential schemes.
Given that Peterhead and Fraserburgh are some of the larger towns in Aberdeenshire and a new rail line
serving these communities has been shown to be ‘poor value for money’, it could be suggested that a rail
line to the west of Aberdeen serving smaller communities such as Aboyne and Ballater would be highly
unlikely to be economically viable

Public Acceptability Likely to be accepted by the public, especially in those communities where new rail provision is established with
these communities benefitting from increased mode choice and likely reduced journey times to Aberdeen. There
may be some concern among bus users in more rural communities not served by rail if existing bus services are
reduced as a consequence of lost demand to rail
There may be strong opposition from current commuter and leisure active travel users of the Deeside Line and
Formartine & Buchan Way if these routes were to be re-established as rail lines, unless suitable off-road alternatives
could be implemented. In addition, given the high capital costs involved, there may be some debate locally whether
new heavy rail is the most efficient use of that investment
Supporting / Complementary Options
N/A
Recommendation
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Option No.

8

Description:

New railway lines and associated stations (Airport / TECA, Ellon / Peterhead, Banchory / Aboyne, Aberdeen South Harbour etc.)
Rail connection to existing (and new) freight hubs

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

It is unlikely that railway line re-openings can be justified under existing Treasury criteria and transport appraisal criteria in the medium-term but alignments should
be protected in case there are substantial changes in appraisal guidance in the future. This option is therefore considered a long-term prospect and no next steps are
defined at this stage
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7.7

Option 9: Strategic Public Transport Corridor Scheme

7.7.1

Option 9 considers new bus priority / public transport priority schemes, including new
infrastructure on the key radials into Aberdeen. Options for ‘mass transit’ in the key corridors
can be thought of in a series on incremental steps including:
Improved and new bus priority on key radials;
New Bus Rapid Transit schemes;
Tram;
Tram-Train; and
Light Rail.

7.7.2

Many of the key radial routes into Aberdeen have some level of bus lane provision but this can
be ad-hoc, one directional and not continuous.

7.7.3

This option refers to schemes which potentially provide a real step change in public transport
provision providing high-quality, efficient mass transport schemes. Such schemes can vary from
bus rapid transit schemes including guided busways to tram and light rail schemes. Appendix
O explores the types of schemes under consideration and the relative merits, advantages and
disadvantages of each with a number of UK wide case studies considered. Overall though the
purpose is to provide high volume, higher quality services which provide a step-change
compared to a conventional bus service.

7.7.4

A summary of the key advantages and disadvantages of the various schemes is provided in
Table 7:6.
Table 7:6: Strategic Public Transport Schemes – Comparison of Scheme Types

Scheme Type
Bus Lane Priority

Advantages
•
•
•

Bus Rapid Transit

•
•

•
•
•

Disadvantages

Increased bus service
reliability
Improved journey time
over usual bus travel
Encourages the use of
public transport

•

Move quickly through
cities, avoiding traffic
Shorter travel times due to
junction priority and short
stopping times (preboarding ticketing
arrangements and highvolume entries / exits)
Lower infrastructure costs
than comparable railbased modes of transport
Flexible in design and
operation
Improved journey times

•

•
•

•
•

Bus routes can be easily
removed or diverted – no
sense of permanence
Buses are still perceived
as unattractive by some
Buses can still be delayed
in congestion
Still require significant
spending on infrastructure
including segregated lanes
and redesigning junctions
Motorists mistakenly
driving onto any bus only
guided track
Fewer stops than regular
buses
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Scheme Type

Advantages
•
•
•
•

Tram, on-street
and bespoke offstreet operation

•
•
•
•
•
•
•

Tram-trains,
running on heavy
rail and on-street

•

•
•

Disadvantages

Ability to implement active
travel paths alongside BRT
Improved environmental
profile due to high
efficiency
Encourage mode switch
and reduce congestion
Higher vehicle quality and
passenger experience than
regular bus travel –
countering the ‘image’
issues of bus
Cheaper solution than
underground options
Direct routes
Fast and reliable
Covers a large area
Trams can be seen as a
tourist attraction in a way
that buses are not
Increased house prices
and land value along route
Reduce congestion

•
•

Vehicles can travel on train
and tram tracks potentially
connecting suburbs and
cities in a more efficient
way
Reduces the number of
interchanges
Improved journey times

•
•

•
•

•
•
•

Light Rail,
exclusively offstreet operation

7.7.5

•
•
•
•

Reduce congestion
Environmentally friendly
High quality vehicles
Increased house prices

•
•

High capital cost
Bound to tracks and
therefore if the tracks are
blocked the trams cannot
operate
They are permanent and
therefore the route cannot
be altered
When operated in mixed
traffic trams are delayed by
other vehicles causing
disruption
High capital cost
Bound to tracks and
therefore if the tracks are
blocked the trams cannot
operate
They are permanent and
therefore the route cannot
be altered
Train and tram timetables
have to be in sync
Operators and drivers
must be able to drive both
vehicles
Higher capital cost than
bus options
Permanent and therefore
the route cannot be altered

While no detailed feasibility or scoping work has been undertaken, at present two specific
‘routes’ (serving four corridors) are considered worthy of consideration for a major public
transport scheme, due to employment / population levels and also current public transport
intensity:
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Craibstone Park & Ride /Airport/TECA via City Centre to new Park & Ride site at Portlethen,
comprising the A96 and A956/A92(S) corridors; and
Westhill/Kingswells via Union Street to Bridge of Don, comprising the A944/B9199 and
A92/A956(N) corridors.
7.7.6

Both schemes would connect major employment and residential centres while connecting with
the city centre. Each leg would be anchored by a current or planned park and ride site and all
would converge at a high-quality city centre interchange. Average public transport speeds
would be expected to increase significantly, addressing the ‘shortfalls’ identified previously.

7.7.7

In addition to these radial routes, the analysis here notes the large number of people and jobs
along the A92 (Anderson Drive) corridor. Consideration could also be given to potentially redesignating road space between the Bridge of Don and the Bridge of Dee / Altens / Aberdeen
South Harbour to provide a further high-quality connection, providing direct orbital connectivity
and also quality interchange with the radial routes. Such a network would create a ‘mass-transit’
system as shown schematically in Figure 7:6.

Figure 7:6: Option 9 Schematic
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7.7.8

This ‘mass-transit’ option would therefore be aimed at the highest volume corridors, with the
intention of having a material impact on mode share and steering the local economic geography.
The only other major corridor omitted from the above proposal is the A93. Although substantial
in its own right, it has a more limited hinterland and therefore this corridor may be best served
by conventional bus and bus priority.

7.7.9

It is stressed that these are provisional basic concepts of how mass transit could look in
Aberdeen. Further STAG based analysis and business case work would be required to develop
these proposals.
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Figure 7:7: Logic Mapping: Option 9

133

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Table 7:7: Option 9: Appraisal Table

Option No.

9

Description:

Strategic Public Transport Corridor Scheme(s)

Criteria

Key Appraisal Points

Environment

•
•
•
•
•

People switching to use public transport from the car would result in reduced car traffic kilometres, and
reduced related carbon emissions and air pollutants
A tram scheme would generate no ‘tail-pipe’ emissions at point of use and any new bus scheme would
utilise modern vehicles meeting the latest emissions standards, or indeed hydrogen / electric technology
There may be a reduction in those travelling by active travel with an associated reduction in active travel
related health benefits
People switching from the car to public transport would gain health benefits from the need to walk to and
from the appropriate stops
Offline construction would likely have environmental implications although these would be short-term in
terms of construction noise and local air quality

Safety

•

People switching to use public transport from the car would result in reduced traffic on the roads and
associated reduced road fatalities

Economy

•
•
•

Reduction in public transport journey times with fast, frequent and reliable journey times
Improved punctuality of public transport
Widened access to labour market with connections between communities and key employment areas –
for the two schemes noted above:
o A link operating between Craibstone Park & Ride / Airport /TECA via City Centre to new Park &
Ride site at Portlethen would connect the key employment sites at Dyce, City Centre and
Altens/Cove with many residential areas on the route
o A link operating between Westhill and Bridge of Don would connect the key employment sites at
Westhill (Arnhall), Kingswells (Prime 4), City Centre and Bridge of Don with many residential
areas on the route including the cluster of healthcare facilities around the Aberdeen Royal
Infirmary and Aberdeen University

STAG
Score

RTS
Principles
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split
Zero road
fatalities
Improved
journey
efficiencies

134

RTS
Score

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Option No.

9

Description:

Strategic Public Transport Corridor Scheme(s)

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

A link connecting the two routes operating on the A92 between Bridge of Don and the Bridge of
Dee / Altens / Aberdeen South Harbour would allow for orbital movements connecting many
residential areas with key employment along the route as well as Robert Gordon University and
the cluster of healthcare facilities around the Aberdeen Royal Infirmary.
Permanence of tram / train schemes would positively build business confidence impacting on the local
economic geography and providing a focus for development plans
Improved gateway to the city for those arriving at the airport
Any reduction in journey times to general road users through a reduction in road space would reduce TEE
benefits
o

•
•
•
Integration

•

•
•

Integration with existing Park and Ride sites leading to increased use of the sites– currently there is
available capacity at Craibstone, Kingswells and the Bridge of Don. A high-quality public transport
scheme would help unlock the investment already made in these existing Park & Ride sites
Supports housing and commercial land development along the proposed routes
Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes
Supports the National Transport Strategy (NTS2) Sustainable Travel Hierarchy
Aligns with the Roads Hierarchy Principles and supports the City Centre Masterplan

•
•
•
•
•

Greater number of direct connections removing the need for interchange between services
Higher quality more comfortable and accessible vehicle
Increased mode choice for those with access to a car but don’t want to use it
Increased access to public services and opportunities for those without access to a car
Permanence of tram / train schemes would positively build community confidence

•
•

Accessibility &
Social Inclusion

Implementability

Key Appraisal Points

Access for
All

Score
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Option No.

9

Description:

Strategic Public Transport Corridor Scheme(s)

Criteria

Key Appraisal Points

Feasibility

The scope of feasibility issues would depend on whether bus-based, tram, tram-train or light-rail options are
pursued, with technical feasibility issues becoming more significant with each increment

STAG
Score

RTS
Principles

RTS
Score

The opening of the APWR has removed traffic from the A92 (North Anderson Drive) and from the major arterial
routes into the city centre. There is therefore potentially scope for road space on these routes to be re-designated
to provide for bus or tram operation. Tram-train options would require liaison with Network Rail to establish the
feasibility of these operations in the local context
There would be range of feasibility issues surrounding how any new mass-transit service would be operated from
a contractual / operators’ perspective
Affordability

High level estimates of the cost of implementing the different types of scheme are provided in Appendix L.3. these
estimates are based on the costs of similar schemes throughout the UK. The costs assume an approximate distance
for the scheme of:
•

20km for the link between Craibstone and Portlethen

•

16km for the link between Westhill and the Bridge of Don

•

16km for the link between new Aberdeen South Harbour / Altens area and the Bridge of Don

High Cost
Will depend on the type
and scale of the scheme to
be implemented

Bus Rapid Transit (Belfast Glider style scheme)
A bus rapid transit scheme (such as the Glider Scheme operating in Belfast) would be cheaper to implement than
a tram or light rail scheme. The cost for the 3 links is estimated as:
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Option No.

9

Description:

Strategic Public Transport Corridor Scheme(s)

Criteria

Key Appraisal Points
•

Craibstone and Portlethen: £80 - £95million

•

Westhill and the Bridge of Don: £64 - £76million

•

Aberdeen South Harbour / Altens area and the Bridge of Don: £64 - £76million

STAG
Score

RTS
Principles

Tram
The cost for the 3 links is estimated as:
•

Craibstone and Portlethen: £230 - £1190million

•

Westhill and the Bridge of Don: £184 - £950 million

•

Aberdeen South Harbour / Altens area and the Bridge of Don: £184 - £950 million

The large cost range stems from the costs for the Edinburgh Tram being much greater per km than that for the
Nottingham Tram.
Light Rail
The DfT provides costs for the construction of tramway information within the 2011 publication, ‘Green Light for
Light Rail’18 which documents capital costs of eight phased tramways in England and notes the average cost per
km to be £12.2 million.

18

DfT Green Light for Rail, 2011
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Option No.

9

Description:

Strategic Public Transport Corridor Scheme(s)

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

RTS
Score

The cost for the 3 links is estimated as:
•

Craibstone and Portlethen: £245million

•

Westhill and the Bridge of Don: £195million

•

Aberdeen South Harbour / Altens area and the Bridge of Don: £195million

Public Acceptability A high quality, reliable scheme is likely to be welcomed by the public, particularly given the current Climate
Emergency. However, the reallocation of road space may be considered unacceptable by motorists if additional
delay is experienced by general traffic. However, delays to general traffic is likely to result in drivers considering the
public transport scheme a better option which could ultimately lead to greater patronage and overall success in the
scheme and should not necessarily be seen as a negative.
The public is also unlikely to welcome any short term construction disruption which may impact due to required
construction works.

Supporting / Complementary Options
The success would be measured by increased use of the public transport network for undertaking journeys. While this can be encouraged through the provision of a
high-quality scheme with a quality vehicle fleet, the scheme is more likely to be successful if complementary measures are implemented which may prevent or
discourage people from travelling as they currently do. In particular, Option 24 (Low Emission / Zero Emission Zone), Option 27 (Congestion Charging Zone), and
Option 28 (Parking Demand Management) are all likely to discourage traffic from entering the city centre. Such schemes are therefore likely to make the switch to
public transport options more attractive and successful.
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Option No.

9

Description:

Strategic Public Transport Corridor Scheme(s)

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

RTS
Score

Furthermore, there are a number of other options which would support and encourage ease of use of a new high-quality, high volume public transport network. These
include Option 11 (Portlethen Park & Ride), Option 12 (Improved Ticketing), Option 13 (Improved marketing and information on public transport services) and Option
14 (Improved Access for all across public transport modes). In turn, these options may be easily to implement if Option 5 (Greater regulatory control) is achieved.
Additionally, a range of ‘feeder’ services could be specified to support the main mass transit routes.
City Centre Masterplan – this option would promote the city centre as a focus of economic and leisure activity.
Recommendation
A mass-transit option, implemented in conjunction with complementary measures has the potential to achieve a step-change in public transport connectivity region
wide and in Aberdeen city more generally.
Nestrans (CRD funded) to undertake a STAG-based study of Bus Rapid Transit and other mass transit options, to serve strategic locations and / corridors across the
Aberdeen travel to work area. This study would allow the most appropriate type /scale of mass transit for Aberdeen to be determined, together with the corridors and
locations to be served, and the infrastructure required to deliver the service. This would in turn provide the Strategic Case for the subsequent Business Case.
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7.8

Option 10: Park & Ride Facility at Portlethen

Figure 7:8: Logic Mapping: Option 10
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Table 7:8: Option 10: Appraisal Table

Option No.

10

Description:

Bus-Based Park & Ride at Portlethen

Criteria

Key Appraisal Points

Environment

•

•

•
•
Safety

•
•

Economy

19

•
•
•

People switching to use public transport from the car would result in reduced car traffic kilometres and
reduced related carbon emissions and air pollutants. Transport Scotland research considered monitoring
data at all Park & Ride sites in Edinburgh19. The data indicated that the 1,200 Park & Ride trips made per
day (at all sites), equated to less than 1% of all trips into the city centre. The impact of these Park & Ride
users on wider modal shift and emissions is therefore small
Additional car trips may be generated by those accessing the Park & Ride who may previously have used
the bus or rail for their entire journey. The Transport Scotland research19 suggested the small number of
additional car trips from drivers travelling to the Park & Ride sites to access more frequent and /or
cheaper buses was is offset by the mileage removed from the network resulting from mode transfer.
Potentially increased ‘Park & Cycle’ activity with related health benefits
People switching from the car to public transport would gain health benefits from the need to walk from
the bus stop in the city centre to their destination
Any net reduction in car kilometres resulting from use of the new P&R site people would lead to reduced
road casualties
Opportunities for freight driver to rest if the Portlethen site also provides for overnight lorry parking - as
noted as an outline allocation in the Aberdeenshire Local Development Plan (2017) and continued in the
Proposed Plan 2021. This would provide safety benefits to HGV drivers and other road users
Improved urban environment in the city centre through reduced traffic
Quicker journey by public transport to the city centre, if served by an express bus
If lorry parking was to be provided as part of the Portlethen Park & Ride site, consideration would be
needed of lorry parking utilisation across all parking sites given an existing site at Altens (3 miles north,
and with current investment by the operator in the facility)

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

Zero road
fatalities

Improved
journey
efficiencies

The Effects of Park and Ride Supply and Pricing on Public Transport Demand, Transport Scotland, 2012 (https://www.transport.gov.scot/media/30102/j253322.pdf)
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Option No.

10

Description:

Bus-Based Park & Ride at Portlethen

Criteria

Key Appraisal Points

Integration

Accessibility &
Social Inclusion

•
•
•
•
•

Provides integration between car and bus travel
Supports housing development to the south of Aberdeen
Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes
Works towards the RTS2040 target of a 50% modal split for sustainable travel
Aligns with the Roads Hierarchy Principles and supports the City Centre Masterplan

•
•

The majority of those benefitting from the scheme are people with access to a car
Greater access to opportunities and public services in Aberdeen

Implementability

Key Appraisal Points

Feasibility

Proposals to build a Park & Ride facility north of Portlethen have been in the pipeline for years with a site considered
north of Portlethen near the Findon interchange

Affordability

The cost to build the facility has been estimated at £13.4 million20. This cost is based on current plans for the facility
with 1000 spaces, a section for bicycles and a 50-seat waiting area.

STAG
Score

RTS
RTS
Principles Score

Access for
All
Score

Medium Cost

Park and Ride sites already exit to the north of the city centre at the Bridge of Don (and further north at Ellon), to
the north-west at Craibstone (adjacent to the A96) and at Kingswells (adjacent to the A944). A site at Portlethen
would provide a complementary site for access from the south of the city. However, use of the sites has been low
and generally declining (with the exception of Ellon), with only 9% average capacity used at the Bridge of Don site
in 2018, and less than 1% capacity used at the Craibstone site.

20

https://www.eveningexpress.co.uk/fp/news/local/north-east-council-urged-to-spend-funds-on-new-park-and-ride/
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Option No.

10

Description:

Bus-Based Park & Ride at Portlethen

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

In order to justify the cost of the new Park & Ride site, suitable measures would need to be provided to ensure its
success, with good utilisation and a guarantee that overall the scheme was value for money.
Public Acceptability It is likely the scheme would be welcomed by the public, particularly those living in Portlethen and in other
communities south of the proposed Park and Ride site. However, given the poor use of existing sites, the public
may see the scheme as very poor value for money unless measures can be put in place to ensure its success with
a well-served site offering a range of destinations.
Those living close to the proposed site may object due to the anticipated increased noise pollution and the impact
on the landscape.
Supporting / Complementary Options
Given the poor use of the existing Park & Ride sites in the city, the success of the option (and the existing Park & Ride sites) relies on increased use of the public
transport network for undertaking journeys. While this can be encouraged through the provision of a ‘network’ of Park & Ride sites offering connection to the city
centre and key employment areas, Park & Ride is more likely to be successful if complementary measures are implemented which may prevent or discourage people
from travelling as they currently do. In particular, Option 24 (Low Emission / Zero Emission Zone), Option 27 (Congestion Charging Zone) and Option 28 (Parking
Demand Management) are all likely to discourage (or in the case of Option 27, prevent) traffic from entering the city centre. Such schemes are therefore likely to
make the switch to public transport options more attractive and successful.
Furthermore, there are a number of other options which would support and encourage ease of use of public transport. These include, Option 12 (Improved Ticketing),
Option 13 (Improved marketing and information on public transport services) and Option 14 (Improved Access for all across public transport modes). In turn, these
options may be easily to implement if Option 5 (Improve bus services and network) is achieved.

143

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Option No.

10

Description:

Bus-Based Park & Ride at Portlethen

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Recommendation
Park & Ride sites and smaller mini interchange hubs to be further considered within the framework of corridor studies and rural accessibility analysis.
This should include undertaking a Business Case to fully explore the benefits and costs of the Park & Ride site at Portlethen, building on lessons learned from other
P&R sites around Aberdeen, and defining the market for this new facility as distinct from the current rail based Park & Ride in Portlethen. This should include
exploration of how a new site at Portlethen and existing Park & Ride sites around the city can all be managed to create a successful public transport offering as an
alternative to the private car as part of an overall package. Consideration must be taken of the proximity of the site to the strategic road network, the availability of
parking throughout the day, suitable bus frequency (with bus departures every 10 minutes), competitive journey times, competitive fares that are attractive versus
parking in the urban centre and the length of the operating day. Care should also be made to include adequate provision for other sustainable modes i.e. cycle for
Park & Cycle trips. The Business Case should also explore the potential for a lorry parking / rest area as per existing allocations in the Aberdeenshire Local
Development Plan.
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7.9

Option 11: Improved Transport Hub

7.9.1

Option 11 considers improvements to links and the accessibility between Aberdeen Railway the
adjacent bus Station and the ferry terminal to create a single navigable 'hub', easily accessible
by active travel modes.

7.9.2

While the bus and rail stations are currently adjacent to each other, reachable through the Union
Square shopping centre, the route to the ferry terminal by foot or bike is not easy to navigate
and involves crossing the busy A956 (Market Street) and a walk or ride along Commercial
Quay.

Figure 7:9: Logic Mapping: Option 11
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Table 7:9: Option 11: Appraisal Table

Option No.

11

Description:

Improved Transport Hub

Criteria

Key Appraisal Points

Environment

•
•

Limited environmental impact
Improved journey ambience for those accessing the terminal by foot or bike would generate wellbeing
benefits

Safety

•

A more easily navigable accessible route would improve the safety of non-car based connections to the
ferry terminal

Economy

•
•

No significant impact on the economy
An improved ‘gateway’ to the terminal would create a better impression for tourists

Integration

•

Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes – however the impact is likely to be
minor
Improved pedestrian transport integration

•

STAG
Score

RTS
Principles

RTS
Score

-

Reduce
carbon
emissions

-

Safe levels
of local
pollutants

-

50:50
mode split

-

Zero road
fatalities
-

Improved
journey
efficiencies
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Option No.

11

Description:

Improved Transport Hub

Criteria

Key Appraisal Points

Accessibility &
Social Inclusion

•

STAG
Score

Access for
All

Improved accessibility would benefit those accessing the harbour by foot or by bike. Over 60% of
passengers arriving into the port on ferry services from Orkney and Shetland have arrived as foot
passengers21

Implementability

RTS
Principles

Score

Feasibility

Potential schemes would need to be investigated. It may not be feasible to take away road space to provide for
improved and widened active travel access given the need for large commercial vehicles to access the harbour and
the swept paths required for safe vehicle movement.

Affordability

An approximate public realm cost of £104/m2 has been assumed (based on the average rate for installation of
imitation yorkstone slab paving in SPONS 2019 p.139). Assuming an approximate distance of around 500m with a
width of 5m, this equates to an estimated cost of around £0.25million. This does not however allow for additional
engineering works that may be required to accommodate a new /improved route.

Low Cost

Public Acceptability The scheme is likely to be accepted by the public, and especially welcomed by those using the ferry terminal, if a
safer route to the harbour is secured.
Supporting / Complementary Options
Any associated project which leads to improved air quality in the Market Street area would benefit those travelling on foot between the two terminals.

21

Northern Islands Ferry Services STAG Study, Transport Scotland, 2018.
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Option No.

11

Description:

Improved Transport Hub

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

RTS
Score

Recommendation
Nestrans to support the work of Aberdeen City Council in the implementation of the City Centre Masterplan including investigating the potential for improved
accessibility between the rail / bus station and the harbour.
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7.10

Option 12: Improved Integrated Ticketing

7.10.1 Improved integrated ticketing is closely linked to Option 5 as the Transport (Scotland) Act 2019
measures largely represent an updating of ticketing legislation to take account of technological
developments and to widen the potential scope of schemes. Both measures offer the
opportunity to enhance the effectiveness of ticketing schemes.
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Figure 7:10: Logic Mapping: Option 12
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Table 7:10: Option 12: Appraisal Table

Option No.

12

Description:

Improved Integrated Ticketing

Criteria

Key Appraisal Points

Environment

•
•

STAG
Score

RTS
Principles

RTS
Score

Reduce
carbon
emissions

Cheaper overall fares for public transport could lead to more people switching to public transport from the
car, with an associated reduction in tail-pipe emissions and subsequent improved air quality
May encourage people to make short bus trips at the expense of walking or cycling with associated health
impacts

Safe levels
of local
pollutants
50:50
mode split
Safety

•

A switch form car to sustainable travel would reduce road accidents, although this is anticipated to be
minor

-

Zero road
fatalities

-

Economy

•

Integrated ticketing could lead to cheaper overall fares for public transport with an increase in disposable
income
Minor decongestion benefits through any mode shift away from the car
Greater passenger convenience will likely lead to increased trip making with associated benefits
Revenue impact on operators would have to be determined – this may affect commercial viability of
routes

-

Improved
journey
efficiencies

-

•
•
•
Integration

•

Sustainable travel options integrate well with the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes – the impact is likely to be greater
when implemented alongside a range of supporting and complementary measures as discussed below
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Option No.

12

Description:

Improved Integrated Ticketing

Criteria

Key Appraisal Points

Accessibility &
Social Inclusion

•

Could provide for better bus and rail ticketing integration, and better bus to bus ticketing integration
across bus operators

•
•

Lower fares (if achieved) could provide greater opportunities for those on lower incomes
Technology may allow targeted assistance to key groups to tackle inequality, e.g. free or cheap travel for
apprentices, or those on minimum / living wage

Implementability
Feasibility

STAG
Score

RTS
Principles

-

Access for
All

RTS
Score

Score
The Transport (Scotland) Act 2019 measures provide scope to widen ticketing schemes making implementation
more feasible.
Any feasibility issues are likely to be associated with gaining the agreement of commercial operators.

Affordability

The cost will depend on the scope of the scheme and number of operators / modes to be involved.

Medium Cost

Public Acceptability The scheme is likely to be accepted by the public especially if the scheme would mean cheaper fares and ease of
travel between services, operators and modes.
Supporting / Complementary Options
The Transport (Scotland) Act 2019 and Option 5 (Improve bus services and network) make improvement to integrated ticketing easier to implement.
This option should be seen as part of a suite of transport options seeking to improve travel by sustainable modes, including Option 5, Option 9 (Strategic Public
Transport Schemes), Option 14 (Improved marketing and information on public transport services) and Option 15 (Improved Access for all across public transport
modes).
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Option No.

12

Description:

Improved Integrated Ticketing

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

RTS
Score

Like the active travel options, the success of the option is likely to be greater if implemented alongside other measures which may prevent or discourage people from
travelling as they currently do. In particular, Option 24 (Low Emission / Zero Emission Zone), Option 27 (Congestion Charging Zone), and Option 28 (Parking Demand
Management) are all likely to discourage (or in the case of Option 27, prevent) traffic from entering the city centre. Such schemes are therefore likely to make the
switch to public transport options more attractive and successful.
Recommendation
Working in partnership with the North East of Scotland Bus Alliance, Nestrans to investigate the types of improved and smart integrated ticketing schemes that could
be implemented region-wide, and coordinate with national schemes. This should include consideration of how this could be delivered given the new powers under
the Transport (Scotland) Act 2019 and through the creation of BSIPs (under Option 5).
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7.11

Option 13: Improved marketing and information about Public Transport
services

7.11.1 Improved public transport marketing and information is closely linked to Option 5 and greater
regulatory control of the bus network. One aspect of the Transport (Scotland) Act 2019 changes
the power of local transport authorities to enter into partnerships with local bus operators by
replacing Quality Partnership Schemes (QPSs) with Bus Services Improvement Partnerships
(BSIPs). The scope of a BSIP is much wider than in Quality Bus Partnerships and can specify
the provision of information to the public.

Figure 7:11: Logic Mapping: Option 13
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Table 7:11: Option 13: Appraisal Table

Option No.

13

Description:

Improved marketing and information about Public Transport services

Criteria

Key Appraisal Points

Environment

•
•

STAG
Score

RTS
Principles

RTS
Score

Reduce
carbon
emissions

Increased and more readily available public transport information and a greater awareness of public
transport and its benefits through marketing could lead to more people switching to public transport from
the car, with an associated reduction in tail-pipe emissions and subsequent improved air quality
Risk of people switching from walking and cycling with subsequent health impacts

Safe levels
of local
pollutants
50:50
mode split
Safety

•

A switch from car to sustainable travel would reduce road accidents, although this is anticipated to be
minor

-

Zero road
fatalities

-

Economy

•
•

Minor decongestion benefits through any mode switch away from the car
People may take up job opportunities which they were unaware they could access improving labour
market efficiency

-

Improved
journey
efficiencies

-

Integration

•

Sustainable travel promotion integrates well with the Scottish Government’s Climate Change Bill and
regional policy on providing for modal shift to greener more sustainable modes – the impact is likely to be
greater when implemented alongside a range of supporting and complementary measures as discussed
below
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Option No.

13

Description:

Improved marketing and information about Public Transport services

Criteria

Key Appraisal Points

Accessibility &
Social Inclusion

•

Limited impact, but some groups may benefit from being made aware of journeys, and hence social,
training, educational or employment opportunities that they were previously unaware of

Implementability

STAG
Score

RTS
Principles

-

Access for
All

RTS
Score

Score

Feasibility

As noted above, the Transport (Scotland) Act 2019 changes the power of local transport authorities to enter into
partnerships with local bus operators by replacing Quality Partnership Schemes (QPSs) with Bus Services
Improvement Partnerships (BSIPs). The scope of a BSIP is much wider than in Quality Bus Partnerships and can
specify the provision of information to the public. Therefore, the Act makes it easier for local authorities to ensure
good provision of information about services.

Affordability

Relatively low-cost measure but requires ongoing commitment to maintain up to date information

Low Cost

Public Acceptability Improved information availability is likely to be accepted by the public.
Supporting / Complementary Options
The Transport (Scotland) Act 2019 and Option 5 (Greater regulatory control of the bus network) make improvement to information provision by operators easier to
stipulate by local authorities.
This option should be seen as part of a suite of transport options seeking to improve travel by sustainable modes, including Option 5, Option 9 (Strategic Public
Transport Schemes), Option 13 (Improved interacted ticketing) and Option 15 (Improved Access for all across public transport modes).
Like the active travel options, the success of the option is likely to be greater if implemented alongside other measures which may prevent or discourage people from
behaving as they currently do. In particular, Option 24 (Low Emission / Zero Emission Zone), Option 27 (Congestion Charging Zone) and Option 28 (Parking Demand
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Option No.

13

Description:

Improved marketing and information about Public Transport services

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

RTS
Score

Management) are all likely to discourage (or in the case of Option 27, prevent) traffic from entering the city centre. Such schemes are therefore likely to make the
switch to public transport options more attractive and successful.
Recommendation
Building on current marketing of information in relation to public transport provision, investigate types of additional information provision that would have the greatest
positive impact. To be progressed in partnership with bus and rail bodies including the North East of Scotland Bus Alliance and ScotRail as well as the regional
Getabout partnership.
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7.12

Option 14: Access for All across all public transport (including taxi)
modes

7.12.1 Option 14 considers improvements across all modes of transport to improve access for all
transport network users and particularly for those who are mobility impaired. This includes:
At bus stops (including those in rural locations);
At rail stations; and
Improved information provision for people with mobility issues/passes (e.g. Blue Badge
holders).

Figure 7:12: Logic Mapping: Option 14
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Table 7:12: Option 14: Appraisal Table

Option No.

14

Description:

Access for All across all public transport (including taxi) modes

Criteria

Key Appraisal Points

Environment

•

STAG
Score

RTS
Principles

RTS
Score

Reduce
carbon
emissions

A greater number of people travelling independently has the potential to reduce car kilometres if car lifts
are no longer required. This would reduce the associated tail pipe emissions, carbon emissions and
improve air quality

Safe levels
of local
pollutants
50:50
mode split
Safety

•

A switch from car to sustainable travel would reduce road accidents, although this is anticipated to be
minor

-

Zero road
fatalities

-

Economy

•

May have a labour market impact if those excluded from public transport are now able to travel
independently and participate in the labour market

-

Improved
journey
efficiencies

-

Integration

•

More people travelling sustainably supports the Scottish Government’s Climate Change Bill and regional
policy on providing for modal shift to greener more sustainable modes – the impact is likely to be greater
when implemented alongside a range of supporting and complementary measures as discussed below
The option works towards Scottish Government’s aim for a more equal society

•
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Option No.

14

Description:

Access for All across all public transport (including taxi) modes

Criteria

Key Appraisal Points

Accessibility &
Social Inclusion

•

RTS
Principles

RTS
Score

Access for
All

Major impact on reducing inequality of access to opportunities and public services across a range of
disadvantaged groups

Implementability
Feasibility

STAG
Score

Score
Measures to be implemented are likely to be smaller scale measures across a wide area. These measures should
be easy to facilitate and implement.
The Transport (Scotland) Act 2019 will make it easier for local authorities to widen the scope of partnerships with
bus operators to ensure vehicle standards.

Affordability

The cost of the option is highly dependent on the measures to be implemented.

Low Cost

For instance, bus boarder kerb replacements cost £50 per m (based on recent cost estimate data and site clearance
rates from SPONS 2019) so the overall cost would be dependent on the number of kerb improvements to be made.
Public Acceptability Measures to improve access are likely to be welcomed, particularly among disadvantaged groups for whom access
at present is difficult e.g. the blind, those with mobility impairment etc.
Supporting / Complementary Options
This option may be easier to implement if Option 5 (Greater regulatory control) is achieved enabling the local authority to ensure accessibility levels are consistent
and appropriate across the bus network.
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Option No.

14

Description:

Access for All across all public transport (including taxi) modes

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

RTS
Score

Recommendation
Nestrans, in partnership with the Councils and bus and rail bodies including the North East of Scotland Bus Alliance and ScotRail as well as the regional Getabout
partnership, to undertake audit of existing mobility issues across all public transport modes and core urban realm across the region to establish the specific issues.
This should begin with engagement with passenger, disability and equalities groups. The purpose should be to develop a costed and timed action plan to address
barriers to the use of public transport
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7.13

Options 15 – 17: Strategic Trunk Road Improvements

7.13.1 Options 15 to 17 are focused on road improvements on the key strategic trunk routes into
Aberdeen and is focussed on improving journey time reliability and road safety . This includes:
Option 15: A90(N) / A952: Ellon to Peterhead / Fraserburgh. Work considering
improvement to the A90(N) has been undertaken by Nestrans in the last few years with
improvements considered suitable for implementation including:
o

Dualling the Ellon Bypass including the upgrade of roundabouts;

o

Improved junction provision;

o

Consistency of road standard;

o

Provision of sections of 2+1;

o

Toll of Birness junction (to at-grade roundabout);

o

Safety Improvements; and

o

Targeted improvements to the A952.

Option 16: A90(S): Aberdeen to Perth. Improvements to bring the road up to standard
consistency with improvements to junction provision (grade separated junctions,
rationalisation of at-grade junctions, protected right hand turns etc.)
Option 17: A92: Blackdog to Stonehaven (inc. new River Dee bridge). This would include
prioritisation of radial movements in line with the Roads Hierarchy Review.
7.13.2 One focus of the roads options is on improving road safety. The A90(N) corridor suffers from
the highest accident rate of all the main strategic corridors and as such prioritised investment in
options to improve the route’s safety should be considered potentially above other routes.
7.13.3 AWPR traffic flow predictions highlighted the following locations as close to capacity by 2037:
A96 / A92: Dyce Drive / Airport Link Road and Great Northern Road / Anderson Drive
junctions;
A944 / A92: Lang Stracht (A944) / Anderson Drive junction;
A90(S)/A956: Souter Head roundabout and junctions along Wellington Road;
A92: Great Western Road, Queens Road (B9119), Lang Stracht (A944), Haudagain and
Persley Bridge; and
AWPR: School house and Kingswells junction with Fairley Road;
7.13.4 While cognisance must be taken of these locations and the potential requirement for upgrading,
given the Climate Change Emergency, and reflecting the NTS2 sustainable investment
hierarchy, investment should be prioritised in: reducing the need to travel unsustainably;
maintaining and safely operating existing assets; making best use of existing capacity; and
finally targeted infrastructure improvements. This may mitigate against the need to invest in
additional roads infrastructure in the future, although maintaining the existing assets through
appropriate maintenance should be safeguarded.
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Figure 7:13: Logic Mapping: Option 15 - 17
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Table 7:13: Options 15-17: Appraisal Table

Option No.

15 - 17

Description:

Strategic Trunk Road Network Improvements Measures

Criteria

Key Appraisal Points

Environment

•
•
•

More reliable and safer roads may encourage more car trips, dependent on the scale of the scheme(s)
implemented. This could increase car kilometres, associated tail pipe emissions and may lead to an
erosion of the accident benefits of the scheme
Could undermine other policies aimed at encouraging modal shift, although this will be route dependent,
i.e. whether there is a realistic non-car alternative
Construction activity would require appropriate environmental mitigation

Safety

•

Reduced number of accidents and a reduction in the severity of accidents. The A90(N) has the highest
percentage of fatal accidents of all the key routes into Aberdeen (11% compared to around 5% on other
routes). Given this, improvements on this road are likely to be the most beneficial. It is however worth
noting that from 2013 to 2018 there has been a 62% reduction in the number of casualties on roads in
Aberdeen City and a 44% reduction in Aberdeenshire. In 2018, only 1% of accidents in Aberdeen City were
fatal and only 4% in Aberdeenshire

Economy

•
•

Any reduction in journey times would generate TEE benefits
Strengthened connectivity between the economic centres of Aberdeen, Inverness, Dundee, Edinburgh
and Glasgow, promoting greater economic integration and bringing agglomeration benefits
Improved business efficiencies from increased connectivity
A reduction in the number of accidents would improve the reliability of journey times for all road users,
including buses, through a reduction in the number of instances that traffic is delayed, with improved
business efficiency for hauliers

•
•

STAG
Score
-

RTS
RTS
Principles Score
Reduce
carbon
emissions

-

Safe levels
of local
pollutants

-

50:50
mode split

-

Zero road
fatalities

Improved
journey
efficiencies
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Option No.

15 - 17

Description:

Strategic Trunk Road Network Improvements Measures

Criteria

Key Appraisal Points

Integration

•
•
•

Particular benefits to sectors reliant on time sensitive goods such as seafood
Business productivity benefits through reduced travel times, particularly for port traffic
Savings to the public purse from the reduced social-economic cost of accidents
o Loss of output due to injury
o Human cost of casualties
o Damage to vehicle and property
o Police and insurance administration cost

•
•
•

Supports national and local transport policy to make the transport network safer
Supports regional economic strategies
Does not support the availability of sustainable travel options to support the Scottish Government’s
Climate Change Bill and regional policy on providing for modal shift to greener more sustainable modes
Depending on the scheme, may not support elements of the National Transport Strategy (NTS2)
Sustainable Travel Hierarchy in terms of reducing the need to travel unsustainably; maintaining and safely
operating existing assets; or making best use of existing capacity
Does not works towards the RTS2040 target of a 50% modal split for sustainable travel

•
•
Accessibility &
Social Inclusion

•
•
•

Improved access to the ports at Aberdeen, Peterhead and Fraserburgh
Limited impact on community or comparative accessibility although potential for localised accessibility
improvement (e.g. at Ellon)
Benefits only accrued by those with access to a vehicle

STAG
Score

RTS
RTS
Principles Score

-

Access for
All
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Option No.

15 - 17

Description:

Strategic Trunk Road Network Improvements Measures

Criteria

Key Appraisal Points

Implementability
Feasibility

STAG
Score

RTS
RTS
Principles Score

Score
Further work is required to examine the potential for the range of safety schemes that could be implemented and
the most appropriate places for their implementation. The Fraserburgh and Peterhead to Aberdeen Strategic
Transport Study provides details on the potential schemes for the A90(N).
Localised schemes are likely to be more feasible, especially where significant land take is not required.

Affordability

Without detailed work identifying the potential schemes to be implemented it is difficult to provide costs for each
road. For the purposes of this appraisal, costs for various road safety measures are provided in Appendix L but are
not attributed to carriageway lengths.

Medium / High Cost
(dependent on scheme /
route)

The Fraserburgh and Peterhead to Aberdeen Strategic Transport Study STAG 1 Plus Report22 list the costs for a
range of schemes considered in an option package. With construction costs based on all elements normally
encountered for “similar” typical projects. These costs are presented in Appendix L and combine to an overall cost
of approximately £57million if all measures are implemented. (Note however, that these costs do not consider a
range of additional ‘safety measures’).
Public Acceptability Likely to be accepted by the public given the safety and journey time improvement benefits.
Supporting / Complementary Options
None

22

https://www.nestrans.org.uk/wp-content/uploads/2017/11/FPASTS-1plus-Road-Executive-Summary_Final.pdf
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Option No.

15 - 17

Description:

Strategic Trunk Road Network Improvements Measures

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Recommendation
Option 15 (A90(N) / A952: Ellon to Peterhead / Fraserburgh): As Trunk Road, the principal mechanism for delivery of future investment will be via STPR, with due
regard to NTS investment hierarchy. Aberdeenshire Council and Nestrans to continue to develop evidence to augment existing business case and appraisal work,
and support interface with development management processes.
Option 16 (A90(S): Aberdeen to Perth): As Trunk Road, the principal mechanism for delivery of future investment will be via STPR, with due regard to NTS
investment hierarchy.
Option 17 (A92: Blackdog to Stonehaven (inc. new River Dee bridge): As a local road, local authorities to continue to manage the performance of the route and
associated principal radials in line with investment hierarchy. Specific requirement to consider the routes’ function in line with revised Roads Hierarchy, City Centre
Masterplan, associated interventions on A956 Wellington Road/Link to Aberdeen South Harbour, and the performance/function of specific junctions.
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7.14

Options 18 – 21: Regional Road Improvements

7.14.1 Options 18 to 21 are focused on road improvement on the key regional routes connecting and
within Aberdeen and Aberdeenshire and is focussed on improving journey time reliability and
road safety. This includes:
Option 18: A947: Aberdeen to Banff (delivery of the Route Action Plan) including link to
A96
Option 19: A98: Aberdeenshire / Moray boundary to Fraserburgh (delivery of the Route
Action Plan) including the Banff Bridge for no-motorised users
Option 20: A944 / B9119: Aberdeen west to Aberdeenshire boundary with Moray (delivery
of the Route Action Plan)
Option 21: A93: Aberdeen to south of Braemar at the Aberdeenshire boundary with Perth
and Kinross (delivery of the Route Action Plan)
7.14.2 Similar to the trunk road routes, while cognisance must be taken of the potential requirement
for upgrading, given the Climate Change Emergency, and reflecting the NTS2 sustainable
investment hierarchy, investment should be prioritised in: reducing the need to travel
unsustainably; maintaining and safety operating existing assets; making best use of existing
capacity; and finally targeted infrastructure improvements. This may mitigate against the need
to invest in additional roads infrastructure in the future, although maintaining the existing assets
through appropriate maintenance should be safeguarded.
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Figure 7:14: Logic Mapping: Option 18 - 21
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Table 7:14: Options 18-21: Appraisal Table

Option No.

18 - 21

Description:

Regional Road Network Improvement Measures

Criteria

Key Appraisal Points

Environment

•
•
•

Safety

Economy

More reliable and safer roads may encourage more car trips, dependent on the scale of the scheme(s)
implemented. This could increase car kilometres, associated tail pipe emissions and may lead to an
erosion of the accident benefits of the scheme
Could undermine other policies aimed at encouraging modal shift, although this will be route dependent,
i.e. whether there is a realistic non-car alternative
Construction activity would require appropriate environmental mitigation

•

Reduced number of accidents and a reduction in the severity of accidents. The A947 and A98 have the
highest percentage of fatal accidents of all the key regional routes in the region (8% compared to 5% on
the A93 and 2% on the A944). Given this, improvements on these roads are likely to be the most beneficial
in reducing accidents

•

It is worth noting that from 2013 to 2018 there has been a 62% reduction in the number of casualties on
roads in Aberdeen City and a 44% reduction in Aberdeenshire. In 2018, only 1% of accidents in Aberdeen
City were fatal and only 4% in Aberdeenshire

•
•

Any reduction in journey times would generate TEE benefits
A reduction in the number of accidents would improve the reliability of journey times for all road users,
including buses, through a reduction in the number of instances that traffic is delayed, with improved
business efficiency for hauliers
Business productivity benefits through reduced travel times

•

STAG
Score
-

RTS
RTS
Principles Score
Reduce
carbon
emissions

-

Safe levels
of local
pollutants

-

50:50
mode split

-

Zero road
fatalities

Improved
journey
efficiencies
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Option No.

18 - 21

Description:

Regional Road Network Improvement Measures

Criteria

Key Appraisal Points

Integration

•

Savings to the public purse from the reduced social-economic cost of accidents:
o Loss of output due to injury
o Human cost of casualties
o Damage to vehicle and property
o Police and insurance administration cost

•
•

Supports national and local transport policy to make the transport network safer
Does not support the availability of sustainable travel options to support the Scottish Government’s
Climate Change Bill and regional policy on providing for modal shift to greener more sustainable modes
Does not works towards the RTS2040 target of a 50% modal split for sustainable travel

•
Accessibility &
Social Inclusion

•
•

STAG
Score

-

Access for
All

Limited impact on community or comparative accessibility although potential for localised accessibility
improvements
Benefits only accrued by those with access to a vehicle

Implementability

RTS
RTS
Principles Score

-

Score

Feasibility

Localised schemes are likely to be more feasible, especially where significant land take is not required.

Affordability

Without detailed work identifying the potential schemes to be implemented it is difficult to provide costs for each
road.
The existing Route Actions Plans for the roads would need to be developed to consider the measures to be
implemented along all other routes. For the purposes of this appraisal, costs for various road safety measures are
provided in Appendix L but are not attributed to carriageway lengths.

Medium Cost
(dependent on route and
scheme)
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Option No.

18 - 21

Description:

Regional Road Network Improvement Measures

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Public Acceptability Likely to be accepted by the public given the safety and journey time benefits.
Supporting / Complementary Options
None
Recommendation
Option 18 (A947: Aberdeen to Banff) :As a local road, local authorities to undertake further work and risk analysis to examine the most appropriate schemes in line
with investment hierarchy. Includes ongoing development of the A947 Route Action Plan, and Dyce area interventions, into timed and costed Delivery Plans and
including an improved link between the A947 and A96 (dependent upon final agreed alignment for A96 dualling).
Option 19 (A98: Aberdeenshire / Moray boundary to Fraserburgh): As a local road, Aberdeenshire Council to continue to manage the performance of the route in
line with investment hierarchy. Includes options for Banff Bridge.
Option 20 (A944 / B9119: Aberdeen west to Aberdeenshire boundary with Moray): As a local road, local authorities to undertake further work and risk analysis to
examine the most appropriate schemes on this route in line with investment hierarchy. Early consideration required of multi-modal connectivity and route
performance, as well as wider development pressures, between Aberdeen and the Westhill area.
Option 21 (A93: Aberdeen to Braemar to Aberdeenshire boundary with Perthshire): As a local road, local authorities to continue to manage the performance of the
route in line with investment hierarchy.
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7.15

Option 22: Long Term Asset Management strategy

7.15.1 Option 22 considers the development of a long-term asset management strategy, including:
Increased investment in the existing road network;
Review of structure lifecycles;
Addressing weight & height restricted bridges;
Improved adaptability to climate change;
Inclusion of consideration for the maintenance of Active Travel infrastructure.
7.15.2 Aberdeen City Council’s Road Asset Management Plan 3 (2017 – 2020) recognises that the
application of modern asset management practices can enable improved value for money. The
Plan aims to improve how the road asset is managed and to enable the roads service to be
delivered with better value for money.
7.15.3 Aberdeenshire Council’s Corporate Asset Management Plan (2015 – 2030) recognises that the
public road network plays a vital role in the movement of people and foods and is the conduit
for the delivery of basic utility infrastructure - water, sewage, electricity, gas and
telecommunications23. It is estimated that on a replacement cost basis, the value of the
Aberdeenshire Council road network is £5.8billion with a total mileage of around 3,400 miles
and some 1,400 bridges and culverts.
7.15.4 The option seeks to revisit both Asset Management Plans to ensure the resilience of the
transport system and especially to mitigate against the impacts of climate change and reflect
this in updated versions of the plans.
7.15.5 Ensuring effective management of the transport network is increasingly important given the
emerging potential impacts of climate change and additionally the greater need to ensure
appropriate management of the sustainable transport network – bus, rail and active travel.

23

Aberdeenshire Council’s Corporate Asset Management Plan (2015 – 2030), Aberdeenshire Council
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Figure 7:15: Logic Mapping: Option 22
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Table 7:15: Option 22: Appraisal Table

Option No.

22

Description:

Long Term Asset Management Strategy

Criteria

Key Appraisal Points

Environment

•
•

An asset management plan which seeks to ensure well maintained active travel routes and bus routes is
more likely to ensure these modes of transport are well utilised into the future, and that current users do
not switch to less sustainable modes
Reduced potential future traffic emissions (i.e. if active travel routes are not maintained and people switch
to travelling by car)

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions

-

Safe levels
of local
pollutants

-

50:50
mode split
Safety

•

An effective asset management strategy should mitigate against the risk of road traffic accidents, reducing
the potential for accidents in the future

Economy

•

Long term saving to the public purse if maintenance is well managed and undertaken to mitigate against
the risks posed by the changing climate
Improved journey time reliability due to reduced accidents / incidents due to poorly maintained transport
network
Savings to the council if maintenance programme prevent claims being made against the council with
respect to damage to vehicles

•
•
Integration

•
•

Zero road
fatalities
Improved
journey
efficiencies

Supports national and local transport policy to make the transport network safer
Supports the continued availability of sustainable travel options to support the Scottish Government’s
Climate Change Bill and regional policy on providing for modal shift to greener more sustainable modes
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Option No.

22

Description:

Long Term Asset Management Strategy

Criteria

Key Appraisal Points

Accessibility &
Social Inclusion

•

Supports the National Transport Strategy (NTS2) Sustainable Travel Hierarchy to maintain and safely
operate existing assets

•

Limited impact as option seeks to maintain current level of network availability into the future - although
there is a positive impact against the counter-factual of not appropriately maintaining assets

Implementability

STAG
Score

RTS
RTS
Principles Score

Access for
All
Score

Feasibility

Both Councils already adopt a Road Asset Management Strategy. Updating and improving existing strategies to
fully account for the potential impacts of climate change and focus on ensuring the resilience of the sustainable
transport network should not cause any insurmountable engineering feasibility challenges but may be potentially
difficult in terms of budgetary limitations. The challenges of climate change mitigation may require a range of more
innovative measures to be considered.

Affordability

Long term the implementation of an effective Asset Management Strategy should save money. However, in the
shorter term, implementation could be constrained by existing budgetary parameters which may hinder the Plan.
Appropriate prioritisation of the network is likely to be required.

Medium Cost

Public Acceptability Likely to be highly acceptable to the public if the transport system is well maintained and futureproofed against a
range of climate related risks.

Supporting / Complementary Options
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Option No.

22

Description:

Long Term Asset Management Strategy

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

N/A
Recommendation
Local Authorities to revisit the existing asset management and mitigation plans of both councils to consider whether the plans fully consider the management and
maintenance of the road network and structures in light of the changing climate and financial pressures.
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7.16

Option 23: Community road safety measures

7.16.1 This option includes the implementation of 20mph speed limits in residential and neighbourhood
environments, and safety schemes such as traffic calming measures, pedestrian crossings and
school zones.
7.16.2 The potential implementation of 20mph speed limits is discussed in detail in Appendix Q .
7.16.3 Increasing speed significantly increases the chance of being injured in a collision. A 2011 study
looking at pedestrian injury and car speed found that at 20 mph there was a 1.5% chance of
being fatally injured, compared to an 8% chance at 30 mph.24
7.16.4 In December 1990 the Department of Transport issued Circular Roads 4/90 which set out
guidelines for the introduction of 20mph speed limits. At this point in time local authorities had
to apply for consent from the Secretary of State to introduce a 20mph zone.
7.16.5 The initiative was based on experience internationally, which had demonstrated that lower
speed limits could have safety benefits when combined with traffic calming measures to ensure
that vehicles maintained low speeds through the zone.
7.16.6 In January 2015, the Scottish Government published their Good Practice Guide in relation to
the setting of 20mph speed restrictions. It was revised in 2016. The document aims to provide
greater clarity on the options available to local authorities in setting 20mph speed restrictions
throughout Scotland. Whilst encouraging consistency across the country, local authorities have
options to introduce them near schools, in residential areas and in other areas of towns and
cities where there is a significant volume of pedestrian or cyclist activity. It also aims to
encourage local authorities to set 20mph speed restrictions, where appropriate.

24 Rosén, E. et al. (2011) ‘Literature review of pedestrian fatality risk as a function of car impact speed’, Accident
Analysis and Prevention, 43: 25-33.
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Figure 7:16: Logic Mapping: Option 23
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Table 7:16: Option 23: Appraisal Table

Option No.

23

Description:

Community road safety measures: 20mph Zones and other community safety schemes (traffic calming measures, pedestrian
crossings and school zones etc.)

Criteria

Key Appraisal Points

Environment

Safety

•

Creating residential areas where people feel safer on the roads is likely to encourage a greater number of
trips by active travel leading to lower traffic emissions and increased health and wellbeing benefits. In
2018, a research study was carried out to evaluate 20pmh limit programmes, based on 12 case study
schemes in England25. The study found that:
o 69% of residents agreed that the 20mph limits are beneficial for cyclists and pedestrians
o 74% and 77% of non-resident drivers agreed that the 20mph limits are beneficial for cyclists and
pedestrians respectively
o 69% and 89% of existing cyclists (nationwide) agreed that 20mph limits are beneficial for cyclists
and pedestrians respectively

•

Reduced traffic speeds within the 20mph zones and through other traffic calming measures. The Edinburgh
20mh scheme has seen a statistically significant reduction in average speeds of 1.34mph across the 66
speed survey locations where the limit was reduced.

•

Decrease in fatal and serious accidents:
o

25

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split
Zero road
fatalities

Outcomes of one of the first 20mph schemes introduced, in Graz, Austria in 1992, showed a small
reduction in average speeds before and after the limit was introduced, however, there was a
reduction in extreme speeds. Drivers exceeding 31mph dropped from 7.3% to 3%. A year after the
limit was introduced there was a 12% reduction in accidents which resulted in a minor injury and

Atkins, AECOM, Maher, M (2018) ‘20mph research study - process and impact evaluation: headline report’
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Option No.

23

Description:

Community road safety measures: 20mph Zones and other community safety schemes (traffic calming measures, pedestrian
crossings and school zones etc.)

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

24% fewer accidents which resulted in a serious injury. There was also a reduction in pedestrian
accidents
o

A widespread evaluation of 20mph zones in the UK carried out by TRL in 199626, found that injury
accidents were reduced by 60%, and child injury accidents were reduced by 67%. The evaluation
did not find evidence that accidents increased on surrounding roads due to drivers changing their
route

o

From 1994, there was a widespread introduction of 20mph zones in Hull, and by 2003, there were
120 zones covering 500 streets. The casualty statistics between 1994 and 2001 showed a drop of
14% in Hull, compared to a rise of 1.5% in the rest of Yorkshire and Humberside

o

A 2007 review of half of the 20mph zones which had been implemented in London (78 zones) found
that they reduced injury accidents by about 42% and fatal or serious accidents by 53%27

•

Potential for increased speeds of roads outwith the areas with safety measures in place as driver try to
make up for ‘lost’ time

•

Displacement of traffic onto neighbouring streets (not within a 20mph zone / school zone). However, the
findings of the impacts of a the 20mph scheme introduced in Edinburgh found no evidence of displacement
of traffic from 20mph streets to 30mph streets after implementation of the 20mph limit28

26

Webster, D. C. and Mackie, A. M. (1996) Review of traffic calming schemes in 20 mph zones, UK: TRL
Webster, D. and R. Layfield (2007), Review of 20 mph zones in London Boroughs, UK: TRL.
28 https://democracy.edinburgh.gov.uk/documents/s9492/Item%207.3%20-%20Evaluation%20of%2020mph%20with%20appendices.pdf
27
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Option No.

23

Description:

Community road safety measures: 20mph Zones and other community safety schemes (traffic calming measures, pedestrian
crossings and school zones etc.)

Criteria

Key Appraisal Points

Economy

•

•

•

Increased traffic journey times will lead to economic disbenefits in TEE terms. The 2018 research study
mentioned above, based on 12 case study schemes in England29 estimated that journey times have
increased by 3% in residential areas and 5% in city centre areas, based on the observed change in
median speed (from journey speed data). This adds less than half a minute to a two-mile trip and less
than a minute to a five-mile trip
Potential for reduced use of shops and local facilities within the 20mph zone. However, in the research
study noted in the bullet above, very few residents (3%) believed that the new speed limit meant that
people are avoiding the 20-mph areas and are less likely to use local shops and amenities so there is
unlikely to be any significant impact
Savings to the public purse from the reduced economic cost of accidents:
o Loss of output due to injury
o Human cost of casualties
o Damage to vehicle and property
o Police and insurance administration cost

Integration

•

Supports national and local transport policy to make the transport system safer

Accessibility &
Social Inclusion

•

There is a link between socio-economic status and risk of being injured in road traffic accidents (see
Appendix Q.4). Research has found that children from the lowest socioeconomic group in England and
Wales are five times more likely to be injured in accidents than those from the highest. This option would
therefore be likely to benefit those at greatest risk if appropriately targeted

Implementability

29

STAG
Score
-

RTS
RTS
Principles Score
Improved
journey
efficiencies

-

Access for
All

-

Score

Atkins, AECOM, Maher, M (2018) ‘20mph research study - process and impact evaluation: headline report’
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Option No.

23

Description:

Community road safety measures: 20mph Zones and other community safety schemes (traffic calming measures, pedestrian
crossings and school zones etc.)

Criteria

Key Appraisal Points

Feasibility

The scheme could be implemented with little disruption to the road network and without the need for any major
infrastructure other than signage and potentially traffic calming measures in some areas to ensure adherence to the
speed limit.

Affordability

The report recommending implementation of the 20mph network in Edinburgh, approved by Transport and
Environment Committee on 17 March 2015, advised an overall estimated cost of the project over three financial
years (2015-18) to be £2.2m. This comprised £465k from the Transport Capital budget and £675k from Cycling
Walking Safer Streets (CWSS) – a ring fenced funding source provided annually by the Scottish Government. It
was anticipated that a further £1.08m was expected to be available from the Scottish Government’s Community
Links fund, administered by Sustrans, subject to successful annual funding bids30.

STAG
Score

RTS
RTS
Principles Score

Medium Cost

In the three financial years of practical implementation (2015-18) the out-turn cost for the project amounted to
£2.96m. This comprised Construction (£1,957k); Design, Contract and Project Management (£713k);
Communications and Marketing (£230k) and Monitoring (£60k)30.
To end of financial year 2017-18 expenditure from this source was restricted to £393k. The remainder of the funding
was sourced as follows: Community Links (£1.349m); Cycling Walking and Safer Streets (£1.038m), Smarter
Choices Smarter Places (£180k)30.
Public Acceptability The 2018 research study noted above29 examined the level of support for 20mph limits amongst different user
groups through questionnaire surveys. It showed high levels of post implementation support amongst cyclists (81%),
residents (75%), and non-resident drivers (66%); but less support amongst residents in neighbouring 30mph areas.
However, net-support amongst residents increased after the implementation of the schemes, from +58% to +63%.

30

https://democracy.edinburgh.gov.uk/documents/s9492/Item%207.3%20-%20Evaluation%20of%2020mph%20with%20appendices.pdf
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Option No.

23

Description:

Community road safety measures: 20mph Zones and other community safety schemes (traffic calming measures, pedestrian
crossings and school zones etc.)

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Findings form the Edinburgh scheme shows that support for 20mph is increasing but concerns remain regarding
compliance. Before implementation of the speed limits, a total of 58% supported it overall (20% said they strongly
supported it). In the post implementation survey, this had increased to a total of 65% supporting the scheme (with
24% strongly supporting it).
Public acceptability of the scheme is therefore likely to be high.
Supporting / Complementary Options
N/A
Recommendation
Local authorities to further investigate the potential to introduce 20mph zones in all urban environments building on experience from elsewhere. Further consideration
of school zones and other traffic calming measures.
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7.17

Option 24: Low / Zero Emission Zones

7.17.1 Scotland’s National Transport Strategy (NTS2) sets out the Scottish Government’s transport
vision for the next 20 years. With respect to air pollution, the aspiration of NTS2 is that ‘the
people of Scotland will be able to travel in towns and cities without concerns about air quality
affecting their health’.
7.17.2 The Scottish Government’s Programme for Government (PfG) 2018 committed to the
introduction of LEZs into Scotland’s four biggest cities between 2018 and 2020 and into Air
Quality Management Areas by 2023 where National Low Emission Framework appraisals
support this approach. The PfG 2017 commitment to put Scotland’s first LEZ in place by 2018
was met with Glasgow City Council introducing a LEZ (for buses at least) on the 31 December
2018. There has been significant scrutiny of LEZs and air quality in recent years, and this has
resulted in the inclusion of LEZs into the Transport (Scotland) Act 2019 in order to provide the
legislative framework to design, establish, and operate nationally consistent LEZs31. The
Transport (Scotland) Act 2019 section 6(4)(a) provides the powers for the Scottish Ministers to
specify LEZ emission standards for vehicles in Regulations.
7.17.3 Consultation on the Regulations and Guidance for Transport Scotland’s Scotland Low
Emissions Zones is currently ongoing (until 24 February 2020). Under the regulations, a person
may not drive a vehicle on a road within a LEZ unless the vehicle meets the specified emission
standard. Vehicles within an area in which a LEZ applies, which fail to comply with the LEZ
emission standard will be subject to LEZ enforcement measures once the LEZ ‘grace period’
has ended. The Scottish Government intend to bring those Regulations into force in 2020. Under
the legislation, Scottish LEZs will be a road access restriction scheme and not a road user
charging scheme. This means that vehicles that do not meet LEZ Euro emission standards (and
do not meet any LEZ exemptions but are within the scope of the LEZ) are not allowed to drive
within a LEZ, and are subject to a penalty if they are detected by an approved device. It is
envisaged that local authorities will not be able to set different penalty rates for their individual
LEZs. The proposed ‘base level’ penalty charge in the guidance is £60 for cars, taxis, minibuses and light commercial vehicle, £500 for a bus/coach and HGV and £60 for
motorbikes/mopeds and specialist vehicles. An escalating surcharge will apply for repeat
offenders.
7.17.4 The Transport (Scotland) Act 2019 requires two mandatory objectives for LEZ Schemes:
contributing towards meeting the air quality objectives prescribed under section 87(1) of the
Environment Act 1995; and
contributing towards meeting the emission reduction targets set out in Part 1 of the Climate
Change (Scotland) Act 2009.
7.17.5 Low Emission Zones will be introduced into Glasgow, Edinburgh, Aberdeen and Dundee by
2020. Each city committed to introducing LEZs is at a different stage of development. As such,
this option is already in development.
7.17.6 Aberdeen has three Air Quality Management Zones in the City Centre; Anderson Drive; and
Wellington Road. These areas have been identified for projected exceedances in permitted
levels of both Nitrogen Dioxide (NO2) and Particulates (PM10) and Aberdeen City Council has
produced an Air Quality Action Plan for reducing emissions to within European defined
maximum levels in these areas.
7.17.7 Aberdeen City Council were successful in receiving support through Transport Scotland’s LEZ
support fund 2019/20 to continue the process of determining the optimum fit for a LEZ in
31

https://www.transport.gov.scot/media/46548/scotland-s-low-emission-zones-consultation-on-regulations-andguidance.pdf
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Aberdeen. The city’s Air Quality management Area (AQMA) has been identified as the area of
most concern due to the volume of air quality exceedance compared to other regions throughout
Aberdeen. Full public and stakeholder engagement is likely to take place early in 2020.32
7.17.8 It is likely that automatic detection utilising Automatic Number Plate Recognition (ANPR)
cameras linked to a national vehicle licencing database will be used to monitor vehicles entering
a LEZ. Vehicles which do not comply with relevant Euro emission standards will be automatically
detected and subjected to a penalty notice. Scottish Ministers will specify the amount of the
penalty charge in regulations but these have not yet been defined117.
7.17.9 Within London there is an operating Low Emission Zone and an ultra-Low Emissions Zone,
operating to encourage the most polluting heavy diesel vehicles driving within Greater London
to become cleaner whereas the ULEZ operates within the same area as the Congestion Charge
and covers most vehicles including cars and vans. Vehicles within the ULEZ must meet the
emissions standards or their drivers must pay a daily charge, over and above the Congestion
Charge, to drive within the zone. The low emission zone started operating on 4 February 2008
with phased introduction of an increasingly stricter regime until 3 January 2012. The scheme is
administered by the Transport for London executive agency within the Greater London
Authority33. The scheme is a revenue generator in that a charge can be paid to drive within the
ULEZ. In this way, the proposed Scottish legislation differs as there is a blanket ban on for
vehicles not meeting the LEZ vehicle standards. The most successful Scottish LEZ schemes
will not raise any revenue (as all vehicles will comply with the LEZ emission standard.
7.17.10 Appendix P provides greater details on existing LEZ schemes.

32
33

https://www.lowemissionzones.scot/aberdeen-low-emission-zones
https://en.wikipedia.org/wiki/London_low_emission_zone
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Figure 7:17: Logic Mapping: Option 24
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Table 7:17: Option 24: Appraisal Table

Option No.

24

Description:

Low / Zero Emission Zone

Criteria

Key Appraisal Points

Environment

•

•
•
•

Less polluting and likely reduced vehicles in the city centre and an associated reduction in tail-pipe
carbon emissions and air pollution. Preliminary results from the introduction of the London34 Ultra LEZ35
shows:
o 13,500 fewer polluting cars being driven in the zone daily
o 77% of vehicles in the zone now meet the clean emissions standards
o Roadside nitrogen dioxide (NO2) pollution has reduced by 36% in the zone
o After six months, carbon dioxide emissions from road transport in the central zone are 4% (9,800
tonnes) lower than if there was no scheme. When compared to 2016 levels, this equates to an
expected 13 per cent reduction in carbon dioxide emissions if the current compliance rates
continued over the course of 2019
o There was an 89 per cent increase in the proportion of vehicles detected in the central zone that
were compliant from February 2017 (pre-scheme) to September 2019
A potentially negative impact on air quality elsewhere if journeys are redistributed away from the centre.
However, preliminary results from the introduction of the London Ultra LEZ show no increase in pollution
around the ULEZ boundary
There was a reduction in traffic flows in central London in May 2019 and September 2019 of between
three and nine per cent when compared to 2018, indicating the wider benefits of the London ULEZ in
encouraging people to switch to walking, cycling or using public transport
Potential for fewer premature deaths from air pollution related diseases such as asthma, dementia and
cancer. In 2007 Transport for London (TfL) estimated that there were 1,000 premature deaths and a
further 1,000 hospital admissions annually due to poor air quality from all causes36. The UK Government’s

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

34

Cars, vans etc must meet Euro 4 (petrol) and Euro 6 (diesel) standards; lorries, buses etc must meet Euro 4 standards, otherwise a charge is payable
Mayor London’s ULEZ Report (October 2019): https://www.london.gov.uk/WHAT-WE-DO/environment/environment-publications/central-london-ulez-six-month-report
36 https://en.wikipedia.org/wiki/London_low_emission_zone
35
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Option No.

24

Description:

Low / Zero Emission Zone

Criteria

Key Appraisal Points

•

Committee on the Medical Effects of Air Pollutants (COMEAP) has estimated that for Scotland, on
average across the whole population, air pollution reduces life expectancy by 3-4 months37
Potentially increased carbon emissions as non-compliant vehicles have to travel further around the city

Safety

•
•

Reduced accidents in city centre due to lower traffic levels
Increased parking outside the ULEZ area may lead to a greater number of accidents in these areas

Economy

•

Improved bus punctuality as congestion falls in the city centre, enabling greater reliability in the public
transport system and journeys made by bus
Longer journey times for people who have to allow longer for journeys if switching from car to public
transport
Reduced trip making to the city centre – with increased travel to places outside the charging zone. In
particular, there is a potential impact on city centre retail if footfall is diminished This may have a negative
impact on businesses in the centre (if adequate alternative provision by travel other modes is not
provided) but would be a potentially positive impact for businesses located elsewhere
Potential impact on access to labour for city centre based employers who may look to move out of the
charged zone. Again, this is more likely if adequate alternative provision for travel by other modes is not
provided
Constrained business operations due to the charging fee or the need to invest in less polluting vehicles.
This may impact on deliveries, distribution etc. and overall business performance
Reduced costs to the health service due to reduced public exposure to air pollution and hence reduced
cases of air pollution related diseases such as asthma, dementia and cancer

•
•

•
•
•
Integration

37

•

STAG
Score

RTS
RTS
Principles Score

Zero road
fatalities
x

Improved
journey
efficiencies

Increased use of park and ride sites due to a switch to public transport for city centre access

https://www.transport.gov.scot/media/46548/scotland-s-low-emission-zones-consultation-on-regulations-and-guidance.pdf
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Option No.

24

Description:

Low / Zero Emission Zone

Criteria

Key Appraisal Points
•
•
•

Accessibility &
Social Inclusion

•
•
•

RTS
RTS
Principles Score

Would support the implementation of the Aberdeen City Centre Masterplan by reducing traffic in the city
centre
Works towards the RTS2040 target for a 50% modal split for sustainable travel
Would support work towards improving air quality and the elimination of Aberdeen’s AQMA
Inequality in access as the better off will find it easier to afford a new compliant vehicle so lower income
groups may be disproportionately affected
However, evidence shows that lower income groups can be disproportionately affected by air pollution.
Conversely, they are the least likely to own a car themselves and thus contribute less to the pollution
problem38
Air pollution particularly affects the very young and elderly and those with existing respiratory and
cardiovascular conditions39. Improvements in air quality are therefore likely to have a greater impact on
these more vulnerable groups

Implementability
Feasibility

STAG
Score

-

Access for
All

Score
The recently enacted Transport (Scotland) Act 2019 enables the creation and civil enforcement of LEZs by local
authorities, and will allow the Scottish Government to set consistent national standards for a number of key aspects
including, but not limited to, emissions, penalties, certain exemptions and parameters for grace periods for low
emission zones. It is assumed that the system would be implemented using an ANPR (automatic number place
recognition) system.
As work is already on-going to develop the scheme, it seems very likely that the scheme is feasible from a political
perspective. No technical feasibility issues would be anticipated as these systems are in place elsewhere.

38
39

https://www.transportenvironment.org/sites/te/files/publications/2019_09_Briefing_LEZ-ZEZ_final.pdf
https://www.transport.gov.scot/media/46548/scotland-s-low-emission-zones-consultation-on-regulations-and-guidance.pdf
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Option No.

24

Description:

Low / Zero Emission Zone

Criteria

Key Appraisal Points

Affordability

There is an initial investment required in the technology to implement the scheme. The London scheme uses ANPR
with overhead gantries, cameras at all entrance points, pavement marking and street signage. Revenues raised
from the scheme could be ear-marked for public transport and public realm improvement works. It is worth noting
that the revenues generated from such a scheme will be minimal with the most successful scheme generating zero
revenue as all vehicles comply with the regulations. Any revenue generated through penalties issues for noncompliance are likely to reduce into the future as more and more vehicles become compliant and the issue of poor
air quality is gradually eliminated.

STAG
Score

RTS
RTS
Principles Score
Medium Cost

Public Acceptability In general, the evidence shows that Low-Emissions Zones are supported by the public, with 67% of citizens
interviewed in nine European countries either ‘strongly’ supporting or ‘somewhat supporting’ the introduction of
LEZs – with Great Britain among the highest supporting countries40.
The declared Climate Emergency and much increased interest in ‘greener’ initiatives, may mean attitudes towards
the implementation of a LEZ scheme may be met with limited resistance from the public. Full public and stakeholder
engagement on the emerging Aberdeen LEZ scheme is likely to take place early in 2020. An appropriate ‘grace’
period would assist in attracting public support.
Aberdeen does have a particular concentration of commercial vehicle movements serving the harbour which would
in all likelihood be included in any scheme. Engagement with this sector would therefore be essential.
In addition, if any revenues raised from the scheme are ear-marked for public transport and public realm
improvement works, the scheme is more likely to be accepted by the public.

40

https://www.transportenvironment.org/sites/te/files/publications/2019_09_Briefing_LEZ-ZEZ_final.pdf.
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Option No.

24

Description:

Low / Zero Emission Zone

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Supporting / Complementary Options
To implement a LEZ scheme will reduce accessibility to the city centre for those who rely on car-based access and for whom the purchase of a compliant vehicle is
unaffordable. In order to ensure equality of access and safeguard the accessibility of the city centre, complementary measures will need to be introduced to enable
greater use of the public transport and active travel networks for undertaking journeys. These measures may include: Option 1 and 2 (ensuring active travel routes
into the centre), Option 5 (Improve bus services and network), Option 7 (new stations on existing lines), Option 9 (a new strategic public transport scheme), Option
11 (Portlethen Park & Ride), Option 12 (Improved Ticketing), Option 13 (Improved marketing and information on public transport services) and Option 14 (Improved
Access for all across public transport modes).
Recommendation
Local authorities and Nestrans, in partnership with Transport Scotland, to continue work developing the potential Aberdeen city centre LEZ and consider the case for
other potential schemes.
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7.18

Option 25: Electric Vehicle and Hydrogen vehicles
Charging and refuelling strategy and implementation
Electric Vehicle Charging Network

7.18.1 The prevalence of electric vehicles is growing given the sustainability agenda and increased
focus on renewable energy. The number of electric cars available in British car showrooms is
set to more than double in 202041.
7.18.2 The Scottish Government’s aim is to phase out the need for new petrol and diesel cars and vans
by 2032, ahead of the UK Government’s 2040 target. Ensuring the region is equipped to
capitalise on the growing demand for electric vehicle and charging points will be important.
7.18.3 There already exists a network of electric vehicle charging points across Aberdeen and
Aberdeenshire as discussed in Appendix K.6. The network consists of:
Rapid Chargers: capable of delivering an 80% charge in around 30 minutes;
Fast Chargers: capable of recharging a car fully in around 3 hours; and
Standard Chargers: capable of recharging a car fully in around 6 hours.
7.18.4 In terms of the strategic corridors into Aberdeen, each have a variety of electric vehicle charging
points and types as noted in Appendix K.6.
7.18.5 Aberdeen City Council (ACC) has been working with funders Transport Scotland (TS), the
Scottish Government Transport Agency, Energy Saving Trust Scotland (EST) and the UK Office
for Low Emission Vehicles (OLEV), as well as other partners, since 2011 to roll out Electric
Vehicle (EV) charge points across the City.
7.18.6 Aberdeen City Council currently has 100 charging sockets under its control. The majority are
part of the Chargeplace Scotland network and are available 24 hours a day to the public with
smaller numbers serving the Council’s own fleet and the designated EV car club bays across
the City. The EV chargepoints are located citywide and there is a mixture of 50kW DC/ 43kW
AC rapid chargers, 22kW fast chargers, 7kW fast chargers and a small number of 3kW slow
chargers. The Council has seen an increasing demand for the charge points that they have
installed. Around 30,500 charging sessions were carried between June 2018 and June 2019
compared with 23,300 the previous 12 months.
7.18.7 Aberdeen Council is in the process of developing an Electric Vehicle Framework to inform the
Council’s future plans to cater for growing EV uptake across the City for the next 5 to 10 years.
The framework will include; locations of future EV chargepoints, size and type of EV chargepoint
locations, how to cater for and who should cater for different users, management of units, tariffs,
management of parking, associated and/ or complementary measures.
Hydrogen Vehicle Refuelling Stations
7.18.8 As well as electric vehicle charging points, Aberdeen Council has also invested in hydrogen
buses through the H2 Hydrogen Bus Project42. The project has delivered the world’s largest
demonstration of hydrogen fuel cell buses. A fleet of ten hydrogen buses has been deployed.

41
42

https://www.thetimes.co.uk/article/electric-cars-what-is-the-future-of-the-market-0gnhm39lf
http://www.h2aberdeen.com/home/H2-Aberdeen-hydrogen-bus.aspx
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7.18.9 The project is made up of two separate European funded projects. High Vlo City funds 4 buses
and HyTransit funds 6 buses, both of which are supported by Fuel Cells and Hydrogen Joint
Undertaking. The project was to deliver a hydrogen infrastructure in Aberdeen, including:
Production of hydrogen from a 1MW electrolyser – supplied by Hydrogenics.
A hydrogen refuelling station. Scotland’s first commercial-scale hydrogen production and
bus refuelling station that will include hydrogen production through electrolysis. This is
situated at Kittybrewster.
A fleet of 10 hydrogen buses, operated by First Group and Stagecoach.
Deployment of a hydrogen safe maintenance facility, within an operational fleet
maintenance depot. This is situated at Kittybrewster.
7.18.10 As buses only emit water vapour, reducing carbon emissions and air pollution, as well as being
quieter and smoother to run.
7.18.11 A further 15 hydrogen buses are on order.
7.18.12 The council has also invested in a small number of hydrogen powered cars. With a range of
around 300 miles and no further refuelling stations outside of Aberdeen, the vehicles are used
for journeys around the city and as far as Dundee and back as a maximum distance.

194

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

Figure 7:18: Logic Mapping: Option 26
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Table 7:18: Option 25: Appraisal Table

Option No.

25

Description:

Electric Vehicle and Hydrogen vehicle charging and refuelling strategy and implementation

Criteria

Key Appraisal Points

Environment

•

•
•

STAG
Score

RTS
Principles

RTS
Score

Reduce
carbon
emissions

Increased availability of electric charging points facilitates greater uptake of electric vehicles with a
reduction in vehicle emissions and increased air quality. Carbon emissions would reduce at point of use
but overall carbon emissions would only be reduced if the electricity utilised were generated from green
sources
Increased investment in hydrogen infrastructure would increase the potential for this market to grow with
the vehicles only emitting water vapour, reducing carbon emissions and air pollution and are quieter to run
reducing noise pollution
Increased city centre air quality, helping to tackle the existing Air Quality Management Area

Safe levels
of local
pollutants
50:50
mode split

-

Safety

•

Electric and hydrogen vehicles are much quieter than standard petrol and diesel cars. This presents a
safety challenge as it will be harder to tell if a vehicle is approaching43. However, a European Union rule
now means that all new electric vehicles must be fitted with a noise-emitting device (from July 2019) to
warn other road users of their presence. From 2021, all electric cars must have an acoustic vehicle alert
system, not just new models. The device is to be activated when a vehicle is reversing or travelling below
12mph

-

Zero road
fatalities

-

Economy

•

This impact is not yet known. If electric / hydrogen vehicles were to prove cheaper to run on an ‘out of
pocket’ basis, as EVs currently are, this would be a benefit to the car user. This would also undermine
policies aimed at encouraging modal shift. Cheaper car travel would likely lead to increased traffic
congestion

-

Improved
journey
efficiencies

-

43

https://www.independent.co.uk/news/uk/home-news/electric-cars-noise-device-road-safety-engine-sound-tesla-prius-a8981431.html
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Option No.

25

Description:

Electric Vehicle and Hydrogen vehicle charging and refuelling strategy and implementation

Criteria

Key Appraisal Points
•
•
•
•

Would support work towards improving air quality and the elimination of Aberdeen’s AQMA
Supports the continued availability of sustainable travel options to support the Scottish Government’s
Climate Change Bill and regional policy on providing for modal shift to greener more sustainable modes

Accessibility &
Social Inclusion

•

At present, the cost of an electric vehicle makes it more difficult for those on lower incomes to purchase a
vehicle. Although the Scottish Government offers a subsidy to encourage ‘first adopters’ to purchase an
electric vehicle, this still presents a financial challenge to those wishing to purchase a vehicle. However,
as noted above, the prevalence of electric vehicles in car showrooms is anticipated to double in 2020 and
the affordability of such vehicles will increase dramatically as the market grows, enabling a greater
number of people to afford them
Does not benefit those unable to drive, or those who choose not to drive

Implementability
Feasibility

RTS
Principles

RTS
Score

x

Access for
All

x

It could be assumed that in the medium term, alternative tax arrangements will be implemented to achieve
broad parity with current car operating costs and maintain tax revenues to HM Treasury
Journey time disbenefits given the time required to charge a car battery compared to that required to fill a
tank with fuel

Integration

•

STAG
Score

Score
The feasibility of installing the different types of chargers is highly dependent on the location of electricity
substations:
•

Rapid ‘super chargers’ (125kv to 300kv) need to be located close to 33kv and 132kv substations to facilitate
recharging during shorter stays (during longer journeys) and at taxi ranks (rapid chargers will charge a car
up to 80% from flat in 30 minutes)
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Option No.

25

Description:

Electric Vehicle and Hydrogen vehicle charging and refuelling strategy and implementation

Criteria

Key Appraisal Points
•

Fast chargers (20kv – 50kv) need to be close to 11kv substations (for use as ‘destination chargers’ i.e. in
car parks where the vehicle is being left for a longer duration

•

Standard chargers can connect into standard 3-phase connections.

STAG
Score

RTS
Principles

Care is needed to engage with the National Grid to establish the feasibility of the different charging types at the
various locations whilst considering what is required given the types of journey being made.
The development of hydrogen vehicle infrastructure is far behind that for electric vehicles and there is no hydrogen
fuel infrastructure in the UK that currently would allow hydrogen fuelling at an equivalent scale to petrol forecourts.
Spatial planning would also be needed to fully consider ‘blast zones’ for any storage facility.
Affordability

Standard chargers (dual outlet 7kW or 22kW) smart post solutions range in price from £2,000 to £3,000 ex-VAT
depending on specification and power requirements.

Medium Cost

Rapid chargers range in price from around £20,000 ex-VAT for a triple outlet 50kW charger, to £40,000 for a
150kW version. Higher powered rapid chargers allow shorter charge times but only on compatible vehicles.
In addition to the charging infrastructure, additional civil groundworks are likely to be required.
Introduction of a monetary charge for use of the electric charging points could stimulate the provision of
commercial provision.
The overall affordability of a scheme will be dependent on the charging structure adopted and whether the
council(s) wish to offer financial incentives (i.e. free charging at certain places) in order to encourage people to
invest in an electric vehicle. Over time as the prevalence of electric vehicles increases, the charging strategy will
likely adapt to ensure overall economic gain.
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Option No.

25

Description:

Electric Vehicle and Hydrogen vehicle charging and refuelling strategy and implementation

Criteria

Key Appraisal Points

STAG
Score

RTS
Principles

Public Acceptability Given the increased number of people investing in electric vehicles, there is likely to be public frustration if there is
insufficient infrastructure to support this. Therefore, the public are highly likely to support this option.
Supporting / Complementary Options
N/A
Recommendation
Aberdeen City Council and Aberdeenshire Council to work with Nestrans to extend the network of publicly available charging points.
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7.19

Option 26: Enhance network monitoring capability
Collecting real-time user information across all modes, to input to journey planning tools
and real-time network management

7.19.1 The option considers improved use of available data and enhanced network monitoring across
all transport modes to better inform journey planning tools and real time network management.
This would include the use of upgraded detection systems to provide public transport priority
and real time information to public transport and road users.
7.19.2 Traffic monitoring systems have the ability to:
Monitor traffic flow and identifying issues before they arise and divert traffic as appropriate;
Identify congestion patterns and critical hotspot to inform road users of issues;
Provide priority for certain vehicles types (e.g. buses, emergency vehicles etc.);
Be used to provide predictions for travel in the future for days of the week and hours in the
day;
Be utilised to explore past traffic trends to inform investment.
7.19.3 The rapid pace of technological development in the last decade means that such systems have
great potential in helping deliver systems to support optimal use of the road network for all users.
7.19.4 Aberdeen City Council currently utilise SCOOT to optimise traffic flow around the city. With 116
traffic signal junctions controlled via Scoot and with another 12 under MOVA control. There is
limited bus priority at King Street / Beach Esplanade Junction provided by virtue of an early start
for buses travelling into town waiting within the segregated bus lane. Work at the Council is
underway build a major data collection network to inform a variety of facets including journey
planning.
7.19.5 Transport Scotland published Scotland’s Trunk Road and Motorway Network Future Intelligent
Transport Systems Strategy in 2017 which notes the rapidly evolving field of Intelligent
Transport Systems (ITS) noting the communication of information to travellers via mobile
devices, both at trip planning stage and during the journey itself and that ITS systems allow for
the monitoring of traffic flows, enable travellers to be informed and allow for speedy coordination
in relation to incidents.
7.19.6 The Strategy considers (amongst other elements):
Providing the information travellers require to plan their journey, mode of travel and timing
to maximise the efficiency of the road network;
Taking account of the future requirements (preferred media, method of delivery) of all our
customers, including the public, organisations and information providers;
Using ITS to contribute to improved air quality, lower noise levels and reduce the adverse
effects of heavy traffic;
Determining how best to support a low carbon economy through the selection and use of
ITS technology and greener travel choices, including low carbon vehicles;
Determining and deploying new ITS technologies that will positively support users travelling
across the road network;
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Including new technologies to support the move to more connected, cooperative and
potentially more autonomous vehicles, and the concept of Mobility as a Service (MaaS);
Examining how best to facilitate the movement of goods and services;
Determining how best to support key industries and economic sectors such as health,
tourism, the food industry, including the whisky trade, key agriculture and fishery routes to
the continent;
Working to improve connections in rural areas;
Making sure ITS systems and services, where appropriate, safely capitalise on advances
in digital technology, including improved connectivity, data analytics including the ‘Internet
of Things’ (IoT) and Smart Cities;
Reacting to the new technological innovations and societal changes which are likely to
emerge in the future; and
Taking advantage of opportunities to work with partners across the transport modes.
7.19.7 Such principles would be applied as part of this option in ensuring the development and
deployment of data capture and monitoring across the transport system provided for the above.
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Figure 7:19: Logic Mapping: Option 26

202

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal
Table 7:19: Option 26: Appraisal Table

Option No.

26

Description:

Enhance network monitoring capability to input to journey planning tools and real-time network management

Criteria

Key Appraisal Points

Environment

•
•

STAG
Score

RTS
Principles

RTS
Score

Reduce
carbon
emissions

An optimised traffic network, especially in the centre of Aberdeen, with reduced congestion, reduced
associated traffic carbon emissions and improved air quality
Increased health and wellbeing outcomes

Safe levels
of local
pollutants
50:50
mode split
Safety

•

Limited impact

Economy

•

Improved journey time reliability including for the movement of goods potentially across specific sectors
and industries
Shorter bus journey times if utilised to provide bus priority and accurate real time information

•
Integration

•

Works towards NTS2 aims for helping the economy prosper by creating a reliable and efficient transport
network

Accessibility &
Social Inclusion

•

A more efficient transport network with improved journey time reliability would provide benefits for those
reliant on the bus network

-

Zero road
fatalities

-

Improved
journey
efficiencies

Access for
All
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Option No.

26

Description:

Enhance network monitoring capability to input to journey planning tools and real-time network management

Criteria

Key Appraisal Points

Implementability

STAG
Score

RTS
Principles

RTS
Score

Score

Feasibility

Work at the Council is underway to build a major data collection network to inform a variety of facets including
journey planning. As such the option is considered highly feasible but the types of technology to be deployed need
to be considered in light of potential future technological changes.

Affordability

Likely to be high if emerging and / or highly advanced technology is to be deployed and affordability will be highly
dependent on the scale of scheme(s) to be implemented.

Medium Cost

Public Acceptability A traffic monitoring and management system is likely to be largely accepted by the public if it improves the overall
efficiency of roads within Aberdeen and reduces congestion.
Supporting / Complementary Options
The use of network monitoring and management technology would support the implementation on Option 9 (Strategic public transport corridor scheme) by ensuring
such a scheme have suitable priority and provided a reliable service.
Recommendation
Local authorities to continue to develop and explore emerging technology options for traffic monitoring and management and how these could be applied within the
region. Focus on key radial routes in Aberdeen and principal local routes in Aberdeenshire.
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7.20

Option 27: Congestion Zone Charging

7.20.1 In the UK road user charging has primarily been used for two reasons which are tackling
congestion and improving air quality by charging vehicles based on their emissions levels.
7.20.2 In England and Wales, the Transport Act 2000 provided discretionary powers that enabled local
authorities, Passenger Transport Executives (PTEs) and Integrated Transport Authorities (ITAs)
outside London to establish local road charging schemes in their areas. The powers to introduce
charging has been largely limited to a small scheme in Durham and the only significant road
user charging scheme in the UK is in London44. Within London a Congestion Charge Zone is in
operation. The Congestion Charge is designed to encourage motorists to use other modes of
transport and according to the Transport for London - Congestion Charge Factsheet, has helped
London become the only major city in the world to see a shift from private car use to public
transport, walking and cycling44.
7.20.3 In Scotland local authorities were given discretionary powers to introduce road user charging
under Part 3 and Schedule 1 of the Transport (Scotland) Act 2001. This enables a local authority
to make a charging order provided it directly or indirectly facilitates the achievement of their
local transport strategy.
7.20.4 The charges imposed may include different charges (which may be no charge) under different
circumstances such as by day, time of day, road, distances travelled and class of vehicle. It can
also be varied by the method or means of recording, administering, collecting or paying the
charge. For example, discounts could be provided for paying online, in advance or for an
extended period of time (i.e. monthly, annually, etc.). Vehicles which are exempt from any road
user charging scheme in Scotland include emergency service vehicles, those which are affixed
with a Blue Badge disabled parking permit and buses.110
7.20.5 Appendix P provides greater details.

44

http://content.tfl.gov.uk/congestion-charge-factsheet.pdf.pdf
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Figure 7:20: Logic Mapping: Option 27
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Table 7:20: Option 27: Appraisal Table

Option No.

27

Description:

Congestion Zone Charging

Criteria

Key Appraisal Points

Environment

•

•
•

•
•
Safety

•
•
•

Economy

•
•

STAG
Score

Reduce
carbon
emissions

Reduced vehicles in the city centre and an associated reduction in tail-pipe carbon emissions and air
pollution. Transport for London outline that the introduction of the congestion charge in London has cut
traffic levels with traffic entering the charging zone remaining stable at 27% less than pre-charging
conditions in 2002. This equates to nearly 80,000 fewer cars entering the charging zone every day110,123.
The charging scheme introduced in Durham in 2012 saw an 85% reduction in vehicular traffic
A potentially negative impact on air quality and congestion elsewhere if journeys are redistributed away
from the central charging zone
Increased active travel trip making. Transport for London note that with the introduction of the congestion
charge in London, cycling levels in the charging zone are up by 66% since the introduction of the scheme
(noting that there has been significant investment in cycling infrastructure in London during this period),
with the associated health benefits. The charging scheme introduced in Durham in 2012 saw a 10%
increase in pedestrian activity113,114
Mode shift from car to bus. The introduction of the congestion charge in London has led to a 25%
increase in buses entering the charging area 113,114
Overall improved health and wellbeing outcomes through improved air quality and increase use of active
travel modes

Safe levels
of local
pollutants
50:50
mode split

Zero road
fatalities

Reduced accidents in city centre due to reduced traffic levels
Increased parking and traffic outside the charging area may lead to a greater number of accidents in
these areas
The charging scheme introduced in Durham in 2012 saw a 10% increase in the number of people who
consider Durham City Centre to be a safe place to visit113,114
Improved bus punctuality as congestion falls in the centre, enabling greater reliability in the public
transport system and journeys made by bus
Journey time benefits for those travelling within the charged zone

RTS
RTS
Principles Score

x

Improved
journey
efficiencies
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Option No.

27

Description:

Congestion Zone Charging

Criteria

Key Appraisal Points
•
•

•
•
•
Integration

•
•
•

Accessibility &
Social Inclusion

•
•

RTS
RTS
Principles Score

Longer journey times for people who have to allow longer for journeys if switching from car to public
transport, or for those driving around the charged area to avoid the charge
Reduced trip making to the city centre – with increased travel to places outside the charging zone. In
particular, there is a potential impact on city centre retail if footfall is diminished This may have a negative
impact on businesses in the centre (if adequate alternative provision by travel other modes is not
provided) but would be a potentially positive impact for businesses located elsewhere
Potential impact on access to labour for city centre based employers who may look to move out of the
charged zone. Again, this is more likely if adequate alternative provision for travel by other modes is not
provided
Higher cost to business operations due to the charging fee. This may impact on deliveries, distribution etc.
Allowances may need to be made for some types of trip
Reduced costs to the health service due to reduced public exposure to air pollution and hence reduced
cases of air pollution related diseases such as asthma, dementia and cancer
Increased use of park and ride sites due to a switch to public transport for city centre access
Would support the implementation of the Aberdeen City Centre Masterplan by reducing traffic in the city
centre
Works towards the RTS2040 target for a 50% modal split for sustainable travel
Inequality in access as the better off will find it easier to pay a charge
The introduction of the congestion charge in London has been accompanied by a 25% increase in buses
entering the charging area. This has increased the accessibility of the city centre, particularly for those
without access to a car

Implementability
Feasibility

STAG
Score

-

Access for
All

Score
As noted above, local authorities’ discretionary powers enable authorities to introduce road user charging under
Part 3 and Schedule 1 of the Transport (Scotland) Act 2001. This enables a local authority to make a charging order
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Option No.

27

Description:

Congestion Zone Charging

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

provided it directly or indirectly facilitates the achievement of their local transport strategy. In addition, the proceeds
from a charging scheme must be spent for the purpose of facilitating the achievement of policies in the local transport
strategy. Prior to making an order the relevant authority must:
consult the emergency services, freight and motoring organisations set out in secondary legislation;
publicise the order in the manner set out in the same legislation; and
have it confirmed by Scottish Ministers.
The introduction of a charge would require a strong political will as it may be met with strong public and business
opposition. The only precedent in Scotland is the experience in Edinburgh where £9m was spent developing the
proposals before they were abandoned after a local referendum.
Affordability

There is an initial investment required in the technology to implement a charging scheme. The London charging
scheme uses automatic number place recognition with overhead gantries, cameras at all entrance points, pavement
marking and street signage. While the initial outlay is high, annually, the scheme makes a revenue.

High Cost

A review of the costs and revenues for congestion charging schemes is presented in Road Pricing in London
Stockholm and Singapore: A way forward for New York City45.
The review states that:
•

45

The introduction of the London charging scheme required an initial investment of around £160million with
an annual operating cost of £130million and annual net revenue of £137million.

https://nyc.streetsblog.org/wp-content/uploads/2018/01/TSTC_A_Way_Forward_CPreport_1.4.18_medium.pdf
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Option No.

27

Description:

Congestion Zone Charging

Criteria

Key Appraisal Points
•

The Stockholm scheme reports an initial investment of 2 billion Krona (again, around £160million), with an
annual operating cost equating to £8million and annual net revenue equating to around £105million.

•

The scheme in Singapore reports an initial investment of $200 million (just less than £115million), with an
annual operating cost equating to £14million and annual net revenue equating to around £85million.

STAG
Score

RTS
RTS
Principles Score

Revenues raised from the charging scheme could be ear-marked for public transport and public realm improvement
works.
It should be noted that the infrastructure required to implement a Low Emission Zone has the potential to be utilised
for a congestion charging scheme and reduce the initial outlay associated with the scheme.
Public Acceptability The charging scheme introduced in Durham in 2012 saw a 21% increase (to 70%) in number of people who believe
the Road User Charge is a good idea114.

x

However, plans to introduce road user charging in Cambridge, Edinburgh and Manchester were all abandoned in
the mid-2000s which, in the case of Edinburgh and Manchester, was following substantial defeats in a local
referendum. In Edinburgh, the scheme being rejected at a local referendum by 74% of Edinburgh residents on a
turnout of almost 62%116. In Manchester, a 2008 referendum on implementing a congestion charge was rejected
with 79.2% of the circa one million people who voted (53% turnout) rejecting the charge116.
Consequently, there has been little interest in pursuing road user charging in the UK until more recently when poor
air quality in many urban areas has seen an increased interest in local road user charges aimed at creating ‘low
emission’ or ‘clean air’ zones in cities and conurbations.
It may be that the increased interest in Low Emission Zones (Option 25) may be a preferred method of reducing
vehicular access to Aberdeen centre. The declared Climate Emergency and much increased interest in ‘greener’
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Option No.

27

Description:

Congestion Zone Charging

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

initiatives, may mean attitudes have changed in recent years and the implementation of a charging scheme may be
met with much less resistance from the public.
In addition, if revenues raised from the charging scheme are to be ear-marked for public transport and public realm
improvement works, the scheme is more likely to be accepted by the public.
Given the above, initial public acceptability of a congestion charging scheme is likely to be negative.
Supporting / Complementary Options
To implement a charging scheme will reduce car accessibility to the city centre, particularly for those for whom the charge is unaffordable. In order to ensure equality
of access and safeguard the accessibility of the city centre, complementary measures will need to be introduced to enable greater use of the public transport and
active travel networks for undertaking journeys. These measures may include: Option 1 and 2 (ensuring active travel routes into the centre), Option 5 (Improve bus
services and network), Option 7 (new stations on existing lines), Option 9 (a new strategic public transport scheme), Option 11 (Portlethen Park & Ride), Option 12
(Improved Ticketing), Option 13 (Improved marketing and information on public transport services) and Option 14 (Improved Access for all across public transport
modes).

Recommendation
Nestrans to progress a regional Demand Management Study in partnership with both Aberdeen City Council and Aberdeenshire Council to appraise the options in
more detail. The scope of this study would include: the potential to raise parking charges and / or extend the current ‘controlled’ parking areas (Option 28); introduce
a workplace parking levy (Option 28); and / or a congestion charging zone through the development of a viable Business Case exploring potential alternative charging
models. Cognisance is needed of the on-going development of a Low (or potentially Zero) Emissions Zone in the centre of Aberdeen (Option 24). Some of the aims
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Option No.

27

Description:

Congestion Zone Charging

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

of a charging scheme may be able to be delivered through the creation of a Low Emission Zone, although such a scheme would not generate revenue for improving
the public transport and active travel networks.
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7.21

Option 28: Parking Demand Management
Workplace Parking Levy, non-work-place parking charges and reallocation of on and offstreet parking

7.21.1 As virtually every car trip ends up in a parking space, the management of parking can be used
as part of a range of measures to discourage use of private cars and to increase the use of
public transport and active travel.
7.21.2 Appendix P explores the various types of scheme that could be considered and draws on
several case studies.

Workplace Parking
7.21.3 The power for English and Welsh local authorities to introduce a workplace parking levy was
put in place by the Transport Act 2000. This enables the local authority to set up a licensing
scheme for private workplace car parking spaces. It does not apply to private parking provision
that isn’t used for commuting. The owners of affected premises under the licensing scheme
must then apply to their local authority for a licence to park up to a specified maximum number
of vehicles (licensed units) and pay the appropriate sum based on the charge per unit.
7.21.4 Local authorities cannot use a workplace parking levy to control the overall number of parking
spaces provided and they must issue the licence for the number of units requested. However,
they can choose to vary the charges according to different days or times of day, different parts
of the area, different classes of motor vehicles or different numbers of licensed units. For
example, a council would be able to choose to apply the levy to parking during normal office
hours on weekdays or to charge different rates for two-wheeled vehicles.46
7.21.5 Powers to introduce workplace parking levies in Scotland have been established through the
Transport (Scotland) Act 2019 which the Scottish Parliament voted to pass on Thursday 10
October 2019. Like England and Wales this provides discretionary powers to local authorities
to create a licensing scheme. This is a levy on premises, not individuals or specific professions.
The amount of the levy will be determined by the number of eligible parking spaces provided at
a workplace, with the local authority setting the charge per space in the licensing scheme.
7.21.6 The only operational Workplace Parking Levy in the UK is in Nottingham which was introduced
in 2012. The levy was increased gradually for the first few years as the system bedded in and
now it goes up each year in line with inflation using the Retail Price Index (RPI). As of April
2019, employers who provide more than ten parking spaces for staff must pay £415 a year per
space.
7.21.7 There are currently multiple UK cities and towns that are understood to be considering
introducing workplace parking levies as part of their wider transport plans. These include
Birmingham, Leicester, Reading, Edinburgh, Glasgow, Cambridge, Bristol and Hounslow and
Camden in London which have all confirmed that a workplace parking levy is under
consideration. Predominantly this is seen as a way of tackling air quality problems and achieving
emissions targets as well as a mechanism for raising money to invest in sustainable transport
projects. Generally, it is not being considered as a means of managing or reducing
congestion.47,48

46

https://www.edinburghnews.scotsman.com/news/politics/workplace-parking-tax-how-uks-only-levy-scheme-works-140569

47

https://www.fleetnews.co.uk/news/company-car-tax-and-legislation/2019/10/01/cities-and-towns-considering-workplaceparking-levies
48

https://www.bbc.co.uk/news/uk-england-birmingham-49965464
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Non-Workplace Parking
7.21.8 Non-workplace parking refers to a range of public and private parking facilities including:
On-street Parking on Public Streets: controlled by the local authority either through
waiting restrictions, charges or a combination of both;
Public Off-street Car Parks: publicly accessible car parks that are owned and operated by
the local authority or operated by a third party on behalf of the local authority. These can
either be free or charged;
Private Off-street Car Parks: publicly accessible car parks that are owned and operated
by a private company. As they are privately owned businesses they are usually charged;
and
Park and Ride Car Parks: typically publicly owned car parks that enable car drivers to
interchange onto public transport or active travel for part of their journey.
7.21.9 Three on-street parking zones currently exist in Aberdeen:
a City Centre Zone: maximum stay of 1 hour (£3.30) until 6pm, maximum stay of 2 hours
permitted after 6pm;
an Inner Centre Zone: maximum stay of 2 hours (£4.00); and
an Outer Centre Zone: maximum stay of 2 hours (£3.00).
7.21.10 The earlier stages of this study noted that the average cost of parking for 9 hours in Aberdeen
city centre is relatively low at £11 compared to both Edinburgh £19.30 and Glasgow £21.04. It
is cheaper to park in off-street facilities (see Appendix K.5.2).
7.21.11 Aberdeenshire Council has more than 100 car parks with more than 4,000 parking spaces and
charges only apply in 24 of these car parks under the following tariffs:
Up to 1 hour - £0.50;
Up to 2 hours - £1.00;
Up to 5 hours - £3.00;
Up to 9 hours - £5.00.
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Figure 7:21: Logic Mapping: Option 28
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Table 7:21: Option 28: Appraisal Table

Option No.

28

Description:

Parking Demand Management

Criteria

Key Appraisal Points

Environment

•

•
•
•

Reduced traffic and therefore emissions in the city centre, with increased bus, rail and active travel use:
o In the case of Nottingham, although hard to pin to the work place levy scheme itself given the
range of complementary measures introduced in tandem, since the introduction of the levy there
has been a 15% rise in public transport use since 2004, a 9% decline in traffic since 2004, a 33%
increase in cycle trips since 2010 and a 33% reduction in carbon emissions since 2005
o Furthermore, all the promised transport improvements that accompanied the introduction of the
workplace parking levy were delivered within 3 years
o Parking management in Munich has been shown to help reduce undesirable parking activities
and overall car use as well as encourage increased active travel (see Figure P:5). In Vienna, a
parking management scheme was shown to decrease parking searching traffic from 10 million
passenger car km per year to 3.3 million km (see Appendix P.8.6)
Reduce journey making if people decide not to travel (in the case of on-street parking charges)
Lower carbon emissions and air pollutants through reduced traffic levels
Improve health and wellbeing outcomes, particularly through increased active travel use

Safety

•

Reduce accidents in the city centre due to reduced traffic

Economy

•
•
•

Improved public transport punctuality due to reduced traffic levels
People would have to allow for longer journeys if switching from car to public transport
Potential negative impact on tourism and city centre footfall of increased parking charges

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

Zero road
fatalities
x

Improved
journey
efficiencies
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Option No.

28

Description:

Parking Demand Management

Criteria

Key Appraisal Points
•
•

•

•

Integration

•
•
•
•

49

STAG
Score

RTS
RTS
Principles Score

Potentially constrained labour market – although there is evidence that the workplace parking levy hasn’t
hindered economic growth in Nottingham as the number of businesses has increased by nearly 25%
since 2012 which has been accompanied by a net increase of 23,400 jobs49
The cost of workplace parking levies is often passed on to staff. In Nottingham, an estimated 50% of
spaces are paid for by employees. It was found that, if the employee pays the levy, they have a financial
disincentive to drive to work. Nottingham has a relatively low level of charge and it is not thought that this
on its own has a significant effect but 8 out of the 10 largest employers now pass the levy charge on to
employees
Potential impact on tourism given a feeling of reduced accessibility. However, evidence from a parking
scheme introduced in Barcelona shows that although on-street parking was reduced to 24% and public
space was increased, there were no negative impacts on tourist activities and they actually increased in
the period 2003 – 2007 (see P.8.7)
The removal of parking from streets and public spaces from Gent’s historic city centre saw growth in new
firms of 25% above the regional average. While the economic success cannot be attributed solely to the
quality of life improvements flowing from conversion of on-street parking to public space, they were part of
the suite of measures used to deliver economic benefits (see P.8.8)
Increased use of park and ride sites due to a switch to public transport for city centre access
Would support the implementation of the Aberdeen City Centre Masterplan by reducing traffic in the
centre
Works towards the RTS2040 target for a 50% modal split for sustainable travel
Reducing car parking demand can lead to the redevelopment potential on brownfield sites. This reduces
demand on greenfield sites which are normally more difficult to serve by sustainable modes

https://www.forbes.com/sites/carltonreid/2019/10/17/nottinghams-workplace-parking-levy-creates-jobs-cuts-car-use-and-slashes-pollution/#34d6d0fa39fb
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Option No.

28

Description:

Parking Demand Management

Criteria

Key Appraisal Points

Accessibility &
Social Inclusion

•
•

Inequality in access as the better off will find it easier to afford to pay more for parking although employers
can mitigate against this by not passing the charge on to employees
Reduced parking availability in the city centre. In the Nottingham example, it was found that if the
employer pays the levy, they have an incentive to reduce the number of parking spaces they provide.
Nottingham has found that liable parking numbers reduced by 25% initially and then levelled out

Implementability
Feasibility

Affordability

STAG
Score
x

RTS
RTS
Principles Score
Access for
All

Score
Compared to other transport policies aimed at managing car use, parking presents two clear advantages:
•

Parking management does not usually require large investments, such as new roads or increased public
transport provision, so it can be implemented in a relatively short timeframe; and

•

It is already in place in some form in almost all larger towns and cities. This makes the public acceptability
of parking management much greater than alternative ways of managing car use like road user charging.

The Nottingham workplace parking levy brings in about £10 million a year. These funds have been used to pay for
an extension to Nottingham’s tram network, upgrade of Nottingham station to create a hub for buses, trams and
trains as well as supporting the ‘Link’ subsidised bus services. It costs around £500,000 per year to operate which
equates to about 5% of the revenue raised102.

Low Cost

Non workplace parking charges schemes typically don’t require large investments so changes can be made
relatively quickly and more affordably than mechanisms like road user charging and workplace parking levies.
Public Acceptability A workplace parking levy which can be introduced incrementally, rather than congestion charging – which could be
seen as a ‘big bang’ intervention, is more likely to be publicly acceptable.

-
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Option No.

28

Description:

Parking Demand Management

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

East Midlands Chamber of Commerce was originally opposed to the Nottingham workplace parking levy but is now
reported to be neutral on the issue saying employers accept the levy as a cost of doing business. It also does not
seem to have been politically damaging with the Labour administration in Nottingham being re-elected with an
increased number of seats since introduction of the workplace parking levy.102
In Vienna, evidence suggests that public acceptance of parking management improves following implementation
(see P.8.6).
It is however recognised that the public and businesses are likely to be resistant, at least in the planning and early
implementation stages, to the introduction of a workplace parking levy.
Supporting / Complementary Options
Increased parking charges and / or the introduction of a workplace parking levy will reduce accessibility to the city centre, particularly for those who cannot afford any
higher charges. Similarly to that noted for Option 24 and 27, in order to ensure equality of access and safeguard the accessibility of the city centre, complementary
measures will need to be introduced to enable greater use of the public transport and active travel networks for undertaking journeys. These measures may include:
Option 1 and 2 (ensuring active travel routes into the centre), Option 5 (Grater regulatory control of the bus network), Option 7 (new stations on existing lines), Option
9 (a new strategic public transport scheme), Option 11 (Portlethen Park & Ride), Option 12 (Improved Ticketing), Option 13 (Improved marketing and information on
public transport services) and Option 14 (Improved Access for all across public transport modes).
It should be noted that a range of complementary measures were introduced alongside the introduction of the workplace parking levy in Nottingham the sustainable
transport system was attractive and significantly robust to deliver alternative transport solutions to the car.
Recommendation
Nestrans to progress a regional Demand Management Study in partnership with both Aberdeen City Council and Aberdeenshire Council to appraise the options in
more detail. The scope of this study would include: the potential to raise parking charges and / or extend the current ‘controlled’ parking areas introduce a workplace
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Option No.

28

Description:

Parking Demand Management

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

parking levy; and / or a congestion charging zone (Option 27) through the development of a viable Business Case exploring potential alternative charging models.
Cognisance is needed of the on-going development of a Low (or potentially Zero) Emissions Zone in the centre of Aberdeen (Option 24). Some of the aims of a
charging scheme may be able to be delivered through the creation of a Low Emission Zone, although such a scheme would not generate revenue for improving the
public transport and active travel networks.
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7.22

Option 29: Improve Inter-City Rail Connections
Improve strategic inter-city rail connections to Central Belt and Inverness

7.22.1 This option seeks to improve strategic inter-city rail connections to the Central Belt and
Inverness through:
Physical and operational improvements to reduce journey times between Aberdeen and
Central Belt, and Aberdeen to Inverness;
Improved services to the Central Belt, including consideration of intermediate stations; and
Increased capacity and frequency for rail services on north-east routes.
7.22.2 Rail service enhancements between Aberdeen and the Central Belt were identified as a key
intervention during Transport Scotland’s first Strategic Transport Projects Review, published in
December 2008.
7.22.3 Improvements would improve public transport competitiveness between Aberdeen and the
Central Belt and provide enhanced opportunities to move freight by rail. Considerations include:
Recasting of the passenger timetable on the Aberdeen – Dundee – Edinburgh / Glasgow
corridors to provide express and stopping services; and
Providing express trains to Edinburgh and Glasgow, with no stops at intermediate
settlements for express services (except Dundee).
7.22.4 Transport Scotland requested that Network Rail produce a credible and affordable delivery plan
to progress development of this intervention, for potential implementation during Control Period
4 (2009-2014). While upgraded rolling stock has been introduced on the line, this has had
limited impact on journey times.
7.22.5

In October 2016, Transport Scotland announced £200m funding, alongside that announced for
the Aberdeen City Deal, as additional investment to improve journey times and reliability
between Aberdeen and the Central Belt. In late 2019, Network Rail were remitted to progress
options for achieving journey time improvements, improved local rail connectivity, and enhanced
freight capacity on the line. A Grip 2 Options report is currently in preparation. It is anticipated
that improvements will be achieved by means of signalling, timetabling, and physical measures,
enabling the maximum benefit to be taken from the capabilities of the rolling stock.

7.22.6 Transport Scotland has recently implemented the first Phase in the Aberdeen to Inverness
Rail Improvements Project. The projects aims to provide incremental benefits through a
phased delivery, with the whole project to be delivered by 2030.
7.22.7 The current passenger journey time (around 2 hours, 25 mins) and irregular service (every 2
hours) between Aberdeen and Inverness means that it does not offer an attractive alternative
to road travel, particularly when seem in the context of the upgrading of the A96.
7.22.8 The long-term aspirations of the project aim to deliver:
a 2 hour journey time (end to end);
an hourly service;
enhanced commuter services into each city;
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the infrastructure to support new stations at Kintore in Aberdeenshire and Dalcross, next
to Inverness airport; and
increased opportunities for freight.
7.22.9 ‘Phase One’ of the overall Aberdeen to Inverness Rail Improvements Project aims to deliver
enhanced commuter services into each city and help facilitate the construction of new stations
at Kintore and Dalcross. The overall scheme involves timetable, signalling and infrastructure
improvements designed to speed up passenger journeys and deliver more efficient and
responsive freight operations.
7.22.10 Improvements to the western end of the line were largely completed in 2018, and include:
operation of an hourly service between Elgin and Inverness (9 additional services per day delivered in December 2018 timetable);
loop extension of the railway track at Forres and construction of a new accessible station
(completed October 2017);
extension of platforms at Elgin station to permit High-Speed trains (completed October
2017);
upgrade of signalling between Inverness and Keith (completed October 2017); and
enabling works for a new station at Dalcross (near Inverness Airport).
7.22.11 Works to the eastern end of the line were completed during Summer 2019 with a new timetable
coming into effect in December 2019. These improvements include:
completion of enabling works for a new station at Kintore (due to open May 2020 – although
delayed due to the COVID-19 pandemic);
provision of extended platforms at Insch to accommodate longer High-Speed Trains;
additional infrastructure to improve rail freight operational efficiency around Aberdeen;
redoubling of the track and signalling improvements between Aberdeen and Inverurie, to
increase capacity along the route and allow new freight services to operate;
operation of a half-hourly service (and increased services in peak hours) between Inverurie
and Aberdeen;
more direct connections between Inverurie and Montrose, negating the need to interchange
at Aberdeen, i.e. ‘cross city’ services (although the number of services between Montrose
and Aberdeen will not change); and
operation of new Elgin to Aberdeen early morning and late evening services.
7.22.12 Further phases of the Aberdeen to Inverness Rail Improvements scheme are not fully defined
or committed at this stage and are subject to the outcomes of the Scottish Government’s
Strategic Transport Projects Review (STPR 2).
7.22.13 It is important to recognise that Regional Transport Partnerships like Nestrans and local
authorities have no direct influence over the specification of rail services or provision of station
and track infrastructure. As such, their role in delivering rail related projects and timetable
changes is mainly in promoting projects and lobbying the Scottish Government.
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7.22.14 Nestrans is a member of the East Coast Mainline Authorities (ECMA) grouping, which consists
of local authorities and Regional Transport Partnerships along the route of the London Kings
Cross – Aberdeen / Inverness railway and aims to highlight the economic importance of the line
and the need for investment to ensure that the economies of the relevant regions continue to
prosper. The Group has developed a business case supporting the case for investment and has
held parliamentary events in Edinburgh and London to promote the benefits to the country of
investment in the East Coast Line.
7.22.15 A wider and more detailed discussion on the issues surrounding strategic rail connectivity and
the limitations imposed by the rail specification and regulatory framework is provided in
Appendix D .
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Figure 7:22: Logic Mapping: Option 29
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Table 7:22: Option 29: Appraisal Table

Option No.

29

Description:

Improve Inter-City Rail Connections

Criteria

Key Appraisal Points

Environment

•
•
•
•

Reduced traffic and therefore emissions in Aberdeen city centre and other connected centres (i.e.
Edinburgh, Glasgow, Dundee and Inverness)
Lower carbon emissions and reduced air pollution through reduced traffic levels
Additional noise and vibration impacts from increased freight trains on the lines
Construction impacts on biodiversity, soils and water courses, although these can be mitigated through
the design process

STAG
Score

RTS
RTS
Principles Score
Reduce
carbon
emissions
Safe levels
of local
pollutants
50:50
mode split

Safety

•

Reduced accidents on trunk roads (A90(S), M8, M9, A96 etc.) and in the city centres due to reduced
traffic

Economy

•
•

Widened labour market, and improved access to employment and services
Provision of a competitive alternative to road-based travel. In terms of the region in general, rail journey
times north of the Central Belt are currently significantly less time competitive when compared with travel
by car50
Strengthened connectivity between the economic centres of Aberdeen, Inverness, Edinburgh and
Glasgow, as well as onwards to Newcastle, Leeds and London, promoting greater economic integration
and bringing agglomeration benefits
Improved business efficiencies from increased connectivity

•
•
50

Zero road
fatalities
Improved
journey
efficiencies

http://transformscotland.org.uk/wp/wp-content/uploads/2018/05/Transform-Scotland-briefing-The-North-South-Railway-Divide-2018-04-24.pdf
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Option No.

29

Description:

Improve Inter-City Rail Connections

Criteria

Key Appraisal Points

Integration

•

Increased rail freight opportunities

•

Would support the implementation of the Aberdeen City Centre Masterplan by reducing strategic traffic in
the centre
Works towards the RTS2040 target for a 50% modal split for sustainable travel
Supports planned housing and employment growth along the strategic corridors

•
•
Accessibility &
Social Inclusion

Community Accessibility:
• Increased rail frequencies would improve public transport network connectivity, particularly for those
residents within a walk-in catchment of the stations
• A switch in passengers from existing bus services to rail may mean a reduction in bus services along the
road corridors to the south and north-west of Aberdeen if services lose commercial viability. This would
impact on smaller communities who were served by bus but for whom the rail network is still not
accessible
Comparative Accessibility:
• Residents within the walk-in catchment area of stations would see the greatest benefit. The socioeconomic characteristics of this area would determine the impact on comparative accessibility
• There is likely to be an increase in access to opportunities and public services for those without access to
a car
• Increased access to Aberdeen, Inverness, Edinburgh and Glasgow and further afield
• The potential to travel by rail rather than car may ‘free-up’ the car for that household to be used by
another member of the household allowing additional opportunities for travel for work or social purposes
• ‘Forced’ car ownership would be reduced for those communities with walk-in access to the rail network

STAG
Score

RTS
RTS
Principles Score

Access for
All
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Option No.

29

Description:

Improve Inter-City Rail Connections

Criteria

Key Appraisal Points

Implementability
Feasibility

STAG
Score

RTS
RTS
Principles Score

Score
The deliverability of the Aberdeen to the Central Belt rail improvements is considered technically and operationally
feasible51. The physical works would not use any untried construction, although localised issues requiring increased
technical capabilities to overcome might arise during the design process. There are a large number of structures
along the route for improvement, including under- and overbridges, viaducts and tunnels. All will need to be checked
to determine the need for suitable upgrade to allow envisaged line speed and freight gauge enhancements.
Additional loops will also be needed to allow freight trains to be passed51.
The exact scope and timing of works of future phases of the Aberdeen to Inverness Rail Improvement are still to be
determined and as such as this stage it is difficult to provide details of any feasibility issues.

Affordability

Aberdeen to the Central Belt rail improvements would require line speed improvements, additional loops to allow
passing of freight trains, and upgraded signalling along the entire length of the line to reduce headway times. The
intervention would also require more powerful rolling stock. There would also be a requirement to remove the single
track at Usan, including a new bridge over Montrose Basin. In terms of enabling a greater volume of rail freight
traffic on the line, bi-directional signalling along the route would be required as well as increased freight loop lengths
and the removal of speed limits that are below 75mph for freight trains. In 2008, the cost of the work required was
estimated at £100m – £250m for a first stage of works, a further £100m – £250m for a second stage and an
additional £50m-£100m for the freight related improvements51.

High Cost

Phase 1 of the Aberdeen to Inverness Rail Improvements Project cost £330m. As noted above, the exact scope
and timing of works of future phases of the Aberdeen to Inverness Rail Improvement are still to be determined and
will be dependent on sufficient resources being available to support their delivery.

51

https://www.transport.gov.scot/publication/strategic-transport-projects-review-report-4-summary-report/j10194c-28
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Option No.

29

Description:

Improve Inter-City Rail Connections

Criteria

Key Appraisal Points

STAG
Score

RTS
RTS
Principles Score

Public Acceptability The option is likely to be highly acceptable to the public given the improved connectivity and reduced journey times
to other key cities in Scotland as well as the t potential environmental improvements from moving freight from road
to rail.

Supporting / Complementary Options
The success would be measured by increased use of the rail network for undertaking journeys. While this can be encouraged through the provision rail improvements,
the scheme is more likely to be successful if complementary measures are implemented which may prevent or discourage people from travelling as they currently
do. In particular, Option 24 (Low Emission / Zero Emission Zone), Option 27 (Congestion Charging Zone), and Option 28 (Parking Demand Management) are all
likely to discourage traffic from entering the city centre. Such schemes are therefore likely to make the switch to public transport options more attractive and successful.
Furthermore, there are a number of other options which would support and encourage ease of use of the rail network. These include: Option 12 (Improved Ticketing),
Option 13 (Improved marketing and information on public transport services) and Option 14 (Improved Access for all across public transport modes).
The Aberdeen City Centre Masterplan would support this option in promoting the city centre as a focus of economic and leisure activity.
Recommendation
Nestrans to continue to work with the Transport Scotland and Network Rail to implement plans to improve the rail network connecting Aberdeen to both the Central
Belt and Inverness, including consideration of rail freight opportunities.
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7.23

Appraisal Summary

7.23.1 Table 7:23 provides a high-level summary of the appraisal outcomes across all options.
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Table 7:23: Appraisal Summary

1

Upgrade existing active travel routes

2

Increase provision and quality of active travel
routes across the region

-

-

Implement regional cycle hire scheme

4

Softer Measures to encourage active travel

5

Improved bus services and network

6

Demand Responsive Services (links to the
outcomes and operational model of Option 5)

7

New railway stations on existing lines

8

New railway lines and associated stations

9

Strategic Public Transport Corridor Scheme(s)

High

10

Park & Ride Facilities

Med

11

Improved Transport Hub

12

Improved integrated ticketing
(linked to option 5)

-

-

-

-

-

Select / Reject

Med

3

-

Public
Acceptability

Affordability –
Cost (Low,
Medium, High)

Feasibility

Accessibility and
Social Inclusion

Integration

Economy

Safety

Environment

Access for All

Improved journey
efficiencies

STAG Criteria

Zero road
fatalities

50:50 mode split

Description

Safe levels of
local pollutants

Op.

Reduce carbon
emissions

TPOs

High

-

-

-

Med
High
xx

-

-

-

-

-

-

-

-

High

x

Low

-

Med
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-

-

15

A90(N) / A952: Ellon to Peterhead /
Fraserburgh

16

A90(S): Aberdeen to Perth

17

A92: Blackdog to Stonehaven (inc. new River
Dee bridge)

18

A947: Aberdeen to Banff

19

A98: Aberdeenshire / Moray boundary to
Fraserburgh

20

A944 / B9119: Aberdeen west to
Aberdeenshire boundary with Moray

21

A93: Aberdeen to Braemar to Aberdeenshire
boundary with Perthshire

22

Long Term Asset Management strategy

23

Community road safety measures

Low

Low

-

-

-

-

-

-

Med /
High

-

-

-

-

-

-

Med

-

-

-

-

-

Med
Med
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Select / Reject

-

Public
Acceptability

-

Affordability –
Cost (Low,
Medium, High)

Access for All across all public transport
(including taxi) modes

-

Feasibility

14

Accessibility and
Social Inclusion

Economy
-

Integration

Safety
-

Environment

-

Access for All

-

50:50 mode split

Softer Measures - Improved marketing and
information about Public Transport services

Description

Safe levels of
local pollutants

13

Op.

Reduce carbon
emissions

Improved journey
efficiencies

STAG Criteria

Zero road
fatalities

TPOs
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24

Low Emission Zones / Zero Emissions Zones
(inc. consideration of freight restrictions)

25

Electric Vehicle and Hydrogen vehicle
charging and refuelling strategy and
implementation

26

Improved network monitoring and data use

27

Congestion Zone charging

x

-

x

-

High

x

28

Parking Demand Management

x

x

x

x

Low

-

29

Improve strategic inter-city rail connections

-

-

-

x

-

Med

-

x

Med

Med

High
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Select / Reject

Public
Acceptability

-

Affordability –
Cost (Low,
Medium, High)

-

Feasibility

-

Accessibility and
Social Inclusion

x

Integration

-

Economy

-

Safety

Access for All

x

Environment

Improved journey
efficiencies

STAG Criteria

Zero road
fatalities

50:50 mode split

Description

Safe levels of
local pollutants

Op.

Reduce carbon
emissions

TPOs
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7.24

Option Categorising and Prioritisation
Option Categories

7.24.1 It is clear from the appraisal undertaken here that many of the options considered have merit in
being taken forward for further detailed appraisal. To provide context and a framework for
delivery, the categorising of the options and their broad prioritisation has been considered in
light of the appraisal outcomes.
7.24.2 In terms of transport, the City Region Deal made a commitment to scope out the requirements
for the next 20 years, building on the completion of the AWPR and other planned investments.
7.24.3 Since the City Region Deal was signed in November 2016, as noted above, the Scottish
Government has amended the emerging Climate Change Bill which now sets a 2045 target for
net zero emissions. This is the most stringent legislative targets anywhere in the world aimed at
ending Scotland’s contribution to climate change within a generation. This focus on ‘greener’
transport is reflected in the NTS2.
7.24.4 This has significant implications for transport and the need to reduce travel, move away from
fossil fuel based private transport towards electric and alternative fuelled vehicles, as well as
increased use of public and active travel modes. Given this, the categories developed seek to
prioritise and support the implementation of sustainable transport modes while ensuring the
promotion and development of Aberdeen City Centre as the key place for commerce and leisure
& tourism, reinforced in development planning. As such, this emerging overall package can be
seen as a transport package to begin transitioning the north east to a post-carbon, more
prosperous, safer, and more equitable future.
7.24.5 To this end, the options have been brought together in five categories, shown below.
7.24.6 As noted in Section 2, all these options work within the policy context, championing regional
and local strategies and in particular supporting the Aberdeen City Centre Masterplan and
SUMP and with many of the options being underpinned by the Roads Hierarchy Principles. The
options appraised should be seen as building on the foundations laid by the ongoing, committed
and pipeline transport schemes, studies and projects including the range of improvements to
the active travel, rail, bus and road networks. The appraisal work is based on the assumption
that those schemes which are currently associated with an established high degree of
commitment and other preparatory work (as described in Section 2) will be implemented, and
are thus not included in the tables below. This includes: Kintore Railway Station; A96 Dualling;
A96/A92 Haudagain roundabout improvements; A90/A937 Laurencekirk Junction improvement;
External Links to Aberdeen South Harbour; Berryden Corridor Improvements and the South
College Street improvements.

Category 1: City Connectivity
7.24.7 To support the climate change agenda and deliver on the aims and aspirations of the City Centre
Masterplan and Roads Hierarchy principles, it is clear that a step-change in public transport and
active travel provision and use is needed. This category broadly focusses on connections to /
from and within Aberdeen as the regional centre. This requires an improved sustainable travel
network to enable efficient access including:
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City Connectivity Measures
Mass transit provision, such as Bus Rapid Transit, on high demand corridors, anchored with a
ring of Park & Ride sites
Bus priority improvements on other corridors
Bus ‘feeder’ services from more rural areas to link to the mass transit system
Bus Service Improvement Partnerships (BSIP) to ensure service levels and vehicle quality
Improvements to ticketing
High quality and safe active travel in key corridors linking to the city
Development of Montrose to Inverurie as a high-volume commuter rail corridor with new
stations
7.24.8 Implementation of the above would build on the foundations set out in the Aberdeen and
Aberdeenshire Strategic Development Plan and emerging City and Shire Local Development
Plans.

Category 2: Demand Management
7.24.9 As shown through the appraisal, many of the options seek to encourage behavioural change,
whilst fewer options seek to actively dissuade people from travelling as they currently do.
However, as established in the appraisal tables, in order to complement Category 1 options,
there are options whose implementation would help achieve the step-change towards more
sustainable travel that is required. These demand management measures can help create the
shift to greener travel modes required, and in so doing also tackle the issues of city centre air
quality, congestion and safety.
7.24.10 Such demand management measure include:
Demand Management Measures
Low Emission Zone
Road-space reallocation in favour of public transport and active travel
Workplace parking charges
Increased on-street and off-street parking charges / extension of the current ‘controlled’
parking area.
7.24.11 Whilst these demand management (Category 2) options would support the success of the city
connectivity (Category 1) options, Category 1 options must be provided in parallel with Category
2 options to enable efficient movement of people and goods, and thus support the continued
prosperity of the region . The categories are therefore inextricably linked.

Category 3: Rural Connectivity
7.24.12 Given the geography of the region, the issue of rural connectivity is vital in addressing
inequalities and providing sustainable options in terms of access to employment, education,
public services, healthcare and recreational facilities.
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7.24.13 This category includes measures aimed at establishing a ‘connectivity benchmark’ based on
settlement type (established through the Scottish Government’s Urban Rural Classification) for
both those without access to a car, and those who would prefer not to use a car. Such a package
requires a consistent ‘rural connectivity audit’ to establish appropriate connectivity across all of
the region’s settlements, and this would benefit from being undertaken as a joint exercise with
key partners such as NHS Grampian, higher education establishments and other community
planning partners.
7.24.14 Building on the Aberdeenshire Town Centres First Framework, the audit would recognise the
role that many of Aberdeenshire towns play in providing key service centres for their rural
hinterlands. Establishing a settlement ‘connectivity benchmark’ is about ensuring connections
between smaller towns and villages as well connecting with Aberdeen. Such an audit would
also include understanding the role that improved digital connectivity could play in incentivising
and enabling those resident in the region’s rural areas to reduce their need to travel by ensuring
working from home can be done flexibly, effectively and efficiently.
7.24.15 The emerging category options will then include:
Rural Connectivity Measures
A step change in rural public transport connectivity
Provision of ‘mini’ interchange hubs
More formalised and consistent demand responsive services open to, and promoted to all;
alongside consideration of other innovative interventions such Mobility As A Service (MAAS)
pilots
Active travel improvements focussed around community accessibility to town centres and local
services
Developing and implementing a Rural Digital Working Strategy for the region

Category 4: Safety
7.24.16 The safety of the transport system is key and is reflected in all national, regional and local plans
& strategies. The RTS 2040 aims for zero fatalities on the road network. As such, this safety
category comprises measures proven to reducing accident rates and includes:
Safety Measures
Community safety through the consideration of 20mph zones, school zones and other traffic
calming measures
On-going safety, management and improvement measures on the key road routes in the
region
7.24.17 These measures are set against a changing technological backdrop. This is particularly
pertinent with respect to connected and autonomous vehicles which have the potential to
substantially de-risk the movement of goods and people by road with respect to driver and
passenger safety.
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Category 5: Strategic Connectivity
7.24.18 Supporting and strengthening the region’s connectivity, strategically within the region, and to
the rest of Scotland, the UK and overseas is vitally important in ensuring the efficient movement
of people and goods to support the region’s economy. It is recognised that the ongoing
development of the strategic rail, road, air and ferry sectors falls under the remit of national
transport bodies and the Scottish Government. However, this study fully acknowledges the
important role that Aberdeen City Council, Aberdeenshire Council and Nestrans play in
influencing and lobbying, as well as partnering with national organisations, in order to ensure
the continued and enhanced transport connectivity of the region. The role of the local authorities
and Nestrans relating to strategic road, rail, and air and ferry sectors has been explored and
while options have not been taken forward as individual options for appraisal within this context,
the importance of this influencing and partnering role is recognised through this fifth category,
which includes:
Strategic Connectivity Measures
Improved strategic rail connectivity to the Central Belt and Inverness
Improved trunk road reliability (reflected through the road safety, management and
improvement interventions noted in Category 4)
Improved access to the region’s ports (reflected through both the road safety, management
and improvement interventions noted in Category 4 and other on-going schemes such as the
on-going External Transportation Links to Aberdeen South Harbour study)
Option Delivery Pathway and Prioritisation
7.24.19 The 29 individual options appraised have been assigned to one of the categories listed above,
with the exception of Option 25 and Option 26.
7.24.20 All options have been defined as either:
Core: Large scale options required to instigate substantive change; or
Supporting: Smaller supporting options, less likely to bring about substantive change in
their own right, but nevertheless important in supporting the core measures and overall
objectives
7.24.21 Table 7:24 below lists each of the 29 options with their assigned category and whether they are
considered as ‘Core’ or ‘Supporting’. The table also notes the most appropriate delivery
'pathways’ in each case, together with the proposed key next steps for taking the option
forward.
7.24.22 These options are presented broadly in line with Transport Scotland’s sustainable transport
hierarchy.
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Table 7:24: Option Categorising and Prioritisation

1

2

3

4

5

6

Upgrade existing active
travel routes

1: City
Connectivity
3: Rural
Connectivity

Increase provision and
quality of active travel
routes across the region

Implement regional cycle
hire scheme

Type

Core

1: City
Connectivity
3: Rural
Connectivity

Core

3: Rural
Connectivity

Supporting

Softer Measures to
encourage active travel

1: City
Connectivity
3: Rural
Connectivity

Improve bus services and
network

1: City
Connectivity
3: Rural
Connectivity

Core

Demand responsive
services

3: Rural
Connectivity

Core

Supporting

STPR2 /TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
STAG-based feasibility and engineering work to consider the implementation of continuous
segregated active travel corridors into the city centre to inform subsequent Business Cases /
funding applications. Local authorities to take the lead and continue to progress on-going active
travel focussed corridor studies, with prioritisation given to:
•
A944: route between Westhill and the city centre linking to the hospitals
•

A96: segregated route between Inverurie and the city centre (including a link to Kirkhill
Industrial Estate, the airport and TECA, and linking to Criabstone Park and Ride)

•

A90(S): segregated routes to the south of Aberdeen city centre linking Chapelton of
Elsick, Portlethen to Cove, Altens, Torry, Aberdeen South Harbour and the city centre

Pending development of an Aberdeen City bike hire scheme, Nestrans to undertake further
investigation into the costs and benefits of smaller scale cycle hire schemes in town centres or
other suitable locations across the region.
Local authorities and Nestrans, through the Getabout partnership and brand, to increase current
‘softer measures’ initiatives to encourage and enable greater active travel use, .

Nestrans led study to investigate how the new powers embodied in the Transport (Scotland) Act
2019 could be used to provide a catalyst to generating a step change in bus provision and
operations across the region. This should perhaps be focused in the first instance on the
possibilities provided by BSIPs. This could comprise a scoping exercise surrounding a BSIP
‘plan’ and supporting BSIP ‘schemes’. BSIPs provide the framework in which to successfully
implement Option 12 (Improved Integrated Ticketing), Option 13 (Improved information about
public transport services).
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Type

STPR2 /TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
This would be informed by a region-wide bus network review including a rural connectivity audit
– considering current provision versus rural community needs. This would include investigating
where DRT could be implemented successfully, beyond the fairly patchy and limited current
provision. This would likely involve undertaking an audit of all current services, setting out the
geographical coverage and the ‘target’ users of these service. In parallel, there could be an
audit of the needs of all rural communities in the region not currently satisfactorily served by
public transport, or those with very limited public transport connections. The audit should cover
existing levels of public transport access to employment, education and public services that
allow for meaningful journeys to be undertaken. Consideration should also be made of the
current level of subsidy provided to operate traditional bus services for communities, how such
services may operate in the future (i.e. whether there are likely to be further cuts to these
services due to reducing funding) and establish the most vulnerable communities, the most
vulnerable groups of individuals and where the gaps are in provision serving the existing
population. Again, the greater regulatory control provided by the Transport (Scotland) Act 2019
(considered in Option 5) will enable greater control by local authorities to exert greater influence
over bus services in the area and the ability to operate bus services in the event of market
failure.

7

8

New railway stations on
existing lines

New railway lines and
associated stations

1: City
Connectivity

-

Core

Nestrans to undertake an Outline Business Case to confirm preferred option for the station sites
between Aberdeen and Dyce, (drawing on the work of the Aberdeen North-West Station
Review). Outline Business Case to confirm preferred option for the station sites between
Aberdeen and Laurencekirk, taking forward the recommendations from the Aberdeen to
Laurencekirk Corridor Study. This would support the development a strong ‘commuter line’
between Montrose, Aberdeen, Dyce and Inverurie.

-

It is unlikely that railway line re-openings can be justified under existing Treasury criteria and
transport appraisal criteria in the medium-term but alignments should be protected in case there
are substantial changes in appraisal guidance in the future. This option is therefore considered a
long-term prospect and no next steps are defined at this stage.

-

-

-

-
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9

Potential Next Steps
A mass-transit option, implemented in conjunction with complementary measures has the
potential to achieve a step-change in public transport connectivity region wide and in Aberdeen
city more generally.

Strategic Public Transport
Corridor Scheme(s)

1: City
Connectivity

10

Type

STPR2 /TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Core

Park & Ride Facilities

1: City
Connectivity

Core

Nestrans (CRD funded) to undertake a STAG-based study of Bus Rapid Transit and other mass
transit options, to serve strategic locations and / corridors across the Aberdeen travel to work
area. This study would allow the most appropriate type /scale of mass transit for Aberdeen to
be determined, together with the corridors and locations to be served, and the infrastructure
required to deliver the service. This would in turn provide the Strategic Case for the subsequent
Business Case.
Park & Ride sites and smaller mini interchange hubs to be further considered within the
framework of corridor studies and rural accessibility analysis.
This should include undertaking a Business Case to fully explore the benefits and costs of the
Park & Ride site at Portlethen, building on lessons learned from other P&R sites around
Aberdeen, and defining the market for this new facility as distinct from the current rail based
Park & Ride in Portlethen. This should include exploration of how a new site at Portlethen and
existing Park & Ride sites around the city can all be managed to create a successful public
transport offering as an alternative to the private car as part of an overall package.
Consideration must be taken of the proximity of the site to the strategic road network, the
availability of parking throughout the day, suitable bus frequency (with bus departures every 10
minutes), competitive journey times, competitive fares that are attractive versus parking in the
urban centre and the length of the operating day. Care should also be made to include
adequate provision for other sustainable modes i.e. cycle for Park & Cycle trips. The Business
Case should also explore the potential for a lorry parking / rest area as per existing allocations in
the Aberdeenshire Local Development Plan.
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11

12

13

14

15

Improved Transport Hub

STPR2 /TS

Category

Type

1: City
Connectivity

Supporting

Nestrans to support the work of Aberdeen City Council in the implementation of the City Centre
Masterplan including investigating the potential for improved accessibility between the rail / bus
station and the harbour.

Supporting

Working in partnership with the North East of Scotland Bus Alliance, Nestrans to investigate the
types of improved and smart integrated ticketing schemes that could be implemented regionwide, and coordinate with national schemes. This should include consideration of how this could
be delivered given the new powers under the Transport (Scotland) Act 2019 and through the
creation of BSIPs (under Option 5).

Supporting

Building on current marketing of information in relation to public transport provision, investigate
types of additional information provision that would have the greatest positive impact. To be
progressed in partnership with bus and rail bodies including the North East of Scotland Bus
Alliance and ScotRail as well as the regional Getabout partnership.

Supporting

Nestrans, partnership with the Councils and bus and rail bodies including the North East of
Scotland Bus Alliance and ScotRail as well as the regional Getabout partnership, to undertake
audit of existing mobility issues across all public transport modes and core urban realm across
the region to establish the specific issues. This should begin with engagement with passenger,
disability and equalities groups. The purpose should be to develop a costed and timed action
plan to address barriers to the use of public transport.

Improved integrated
ticketing
(linked to option 5)

1: City
Connectivity
3: Rural
Connectivity

Improved marketing /
information about public
transport services

1: City
Connectivity
3: Rural
Connectivity

Access for all across all
public transport (including
taxi) modes

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

1: City
Connectivity
3: Rural
Connectivity

Potential Next Steps

As Trunk Road, the principle mechanism for delivery of future investment will be via STPR, with
due regard to NTS investment hierarchy.

A90(N) / A952: Ellon to
Peterhead / Fraserburgh
4: Safety
5: Strategic
Connectivity

Core

Aberdeenshire Council and Nestrans to continue to develop evidence to augment existing
business case and appraisal work, and support interface with development management
processes.
Nestrans to examine the most appropriate schemes to ensure connectivity to the north of
Aberdeen (noting the on-going planning for the A96 dualling), improving access to the region’s
ports at Fraserburgh and Peterhead.
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Type

STPR2 /TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
Continue with work to develop a suitable scheme to provide improved connectivity to the new
Aberdeen South Harbour at the Bay of Nigg.

16

As Trunk Road, the principle mechanism for delivery of future investment will be via STPR, with
due regard to NTS investment hierarchy.

A90(S): Aberdeen to
Perth
4: Safety
5: Strategic
Connectivity

17

18

19

20

A92: Blackdog to
Stonehaven (inc. new
River Dee bridge)

Core

4: Safety
5: Strategic
Connectivity

Supporting

As a local road, local authorities to continue to manage the performance of the route and
associated principal radials in line with investment hierarchy. Specific requirement to consider
the routes’ function in line with revised Roads Hierarchy, City Centre Masterplan, associated
interventions on A956 Wellington Road/Link to Aberdeen South Harbour, and the
performance/function of specific junctions.

4: Safety

Supporting

As a local road, local authorities to undertake further work and risk analysis to examine the most
appropriate schemes in line with investment hierarchy. Includes ongoing development of the
A947 Route Action Plan, and Dyce area interventions, into timed and costed Delivery Plans.

4: Safety

Supporting

A947: Aberdeen to Banff

A98: Aberdeenshire /
Moray boundary to
Fraserburgh
A944 / B9119: Aberdeen
west to Aberdeenshire
boundary with Moray

Nestrans and Tactran have joint interest in securing improvements to the safety and
performance of this strategic route.
Nestrans to examine the most appropriate schemes to ensure connectivity to the Central Belt.
Nestrans and Aberdeen City Council to continue with work to develop a suitable scheme to
provide improved connectivity to the new Aberdeen South Harbour at the Bay of Nigg.

4: Safety

Supporting

As a local road, Aberdeenshire Council to continue to manage the performance of the route in
line with investment hierarchy. Includes options for Banff Bridge.
As a local road, local authorities to undertake further work and risk analysis to examine the most
appropriate schemes on this route in line with investment hierarchy.
Early consideration required of multi-modal connectivity and route performance, as well as wider
development pressures, between Aberdeen and the Westhill area.
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21

22

23

24

25

A93: Aberdeen to
Braemar to
Aberdeenshire boundary
with Perthshire

Type

4: Safety

Supporting

Long Term Asset
Management strategy

4: Safety

Supporting

Community road safety
measures

4: Safety

Core

Low Emission Zones /
Zero Emissions Zones
(inc. consideration of
freight restrictions)

2: Demand
Management

Core

Electric Vehicle and
Hydrogen vehicle
charging and refuelling
strategy and
implementation

-

Supporting

26

Improved network
monitoring and data use

-

Supporting

27

Congestion Zone
charging

STPR2 /TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
As a local road, local authorities to continue to manage the performance of the route in line with
investment hierarchy.

Local Authorities to revisit the existing asset management and mitigation plans of both councils
to consider whether the plans fully consider the management and maintenance of the road
network and structures in light of the changing climate and financial pressures.
Local authorities to further investigate the potential to introduce 20mph zones in all urban
environments building on experience from elsewhere. Further consideration of school zones and
other traffic calming measures.
Local authorities and Nestrans, in partnership with Transport Scotland, to continue work
developing the potential Aberdeen city centre LEZ and consider the case for other potential
schemes.
Aberdeen City Council and Aberdeenshire Council to work with Nestrans to extend the network
of publicly available charging points.

2: Demand
Supporting
Management

Local authorities to continue to develop and explore emerging technology options for traffic
monitoring and management and how these could be applied within the region.
Nestrans to progress a regional Demand Management Study in partnership with both Aberdeen
City Council and Aberdeenshire Council to appraise the options in more detail. The scope of
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28

29

Type

Pricing Demand
Management

Improve Strategic InterCity Rail Connections

2: Demand
Management

Core

5: Strategic
Connectivity

Core

STPR2 /TS

Category

CRD

Description

RTS2040

Op.

LTS / LA

Recommended
Delivery Pathway

Potential Next Steps
this study would include: the potential to raise parking charges and / or extend the current
‘controlled’ parking areas; introduce a workplace parking levy; and / or a congestion charging
zone through the development of a viable Business Case exploring potential alternative
charging models. Cognisance is needed of the on-going development of a Low (or potentially
Zero) Emissions Zone in the centre of Aberdeen (Option 24). Some of the aims of a charging
scheme may be able to be delivered through the creation of a Low Emission Zone, although
such a scheme would not generate revenue for improving the public transport and active travel
networks.

Nestrans to continue to work with the Transport Scotland and Network Rail to implement plans
to improve the rail network connecting Aberdeen to both the Central Belt and Inverness,
including consideration of rail freight opportunities.
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7.24.23 In addition to the options noted in the above table, it is important to note the following options
(for which a narrative was developed rather than a full appraisal) were also considered in this
study, and are recommended for inclusion in the RTS2040:
Improved Access to Healthcare: Nestrans will continue to work with NHS Grampian to
implement the Health and Transport Action Plan, integrated this throughout relevant
workstreams
Revised Approach to Development Control: where Nestrans has the potential to
influence policy through national policy work;
Maintain and expand air routes: where Nestrans will continue to work with regional parties
in a lobbying role;
Maintain and enhance maritime routes: where Nestrans will continue to work with
regional parties in a lobbying role;
Digital connections: where Nestrans will support work through the City Region Deal and
economic development partners;
Freight Hubs and facilities: whilst likely to be commercially driven, Nestrans will need to
maintain a close monitoring role in liaison with the North East Freight Forum and planning
partners and other relevant stakeholders (such as the ports and harbours); and
Infrastructure measures to support the Aberdeen City Centre Masterplan: where
Nestrans will continue to consider and input into individual elements as they are worked up
in detail.
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8

Future Scenarios

8.1

Introduction

8.1.1

The options to date have been broadly developed and considered under a background
‘business as usual’ scenario. However, there are a number of issues which have the potential
to materially re-shape how people use the transport network in the coming decades, and
therefore how relevant some of the measures being considered here may be in future. These
issues can be thought of under three main themes:
decarbonisation;
technology; and
societal change.

8.1.2

Whilst there is a varying degree of uncertainty with respect to much of this, the potential
implications should be considered to manage the risk of e.g., making investments now that
would then subsequently be overtaken by events, leading to potential redundancy. Looking
further ahead any detailed project appraisal will require a 60-year benefits stream to be
calculated. Some of the issues discussed here, particularly full automation, are not likely to
become a factor in the short or medium term, e.g. to 2040, but certainly would become a factor
if looking to for example 2080.

8.1.3

A good example is perhaps previous investment in real time information in public transport, in
terms of on street hardware in particular. Many bus operators now provide apps where detailed
service information is available, including the location of vehicles, and indeed details about the
vehicle itself52. Had app-based systems been envisaged at the time, investment decisions
regarding on-street infrastructure may have been different.

8.1.4

Each of these three areas is now considered in turn below. Firstly though, there are upcoming
EU regulatory changes relating to new vehicles from 202253 which will have a material impact
on the vehicle fleet over the next decade. These changes (which the UK Government is at
present signed up to) will require all new vehicles to be equipped with a range of safety
measures as follows:
Advanced emergency braking (cars, vans);
Alcohol interlock installation facilitation (cars, vans, trucks, buses);
Drowsiness and attention detection (cars, vans, trucks, buses);
Distraction recognition / prevention (cars, vans, trucks, buses);
Event (accident) data recorder (cars, vans, trucks, buses);
Emergency stop signal (cars, vans, trucks, buses);
Full-width frontal occupant protection crash test - improved seatbelts (cars and vans);
Head impact zone enlargement for pedestrians and cyclists - safety glass in case of crash
(cars and vans);

52
For example, the app produced by Borders Buses specifies whether a particular bus has the facility to carry
bicycles, allowing you to plan your journey accordingly if you plan to take your bicycle on the bus.
53 https://ec.europa.eu/commission/presscorner/detail/en/IP_19_1793
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Intelligent speed assistance (ISA) (cars, vans, trucks, buses);
Lane keeping assist (cars, vans);
Pole side impact occupant protection (cars, vans); and
Reversing camera or detection system (cars, vans, trucks, buses).
Tyre pressure monitoring system (vans, trucks, buses)
Vulnerable road user detection and warning on front and side of vehicle (trucks and buses)
Vulnerable road user improved direct vision from driver’s position (trucks and buses)
8.1.5

Whilst this represents a significant increase in safety-based vehicle equipment, perhaps of most
significance here is the mandatory fitting of ISA to all new vehicles. This is a system which uses
traffic sign recognition and GPS to ‘enforce’ the prevailing speed limit by reducing fuel flow to
the engine and reduce the speed of the vehicle if required. Initially, vehicles will be supplied
with this as the default setting, but which a driver can switch off. Over time it is envisaged that
this option will be removed as greater public acceptance is achieved.

8.1.6

In the medium term, this technology would be expected to substantially reduce speeding and
therefore reduce the need for on-street measure to control vehicle speeds (e.g. average speed
cameras, smart motorway infrastructure) and potentially other road-safety based schemes.

8.2

Decarbonisation

8.2.1

The key policy development affecting the coming decades relates to decarbonisation of the
transport sector. The RTS horizon date of 2040 for example, is only five years before the
Climate Change ((Emissions Reduction Targets) (Scotland)) Bill requires a legally-binding ‘netzero’ target of all greenhouse gases by 2045.

8.2.2

A switch to electric and hydrogen powered vehicles would have a range of consequences.
Aside from the obvious requirement for accompanying power supply infrastructure, there are a
range of wider policy implications, including:
UK tax receipts derived from fossil fuel sales amount to over £30bn per annum, around 5%
of total government income54, revenue which would be lost under a full decarbonisation
scenario. This could be recovered through some form of road user charge which may
require on-street infrastructure and administration at the national, regional or local level.
If the use of electric / hydrogen vehicles does bring about a reduction in the costs of driving,
then traffic levels would be expected to increase. Clearly, this would not occur if new
charges are implemented which result in broad cost neutrality between the present day and
a decarbonised future scenario.
The options list contains a number of measures aimed at reducing car use, in part at least
with the objective of reducing greenhouse gas emissions and improve local air quality. Full
fleet decarbonisation will therefore in time diminish as one of the main reasons for
discouraging car use, particularly in areas where traffic congestion is not a problem. The
Scottish Government’s current position is that it ‘aims to phase out the need for new petrol
and diesel cars and vans by 2032’55. In 2018, around 75% of cars in the UK were 11 years
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https://www.ifs.org.uk/bns/bn09.pdf
https://www.gov.scot/policies/renewable-and-low-carbon-energy/low-carbon-transport/. Note that the status of
hybrid vehicles in this context is not yet clear. The UK 2040 ban on petrol and diesel car sales appears to exempt
hybrid vehicles at present.
55
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old or newer56. On this basis, it could be assumed that by 2042, roughly three quarters of
the car fleet would be decarbonised. Whilst this is a simplification (given that by 2032 a
proportion of the fleet will already be decarbonised, so a higher level of decarbonisation
may be reached sooner) it highlights a risk of allocating resources to tackling a problem
which will be ‘resolved’ in the medium term through evolution of the vehicle fleet. Taking a
long-term perspective, air quality in particular should not therefore perhaps be the sole
justification of measures which discourage car use.
As one of the main negative impacts of car usage would be removed, this may encourage
people to switch back to car usage, or use their car more, compared to when they had a
fossil fuelled car.
Depending on battery life and recharging speeds, there could be a switch away from car to
train for longer journeys if the car is just too inconvenient for say 300+ miles journeys.
8.2.3

Perhaps the biggest uncertainty here is policy / political, and the extent to which at this stage
(and in response to the climate emergency) people are: (i) encouraged to buy an EV in place of
a fossil-fuelled car as opposed to; (ii) encouraged to abandon car ownership all together. At
present, the consumer could be forgiven for thinking that switching to an EV ‘solves’ the ‘car’
problem, at the very least in terms of the climate emergency. However, the production of any
car is a resource intensive activity and current battery technology relies on cobalt which is
particularly damaging to obtain. A range of reports suggest that over their whole life, carbon
emissions associated with EVs are at least half those of equivalent petrol vehicles. With an
emerging boom in the electric vehicle industry anticipated from 2020 (where EV sales will be
aggressively promoted by the car industry), there is a risk that sales of electric vehicles could
ultimately take us back towards current overall emissions levels.

8.2.4

Therefore there is a risk that people are encouraged to switch to EVs (supported by substantial
investment in supply systems) only for a new problem to emerge, or for the original problem to
remain, to a reduced degree. The analogy is that people were encouraged to switch from petrol
to diesel to reduce emissions, only for new problems to emerge with NOX and particulates. In
addition, the more longstanding car-related problems of traffic congestion in urban areas will
remain.

8.2.5

There appears little doubt that a decarbonised vehicle fleet will be realised, but the uncertainty
is the timescale. In the absence of policy to discourage car ownership and use, assuming
running costs are equalised and battery life continues to improve, decarbonisation of the fleet
will result in business as usual in terms of travel behaviour, demand for travel, congestion etc.

8.3

Technology

8.3.1

There are a number of key technological developments in the transport sector which have
the potential to fundamentally change how people use transport in their day-to-day activities.
Much of this is concerned with the development of Connected and Autonomous Vehicles (CAV).

8.3.2

CAV development comprises a range of levels broadly as follows:
Level 0 – no automation;
Level 1 – driver assistance; as seen in many cars now, e.g., lane assistance, adaptive cruise
control;
Level 2 – partial automation, e.g. traffic assist systems, Tesla ‘autoplitot’;
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https://www.gov.uk/government/statistical-data-sets/veh02-licensed-cars
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Level 3 – conditional automation, capable of self-driving under some circumstances;
Level 4 – high automation, capable of self-driving on prescribed routes; and
Level 5 – full automation, self-driving in all road conditions.
8.3.3

It is noted that a trial of a Level 4 cross Forth bus service is imminent, however a driver will be
on board57.

8.3.4

There are a number of implications of this.

8.3.5

In the first instance, as vehicles become more connected and equipped with increasingly
sophisticated driver aids and safety equipment, accident numbers would be expected to drop
(as they have been in recent decades). In addition, greater connectivity between vehicles (and
on-street equipment) will provide opportunities to improve network efficiency, improving journey
times, congestion, and hence journey time reliability.

8.3.6

The more fundamental change would come from self-driving cars, commercial vehicles and
public transport vehicles (i.e. Level 5 above). In the case of fully autonomous cars, drivers
would now be able to use their in-vehicle time productively. However, given the technical and
legislative issues to be resolved, fully driveress cars are perhaps less likely to become a mass
market proposition within e.g. the 2040 RTS envelope.

8.3.7

Since buses and commercial vehicles tend to follow more prescribed routes, there is perhaps
scope for Level 4 operation (driverless, if the legislation allows) with these vehicles. The key
issue here is that in any bus or commercial vehicle operation, the cost of the driver accounts for
the large majority (around 66%) of the total cost of the operation. Drivers’ hours legislation also
limits the hours a vehicle can operate or requires the use of multiple drivers to provide a long
operating day.

8.3.8

Conceivably, a driverless commercial vehicle could operate 24-hours a day, substantially
reducing the cost of distribution, and reducing prices to the consumer. Similarly, a driveress
bus could operate say 18 hours a day with the cost to the operator reduced by around two thirds.
This reduction in cost could be used to provide many more services at the same cost. In both
cases, there would be substantial job losses associated with automation.

8.3.9

The other change which would be part technological and part behavioural would relate to the
MAAS (Mobility as a Service) concept. Under this concept, all mobility needs are provided
through a ‘mode-neutral’ app. Initially this seeks to bring together all aspects of public transport
(across operators) onto one platform and provide the user with the optimal and affordable
journey. A wider interpretation of MAAS would also involve the use of autonomous vehicles
which the user would have access to on demand. Thus, the requirement to actually own a car
would in theory be removed.

8.4

Societal Change

8.4.1

In addition, there are a range of wider societal changes which are affecting travel behaviours
now, and with the potential to have an increasing impact in the future. Figure 8:1 shows trips /
person / year (excluding short walk trips) by purpose since 2002 in England (where the National
Travel Survey provides the longest running and most extensive survey of personal travel).
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https://www.transport-network.co.uk/CAV-Scotland-to-host-self-driving-bus-first/16266
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Figure 8:1: Trips per year (excluding walking)

8.4.2

Overall, since 2002, trip making per person has reduced by 11% so over time there is a clear
trend that people are making fewer trips. This has however been offset by increasing
population levels with UK population rising from 59.3m to 67.1m (13%) over this period. Of
particular note is that:
Commuting trips per person have reduced by 14%;
Shopping trips per person have reduced by 17%; and
Business trips per person have reduced by 17%.

8.4.3

These patterns will reflect the greater tendency for working from home, reduced face-to-face
business contact, and the switch to online shopping. The trip purposes which have seen an
increase are more leisure-orientated including Entertainment, Day Trips and VFR58 (not at their
home). As technology continues to improve and the nature of employment, leisure and
shopping evolves, it is reasonable to assume that these trends will continue perhaps until some
‘base’ level of trip making is reached.

8.4.4

If these trends were to continue, it may lead to reduced peak hour travel in particular, which
would imply that the transport system may need to be less ‘peak’ orientated. This would be an
issue for rail in particular, where train capacity across the day is often determined by the need
to accommodate peak commuting volumes, with trains then operating across the day with
surplus capacity, adding to operating costs.

58

Visiting friends and relatives
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8.4.5

A further change would relate to the current car ownership model. Whilst the car-club concept
has enjoyed some success, the large majority of people still own / finance / lease their own car,
replacing this periodically. Some manufacturers are now offering contracts where vehicles are
made available on request, dispensing with the requirement to own their own vehicle. This trend
in itself is less likely to have a major implications on the requirements of the transport network
however.

8.4.6

A final issue is that there could be a more radical political / societal shift in favour of seeing
public transport as a free public good. A number of European towns and cities are trialling
schemes where public transport is free or available at a nominal daily charge. The evaluation
of these trials will be of interest in determining whether this is a realistic / desirable proposition
in the UK context.

8.5

Summary

8.5.1

For any key risks which emerge a judgement has been made as to whether this risk should
prevent the option being taken further forward.

8.5.2

Of the issues touched on above, the most profound change would come as a result of full
automation. The other implications are likely to be more incremental in their impacts.

8.5.3

Full vehicle automation has the potential to deliver:
Near zero casualty rate;
Substantial implications for the cost of providing bus services and hence the volume of
services which could be delivered for a given sum of money would be much greater;
Substantial reductions in freight and logistics costs with resulting benefits to consumers;
Driver job losses;
Car drivers now able to use their in-vehicle time productively; and
On demand autonomous vehicles (through MAAS) could spell the end of car ownership
models as we currently understand it.

8.5.4

Decarbonisation of the car fleet will only have a substantial impact in terms of travel behaviour
(and hence the need for a supply-side response) if the cost of motoring in future falls relative to
the costs of running a fossil fuel fuelled car today.

8.5.5

The societal changes are likely to continue with fewer commuting, business and shopping trips
and increased leisure travel. The most obvious impact of this would be reduced peak hour
transport demand. The increase in leisure and entertainment may signal more travel to for
example Aberdeen city centre as it develops its ‘offer’ in this respect.

8.5.6

The extent to which this reduced overall propensity to travel leads to reductions in the overall
volume of travel will depend on the rate of population growth across Aberdeen and
Aberdeenshire, and the patterns of development associated with this population growth.

8.6

Addendum: COVID-19

8.6.1

In March 2020, the UK went into ‘lock-down’ due to the global Coronavirus (COVID-19)
pandemic. The aftermath of the pandemic has the potential to impact on the way we work, live
and travel. Given the national need for home-working, employers and employees have had to
adapt to working from home, implementing working strategies and technological solutions to
enable this. The outcome may be a new working reality where staff choose to work more days
a week from home and the behavioural change outlined in the NTS2 and regional and local
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strategies may be achieved sooner than anticipated. This has implications for committed
schemes and other schemes at the planning stages which may need to be revisited to fully
explore whether they are still required potentially in the future or whether different types of
schemes should now be investigated.
8.6.2

While at this stage no one can accurately predict the long-term impacts to travel of the COVID19 pandemic, its ramifications could be profound, and any option being progressed for more
detailed consideration beyond this stage of option appraisal should recognise and consider this.
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Appendix A
A.1

Review of Strategic and Policy
Landscape Changes

Introduction
This Technical Note sets out a review of how the strategic context has evolved since the list of
42 options developed during the Pre-Appraisal work for this study was established. The options
were developed around two years ago, and since then:
The National Transport Strategy 2 (NTS2) was published (February 2020) and associated
Sustainable Travel Hierarchy and any early outputs from STPR2 were made available;
There have been reductions in supported bus services in Aberdeenshire (ongoing) and a
recent contraction in commercial services within Aberdeen City;
The Aberdeen Western Peripheral Route (AWPR) has opened (February 2019);
The UK Government declared a Climate Emergency (April 2019);
The Transport (Scotland) Act 2019, as amended has emerged and been enacted; and
There have been evolutions of local policies / strategies, and the regional economic picture.
It is therefore considered worthwhile, before the options are taken any further in the appraisal
process, to consider any implications of this evolving policy and transport context in terms of
the 42 options. This note sets out the emerging strategic changes and how each option may be
impacted by these changes.

A.2

Strategic Context Changes
Table A.1 discusses the various changes noted above in greater detail.
Table A.1: Strategic Context Changes

Strategic Change

Description

National Transport
Strategy 2

A consultation draft National Transport Strategy was published on
31st July 2019 with the consultation period ending on 23rd
October 2019. Responses to the consultation were analysed with
a final strategy published in February 2020. The strategy is
underpinned by four priorities and associated outcomes:
• Promotes Equality: Delivery of a transport system that
provides fair access to services we need, is easy to use for all
and is affordable for all.
• Takes Climate Action: Delivery of a transport system that
adapts to the effects of climate change, delivers the net zero
emissions by 2045 target and promotes greener, cleaner
choices.
• Helps Our Economy Prosper: Delivery of a transport system
that gets us where we need to go, is reliable, efficient and high
quality as well as making use of beneficial innovation.
• Improves Our Health and Wellbeing: Delivery of a transport
system that is safe and secure for all, enables us to make
healthy travel choices and makes our communities great
places to live.
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Strategic Change

Description

The NTS2 reinforces the Sustainable Travel Hierarchy to promote
and design our transport system so that walking, cycling and
public and shared transport are promoted and take precedence
ahead of private car use. This will need to be reflected in the
development and appraisal of options for the Aberdeen City
Region Deal.
Alongside the NTS2, the Scottish Government is also undertaking
the Strategic Transport Projects Review 2 which will identify
nationally significant projects across Scotland. The work is still in
its early stages of evidence gathering, analysis and consultation.
A number of poorly performing Aberdeenshire Council supported
bus services were withdrawn or reduced in April 2019 due to
budget pressures. To stay within budget the Council reduced the
supported bus routes focussing on those which provide least
value for money. The usage of each service, primary trip purpose
and average subsidy per passenger, which in some cases
amounts to over £20 per passenger journey, were considered in
the overall assessment. This impacted upon approximately 28
services.
Bus Services in
Aberdeenshire

These withdrawals will have impacted upon accessibility for those
in affected areas which could potentially lead to increased social
exclusion for some people. The largest impacts are most likely to
be on those without access to a private car and vulnerable groups
like the young, elderly and the mobility impaired.
In addition, commercially operated bus services within Aberdeen
City have not increased in recent years and there has been a
contraction in the overall offering.
The AWPR was fully opened to traffic in February 2019 with the
key stretch between Stonehaven and Craibstone opening in
December 2018. Construction of the AWPR has removed the
need for through traffic to route via Aberdeen city leading to faster
journey times, less congestion, improved safety and less pollution.

AWPR opening

Initial monitoring by Transport Scotland found around 50% of
traffic has shifted from Aberdeen city onto the new Aberdeen
Western Peripheral Route59. It is estimated that air quality has
been improved for around 75,000 homes. Key journey times were
also reduced by half, even at peak periods, through the 36-mile
AWPR route between Stonehaven and south of Ellon.
The released capacity provides an opportunity to reallocate
capacity to sustainable modes of transport like walking, cycling
and public transport.

59

https://www.gov.scot/publications/foi-19-01368/
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Strategic Change

Climate Emergency

Description
The Scottish Government confirmed in May 2019 that we are
facing a global climate emergency and that it is essential to act
now. In response to this crisis amendments were made to the
emerging Climate Change Bill which sets a 2045 target for net
zero emissions. The was enacted and received Royal Assent on
31st October 2019. This sets the most stringent legislative
targets anywhere in the world aimed at ending Scotland’s
contribution to negative climate change within a generation.
This has significant implications for transport and the need to
move away from fossil fuel based private transport towards
electric vehicles and alternative fuel sources as well as
increased use of public and active travel modes.
The Scottish Parliament voted to pass the Transport (Scotland)
Act on Thursday 10 October 2019. The core areas it covers are:
•

•

Transport (Scotland) Act •

•

•
•
•
•

Bus Services: New powers are being created to establish
Bus Service Improvement Partnerships (BSIP) which replace
Quality Partnerships, Local Franchising which replaces
Quality Contracts, provision of bus services for social
inclusion purposes as well as powers to require bus operators
to make more information available about services, routes,
timetables, fares and withdrawal of services. BSIPs extend to
cover investment in non-bus related infrastructure (e.g.
parking) and to be able to agree service frequencies and fares
with operators. Local Franchising will remove the requirement
that it is ‘necessary’ to deliver a transport authority’s policies
and open it up to all scenarios providing greater flexibility.
Parking: Introduction of a national ban on pavement and
double parking to make it easier for local authorities to ensure
our pavements and roads are safer and more accessible to
all.
Low Emission Zones (LEZs): Enabling the creation and civil
enforcement of LEZs by local authorities and allowing the
Scottish Government to set consistent national standards for
a number of key aspects including emissions, penalties,
certain exemptions and parameters for grace periods.
Road Works: Creation of a regulatory environment which
encourages the approach of getting road work reinstatements
right first time, provides better information about road works,
and helps to ensure a consistent approach to safety at road
works sites.
Smart Ticketing: Strengthening compatible smart ticketing
technology across operators and modes as well as creation of
an advisory body to support Scotland-wide smart ticketing.
Regional Transport Partnerships: Allowing RTPs to hold
and operate capital funds, renewal and repair funds and
insurance funds in a similar way to councils.
Scottish Canals Board: Ability to vary the size of the Board.
Workplace Parking Levy (WPLs): Discretionary powers for
local authorities to establish a WPL by way of a licensing
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Strategic Change

Description
scheme. This is a levy on premises, not individuals or specific
professions. The amount of the levy will be determined by the
number of eligible parking spaces provided at a workplace,
with the local authority setting the charge per space in the
licensing scheme.
The new bus service powers could have a significant impact upon
services which are provided by offering potential for greater public
sector input to service specifications. Similarly, WPLs offer scope
for more public sector control over private non-residential parking.
The powers related to LEZs offer more public sector control over
which vehicles can access particular areas. It is anticipated that
these are the powers that will have the greatest impact upon
options emerging for the Aberdeen City Region Deal.
Nestrans is in the process of preparing a new Regional Transport
Strategy covering the period to 2040. They have identified six
headline principles for the strategy that will set the tone and
direction of the strategy which are:
• A 50:50 mode split between car driver and sustainable modes.
• Improved journey efficiencies.
• Zero fatalities on the road network.
• No exceedance of World Health Organisation safe levels of
emissions from transport.
• Significantly reduced carbon emissions from transport to
support Scotland’s net-zero target by 2045.
• Accessibility for all.
The next steps involve developing more detail on the preferred
package of policies and actions that will deliver these key
principles.

Local and Regional
Policies / Strategies

Aberdeen City Council is in the process of preparing the Aberdeen
Local Development Plan 2022 (ALDP 2022). The Main Issues
Report was published in March 2019. It is designed to gather
views on specific proposals and sets out options for dealing with
the key planning matters facing Aberdeen over the next 20 years.
It identifies the major committed transport schemes as:
• Berryden Corridor and South College Street improvements.
• Haudagain roundabout improvements.
• Dyce Railway Station expansion.
• Aberdeen Harbour expansion.
• Improved rail services, including a new station at Kintore.
Furthermore, it identified Electric Vehicle Charging Infrastructure
as one of the 12 defined main issues. The MIR proposes that the
ALDP 2022 increases the requirement for electrical vehicle
charging infrastructure for all new developments that provide
parking.
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A.3

Strategic Context Changes – Impacts on the Options
Table A.3 discusses how the changes noted in Table A.1 may impact on each individual option
under consideration for this study. Each impact of each strategic change has been noted for
each option as ranging from Major Negative Impact to Major Positive Impact as shown in Table
A.2.
Table A.2: Impact of Strategic Changes - Scale

Minor Positive
Impact
Minor Negative
Impact

Moderate Positive
Impact
Moderate
Negative Impact

Major Positive
Impact
Major Negative
Impact

No
Impact

Overall, the strategic context changes have predominantly had a positive impact on the
identified options. However, there are instances where the options are negatively impacted by
changes such as the reduction in bus subsidies and declaration of a climate emergency. These
impacts need taken into consideration as option development and sifting is undertaken to
ensure that the options taken forward for appraisal reflect the most prevailing circumstances.
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Table A.3: Strategic Context Changes – Impacts on the options

Option

1

Upgrade existing routes and
develop a network of high
quality and safe active travel
routes across the region

2

Increase the provision and
quality of active travel
facilities across the Region

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes
Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency. Capacity released by AWPR could be
transferred to active travel.

3

Implement a regional cycle
hire scheme

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency.

4

Continue development and
roll out of Regional Active
Travel Promotion Strategy
with innovative awareness
campaigns and incentives to
encourage people to travel by
active modes

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency.

5

Implement BRT / Bus Priority
schemes which improve bus
service journey times and
reliability on key corridors in
the City and Towns in the
Region

Opportunity to 'lock in' benefits of capacity released by
AWPR. Highly consistent with emerging policy priorities
from NTS2 and Nestrans RTS 2040. Potential to tie
option to new BSIP or Local Franchise. However,
reduction in bus subsidies leading to less services may
reduce the benefits delivered by the option.

6

Consider future ownership /
regulation / partnership

New powers over buses being brought forward in
Transport (Scotland) Act including Bus Service
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Option
models for buses - working
with North East Bus Alliance

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes
Improvement Partnerships and Local Franchising will
open up opportunities for future ownership, regulation and
partnership models. Reducing bus subsidies may also
necessitate a change of approach in delivery of socially
necessary bus services.

7

Demand Responsive
Services

New powers over buses being brought forward in
Transport (Scotland) Act open up opportunities to change
how services are specified. However, viability needs
considered in context of reducing resources for bus
subsidies and what provides greatest value for money.
Consistent with policy context in NTS2, RTS and, to a
lesser extent, in addressing the Climate Emergency.

8

Development of an
integrated, multimodal
network of freight hubs
across the Region

AWPR completion likely to have influenced the movement
of freight around Aberdeen city region.

9

Review provision of Rest
Stops on trunk roads and key
freight routes for HGVs

10

Improve road access to all
regional ports

AWPR may have relieved some congestion on approach
to ports otherwise no impacts anticipated.

11

Use price mechanisms to
manage demand

Consistent with emerging policy priorities from NTS2 and
Nestrans RTS 2040 to decarbonise transport and
encourage modal shift. Transport (Scotland) Act includes
powers for workplace parking levies.

12

Revised approach to
Development Planning Policy

No impacts anticipated.

Needs considered in the context of the Aberdeen LDP
2022 which is currently under development. NTS2
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Option

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes
highlights the need for land-use and transport planning to
be undertaken coherently.

13

Maintain and expand routes
and destinations (domestic
and international) served by
Aberdeen International
Airport

14

Maintain and enhance
maritime services serving
Aberdeen, and connections
to Orkney and Shetland

Provision of high-quality Park
and Ride and multimodal
15
interchange facilities, and
supporting services

-

Consistent with NTS2 policy to support economic growth
through international connections but makes a negative
contribution towards tackling the climate emergency.
There is also limited scope to influence this particularly
given state aid legislation.
Consistent with NTS2 and Nestrans RTS 2040 policy to
support lifeline services and access for all including
remote and rural communities.
Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency. AWPR may have opened up new sites for
Park & Ride.

16

Improved marketing,
information and digital
connectivity (on and off)
Public Transport services

New powers over buses being brought forward in
Transport (Scotland) Act including to require bus
operators to make more information available to the
public on services, including routes, timetables and fares.

17

Introduce new fares model
for public transport
(potentially linked to MaaS)

New powers over buses being brought forward in
Transport (Scotland) Act including Bus Service
Improvement Partnerships and Local Franchising. Train
fares would need addressed at a national level.

18

Development of fully
integrated public transport
services across the region,

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to

259

Initial Appraisal Report
Aberdeen City Region Deal – Strategic Transport Appraisal
Initial STAG Appraisal of Regional Transport Projects

Option

NTS

Bus
Subsidy

AWPR

Climate
Emergency

including timetabling and
multimodal interchanges /
attractors

19

Transport
Bill

Policy

Notes
emissions as required in response to the climate
emergency.
New powers over buses being brought forward in
Transport (Scotland) Act including Bus Service
Improvement Partnerships and Local Franchising. Train
fares would need addressed at a national level. AWPR
will have released capacity that could be used for public
transport and these measures would make a positive
contribution to tackling the climate emergency. However,
reductions in bus subsidy will have reduced service
frequencies.

Timetable and capacity
enhancements to deliver
faster / more frequent
services on core corridors

20

Light Rail / Tram

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency. AWPR will have released capacity which
could be used for light rail or tram corridors.

21

Improve City Centre
connections between Bus
and Rail Stations

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency.

22

Public Transport Connections
to Airport

-

Highly consistent with emerging policy priorities to
encourage modal shift defined in NTS2 and Nestrans
RTS 2040 as well as reducing the negative impact of
airport surface access on emissions and the climate
emergency. However, encouraging air travel will make a
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Option

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes
negative contribution towards emissions and the climate
emergency.

Expand the rail network in the
North East (to the benefit of
23 both Passenger and Freight
users) via new and / or
reinstated railway lines

Highly consistent with emerging policy priorities to
encourage modal shift defined in NTS2 and Nestrans
RTS 2040. Potential to contribute positively to reducing
transport's contributions to emissions as required in
response to the climate emergency.

24

New Local Rail Stations on
existing local routes

25

Improve Strategic Inter-City
Rail Connections

26

A90 / A952 Upgrade Ellon to
Peterhead/Fraserburgh

-

27

A90 Upgrade south of
Aberdeen to Perth

-

28

North / North West Radial
Route Action Plans incl.
delivering the A947 Route
Action Plan

-

29

Western Radial Routes
Action Plans – A944 / A93

-

-

Consistent with emerging policy to improve journey
efficiencies in Nestrans RTS 2040. More efficient journeys
could reduce transport’s contributions to emissions
although this could also encourage more trip making
creating a range of potential impacts on the climate
emergency.

Consistent with emerging policy to improve journey
efficiencies in Nestrans RTS 2040. More efficient journeys
could reduce transport’s contributions to emissions
although this could also encourage more trip making
creating a range of potential impacts on the climate
emergency. Opening of AWPR will have impacted upon
traffic routing in the area but whether these are positive or
negative is unknown at this time.
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Option

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes
Consistent with emerging policy to improve journey
efficiencies in Nestrans RTS 2040. More efficient journeys
could reduce transport’s contributions to emissions
although this could also encourage more trip making
creating a range of potential impacts on the climate
emergency. Opening of AWPR will have impacted upon
traffic routing in the area by taking traffic off the A92. This
has already been found to have reduced emissions
impacts on 75,000 local houses.

30

Route Action Plan on former
A90 / newly designated A92
between Blackdog and
Stonehaven following AWPR
completion

31

Consolidated Asset
Management and
Prioritisation System

Consistent with emerging policy to increase the use of
asset management across the transport system set out in
the NTS2. Links to road works powers defined in
Transport (Scotland) Act as well.

Introduce 20mph zones

Highly consistent with emerging policy priorities to reduce
casualties and, particularly, fatalities on the road network
defined in NTS2 and Nestrans RTS 2040. AWPR likely to
have reduced traffic volumes in urban areas that would
allow introduction of 20mph zones.

ITS to manage vehicle entry
to lanes and zones based on
vehicle types, time of day,
real-time emissions and
congestion levels

Transport (Scotland) Act enables the creation and civil
enforcement of low emission zones by local authorities,
and will allow the Scottish Government to set consistent
national standards for a number of key aspects including,
but not limited to, emissions, penalties, certain
exemptions and parameters for grace periods for low
emission zones. Also consistent with emerging policy in
NTS2 and Nestrans RTS 2040 as well as making a
positive contribution towards reducing transport's
contributions to emissions as required in response to the
climate emergency.

32

33

-
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Option

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes

34

Wayfinding App for Tourists

Consistent with emerging policy in NTS2 to support
inbound tourism and improve transport information
provision.

35

Implement new technologies
strategy for the region,
across modes

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency.

36

Enhance network monitoring
capability to collect real-time
user information across all
modes, to input to journey
planning tools and real-time
network management

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. More efficient journeys
could reduce transport’s contributions to emissions as
required in response to the climate emergency.

37

Policy support for a digital
working strategy (including
Broadband Connectivity
Improvements) for the region
to reduce peak-time travel,
and encourage communities
to develop potential working
hubs

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Reducing the need to
travel through digital connectivity would also reduce
transport’s contributions to emissions as required in
response to the climate emergency.

38

Promotion of shared mobility
services, including car clubs
and facilitation of MaaS
(mobility-as-a-service)
providers

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040.
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Option

NTS

Bus
Subsidy

AWPR

Climate
Emergency

Transport
Bill

Policy

Notes

Infrastructure measures to
complement City centre
Masterplan proposals

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Potential to contribute
positively to reducing transport's contributions to
emissions as required in response to the climate
emergency. Scope to make use of the additional capacity
released by AWPR to enable infrastructure works.

40

Improved access to
healthcare strategy

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. Reduction in bus subsidy
may have led to service withdrawal which impacts on
access to healthcare. AWPR may have improved access
for those living in more peripheral locations.

41

Programme of access for all
improvements at all key
public transport points, and
within urban areas, to benefit
those who may have mobility
impairment

Highly consistent with emerging policy priorities from
NTS2 and Nestrans RTS 2040. However, reduction in bus
subsidy likely to have led to reduced access for some
where services have been withdrawn.

39

42

Local Transport Funding

NTS2 proposes review of Governance structures which
may impact upon funding arrangements. Transport
(Scotland) Act includes provision for workplace parking
levies which could increase funding available for local
transport improvements.
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Appendix B

Final Options for Appraisal

Table B:1: Final Options for Appraisal

Original
Option Option
No.
No.
1

Type

Option

1, 2, 39 Active Travel Upgrade existing active
& 40
travel routes

Geographical / Context
Approach

Role of Nestrans / Councils

Cost to Public / Scalable

Corridor

Under direct control

Medium - scalable

2

1, 2 &
40

Increase provision and
quality of active travel
routes across the region

Corridor

Under direct control

Medium - scalable

3

3

Implement regional cycle
hire scheme

Specific Areas and Groups

Specify and Tender contract

Medium - scalable

4

4

Softer Measures to
encourage active travel

Region-wide

Under direct control

Low

5

6, 16,
18 & 19

Improve bus services and
network

Region-wide

Wide range of roles.
Transport (Scotland) Act will enable
greater local control

6

7

Demand Responsive
Services (links to the
outcomes and operational
model of Option 5)

Specific Areas and Groups

Direct control - awarding of
contracts / funding

Medium - Scalable

7

23 & 24

New railway stations on
existing lines

Corridor

Lead development of proposals in
medium term

High - scalable

8

23 & 24

New railway lines and
associated stations

Corridor

Lead development of proposals in
medium term

Very high - Scalable

Bus

Rail
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Original
Option Option
No.
No.

Type
Public
Transport

Geographical / Context
Approach

Role of Nestrans / Councils

Cost to Public / Scalable

Strategic Public Transport
Corridor Scheme(s)

Corridor

Direct control

Very high - Scalable

Corridor

Direct control

Scalable

City Centre Masterplan Area

Direct control

Low

Region-wide

Dependent on bus partnership
contract model

Low – Scalable

Part Corridor,
Part Region-wide

Varied - private operator and public
sector

Low

Specific Areas and Groups

Direct Control

Low - Scalable

A90(N) / A952:
Ellon to Peterhead /
Fraserburgh

Corridor

TS / Local Authority

High - scalable

Option

9

5,20 &
22

10

15

Park & Ride Facilities

11

21

Improved Transport Hub

12

17 & 16

Improved integrated
ticketing
(linked to option 5)

13

16 & 38

Softer Measures - Improved
marketing and information
about Public Transport
services

14

41

15

26

16

27

A90(S):
Aberdeen to Perth

Corridor

TS / Local Authority

High - scalable

17

30

A92:
Blackdog to Stonehaven
(inc. new River Dee bridge)

Corridor

TS / Local Authority

High - scalable

18

28

A947:
Aberdeen to Banff

Corridor

TS / Local Authority

High - scalable

Access for All across all
public transport (including
taxi) modes
Road
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Original
Option Option
No.
No.

Type

Option

Geographical / Context
Approach

Role of Nestrans / Councils

Cost to Public / Scalable

19

28

A98:
Aberdeenshire / Moray
boundary to Fraserburgh

Corridor

TS / Local Authority

High - scalable

20

29

A944 / B9119:
Aberdeen west to
Aberdeenshire with Moray
boundary

Corridor

TS / Local Authority

High - scalable

21

29

A93:
Aberdeen to Braemar

Corridor

TS / Local Authority

High - scalable

22

31

Long Term Asset
Management strategy

Corridor

Direct control

Medium - Scalable

23

32

Community road safety
measures

Specific Areas and Groups

Direct control

Low- Scalable

24

33

Air Quality / Low Emission Zones / Zero
Low Carbon Emissions Zones (inc.
Economy consideration of freight
restrictions)

Approx. City Centre
Masterplan Area

Direct control

Low - Scalable

25

35

Electric Vehicle and
Hydrogen vehicle charging
and refuelling strategy and
implementation

Region-wide

Direct control

Low - Scalable

26

36

Improved network
monitoring and data use

Region-wide

Direct control

Low - Scalable

Data
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Original
Option Option
No.
No.
27

33

28

11

29

25

Type

Option

Demand
Congestion Zone charging
Management
Parking Demand
Management
Strategic
Rail

Improve strategic inter-city
rail connections

Geographical / Context
Approach

Role of Nestrans / Councils

Cost to Public / Scalable

Approx. City Centre
Masterplan Area

Direct control

Low

Region-wide

Direct control

Low

Corridor

Partnership role

High - Scalable
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Appendix C Improved Approach to Development
Planning Policy
C.1 Introduction
This appendix discusses current Development Planning Policy, identifying potential
improvements and the benefits this would have on transport.
The following issues have been identified both regionally and nationally and this appendix
discusses these issues within their current policy context:
Stricter enforcement and implementation of existing Planning Guidance;
Reallocation of on-street and off-street parking supply;
Alter junction analysis requirements to assess by per person;
Build transport infrastructure in advance of infrastructure/housing supply; and
Revise planning policy to ensure suitable active travel walking infrastructure is provided.

Scottish Planning Policy60
In June 2014 the Scottish Government published the updated Scottish Planning Policy (SPP)
which supersedes the earlier 2010 Policy document. The new SPP sets out the national
planning context within which any development proposal should be judged. The SPP notes that
“By locating the right development in the right place, planning can provide opportunities for
people to make sustainable choices and improve their quality of life.” Planning Advice Note 75
(PAN 75) Planning and Transport provides supporting information to the transport elements of
the new SPP.
A weakness of the SPP is the defined policy areas which are either legislative (i.e. developers
must comply with) or non-legislative (i.e. developers should comply to create efficient and
effective developments). This erodes the effectiveness of the more ambitious polices which
would enable high-quality development and make more efficient use of land to deliver long-term
benefits.
This means that many of the outcomes within the SPP cannot be fully realised as many aspects
that would create the outcomes are not legislative and rely on developers to implement aspects
that go above and beyond.
An example can be found in Outcome 4: A more connected place – supporting better transport
and digital connectivity. The SPP states that developments should align closely with transport
infrastructure but as this is not legislative developers can build in areas which do not have preexiting transport infrastructure. With no obligation to create extensive infrastructure which
promotes walking and cycling along with public transport then many developments become
reliant on the private car.
As the SPP creates a precedent which many local authorities follow this can cause a constraint
on the ability of local authorities to tie in transport infrastructure with developments reducing

60

https://www.gov.scot/publications/scottish-planning-policy/
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their ability to reject developments that do not truly align not only with the legislative aspects of
the SPP but also the current non-legislative aspects.

Development Planning and Management Transport Appraisal Guidance61
In July 2011 Transport Scotland published the Development Planning and Management
Transport Appraisal Guidance (DPMTAG). The guidance helps planners to consider transport
and land use together taking account of the SPP which states “the relationship between
transport and land use has a strong influence on sustainable economic growth, and this should
be taken into account when preparing development plans and in development management
decisions”.
The DPMTAG understands that transport demand is derived from land use and therefore new
developments will create new travel patterns which in turn have social, economic and
environmental impacts.
The process is primarily aimed at impacts upon the strategic transport network but is equally
applicable to local transport networks as well. Through the DPMTAG process an appraisal of
the impact a new development will have is undertaken and can result in transport interventions
for the potential development if its impact is too great on the strategic transport network. More
wider application to the local transport network as well would facilitate a more consistent
approach to identifying transport infrastructure required to support the implementation of
developments in a sustainable manner.
A further constraint within the DPMTAG is the lack of vision once a development gains consent.
There is no indication that the transport infrastructure should be in place prior to the
development being completed which can reduce the effectiveness of the transport infrastructure
especially if habits have become ingrained in those occupying the development.

National Transport Strategy 262
The National Transport Strategy (NTS2) was published in February 2020 with ambitions to
improve wellbeing health, the economy, equality and tackle climate change.
Spatial planning is an important aspect of the proposed NTS2 with an understanding that good
accessibility to and from developments is essential. This provides the guidance for cities and
regions to then develop similar spatial strategies which integrate land use into their transport
planning.

C.2 City Wide / Regional Context
Aberdeen City and Shire Strategic Development Plan63
In March 2017 Aberdeen City and Shire published their Strategic Development Plan. The Plan
has overarching targets for the area for development with a spatial strategy used to identify
opportunities for land which should then be implemented within the local development plans.
The Plan acknowledges that due to the scale of development expected in the area, more than
half of this development will take place on greenfield sites. There is a desire to reduce travel
distances to make walking, cycling and public transport more attractive travel options even with
many of the sites on the urban periphery.

61

https://www.transport.gov.scot/media/33792/j184585.pdf
https://www.transport.gov.scot/our-approach/national-transport-strategy/
63
http://www.aberdeencityandshire-sdpa.gov.uk/nmsruntime/saveasdialog.aspx?lID=1111&sID=38
62
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In Policy I1 – Infrastructure Delivery and Planning Obligations in the Delivering Infrastructure,
Transport and Accessibility there is an understanding that the infrastructure is required to
support developments with explanations of mechanisms on delivering such infrastructure via
developer contributions. What is lacking within the current development policies are
mechanisms to build infrastructure in advance of any developments or in advance of the final
phase of a masterplan.
The advantage of creating infrastructure in advance of the completion of developments is that
it helps to ingrain travel behaviours in the future area whilst also relieving the current
infrastructure from the additional strain of travel demand once development is implemented.
The Plan indicating a shift towards spatial planning in transport then integrating land-use
planning into transport planning should leave an opportunity for the development of
infrastructure prior to the completion of housing or other developments.
If Aberdeenshire takes such a policy stance then it would be more in line with the national roads
hierarchy where active travel is prioritised over private car travel.
With over half of allocated development land on greenfield sites there has been an
acknowledgement that the provision of active travel infrastructure is essential as some periphery
sites may have users who are more inclined to use private vehicles for travel.

Aberdeen Local Development Plan64
Aberdeen City Council published its local development plan in 2017. This Plan focuses on
providing a land use framework to create “an even more attractive, prosperous and sustainable
European city region…”.
As with the Aberdeen City and Shire Strategic Development Plan, the Local Development Plan
acknowledges that extensive development will happen in the city region with a target population
increase to 500,000 by 2035 for the region. With such extensive development planned the Local
Development Plan acknowledges that more than half of this will occur on greenfield sites and
therefore sets out a vision on how to best enable these developments.
Many of the greenfield sites identified tie in Policy LR1 – Land Release Policy which seeks to
maximise use on allocated land. The policy states that developments will be refused “on an
allocated site or in close proximity to an allocation that jeopardises the full provision of the
allocation…”. If this policy is strictly upheld with the correct allocations used it will create a
dense urban environment (30 people per hectare) which has more opportunity to support public
transport in some form. This is more in line with the DPMTAG and should be strictly enforced if
there is a real desire to ensure that active and sustainable travel are competitive against private
car travel.
The Plan acknowledges that additional transport demand will be generated from future
developments and seeks to encourage active and sustainable travel through integrating and
prioritising these modes over private car use. There is no discussion over implementing the
appropriate transport infrastructure before the development is completed which may prevent
the infrastructure from being fully utilised as those using the new developments may create
travel habits before the infrastructure is complete.
Policy T3 – Sustainable and Active Travel pushes for integration of active and sustainable travel
over the private car, but this needs to be strictly implemented in order to be successful due to
the periphery of some sites. This could work in tandem with Policy T2 – Managing the Transport
Impact of Development which seeks to develop new communities through increased local
services being built within the developments which would reduce the need to travel further
64

https://www.aberdeencity.gov.uk/sites/default/files/LDP_WS_20170328.pdf
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distances due to the peripheral nature of some sites. If these two policies work in tandem and
are strictly enforced, then there should be fewer private car trips as there will be infrastructure
in place to encourage active and sustainable travel with reduced distance to travel to everyday
amenities.

Aberdeen Local Development Plan – Main Issues Report65
As with Aberdeenshire’s LDP, the Aberdeen LDP is also under review with the updated LDP set
to be published in 2022. As part of this update a main issues report was created in 2019
whereby major policy stance changes from the previous plan were highlighted.
It acknowledges that there is a requirement to revitalise the city centre and repopulate the area
while reducing population leakages. This requirement has itself created further policy focussing
on this issue with the Aberdeen City Centre Living Strategy66 being published in December
2017.
The main issues report seeks to increase electric charging facilities and sees that the existing
charging network lacks both in terms of size and geographic coverage. The role of Aberdeen
in the success of EVs is pivotal as they are responsible for setting local planning policy and as
such the installation and development of the charging infrastructure. Aberdeen currently faces
three key challenges:
Funding – Historic sources of obtaining funding and the competitive nature of this has
resulted in a patchwork approach to provision of infrastructure;
Technical Expertise – Technology is ever evolving, and so Aberdeenshire will be wary of
investing in infrastructure only for it to become quickly outdated. There is a distinct lack of
support and guidance through Scottish Planning Policy with regards to specifications; and
Network Companies – A lack of incentives means designated network operators are often
reluctant to invest in network upgrades.
A sustainable, rapid charging network requires high power electrical supply which the local
distribution network is not designed for. Therefore, providing charging facilities at home is costly
and presents issues of power capacity gaps, with no provision within the Autonomous and
Electric Vehicle Act 2018 for these. The power capacity does exist in the UK ‘up grid’ near the
power substations and this presents an opportunity to create charging ‘hubs’ where the
infrastructure already exists while also reducing the streetscape blight that occurs with on-street
charging facilities currently.67
There is also a lack of understanding surrounding EVs and similar technologies as they still
produce emissions. About half of emissions from cars come from break, tire and road wear
according to a report from the European Commission Joint Research Centre. Electric vehicles
also do not reduce congestion, require costly road maintenance, cause road collisions and
social isolation. So, even though higher uptake would eliminate tail-pipe emissions, they are not
as environmentally sustainable as active travel or mass public transport.
Within the main issues report, there is also an acknowledgment that stricter policy stances need
to be taken on developer contributions to encourage the delivery of more sustainable
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https://www.aberdeencity.gov.uk/services/planning-and-building/local-development-plan/aberdeen-localdevelopment-plan/aberdeen-local-development-plan-review
66

https://committees.aberdeencity.gov.uk/documents/s85127/Final%20City%20Living%20Report%20appendix.pdf
67
A green paper on establishing the Blueprint for electric Vehicle Charging Infrastructure
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developments although it does not acknowledge the need to development infrastructure before
the completion of the development which is still lacking.

Aberdeenshire Local Development Plan68
Aberdeenshire published their shire-wide Local Development Plan in April 2017. This LDP
provided strategic objectives for local development setting out broad principles for development
in the area. A new plan is currently under development and should be published in 2021 which
will set out the vision for Aberdeenshire for the next 10-year period and is discussed later. As
with many of the current plans published, it understands the importance of a spatial strategy
and connecting developments through improved land-use planning. This seeks to create a
joined-up approach between transport and land-use planning.
Looking at the responsibilities of developers within the LDP, Policy RD1 – Providing Suitable
Services, provides guidance for developers on the level of services (infrastructure included)
expected. The LDP has shifted towards the NRDG street hierarchy prioritising active and
sustainable travel above private car use with an expectation of following street layouts set out
in Designing Streets.69
Under Policy RD1, suitable public transport provision for developments is seen to be an
important aspect for new developments. Either they should be located within proximity to public
transport infrastructure or deliver transport infrastructure developments in proportion to the
scale of development. This requires strategic thinking taking account of other committed
developments in the area whereby an accumulated contribution system can create appropriate
public transport infrastructure holistically and not just for each site individually. If this is
encouraged and if strictly followed, then major public transport improvements can be achieved
when combing the scales of all proposed developments.
There is no requirement for public transport infrastructure to be in place prior to the development
being completed which can create unsustainable habits to form such as private car use. If there
was a robust effort to put the infrastructure in place for the opening of the development, then it
is more likely that this infrastructure would be used by a greater number of people.
The spatial strategy for Aberdeenshire creates six locations which can create a siloed mentality
whereby each strategy ignores developments in other areas. This lack of joined up thinking can
cause issues as the wider area is not discussed fully in creating these strategies.

Aberdeenshire Local Development Plan – Main Issues Report70
As mentioned earlier, the updated Aberdeenshire Local Development Plan is currently being
developed with a main issues report published in January 2019. This report focusses on where
there are major policy stance changes from the previous plan. This report highlights issues that
have come to prominence since the previous LDP was published including:
Uncertainty over “Brexit” impacts;
Unknown impacts of reaching “peak oil”;
The need to invest in infrastructure to encourage development;
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https://www.aberdeenshire.gov.uk/planning/plans-and-policies/aberdeenshire-local-development-plan-2017/
https://www.gov.scot/binaries/content/documents/govscot/publications/corporate-report/2010/03/designingstreets-policy-statement-scotland/documents/0096540-pdf/0096540-pdf/govscot%3Adocument/0096540.pdf
70
http://publications.aberdeenshire.gov.uk/dataset/faddec8b-f03e-45a2-9e6b-c7a8060ccd3f/resource/aa0c238e5860-4a9d-943e-cb6fe7978e82/download/aldp-2021---main-issues-report---final.pdf
69
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The Climate Emergency; and
Changes to National and Local priorities.
Looking at land-use strategy changes proposed, it was identified that the spatial strategy did
not provide a wider context to the area as a whole as it splits the areas into six administrative
zones which fails to understand that people move and interact across these areas. If rectified
this will provide a more rounded view of transport requirements across boundaries reducing the
reliance on private cars to cover gaps in public transport provision.
The main issues report also provides explanation on the policy principle that “planning should
direct the right development to the right place”. It is understood that much future development
will be on the periphery of current urban areas which can cause adverse effects through the
urban sprawl of settlements. If the land-use strategy improves to take account of accessibility
aspects properly then there is a greater chance of creating more sustainable communities
despite the peripheral nature of some site.
Unfortunately, the current development plan uses an out-of-date accessibility measure and can
prevent development occurring in areas which are now accessible via means other than private
car. Therefore, it has been identified that to be in line with other authorities, this will be updated
to use the Scottish Government’s Six-Fold Urban Rural Classification which is a more accurate
measure.
The current plan has a lower capacity level for allocated land which if public transport is to
become a viable option should be increased. The main issue report highlights this suggesting
an increase from 22 homes per hectare to 25 homes per hectare. This is a step towards creating
denser communities which have a better chance of being able to maintain a public transport
route.

Decriminalised Parking Enforcement (DPE) and Parking Charges
Decriminalised Parking Enforcement (DPE) enables a local authority to administer its own
parking penalties, including the issuing of Penalty Charge Notices (PCNs) to vehicles. In areas
with DPE, stationary traffic offences cease to be criminal offences enforced by the police and
instead become civil penalties enforced by the local authority. Aberdeen City Council has
implemented DPE in their area whilst Aberdeenshire Council agreed to revisit the case for DPE
in June 2019.
Along with DPE, local authorities were given statutory powers to impose car parking charges
under the Road Traffic Regulation Act 1984 (RTRA 1984). Under section 45 RTRA 1984, local
authorities have the power to designate parking places, charge for use of them and issue
parking permits for a charge.
As virtually every car trip ends up in a parking space the management of parking can be used
as part of a range of measures to discourage use of private cars and to increase the use of
public transport and active travel. Compared to other transport policies aimed at managing car
use, parking presents two clear advantages:
Parking management does not usually require large investments, such as new roads or
increased public transport provision, so it can be implemented in a relatively short timeframe;
and
It is already in place in some form in almost all larger towns and cities. This makes the public
acceptability of parking management much greater than alternative ways of managing car use
like road user charging.
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With these available powers and the relative ease in which they can be implemented then the
council could take a stricter line on parking which would be in line with planning polices which
look to favour other modes of travel above private vehicle users.

C.3 Summary
The national and regional polices follow similar aspirations to ensure active and sustainable
modes of travel are attractive options compared to private car use. This aspirational desire
requires stricter enforcement and implementation of the guidance set out so that suitable active
and sustainable transport is viable for all new developments.
As all car trips ends with parking of some degree there needs to be a joined-up strategy involving
parking within the land use. With powers already in place, implementing changes to parking for
both on-street and off-street should be viable to help achieve more space for walking, cycling
and public transport but also to disincentivise car use.
There is an understanding that there is a cumulative effect on transport from multiple
developments and so it is important that there is a shift to continue to analyse the cumulative
effect for the region so that transport provision can be appropriately allocated.
Improving the spatial strategies for both the Aberdeenshire and Aberdeen updated LDPs will
help to create effective decisions on developments based on informed policy. If implemented
strictly then land-use issues and transport can work in tandem to create more sustainable
development.
Finally, there are currently no mechanisms to help create infrastructure in advance of a
development. If this were altered, then the infrastructure could be in place prior to the opening
of the rest of the development ingraining travel behaviours into the population.
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Appendix D Strategic Rail Connectivity
D.1 Introduction
This note discusses the issues surrounding strategic rail connectivity and the limitations
imposed by the rail specification and regulatory framework. Furthermore, it discusses current
rail policy and projects being taken forward of relevance to the Aberdeen City Region.
The Scottish Ministers have the authority to set a rail strategy through the Railways Act 2005,
which enabled greater devolved decision making. It enabled:
transfer of the (now defunct) Strategic Rail Authority's powers to manage and monitor the
performance of ScotRail services;
sole responsibility for securing future ScotRail franchises;
power to take long-term, strategic decisions about future investment; and
power to fund and specify where resources are targeted by Network Rail on track
maintenance and investment in Scotland.
The Scottish Ministers have allocated these powers to Transport Scotland’s rail directorate. It is
responsible for planning and delivering rail policy, strategy and development which includes:
carrying out appraisals of capital projects;
advising on rail investment decisions; and
providing the specification of railway outputs that the Scottish Government will wish to buy.
Furthermore, Transport Scotland also provide input from a Scottish perspective on reserved rail
issues such as:
European directives:
cross-border rail franchises;
the Equality Act: and
safety and standards.
Regional Transport Partnerships like Nestrans and local authorities have no direct influence
over the specification of rail services or provision of infrastructure like track and stations. As
such, their role in delivering rail related projects and changes is largely limited to lobbying the
Scottish Government.
The Scottish Government did make £2 million available through the Local Rail Development
Fund (LRDF) to support local communities in undertaking the necessary appraisal work required
to provide the evidence base for new rail related investment. Nestrans was successful in
receiving an £80,000 award to assess Cross Aberdeen Travel and £25,000 to improve
accessibility at Insch Station through the LRDF.
Local authorities and Regional Transport Partnerships are also free to propose rail schemes
identified through their own appraisal processes, but their delivery is dependent upon Transport
Scotland’s buy-in and commitment to the proposals.
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Nestrans is a member of the East Coast Mainline Authorities (ECMA) grouping, which consists
of local authorities and Regional Transport Partnerships along the route of the London Kings
Cross – Aberdeen / Inverness railway and aims to highlight the economic importance of the line
and the need for investment to ensure that the economies of the relevant regions continue to
prosper. The Group has developed a business case supporting the case for investment and has
held Parliamentary events in Edinburgh and London to promote the benefits to the country of
investment in the East Coast Line.

D.2 Rail Policy and Strategy
Transport Scotland have produced a suite of documents that set out their rail policy and strategy
which include:
Rail Enhancements & Capital Investment Strategy;
High Level Output Specification (HLOS) for Rail Control Period 6 (2019-2024);
Statement of Funds Available (SoFA) for Rail Control Period 6 (2019-2024); and
Statutory Guidance from the Scottish Ministers to the Office of Rail and Road (ORR).
Through the Rail Enhancements and Capital Investment Strategy Transport Scotland sets
out their approach to planning and funding rail projects. It takes a strategic approach to all rail
capital investments with a particular focus on making best use of the opportunities presented
by major renewals. It also sets out the governance and decision-making processes for future
investment in the railway network in Scotland.
The High-Level Output Specification (HLOS) for Rail Control Period 6 (2019-2024) sets out
the Scottish Government’s commitment to improving performance, reducing journey times, and
increasing the capacity and capability of the Scottish rail network.
The Statement of Funds Available (SoFA) sets out the statement of funds available, or likely
to be made available, to support rail activity in the rail control period from 2019-2024 (rail control
period 6).
Statutory guidance to the Office of Rail and Road (ORR) was issued in June 2018 which
explains the context, objectives and approach of the Scottish Ministers for Scotland’s Railways.
The Guidance revokes and replaces the Guidance issued by the Scottish Ministers in June
2012.
Overall, the Scottish Government’s policies focus actions and resources on projects to support
economic competitiveness, tackle inequality, and to accommodate forecast growth in demand
for rail.

D.3 Rail Projects
In the Programme for Government 2019/20, Scottish Ministers committed to decarbonising the
nation’s railway by 2035. This means a focus on electrification and new technologies, such as
battery and hydrogen powered trains.
They have also set out a suite of proposed projects across the country that are under
consideration throughout the current rail funding period (Control Period 6: 2019-2024). These
include:
relieving overcrowding in a dense commuter area through the proposed East Kilbride and
Barrhead project;
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improving the reliability of services to the Scottish Borders and beyond;
more services and faster journeys between our major cities, including Perth, Aberdeen and
Inverness;
improving services to rural communities on the West Highland and Far North Line;
tackling environmental issues through electrification and exploring new technologies such
as battery and hydrogen trains; and
there will also be a 21% increase in the expenditure on the day to day running of Scotland’s
rail network, which will deliver improved performance and resilience over time.
Of most relevance to the Aberdeen City Region are the proposed Aberdeen to Inverness Rail
Improvements. The Aberdeen to Inverness line is approximately 108 miles long and is primarily
single track with some passing loops.
The current passenger journey times (around 2 hours, 25 mins) and irregular service (every 2
hours) between Aberdeen and Inverness means that it does not offer an attractive alternative
to road travel. The rail improvements project will be delivered in phases and aims to provide
incremental benefits throughout the life of the scheme, with the whole project being delivered
by 2030.
The long-term aspirations of the project aim to deliver:
a 2-hour journey time (end to end);
an hourly service;
enhanced commuter services into each city;
the infrastructure to support new stations at Kintore in Aberdeenshire and Dalcross, next
to Inverness airport; and
increased opportunities for freight.
Phase one of the scheme aims to deliver enhanced commuter services into each city with
specific improvements including:
the redoubling of the track between Aberdeen and Inverurie;
signalling enhancements between Nairn and Elgin;
platform extensions at Insch and Elgin;
the relocation of Forres station;
loop extension of the track at Forres, and
infrastructure to allow new stations at Dalcross and Kintore.
The Programme for Government commits to delivering the new station at Kintore in May 2020
as well as the introduction of the new and improved service between Aberdeen and Inverness
by the end of 2020.
In January 2016 the Scottish Government announced an initial £200 million from future Scottish
Government budgets over the next five to ten years to improve journey times and increase
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capacity on key rail links between Aberdeen and the Central Belt as part of a package in addition
to the City Region Deal. The proposals include signalling improvements, passing loops and line
speed improvements which, when combined with improvements to the network around Perth,
Edinburgh and Glasgow as well as rolling stock enhancements and changes to timetables, could
cut journey times between Aberdeen and Edinburgh to two hours and 10 minutes – 24 minutes
quicker than the current average journey. Furthermore, journey times between Aberdeen and
Glasgow could be reduced to two hours and 30 minutes which is 8 minutes less than the current
average time.
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Appendix E Digital Working Strategy
E.1

Introduction
This appendix outlines the viability of a Digital Working Strategy for Transport within the
Aberdeen region. Specifically, it considers the possible impact such a policy would have upon
travel demand and transport within the region.
It has been developed to inform the understanding of the option defined as “Policy support for
a digital working strategy - including Broadband Connectivity Improvement - for the region to
reduce peak-time travel and encourage communities to develop potential working hubs”.
This policy would consist of the promotion and incentivisation of flexible and / or remote working
approaches alongside the improvement of broadband infrastructure and creation of community
working hubs.

E.2

The Digitalisation of Flexible Working
The economic recession of 2008; the widespread introduction of information and
communication technologies into society; significant declines in employment within both
manufacturing and agriculture; and increases in business services activities and real estate
have radically altered employment within the UK (Stehrer and Ward, 2012, Storrie et al., 2012).
The changing nature of the economy and technology is not only influencing what work is done,
but where, when and how work is done. Moreover, working practices in many organisations
have also been transitioning to enable employees access to flexible working practices (Kelliher
and Anderson, 2009).
Fuelled by the proliferation of technology within the working world and society as a whole,
‘mobile and flexible’ working has become a cornerstone of modern-day employment. The term
‘mobile and flexible working’ can be used to cover a wide range of different activities, including:
working from home (either occasionally or full-time);
working at / from multiple locations, rather than at a single ‘normal place of work’;
working from locations which are closer to home than the ‘normal place of work’;
varying the start and/or end of the time spent at the workplace;
working part-time (i.e. fewer hours per day than ‘normal’ and/or fewer days per week;
mobile working (i.e. working while travelling); and
use of technology such as tele/video conferencing etc. to reduce business mileage.
(Scottish Government, 2013)
When mentioning ‘mobile and flexible working’, this note includes all the actions outlined in the
bullets above.
Due to the varied nature of ‘mobile and flexible’ working – and lack of a concise definition – it is
difficult to determine the exact number of individuals who take part in at least one of the
characteristics outlined above. Recent figures indicate that within the UK, over 4.2 million people
worked from home in 2015 (ONS, 2015); whilst in Scotland, the Scottish Household Survey

280

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

(SHS) recorded an increase in the proportion of employed adults working from home from 8.7%
in 2001 to 10.6% in 2011. These numbers are reflected in the Aberdeen region, with 8% and
12% for the Aberdeen City and Aberdeenshire respectively stating that they worked from home
in the 2011 Census(the average for Scotland was 11%). However, due to its illusive nature, it is
difficult to ascertain the number of individuals who engage with at least one aspect of mobile
and flexible working.
The above figures – which don’t include those individuals who would even on occasion
undertake any one of the actions outlined in Section 1.2.3 – outline how mobile and flexible
working is on the increase. These changes in working habits will have a substantive impact
upon a region’s demand for transport (Burkinshaw, 2016). The following sections outline the
impacts these travel habit changes could possibly have upon an area’s transport system and
consider how they could impact upon the Aberdeen City Region area giving prevailing socioeconomic and labour market characteristics.
A further pertinent consideration is the potential for long term impacts of the COVID-19
pandemic to materially alter societal behaviour with respect to home working. In March 2020,
the UK went into ‘lock-down’ due to the global pandemic. The aftermath of the pandemic has
the potential to impact on the way we work. Given the national need for home-working,
employers and employees have had to adapt to working from home, implementing working
strategies and technological solutions to enable this. The outcome may be a new working reality
where staff choose to work more days a week from home. The figures noted above in relation
to home working are likely to increase, at least in the short to medium term, and potentially also
in the longer term.

E.3

Impact of Mobile and Flexible Working on Travel Distances
There has been considerable debate as to whether ‘mobile and flexible’ working actually
reduces travel or not. Even though there is plenty of evidence to state that this is the case (as
outlined in the table below), many question whether these results are viable; referencing how
these studies have been undertaken in the context of ever-increasing technological advances
(Stella, 2004) whilst ignoring individual, human-based characteristics (Kim et al 2015).
Table E:1 Summary of Case Study findings for Mobile and Flexible Working (adapted from Halden, 2006).

Authors

Target Group

Net Effect

NOP (Gerarghty 2004)

1600 internet users who
worked from home

12.3 miles saved per day
= -1754 miles per year

Shallabock et al (2003)

400 mobile and flexible
in a Munich insurance
company

500,000 miles/year = 1250miles / worker
= -1243 miles per year

Hopkinson and James
(2003)

20 BAA Staff

45 miles saved per week
= -2070 miles per year

Hopkinson and James
(2003)

19 9BT staff registered
with Workabout

193 miles saved per week
= -8878 miles per year

Hopkinson et al (2001)

103 AA call centre staff
(67 responded)

= -2210 – -2580 miles per year

Mitchell and Trodd
(1994)

70 workers – cross
section of UK existing
mobile and flexible
workers

Average reduction of 113 miles per week
= -5876 miles per year
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Although Scottish Government (2013) outline how ‘frequent (3+ days per week) mobile and
flexible’ workers average commuting mileage is significantly lower than those who never flexibly
work (1,468 miles per year compared with 2,608 miles per year), it was stated how ‘partial
mobile and flexible workers’ have a higher average commuting mileage [3,891 miles per year]
than both the other groups.
It was described how this anomaly reflects the fact that ‘mobile and flexible workers’ tend to live
further from their offices – and potentially other services – than other workers. For example,
those who live in the rural hinterland of the large urban areas generally need to travel further to
access local services such as doctors’ surgeries, shops, cash machines etc. (Travel and
Transport in Scotland, 2011). Thus, mobile and flexible workers may take fewer trips, but this
could result in longer distance journeys (Cairns et al, 2004). This is of particular relevance to
the Aberdeen City Region given its spatial composition.
The above illustrates Kim et al’s (2015) argument that personal circumstances influence the
positive and negative effects of remote and flexible working. They outlined how, in terms of
distance covered, mobile and flexible workers’ non-commute trips alongside his/her household
member’s non-work trips [i.e. leisure, errands etc.] are greater than those of non-mobile and
flexible workers. However, this was heavily influenced by whether the household had more than
one car (or if the commuter took public transport or cycled / walked to work) and thus reflects
how the effects of mobile and flexible working are influenced by the personal circumstances of
each individual commuter (ibid). This outlines how it is inherently difficult to predict the impacts
mobile and flexible working would have upon an area’s transport system.

E.4

Impact of Mobile and Flexible Working on Travel Demand
The rise of ICT within society has loosened the association between activity, time and place;
this ‘fragmentation’ has resulted in the decomposition of activities that were traditionally tied to
a fixed location and time slots into components that can be more freely allocated across various
times and places (Couclelis, 1998).
This fragmentation can have both positive and negative impacts upon travel demand. These
impacts are summarised in the table below.
Table E:2 Effects Mobile and Flexible Working (adapted from Halden, 2006).

Effects of Mobile & Flexible Working which Effects of Mobile & Flexible Working which
stimulate car use
reduce car use
Travel time accrued by not travelling to work
Eliminates journeys as a result of less
may be reinvested in other travel (Krizek, 2002), commuter trips to the office (Halden, 2006).
with some outlining how people have ‘travel
budgets’ which dictate how far, when and where
Leads to travel at less congested times
they travel (Lyons, 2002).
(Halden, 2006).
Leads to more efficient use of travel
opportunities due to increased flexibility
(Halden, 2006).
An in-built human desire for mobility and contact
with others may mean that the suppression of
business and commute trips is likely to lead to an
increase in leisure trips; producing far less
predictable temporal and spatial patterns of
travel and traffic. (Lyons et al 2000)

Glogger et al. (2003) found that both
teleworkers and other household members
made fewer trips after teleworking began. In
other words, knock on effects can also reduce
other household journeys, thus adding to the
substitution effect (Hamer 1991).
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Effects of Mobile & Flexible Working which Effects of Mobile & Flexible Working which
stimulate car use
reduce car use
Other household members, may undertake
journeys - for example, taking children to school
which previously would have been made as ‘a
linked trip’ as part of the daily commute. (Cairns
et al 2004).
The increased ability to communicate by means
other than face-to-face contact has allowed for
more dispersed households and living patterns
(Lyons et al 2004). This leads to enlargement of
the spatial scale of daily life which has an
important impact on transportation policy
because an increase in operative scale generally
leads to longer trip distances, thus boosting
demand for transportation. (TNO 2004)
Latent demand. Even where specific reductions
are identifiable, it is not clear whether there might
not be new traffic generated, either ‘filling the
space’ in trips removed from congested areas or
generated elsewhere (Lake 2004). If congestion
is reduced as a result of ‘mobile or flexible
working’ [or other factors] –and consequently this
motivation not to travel is reduced – a question
arises over whether this results in greater travel.

In addition to influencing the number and
distance of trips, teleworking can also influence
their timing. This can be of disproportionate
importance if it shifts some journeys from peak
periods into off-peak periods, thus spreading
the burden of traffic more evenly across the day
(James 2004).

Flexibility and choice are stronger attributes for The reduced number of commutes may
car travel as opposed to public transport convince workers to use more sustainable
(Stradling, 2001); thus, mobile and flexible modes of transport (TNO 2004).
working would impact upon reducing public
transport use rather than car use (Lyons, 2006).

It is clear from Table 1.2 that mobile and flexible working has a substantial impact upon travel
and that it is not a silver bullet solution for solving transportation issues such as congestion,
emissions etc. Instead, there is still debate as to how more flexible commuting habits would
impact upon transportation systems, with it apparent that there is no one single impact from
introducing such modes of behaviour.

E.5

Future of Mobile and Flexible Working in Aberdeen
This section ascertains whether mobile and flexible working could emerge as a viable policy
option within the Aberdeen area and outlines the initiators / barriers which would affect its
development.
Hyne’s (2016) research into whether a paradigm of mobile and flexible working could emerge
within Ireland outlined how the latter has not yet been able to establish itself due to; a lack
regulation / ensuing ad-hoc regulations; lack of support from employers; and the dominance of
existing automobility and working practices (i.e. travelling to work every day) regimes.
Furthermore, the study highlighted how:
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(A) A lack of interest and / or commitment from employers is hampering mobile and flexible
working’s development, thus minimising the ability of these workers to develop robust
mobile and flexible working practices.
(B) The dominance of traditional ways of working [i.e. travelling to work every day] have
hampered the development of alternative working practices. This has not been helped by
existing automobile-reliant travel habits.
(C) A lack of strong broadband service and absence of robust policy guidance / regulation has
severely hampered the development of mobile and flexible working.
The majority of factors which affect Ireland are also applicable to the Aberdeen region.
The promotion of mobile and flexible working relies on managers to be ‘gatekeepers’ and allow
these flexible practices to develop within workplaces (Berdol, 2003); although many managers
remain sceptical and thus prevent the establishment of a ‘culture’ of mobile and flexible working
(Pryoria 2011). As a result, the factors outlined in Point (A) are also applicable to the Aberdeen
region.
Additionally, like other regions within Scotland, the current job share within the Aberdeen region
is less suited to mobile and flexible working, with only 44.8% of jobs within Aberdeen City region
and 43% of jobs within the Aberdeenshire region belong to the managerial, professional and
technical workers71 which dominate mobile and flexible working practices (O’Connel et al, 2004).
The remaining percentage of jobs require technical, onsite working; resulting in the majority of
Aberdeen’s workforce having to commute to their jobs. Combined with this the high car modal
share within the region being – 58% for Aberdeen City and 70% for Aberdeenshire (Census,
2011) – it is thus apparent that the factors outlined in Point (B) are also applicable to the
Aberdeen region.
Finally, there is an absence of mobile and flexible working guidance at national, regional and
local level – thus reflecting the conditions outlined in Point (C). Although, the Aberdeen region
has extensive broadband coverage, with 96.6% of the ‘Aberdeen City Region’ and 82.7% of
Aberdeenshire’s extensive broadband coverage classed as ‘Superfast’ (ThinkBroadband,
2020). Thus, in this regard the region does have some of the conditions needed to introduce
increased mobile and flexible working.
This section has outlined how the future of mobile and flexible working remains problematic, as
even though there is a strong broadband network within the region, Aberdeen’s workforce
currently isn’t suited to the wide proliferation of mobile and flexible working. In addition to this,
even if a paradigm of remote and flexible working did naturally come to fruition, the high modal
car share within the region could replicate the negative impacts which were outlined within
Sections 1.4 & 1.5, thus continuing the problematic transport conditions which currently exist
within the region.
However, the above conditions are prevalent throughout Scotland and the wider UK region, with
Aberdeen’s societal and job-based structures aligning with the rest of the UK in currently not
being less conducive to the widespread adoption to mobile and flexible working.
Thus, it is clear that the implementation of mobile and flexible working within Aberdeen
alone isn’t a silver bullet solution for the region’s transportation and connectivity
problems. However, as noted above, there is now potential for the long term impacts of
the COVID-19 pandemic to materially alter societal behaviour with respect to home
working. In 2020, home working has become more readily accepted by individuals and
businesses and the many of the technology requirements to support this have been
implemented.
71

ONS annual population survey, Employment by occupation (June 2018 – June 2019)
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E.6

Conclusion & Recommendations
This note aimed to ascertain the viability of a Digital Working Strategy for Transport within the
Aberdeen region. It outlined how the impacts of mobile and flexible working are varied; with it
being difficult to ascertain the effects more flexible commuting habits would have upon the
transport system.
It was outlined how the overarching conditions which exist within the Aberdeen region – namely
employment conditions, the region’s job share and the dominance of the car – mean that it is
unlikely that such a paradigm would naturally come to fruition. Additionally, even if the latter did
so, it would merely produce the negative effects outlined above.
Looking to the future, it could be argued that the promotion of mobile and flexible working is no
different from any other transport demand management measure, with both ‘push’ and ‘pull’
measures being needed to achieve the desired aims. Without ‘push’ measures such as road
capacity reduction etc., increased flexibility allows individuals to fill up spare capacity on the
road network throughout the day and replicate unsustainable travel habits at different times of
the day (Gillespie et al, 2004; Salmon & Lake, 2004); thus allowing the negative impacts of
pervasive car travel to continue.
The above arguments are reflected by Halden (2006). In a study ascertaining the potential of
mobile and flexible working within Scotland, he predicted that travel demand could be reduced
by as much as 11% if a paradigm of mobile and flexible working established itself within the
country. Although, he too was wary of the negative impacts of such a situation – even stating
that Scotland would experience more extreme impacts – and outlined how other measures
would be needed to be put into place to complement / restrain the impacts of extensive mobile
and flexible working.
Consequently, the actions needed to both promote the emergence – and limit the impacts of –
mobile and flexible working are as follows:
Production of Regional and/or Local Mobile and Flexible Working Guidance for employers:
This would include an outline of the benefits of more flexible working arrangements
alongside guidance on how to successfully implement more flexible working practices within
workplaces.
Incentivisation for Employers: In order to persuade employers to embrace mobile and
flexible working – and allow the development of mobile and flexible working practices
amongst the population – workplaces should be incentivised for allowing mobile and flexible
working within their workplaces. The viability of this option would be reliant upon the
decision of each local authority so thus may not be possible.
Wider Public Informational Campaign: Raising the awareness of mobile and flexible
working’s benefits could result in employees putting pressure on more senior figures within
their workplace to change opinions on the approach and thus allow the practice to naturally
develop.
Combination with other Travel Demand Management Measures: As previously outlined, the
success of mobile and flexible working is reliant upon its combination with other travel
demand measures; only then will the positive effects of more flexible working habits then
be felt.
Only when the above actions are in place, then more complex and effective policy measures –
such as Community Working Hubs etc. – could be implemented. Although, it is still worth bearing
in mind that the promotion of mobile and flexible working is only one component of a variety of
measures, and that it shouldn’t be seen as a silver bullet which can solve the transport problems
which currently exist within the Aberdeen region.
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The COVID-19 pandemic has the potential for long term impacts with respect to home
working. Home working has become more readily accepted by individuals and
businesses and the many of the technology requirements to support this have been
implemented. At this stage it is difficult to predict what the long term impacts may be but
it is anticipated that a greater number of those able to work from home will do so for
some of their working time across the week.
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Appendix F
F.1

Local Transport Funding

Introduction
This appendix considers a range of local funding sources that could be utilised to support
investment in transport infrastructure in the Aberdeen City Region. It includes:
Local Government Funding;
Scottish Government Funding;
Private Sector;
Revenue Generation; and
Other Innovative Funding Mechanisms.

F.2

Local Government Funding
Local Authorities have a range of funding mechanisms available to them to support capital
investment in new transport interventions. The most common are summarised below. These
figures all relate to 2019/2020, reflecting the time of writing.

Council Tax
Each individual council sets the rate that applies in their local authority area, administers and
collects the tax, and determines how the receipts are used to fund local services. Although each
council is responsible for setting their Council Tax rate, the Scottish Government agreed with
local government for increases to be capped at 4.79% for 2019/2020. Future Council Tax
increases could subsequently be planned with an allocation for transport investment planned
in.

Tax Increment Financing
Tax Incremental Financing (TIF) allows local governments to invest in public infrastructure and
other improvements up-front and for the investment to be paid off later. The funds are generated
by capturing the future anticipated increase in tax revenues generated by the project which
offsets and typically exceeds the initial investment. This approach would be most appropriate
where an intervention is expected to stimulate development and/or generate an uplift in taxes.

Prudential Borrowing
Prudential borrowing is the set of rules governing local authority borrowing in the UK.
Under prudential borrowing, the amount of debt and other liabilities most local authorities can
incur is no longer capped by an upper limit. Instead borrowing must conform to the Prudential
Code which (among other things) requires that borrowing be affordable and prudential.

F.3

Scottish Government Funding
The Scottish Government has a range of funding pots available that offer an opportunity to
support the delivery of interventions emerging from the Aberdeen City Region Deal STAG
appraisal. These are summarised below.
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City Region Deal
In November 2016 Aberdeenshire Council, Aberdeen City Council and Opportunity North East
successfully agreed a City Region Deal with the UK and Scottish Governments. This deal, worth
£826.2 million over a 10-year period, now provides a significant delivery mechanism for
initiatives to support sustainable economic growth in the region.

Programme for Government
The Scottish Government’s Programme for Government 2019-2020 set out a range of
investments which provide an opportunity to deliver investment in transport. The key funding
sources include:
Creation of the Scottish National Investment Bank which will begin investing in 2020,
supported by the £150 million Building Scotland Fund and a further £340 million in
investment to 2021. Securing the transition to net zero will be the Bank’s primary mission;
The Bank will be supported by £130 million in the coming year via a ‘Green New Deal’. It
will seek to leverage £3 billion investment through a Green Investment Portfolio and a
Green Growth Accelerator – what the Climate Change Emergency Response Group
(CERG) has termed a ‘Green City Deal’ – to attract green finance to Scotland;
Investing over £500 million in improved bus priority infrastructure to tackle the impacts of
congestion on bus services. There is also a commitment to work with the Scottish National
Investment Bank, the bus sector and potential investors to explore the potential for new
forms of patent and innovative financing to radically accelerate the deployment of zero
emission buses across Scotland; and
Providing an additional £17 million to support the demand for Ultra Low Emission Vehicles
(ULEVs) through the Low Carbon Transport Loan scheme, while expanding the scheme
to include used electric vehicles too.

Bus
The Scottish Ultra-Low Emission Bus Scheme (SULEBS) was introduced for 2019/2020 to
replace the Scottish Green Bus Fund. However, since State Aid approval has not yet been
received, the Scottish Government are unable to run any scheme in the 2019/2020 financial
year. State Aid approval is being sought with a view towards providing SULEBS funding in
2020/2021.
The Scottish Government also announced a third round of funding to support micro and small
bus operators with the financial costs of reducing emissions through engine and exhaust
retrofitting. An allocation of £8.85 million is being made available in 2019/2020 for the Bus
Emission Abatement Retrofit Fund (BEAR) to support the implementation of Low Emission
Zones (LEZs) into Scotland’s four biggest cities including Aberdeen.

Rail
The £2 million Scottish Government Local Rail Development Fund was relaunched in
February 2019 to respond to the interest and enthusiasm shown by local organisations in
looking at opportunities to tackle local transport issues. The LRDF supports local and regional
initiatives through grants to fund appraisal work to help applicants develop an evidence base
for potential improvements. It has attracted strong interest, with the most recent eight awards
bringing the total amount allocated to around £1.5m of an available £2m funding pot.
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Active Travel
The Scottish Government is providing up to £51 million for walking and cycling infrastructure in
2019/2020. This has been allocated through the Scottish Government’s active travel budget and
will be match funded through applications to the Places for Everyone infrastructure
programme, which is administered on behalf of Transport Scotland by Sustrans Scotland.
An additional £350,000 of Scottish Government funding is now available for registered social
landlords to make it easier and more accessible for people to walk and cycle as part of everyday
journeys. The Social Housing Partnership Fund for Improved Cycling & Walking Facilities,
which is delivered by Cycling Scotland, supports housing associations and tenement residential
properties across Scotland to encourage active travel within communities and prioritises areas
of high deprivation.
The Smarter Choices, Smarter Places Open Fund has awarded over £2.3 million in grants to
initiatives that create opportunities for people to walk or cycle for short, everyday journeys or
use public transport for longer trips. Managed by Scotland’s walking charity Paths for All, grants
of between £5000 and £50,000 are available to public, private and third sector organisations
who have ideas about how to change travel behaviour in Scottish communities.
The eBike Grant Fund for 2019/20 has provided over 100 e-bikes to 19 organisations across
Scotland. Over £273,000 has been awarded from the Scottish Government so far, with
additional awards expected by the end of the year. The fund is focused on providing support to
community organisations, local authorities, public sector agencies, colleges and universities
through direct grants or match funding. It ensures that people across Scotland can access the
benefits of e-bikes in an affordable way. Since the initiative began, over 600 e-bikes have been
funded.

Mobility as a Service
In the 2018/19 Programme for Government the Scottish Government committed a £2 million
three-year investment fund to support the testing of the Mobility as a Service (MaaS) concept
in Scotland. Central to the MaaS concept is providing people with easy, digital access to travel
information, so they can be better informed as to the different ways to access, undertake and
pay for journeys. The funding aims to test, in practical application, the viability of MaaS in
Scotland.
The MaaS Investment Fund (MIF) was opened to applications in June 2019 and focused on
three themes for MaaS solutions – rural and island communities, tourism and tackling
inequalities, mobility and accessibility challenges. The first round closed in September 2019
with two funding awards being made but there is a further round of applications for funding
planned for 2020 which will open up further opportunities for bids from interested organisations
and partnerships.

Low Emission Zones
The Scottish Government’s Retrofitting Fund is providing targeted grant funding of £1.09
million in 2019/20 for taxis, heavy goods vehicles, and micro-businesses to help prepare for the
introduction of Low Emission Zones in Scotland’s cities including Aberdeen. Depending on
uptake, funding is anticipated to increase every year until 2021/22, with figures confirmed
through the normal spending review process. This builds upon the funding available through
BEAR discussed previously.

Electric Vehicles
The Switched on Towns and Cities Challenge Fund aims to facilitate a step change in the
uptake of plug-in electric vehicles (EVs) in Scotland’s towns and cities. Its objective is to support
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intensive, high impact capital activity in order to incentivise, encourage and promote the use of
plug-in EVs. It operates as a competitive capital fund with an annual call for bids. The first
awards were made in 2018/2019 and a further application round is expected to be announced
in 2019/2020.

Scottish Futures Trust
The Scottish Futures Trust is an infrastructure centre of expertise owned by the Scottish
Government. They work with numerous public and private sector partners to:
Plan future infrastructure investment;
Innovate to secure new ways to fund essential infrastructure;
Deliver important infrastructure programmes; and
Improve the management of existing properties.
It often acts as a broker between the public and private sector to lever additional private sector
investment and can be used in this capacity to maximise investment in the Aberdeen City
Region.

F.4

Private Sector
Developer Contributions
The planning system enables developer contributions to be secured to address the cumulative
increases in pressure on travel networks, resulting from new development. Contributions will
support agreed transport improvements in the areas which are a consequence of new
development in that area.
These have typically been closely related to mitigating the localised impacts of developments
although there is scope to accrue developer contributions to larger transport interventions too.
This approach underpinned the creation of the Aberdeen City and Shire Strategic Transport
Fund which was set out in Supplementary Planning Guidance in August 2015. However, this
guidance has not been implemented following a legal ruling in 2016.
The Planning (Scotland) Act 2019 made provisions for the creation of Infrastructure Levy
which is payable to a local authority in respect of development wholly or partly within the
authority’s area with the income being used to fund, or contribute towards funding, infrastructure
projects.
These proposals were introduced in response to concerns regarding the complexity and
difficulty of securing investment in essential infrastructure to support development through the
existing arrangements.
Details of the levy scheme are to be set out in regulations separate from the Act so the exact
method of application has still to be defined. However, it is anticipated that it will enable
investment in infrastructure such as:
communications, transport, drainage, sewerage and flood-defence systems;
systems for the supply of water and energy;
educational and medical facilities; and
facilities and other places for recreation.
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Furthermore, existing Section 75 powers to require developer contributions to mitigate the
impacts of developments also remain available.

Private Sector Partnerships
Public Private Partnerships (PPPs) are arrangements typified by joint working between the
public and private sector that can be used to deliver policies, services and infrastructure. They
can cover all types of collaboration. The basic concept is straightforward: instead of buying a
road, building or other asset and then operating it itself, the public sector enters into a long-term
contract with the private sector to do so. A unitary payment is made for the services and assets
provided on a regular basis over the life of the contract.
The Scottish Government has issued guidance on the selection, management and accounting
of investment projects which are to be financed and procured by means of the Non-Profit
Distributing Public Private Partnership model (NPD). It highlights that NPD should only be
pursued where it is likely to deliver better value for money than conventional procurement.
All major investment projects can be considered for NPD but expert advice should be sought
on a case by case basis in order to avoid the undertaking of unnecessary work on projects
which from the outset would clearly be unsuitable. The procedures which should be followed in
an NPD procurement are very similar to those for a conventional major investment project.
However, PPPs have invited criticism as there are concerns that private sector partners
prioritise profit over the provision of high-quality infrastructure and services. On this basis PPPs
have been accused of offering poor value for money compared to more traditional procurements
processes.

F.5

Revenue Generation
Aberdeen Council generates income from Bus Lane Enforcement and also through current onstreet and off-street parking charges.
Although money is ring-fenced for transport
improvements, there are opportunities to more strictly ring fence this for improvements to
sustainable modes.
There is scope to use revenue generated from pricing mechanisms such as Road User
Charging, Workplace Parking Levies and Non-workplace Parking Charges to fund investment
in other complementary transport interventions. These are discussed in detail in Appendix P .

F.6

Other Innovative Funding Mechanisms
Benevolent funds provide grant funding for investment that aligns with the aims and objectives
of the organisation. One example is the Rees Jeffreys Road Fund which exists to provide
financial support in the form of grants and bursaries for:
Courses leading to qualifications related to traffic engineering and transport planning;
Research projects relevant to one or more of the Fund’s objectives; and
Programmes or schemes to improve the highway network and the roadside environment.
Aberdeen City became the first Scottish council to issue bonds when they issued £370
million of bonds on the London Stock Exchange in 2016. This formed part of the strategy to
finance the capital investment programme and this approach could be extended. This could
take the form of a Regional Investment Bank which provides funding to support scheme
implementation.
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The Council also recently took out two loans from the Public Works Loan Board which is a
statutory body operating within the United Kingdom Debt Management Office. This is another
avenue that could be utilised for finance to support investment.

F.7

Summary
This note has set out a wide range of funding sources that can be used to support investment
in the Aberdeen City Region. It is likely that a package of investment measures will be required
utilising a range of approaches. Further consideration should therefore be given to the most
appropriate types of funding to deliver the preferred package of interventions.
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Appendix G Freight
G.1 Introduction
Nestrans’ Regional Transport Strategy (Nestrans, 2013) notes that congestion and unreliable
journey times on the strategic road network affect the competitiveness of businesses across
Scotland and particularly in the north east where companies are already disadvantaged due to
limits on drivers’ hours and the cost associated with the extra distanced travelled.
The Freight Distribution Strategy (Nestrans, 2018) states that approximately 27 million tonnes
of goods, excluding oil and gas, were transported in the North-East in 2016. 81% of freight is
transported by road with the southern entrance to Aberdeen, towards the harbour, where the
concentration of freight is the heaviest.
The earlier stage of this study identified that:
Overall, Peterhead freight traffic has increased by 24% from 2005 while Fraserburgh has
decreased; and
Due to the increased marine traffic in Aberdeen Harbour supporting the oil and gas industry,
other freight movements and fishing activity have decreased in recent years. Between 2005
and 2018 such traffic decreased by 18%.
In the Aberdeen City Region Strategic Transport Appraisal: Problems, Opportunities and
Objectives (Jacobs) report ‘Road Infrastructure for freight movements is not always suitable’
was identified as a problem. An opportunity noted was ‘Freight efficiency benefits from AWPR’.
With the AWPR now opened, this opportunity has been realised. By providing a new high
standard dual carriageway, removing the need to route through the city, the opening of the
AWPR will also have helped alleviate, to some extent, the problem noted. The problem must
now be viewed in the post-AWPR opening landscape.
The earlier stage of this study identified three options relating to freight:
Development of an integrated, multimodal network or freight hubs across the region
Review provision of rest stops on trunk roads and key freight routes for HGV’s
Improve road access to all regional ports

G.2 Key Issues - Evidence
In order to add detail to these options, the following documents were considered:
Freight Flows Report (Aberdeen City Council, 2011);
North East Scotland Lorry Parking Study (Aberdeenshire Council, Aberdeen Council,
Nestrans, 2011);
Rail Recyclates Study (Aberdeenshire Council, 2011);
Nestrans’ Regional Transport Strategy (Nestrans, 2013);
Aberdeen Sustainable Freight Distribution Strategy (Aberdeen City Council, 2013);
Nestran’s Freight Action Plan (Nestrans, 2014);
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Wellington Road Multi-Modal Corridor Study (April, 2018);
Freight Distribution Strategy (Nestrans, 2018); and
North East Scotland Road hierarchy Study (Nestrans, 2019)
It should be noted that all these studies were undertaken before the AWPR opened and as
such, freight movements both in and around Aberdeen will have been significantly affected by
the road’s opening.
The following key problems, opportunities and challenges noted in these documents are set out
in Table G:1.
Table G:1: Key Points from Freight Strategies / Relevant Studies

Document
Lorry Parking
Strategy (2011)

Key Point
Highlighted the number of lorries parking out with the designated areas
south of Aberdeen and also focussed on the lack of areas that have
adequate facilities where drivers feel secure
Parking on the roadside noted as an issue in the region and Aberdeenshire
council are reviewing whether their lorry parks are adequately located.
This was discussed at most recent Freight Forum (June 2018) with
majority of hauliers present unaware of what was available in the region.
The 2014 Freight Action Plan also noted that parking and facilities was an
issue.

Regional
Transport
Strategy (2013)

Key measures noted as:
• Retain and develop modern Intermodal freight terminals to serve the
region and tackle the barriers to mode shift through the Freight Action
Plan
•

Investigate potential for measures to provide more reliable journey
times for HGVs and identify a trial route for implementation of priority
measures

The strategy notes that promoting passenger and freight movements by
short sea shipping service to major UK ports will help manage growth the
of heavy goods vehicle traffic and allow freight movements to bypass and
bottlenecks. The development of rail freight as a sustainable mode of
transport is also supported.
Aberdeen Freight New harbour being built outside city centre. Recommended that both ports
Distribution
operate separately. A lot of traffic will continue to need to access the
Strategy (2013)
current harbour and routeing strategy around the town centre has
challenges. Any routeing strategy that stops freight crossing the city centre
could have implications for those accessing the harbour. Wellington Road
could have greater issues.
Construction and activity at new harbour. There may be an opportunity to
route some of the road traffic away from the existing harbour. May
increase traffic between harbours. Banning right turn out of harbour will
stop vehicles from travelling through Torry.
Congestion in and through Aberdeen. AWPR will route some of the traffic
out of the city and create more access points for hauliers. No certainty
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Document

Key Point
over the impact of AWPR. May increase journey times if routes are
changes but may also decrease if the roads are less congested
Location of businesses. May be an opportunity to create a central
distribution point. Majority of hauliers concentrated to the south entrance to
Aberdeen. Close to the city centre. Access to the centre is not good for
larger vehicles due to the layout. Any routeing could have a negative effect
on hauliers as it will be more difficult to access stores and businesses.

Freight Action
Plan (2014)

Key objectives of Plan:
An economically competitive freight industry that supports the
economy of the north east
A freight sector that can successfully respond to national and
local environmental targets
A local strategic transport network which enables the reliable
and efficient movement of goods
Benefit for the north east freight industry which are realised
through ongoing development of wider transport and economic
development initiatives
An engaged local freight sector provided with a platform and
propose solution to benefit the north east.

Freight
Distribution
Strategy (2018)

Key points noted as:
•

Efficient use of resources:
o Work to increase collaboration in the industry. Encourage the
use of alternative last mile solutions for deliveries
o Investigate opportunities for providing larger lockers in
convenient locations outside of the city and town centres as an
alternative to home deliveries. A possible location could be in
association with park and ride. Investigate opportunities for
providing a valid alternative for own vehicle use by contractors
by providing opportunities for attractive rates in using car club
vehicles for deliveries. This would require making more car
club vehicles readily accessible in a number of locations and
would potentially require agreements to be made directly with
the business. Investigate opportunities for providing more
delivery options for consumers, both in the first instance and
for redelivery. In addition to locker banks this could also
include other pickup locations. This could include investigating
opportunities for increasing the availability of same day
deliveries by retailers – by delivering items bought physically
from stores to a convenient location near to the customers
home in order to encourage greater use of public transport.

•

Provision of appropriate and high-quality resources

Improve the provision and condition of rest sites in the region. Look as the
feasibility of moving location of rest sites to more appropriate locations.
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Document

Key Point
Look at the feasibility of using current park and ride sites as alternative rest
sites for drivers. Assist freight operators with lobbying to the relevant
parties to ensure that a consistent standard of rest areas is provided
nationally.

Wellington Road
Multi-Modal
Corridor Study
(2018)

Considered implementing a heavy vehicle lane on the southbound
carriageway that would assist vehicles leaving the city. Ultimately rejected
the idea due to issues that would be caused by HGVs requiring turning
access to the numerous industrial estates. Since this study the
requirements of the road have changed due to the building of a new school
and the moving of businesses to other areas in Aberdeen although the
potential for a combined bus and freight lane is still under consideration.

North East
Scotland Roads
Hierarchy Study
(2019)

Existing freight routes across the study area are detailed within the
Aberdeen City Freight Map in the report.
Highlights the existing principal freight routes, industrial estate roads, other
roads, and roads where there are restrictions on freight movement. The
existing principal freight corridors include the A92 North; A956 between
The Parkway and Charleston junction via King Street, East North Street,
Commerce Street, Virginia Street, Trinity Quay, Market Street, North
Esplanade West and Wellington Road; A96 between Craibstone
roundabout and King Street via Inverurie Road, Auchmill Road, Great
Northern Road, Powis Terrace, Powis Place, and West North Street; A92
South; Anderson Drive and The Parkway; and parts of Great Southern
Road and Riverside Drive.
In particular:
Routes – Unchanged:
• A92 North / A956 – freight route maintained but viewed as for
onward access to harbour / city centre deliveries only
• Wellington Road - – freight route maintained but viewed as for
onward access to harbour / city centre deliveries only
• A944 undesirable as a freight route
• A93 undesirable as a freight route
• A92 – freight route maintained south of Bridge of Dee – Bridge of
Dee continues to be unsuitable for freight
• A92 Parkway and Anderson Drive (including Bridge of Dee)
Routes – Changed:
• A92 Parkway and Anderson Drive (including Bridge of Dee) Freight route to be consulted on as the strategic trunk road
function has been replaced by the AWPR; the route is a preferable
route for freight compared with other routes in the city via the
connection to the HGV diversion route at Holburn Street (diversion
route via Holburn Street, Riverside Drive and Great Southern
Road); Bridge of Dee continues to be unsuitable for freight due to
its width restriction
• Hareness Road - Potential to become principal freight route if this
is the chosen access route to the new Aberdeen South Harbour,
otherwise another road suitable for use by freight General Traffic.
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Appendix H

Regional Overview

H.1 Location of Key Services and Facilities
Education
Figure H:2 shows educational facilities in the north-east region. As shown, there are high
schools spread across all travel corridors in the area. Within Aberdeen City there are three
higher education facilities; University of Aberdeen, Robert Gordon University and North East
Scotland College.

Figure H:2: Education Locations
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Hospitals
The main regional hospitals in Aberdeen and smaller community hospitals are shown in Figure
H:3 and Figure H:4.

Figure H:3: Aberdeen Hospitals
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Figure H:4: Aberdeen Hospitals
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Appendix I
I.1

Active Travel – Existing Provision

Introduction
This section summarises existing and proposed active travel provision in Aberdeen and
Aberdeenshire.

I.2

Provision
Aberdeen City Council has policies and targets that strive to meet 5 objectives:
Maximise cycling’s role for shorter journeys.
Develop safe, convenient, efficient infrastructure.
Increase cycling for leisure, tourism and recreation.
Integrate policies for cycling into Council strategies.
Set policies and other means of meeting cycling target.
The Aberdeen Active Travel Plan 2017-2021 (Aberdeen Council), notes that significant efforts
have been made in recent years to improve the walking and cycling environment and to
encourage greater usage of these forms of transport. During 2015/16 more than £2 million was
invested in new and improved routes, signage, cycle and scooter parking, safety campaigns,
community initiatives and promotional events in Aberdeen. While these are helping, there is still
a lot to be done. The following was noted:
Aberdeen City Council prepared an Action Plan which was informed by two rounds of public
consultation.
The needs of people travelling on foot and by bike are considered in all new road and road
improvement schemes with appropriate footways, crossing facilities and on or off-road
cycling facilities incorporated into designs. An example of this was the Diamond Bridge
which opened in 2016 and which incorporates fully segregated facilities for both pedestrians
and cyclists for much of its length, regular crossing points and priority for people cycling
across some minor roads, and which is accompanied by a network of complementary routes
providing onward connections from a new bridge.
On strategic transport corridors, the Council recognises that the high traffic speeds and
volumes characteristic of such routes may discourage cyclists. In such locations, efforts
have been made and continue to be made to implement safe off-road alternatives, normally
in the form of shared pedestrian and cycle surfaces, such as have recently been developed
on sections of the A90 along Ellon Road and the Parkway.
Riverside Paths - Walking and cycling opportunities alongside the Don and Dee are
currently intermittent despite clear demand for such routes. The Council aspires for a
continuous Donside route from the beach to Dyce and expansion of the River Dee route,
both of which will be prioritised during the life of this Action Plan.
Local Improvements – While the purpose of this Action Plan is to set a strategic approach
for walking and cycling, it is appreciated that many journeys made on a daily basis are local
in nature. As such, improvements are also required at neighbourhood level to make these
journeys easier by walking and cycling.
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Active travel provision in areas in Aberdeenshire (outwith the communities located within cycle
commuting distance of Aberdeen e.g. Inverurie, Portlethen, Balmedie, Westhill etc.) is mainly
focused on routes within towns themselves.

I.3

Provision by Corridor
Table I:1 describes the cycling facilities along the main travel corridors.
Table I:1: Corridors – Active Travel Provision

Corridor
A90(N), A92 (AWPR to
Bridge of Don) and King
Street

Active Travel Provision
Fraserburgh / Peterhead / Ellon / Dyce: The Formartine and
Buchan Way connects Dyce with Ellon, Peterhead and
Fraserburgh. To Peterhead the route is not direct and the
distances between communities once north of Newmachar,
make it unlikely to be utilised by commuters to access work or
education.
A956/A90 North (Aberdeen to Balmedie): The A956/A90
north is a key strategic route linking the City with a number of
settlements to the north in Aberdeenshire. The Council is
currently engaged in improving pedestrian and cycle provision
along The Parkway and Ellon Road and would like to increase
this northward along the A90, working with Aberdeenshire
Council to develop a long-distance route linking the City with
Balmedie and Ellon, and westwards along the Parkway. While
there is cycle provision along the A956 King Street, south of
the Bridge of Don, this is patchy and intermittent.
King Street: A number of requests have come from cyclists
over the past few years for improving the route from the city
centre to the Bridge of Don along King Street. On-road cycle
lanes have now been installed along much of the length of King
Street where road width allows. The path is now complete to
the Ellon Road at Murcar. Aberdeen City Council are currently
undertaking the Bridge of Don to City Centre Active Travel
Corridor - Options Appraisal Study.
Beachfront: Aberdeen Beach is a popular leisure destination
in close proximity to the City Centre, used for recreational
walking and cycling and by commuter cyclists seeking a quieter
route.
Aberdeen University: As noted in the Aberdeen Active Travel
Action Plan, Given the high proportion of students engaging in
active travel already and the potential for more to do so,
improving access to universities is key for boosting walking and
cycle numbers in the City and a clear desire for improvements
emerged during the consultation.

A947

Dyce to Newmachar: The Formartine and Buchan Way
provides an off-road cycle route linking Newmachar and Dyce,
although the route is not tarmacked.

A920

Ellon to Oldmeldrum: No dedicated provision for active
travel.

A98

Banff to Cullen: No dedicated provision for active travel.
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Corridor
A96

Active Travel Provision
Aberdeen to Inverurie: The A96 is a key strategic route linking
Aberdeen City and Aberdeenshire with limited active travel
provision at present. The Council has implemented a shared
walking and cycling route between Woodside and Bucksburn
and ongoing improvements in the Dyce area will improve
provision further westwards in the short term. Aberdeenshire
Council is also at work on the initial stages of developing an
active travel route between Inverurie and Blackburn. It is both
Councils’ aspiration to create a continuous route between
Aberdeen and Inverurie for longer-distance commuting and
leisure trips. In the longer term, the Scottish Government’s
commitment to dualling the A96 between Aberdeen and
Inverness affords the opportunity of ensuring high-quality
walking and cycling facilities are implemented alongside the
new infrastructure.
Bucksburn/Dyce: As a key employment area in the City, there
are a significant number of movements to and from
Bucksburn/Dyce on a daily basis from all around the region, yet
opportunities for active travel, particularly cycling, to and within
these sites is limited at present. Given the potential for
achieving modal shift and the impacts this could have on both
areas, improving access the area is a priority for the Aberdeen
Active Travel Action Plan.

A944 / B9199 / Lang Stracht A944 (Aberdeen to Westhill): A popular and well-used offroad walking and cycling route between Westhill and Kingswells
is already in place, although there are issues with sections of
the route which need addressed and there is limited provision
for people cycling onwards the City Centre. The A944 / B9119
Transport Corridor Study - STAG-Based Appraisal is seeking to
address these. The council have been gradually upgrading
sections of the route when funds become available with the
project being spilt into five phases. Both recreational and
commuter cyclists can now cycle from Kingswells to Hazelhead
Park completely off-road.
Access to NHS sites: As the largest employer and trip
generator in the region, it came across strongly in the second
consultation exercise for the Aberdeen City Active Travel
Action Plan that access to NHS sites should be a key priority,
The A944 corridor is a key focus of the Plan.
A93

A93 Deeside Corridor: The A93 connects the City Centre with
various neighbourhoods, villages and towns along the Deeside
corridor, into Aberdeenshire, Royal Deeside and beyond. The
corridor has benefitted significantly in recent years from
ongoing development of the Deeside Way, which is now fully
tarmacked from the Duthie Park to Peterculter although there
are problems emerging, including disruption from the AWPR.
The route is also well used which makes it less effective as a
commuter route.
Robert Gordon University: As noted in the Aberdeen Active
Travel Action Plan, Given the high proportion of students
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Corridor

Active Travel Provision
engaging in active travel already and the potential for more to
do so, improving access to universities is key for boosting
walking and cycle numbers in the City and a clear desire for
improvements emerged during the consultation.
Riverside Drive: In order to fully use the River Dee as a formal
walking and cycling route, Aberdeen Council has been
investigating the possibility of a high-quality path linking Victoria
Bridge in Torry to the Robert Gordon University Campus in
Garthdee. This would provide a traffic free path linking the
National Cycle Network with Duthie Park, the Deeside Railway
Line, Garthdee retail park and the University. The first section
from the Queen Elizabeth Bridge to the Bridge of Dee is already
complete.

Wellington Road / A956 /
A90(S)

A956/A90 South (Aberdeen to Stonehaven): There is
currently very limited cycle provision south of Aberdeen along
the A956 and A90, despite these being key strategic transport
routes linking Aberdeen City and Aberdeenshire. A
southbound cycle route, linking Aberdeen with Portlethen and
Stonehaven, was probably the most commonly identified
missing link during the consultation on the Aberdeen Active
Travel Plan so is an obvious area for attention. The on-going
Wellington Road corridor study is looking at potential options
for this corridor.
Cove/Altens: As a key employment area in the City, there are
a significant number of movements to and from Cove/Altens
area on a daily basis from all around the region, yet
opportunities for active travel, particularly cycling, to and within
these sites is limited at present. Given the potential for
achieving modal shift and the impacts this could have on both
areas, improving access to the is a priority for the Aberdeen
Active Travel Action Plan.

A92

A90 Anderson Drive: Anderson Drive is a key circumferential
route around the City and the Council has had aspirations for a
cycle route along this corridor for a number of years. As part of
the Locking in the Benefits Study for the AWPR, Anderson Drive
was identified as one of the three priority corridors from which
major traffic reduction benefits could be expected. The Council
has therefore been investigating the potential for establishing a
cycle route along the length of Anderson Drive.
Responses to the Aberdeen City Active Travel Action Plan
consultation supported the principle of improvements along the
route. Designs for the implementation of sections of cycle route
along the corridor and improved crossing facilities have recently
been completed, while studies have been undertaken to
examine options for improving junctions along the corridor for
the benefit of people walking and cycling and public transport
movements.
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Corridor
City Centre

Active Travel Provision
City Centre: The City Centre is the employment, retail and
leisure hub of the region, attracting a significant number of trips
every day. A more welcoming environment in, and improved
access to, the City Centre for people walking and cycling could
encourage a number of trips to transfer to these modes,
resulting in a much-improved City Centre experience for
residents and visitors. Improving walking and cycling conditions
in the City Centre is also a key objective of the CCMP and the
SUMP.
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Appendix J
J.1

Bus - Existing Provision

Introduction
This section sets out the current situation with respect to bus provision in the region. Much of
the information presented has been gathered from Assessing the State of the Bus Network in
Aberdeen and Aberdeenshire (North East Bus Alliance, July 2019).

J.2

Existing Network Coverage
Figure J:1 shows the current coverage by bus routes in the area. As shown, all of the strategic
travel corridors are served by bus. Historically services have focused on accessing the city
centre, requiring connections to other destinations, such as Aberdeen Royal Infirmary. This has
changed with connections now available to Foresterhill Health Campus and the introduction of
direct services from south and north to Aberdeen Airport. However, there is still a lack of direct
connections and interchange opportunities to access non-city centre destinations such as the
hospital, the universities and out of town employment destinations.

Figure J:1: Bus Network Coverage

The frequency of bus services in the region has been considered through bus service ‘density’
mapping, considering the average number of services per hour over road sections across the
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region, and are shown in Figure J.2, Figure J.3 and Figure J.4 an AM, Interpeak and evening
period.
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Figure J.2: Average buses per hour (AM)

Figure J.3: Average buses per hour (Interpeak)
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Figure J.4: Average buses per hour (evening)
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Bus stop frequencies were also considered across the AM, Inter-peak and evening periods and
are shown in Figure J.5, Figure J.6 and Figure J.7.
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Figure J.5: Average buses per hour (AM)
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Figure J.6: Average buses per hour (Interpeak)
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Figure J.7: Average buses per hour (evening)
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During the previous stage of this study accessibility was measured from a set of origins to
various destinations using different modes of transport. The analysis looked at the accessibility
‘catchment’ within a 1-hour journey time to 13 key destinations. In terms of access by bus, the
analysis showed:
Union Street was the most accessible destination with 47% of postcodes being within an
hour’s journey time by bus;
Arnhall Business Park and PrimeFour Business Park (along the B9119 / A944 corridor)
cannot be reached by approximately 40% of Aberdeen City Region postcodes within the
three hour AM peak period.

J.3

Bus Priority
There are bus lanes on a number of main routes into Aberdeen and additionally, there are bus
gates at Broad Street (local buses only), Bedford Road, Shielhill Avenue (Dubford) and Lang
Stracht, as shown in Figure J:8.

Figure J:8: Average buses per hour (evening)

Bus lane enforcement is carried out by Aberdeen City Council and has been in place since early
2015. Fines are set at £60, reduced to £30 if paid within a time limit. The generated revenue is
ring fenced by the Council for local transport strategy measures.

J.4

Bus Operations
There are four bus operators in North-East Scotland running commercial services. These are
First Bus, Stagecoach, Bains Coaches and Deveron Coaches. In addition, there are a number
of smaller operators who operate services under contract to the local authorities.
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Aberdeen City Council, Aberdeenshire Council, First in Aberdeen and Stagecoach Bluebird
have been involved in a Quality Partnership for public transport since April 1998. Nestrans
joined this partnership in 2007. Their focus is to increase bus patronage, improve accessibility
of services, ensure reliability and punctuality, improve vehicle standards and improve the quality
of bus infrastructure provision. The Bus Alliance Agreement was signed by all partners in August
2018 and the newly formed board developed a “state of the network” report. This report has
informed much of the scene setting for the bus network.
Bus passenger numbers have been declining for several decades across the UK. In Scotland,
between 2011/12 and 2015/16there was a reduction in annual bus patronage of 27million trips.
A recent study by KPMG identified five broad areas that are influencing decisions to travel by
bus. These are as follows:
Socio-economics: increased population, especially in major urban areas, increasing the
number of potential bus passengers. Ageing population. Smaller households. More young
people in education. Increased proportion with access to a car with lower motoring costs;
Economic and labour market impacts: Labour market structure has changed. More selfemployed workers and more people on flexible contracts. More working from home;
Alternatives to travel: Growth in online services and home delivery reducing need to travel;
Price and quality of bus services: Bus fares have risen more than inflation due to increased
costs and reduced government expenditure. Service miles have reduced which is a
disincentive to bus travel. However, vehicle and service quality has improved so bus should
be more attractive; and
Price and quality of transport modes: Improvements in other modes have a negative impact
on bus patronage. Includes rail service quality and reduction of off-peak fares. Reduction in
vehicle costs from fuel efficiency and falling fuel prices. Significant increase of taxi licenses.
Since 2010, bus operators have made significant investments in the vehicle fleet, installed new
electronic ticket machines, made website and app developments, introduced contactless
payment methods and invested in new fuel technologies. The introduction of real time
passenger information across Aberdeenshire in 2015 and the subsequent extension across the
region along with the upgrade of at-stop screens has ensured comprehensive on-line
information at main bus stops. There has also been investment into the introduction of Europe’s
largest fleet of ten hydrogen fuelled buses and a refuelling station at Kittybrewster.
These changes have led to a number of successes:
First Aberdeen’s Platinum service 19 won Best Bus Service as the 2014 Scottish Transport
Awards;
Stagecoaches’ JET 727 Airport service won the same award in both 2011 and 2017;
The opening of the Diamond Bridge across the River Don allowed for the re-routing of the
First Bus service 18 with improved running times and reliability. Alongside a bus gate at
Bedford Road, this allows passengers to travel much faster to Danestone and Dyce than
previously and has allowed for a connection from Stoneywood to Aberdeen city centre and
has since seen patronage growth.
Despite these changes, car remains a more attractive mode of transport.
Table J:2 show the number of people using buses in the North-East and the number of
concessionary users. Although total patronage has fallen since 2015/16, the proportion of
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concessionary passengers has slightly increased. Travel to work and education statistics show
that objectives to encourage mode shift from private car are not currently being achieved.
Table J:2: Bus Patronage Figures

Year

Total Patronage

Number of
concessionary
passengers

Proportion of
concessionary
passengers

2015/16

29.9 million

10.4 million

35%

2016/17

28.6 million

10.5 million

37%

2017/18

26.5 million

10.2 million

38%

% change since 2015/2016

-11.2%

-3%

The Scottish Household Travel Survey shows that the proportion of people travelling to work
and education by bus in Aberdeen City (11%) is lower than in Edinburgh (18%) and Glasgow
(13%) and similar to that seen in Dundee (11%).

J.5

Bus Service – Journey Times and Service Punctuality
Journey time is often noted to be a major cause of frustration when travelling by bus and a main
advantage of travelling by car. The State of the Bus Network report presents changes in bus
journey times between 2006, 2016 and 2019. Journey times for those services travelling along
the main travel corridors are show in Table J:3. It should be noted that the journey time from
Aberdeen to both Banchory and Peterculter in 2016 were heavily affected by construction works
on the AWPR and are likely to have improved now that the works are complete.
Table J:3: Bus Journey Times

Journey Time (mins)
From

To

Travel
Corridor

2006
Peak

2016
Peak

2019
Peak

% change
since 2006

Peterhead

Aberdeen

A90(N)

60 / X60
/ 67 / 68

80

101

82

+2.5

Fraserburgh

Aberdeen

A90(N)

67 / 68

97

101

91

-6.2

Ellon P&R

Aberdeen

A90(N)

X68

45

50

45

0

Inverurie

Aberdeen

A96

37 / X37

56

88

53

-5.4

Service

Westhill

Aberdeen

A944

X17

48

53

50

+2

Inverurie

ARI

A944

10 / 37 /
X37

36

75

37

+3

Banff

Aberdeen

A947

35

n/a

127

121

Banff

ARI

A947

35

n/a

107

106

Banchory

Aberdeen

A93

201

58

81

68

+17.2

Stonehaven

Aberdeen

A92

X7

50

53

47

-6

Across all services, journey times have remained relatively constant. Along the A944 times have
slightly increased with mixed results along the A90(N). These journey times were taken before
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the AWPR was fully operationally and therefore may now be reduced due to displaced traffic
travelling around the city on the AWPR reducing congestion.
Congestion and unpredictability on the road network have a direct impact on bus journey times.
Both have been longstanding issues for Aberdeen. Passengers can often find themselves on a
stationary bus waiting at bus stops because the service is timetabled to account for the worstcase traffic conditions. This is incredibly frustrating for passengers and does not provide a
competitive alternative to travel by private car.
The punctuality and reliability of bus services shows that although reliability remains high for
both operators, punctuality across the network as a whole is below the target of 95% of buses
departing on time set by the Traffic Commissioner. Punctuality has been achieved at the
expense of reliability with timetables being extended to account for unpredictability in the road
network.
First Bus collected data to look at the areas of their network that suffer most from delay and the
sections of route where the greatest number of passengers are affected by congestion. The key
areas of delay which affect the most passengers were identified as:
Castle Street to Mealmarket;
St Nicholas Kirk to Adelphi;
Nellfield Place to Great Southern Road;
Mealmarket Street to Castle Street;
Langstane Kirk to Holburn Junction;
Springhill Road to Rousay Drive;
Holburn Junction to Nellfield Place;
Nellfied Place to Broomhill Road;
Hammerfield Avenue to Newlands Crescent; and
School Road to Regent Walk.
The table below presents journey time variability on selected Stagecoach services.
Table J:4: Bus Journey Times

Service

Off-Peak journey
time (minutes)

Peak journey
time (minutes)

Difference off-peak to
peak (minutes)

37

Inverurie to
Aberdeen

69

87

+18

201

Culter to
Aberdeen

37

47

+10

Portlethen to
Aberdeen

25

45

+20

7

J.6

Route

Specific Corridor Issues
Table J:5 presents the specific issue affecting buses on the various corridors.
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Table J:5: Bus Services – Corridor Issues

Corridor

Location

Buses

Source

Issues

Port
Elphinstone
Roundabout

10/10A/10C/
37/221/240/ 402/421/
777/N37/X37

A96 Collective
Travel;
Operators

Identified as a pinch
point for traffic

A96 –
Craibstone
P&R to
Bucksburn

10/10A/10C/
17B/37/420/ 727/
77/N37/X20/X37

A96 Collective
Travel

Slow journey time for
bus (no priority)

A96 –
Bucksburn to
Haudagain

17/17A/17B/18A/35/
37/117/305/420/727/
N17/N37/X20/X37

Roads
Hierarchy

Provision of bus
priority is not
continuous

Dyce/
Bucksburn
Roundabout

35/117/305/N17

Operators

A bypass for traffic
travelling east from
Dyce was identified as
being potentially
beneficial for
facilitating movement
from A947 to Inverurie
Road

Haudagain
Roundabout

8A/17/17A/17B/18A/
35/37/117/305/420/
727/N17/N37/X37

Roads
Hierarchy, A96
Collective
Travel

Identified as a pinch
point for traffic

A96 (West
North Street,
Powis Place,
Great Northern
Road)

8/17/17A/17B/ 18/18A/
19/20/23/305/420/
727/N17/N37/X37

Roads
Hierarchy

Parked cars cause a
problem on some
sections

Mounthooly
Roundabout

8/11/17B/18/20/23/54/
54A/727/N17/N20

A96 Collective
Travel

Identified as a pinch
point for traffic

George Street

17/17A/18A/19

Operators
(BRIP)

Parking on George
Street restricts flow of
buses

Old Lang
Stracht

14/218

Operators

Road condition is poor
and needs resurfaced

A944 Lang
Stracht

13/14/23/218/N23

Road
Hierarchy

Provision of bus
priority is neither
continuous or
consistent

A944/Anderson
Drive Junction

14/23/218

Operators

Signal phase could
benefit from East/West
Priority

Foresterhill
Health Campus

3/ 3A/ 3G/ 8/ 8A/ 10/
10A/ 10C/ 14/23/
31/35/37/59/218 /X37

Operators

Development to site
means that public
transport access and
through routes will

A96

A944 /
B9119
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Corridor

Location

Buses

Source

Issues
change. Facilities to be
more spread out

Hutcheon
Street

11

B9119 (Carden 11/94/777/N17/N23/X17
Place, Queen’s
Road, Skene
Road)
Hazelhead
Gardens

11/94/777

Operators

Parking noted as an
issue here

Roads
Hierarchy

Parked cars can
hamper movement

Queens Road Requires space to turn.
Modelling
Can cause delays
Report

Kings Gate/ 11/52/777/N17/N23/X17 Queens Road
Queen’s Road
Modelling
Roundabout
Report

A93

Identified as a pinch
point for traffic

Hamilton Place
/ Gordondale
Road

15

Operators

Junction here is very
tight and buses can
get caught in queuing
traffic

Wallfield
Crescent to
Mile End Lane

23

Operators

Queuing traffic can
often back buses
getting out of the
junction at Midstocket
Road. A lot of
movements have to be
accommodated in a
small area

Great Western 16B /19/ 201/ 202/ 203/
Road /
N19
Anderson Drive

Operators
(BPIP)

One lane both ways.
Traffic light priority
required. Identified as
a priority junction

Broomhill Road
Roundabout

1/2/62/N20

Operators

Identified as a priority
junction for
improvement

Garthdee
Roundabout

1/2/62/119/N20

Roads
Hierarchy;
Operators

Identified as a pinch
point for traffic; Noted
as a potential priority
area due to issues

1/ 2

Operators

Bus junction with
buses often
experiencing delay
turning right onto
Auchinyell Road

3/3G/7A/7S/20

Wellington
Road STAG;
Operators

Queuing traffic from
north of the River Dee
impacts Wellington
Road; Buses need to

A956 /
Torry /
RGU Campus
Garthdee
– Gaitside
Drive

Queen
Elizabeth
Bridge
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Corridor

Location

Buses

Source

Issues

(BPIP);
Operators

cross traffic so as to
turn right at
roundabout to continue
on route. Can cause
delays when
congested

Bridge of Dee
Roundabout
(South)

7/7B/22A/181/
204/N7/X6/X7

Operators

Issues here as both
frustrated traffic and a
walking route

Holburn Street

1/2/61/119/N20

Operators

Issue raised regarding
parking in the bus lane

Victoria Road
between
Walker Lane
and South
Esplanade
West

3/12/20

Operators

Multiple sets of traffic
lights cause traffic
back up

AECC at the
Parkway
Roundabout

1B/40/54/60/61/63/
67/68/290/291/N54/
X54/X60/X67/X68

Roads
Hierarchy

Identified as a pinch
point for traffic

King Street
(Bus Lanes)
north of St
Machar Drive
Roundabout

1/1B/2/20/40/54/54A/
60/61/63/67/68/290/
291/N1/N20/N54/X54/
X60/X67/X68

Operators
(BPIP)

Lane widths
constrained

King Street

1/1B/2/40/60/61/
63/67/68/290/
291/N1/N54/X54/
X60/X67/X68

Operators
(BPIP);
Operators

Good priority
outbound; Inbound the
route could benefit
from increase priority.
Signals at Tesco can
be particularly
problematic due to
long phases; Trees
and shelters can also
cause issues with their
proximity to the bus
lanes/nearside kerbs.
This is particularly with
regards to leaves and
roots on the road

King
Street/East
North Street
Junction

1/1B/2/13/15/17B/
20/23/40/60/61/63/67/
86/290/291/N1/N20/
N54/X54/X60/X67/X68

Operators
(BPIP)

Can be blocked by
queuing traffic

Seaton Place
East / Golf
Links & Old
Seaton
Terminus

13

Operators

Parked cars can lead
to difficulties in the bus
getting access at these
locations

King
Street /
Ellon
Road
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Corridor

Location

Buses

Source

Issues

B9005 (South
Road) between
A90(T) Ellon
South
Roundabout
and Riverside
Road/South
Road traffic
lights (Ellon)

49/50/54/54A/N54/
60/61/67/68/747

Road
Hierarchy and
Operators

Identified as a pinch
point for traffic (p.m.
peak)

A90 (T)
between Ellon
South
Roundabout
and Ellon North
Roundabout
(i.e. Ellon bypass)

50/X54/X60/X67/X68

Road
hierarchy and
Operators

Identified as a pinch
point for traffic (p.m.
peak)

Operator
(BPIP)

Delays due to queuing
traffic for Union Square
car park. Stagecoach
report significant
delays to buses
entering the bus
station from Market
Street and exiting the
bus station onto Guild
Street

Guild
3/3A/3G/12/20/31/
Street/Market
40/59/ Services
Street Junction entering and exiting bus
station
City
Centre

Union Street

Most services

Operators

The volume of cars
travelling on Union
Street and the
requirement for
multiple sets of traffic
lights lengthens
journey times for buses
while turning traffic at
junctions often backs
up and cause
variability to bus
running times

Union Square
Bus Station

Stagecoach. Citylink &
Megabus Services

Roads
Hierarchy;
Operators

Constrained; Traffic
lights identified as
problematic for exiting
bus station

Junction at
Bridge Street /
Union Street /
Union Terrace

3/8/12/20/117

Operators

Right turning traffic can
block traffic going
straight on

City centre
traffic lights

All services

Operators

Identified a need to
have better flow of
traffic through city
centre traffic lights, in
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Corridor

Location

Buses

Source

Issues
particular whether
buses can trigger
signal changes to
provide priority through
signalised junctions

J.7

Bus Information Provision
The Transport Focus passenger satisfaction survey, carried out in 2018, shows that there has
been an increase in passenger satisfaction with information provided at the bus stop from 67%
in 2016 to 73% in 2018. Across the region 85% of stops have timetable information. Table J:6
shows the percentage of services tracked by real time systems.
Table J:6: Real Time Information Provision

RTI Tracking
performance average
statistics

Stagecoach

First

Region

2016/17

82%

83%

82%

2017/18

82%

89%

86%

2018/19

85%

85%

85%

The survey also showed that 36% of passengers are only checking bus time tables immediately
before leaving for the bus stop and a further 25% are only checking when at the bus stop. Only
11% as passengers are using online timetables.
Bus timetable information is available in a range of other formats, including 20 on-street
interactive information totems in various Aberdeenshire town centres, and real time display
screens at key destinations such as Aberdeen Bus and Rail stations, Aberdeen University and
Aberdeen Royal Infirmary. Aberdeenshire Council has also recently commissioned an E-paper
display at Edzell Woods, with similar experimental displays to follow in some town centres.

J.8

Bus Fleet Accessibility
Nestrans have published the Thistle Assistance Card which is accepted on all buses in the
region and aims to help anyone who has difficulty in using public transport because of their age,
disability or illness. The card enables passengers to discretely tell the driver about any extra
help that they may need during their journey and aims to improve accessibility for those with
hidden disabilities.

J.9

Bus Stop Infrastructure
Table J:7 provides information on bus stop infrastructure in the area.
Table J:7: Bus Stop Infrastructure

2017 /1 8

Aberdeenshire

Aberdeen City

North East

% of stops that have a bus shelter

54%

49%

52%

% of shelters with lighting installed

73%

61%

68%

% of stops with raised kerbs

63%

43%

54%
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% of stops with raised kerbs that are
protected

45%

78%

57%

J.10 Bus Interchange and Connections with Other Modes
Many journeys within the region require interchange at some point, either to another bus service
or from air, ferry or rail. In terms of bus stations, Peterhead and Fraserburgh bus stations have
been upgraded during the last ten years as has the Aberdeen bus station which is now
integrated into the Union Square development.
The location of Aberdeen bus station provides an opportunity to interchange to rail services, but
the facilities could still be improved. It is at capacity and passenger satisfaction with the waiting
facilities is poor. Additionally, buses can often face significant delays accessing and egressing
from the bus station due to congestion on the road network in this area.
Planning Permission in Principle has been granted to Union Square owners to extend the
shopping centre. A condition has been imposed which will require substantial upgrading and
improvement of the bus station and accessibility before the development can proceed.
Foresterhill Health Campus also provides a key interchange hub within the city with a large
number of services passing through the site. It has been upgraded in recent years to expand
capacity and improve safety as well as waiting facilities and information for passengers.
However, it is constrained in terms of the number of services that can be accommodated and
lacks the full range of facilities that would normally be associated with a dedicated passenger
interchange facility.
In 2015 a new turning circle was constructed at Dyce railway station to enhance access for
buses to the station. A shuttle service used to provide a direct connection from the rail station
to Aberdeen Airport however ceased operation in 2017. Therefore, currently there is no bus
connection between Dyce rail station and the airport terminal meaning passengers travelling by
rail to the airport are required to alight at Aberdeen station and interchange to the service 747
departing from the bus station. Within Aberdeenshire the town centres provide key interchanges
points for travel within and to and from Aberdeen.

J.11 Park & Ride
There are currently three Park & Ride sites in Aberdeen City and two in Aberdeenshire (as
shown in Figure J:9). The primary destination from the main Park & Ride sites is Aberdeen City
Centre. Additionally, there are further interchange points throughout Aberdeenshire including
bus hubs at Fyvie (19 spaces) and Potarch (20 spaces). A Park & Ride site is planned at
Portlethen and two further bus hubs are planned for Crathes and Oldmeldrum. Table J:8
provides details of the spaces and facilities available at the Park & Ride sites.
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Figure J:9: Aberdeen Parking Zones
Table J:8: Aberdeen Parking Zone Charges

Site

Information

Services

Ellon

•
•
•
•
•

290 spaces
Free parking
4 EV chargers
Waiting room
Cycle lockers

Serviced by Ellon Town Service
Links to Peterhead, Fraserburgh, Aberdeen
Airport, Kingswells, Stonehaven, Montrose,
Portlethen, Newtonhill and other locations on
A90 corridor

Craibstone

•
•
•
•
•

996 spaces
Free parking
12 EV chargers
Waiting rooms
Cycle lockers

Connections to Aberdeen, Aberdeen Airport,
Inverurie, Peterhead, Ellon, Stonehaven,
Montrose, and Kingswells Park and Ride

Bridge of
Don

•
•
•
•
•

650 spaces
Free parking
No EV chargers
Waiting room
Cycle lockers

Direct connections to Aberdeen via Aberdeen
University and services passing the site along
the A90 (although not in the site) serve Ellon,
Peterhead, Fraserburgh and other location
along the A90 corridor

Kingswells

•
•
•
•

915 spaces
Free parking
EV chargers
Waiting room

Direct connections to Aberdeen Airport, Ellon,
Stonehaven, Newtonhill, Portlethen, Montrose,
Westhilll and Aberdeen
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Site

Newtonhill

Information
•

Cycle lockers

•
•

49 spaces
Free parking

Services

With the opening of Craibstone Park & Ride site, three major routes into Aberdeen now have
capability to deliver a strong Park & Ride service. Whilst Kingswells has seen recent growth with
the addition of Stagecoach’s X17 service to the site, the Craibstone and Bridge of Don sites
have been facing challenges in attracting significant levels of patronage. Ellon Park & Ride has
seen consistent growth since opening.
The launch of Stagecoach’s 747 and 757 services in February 2019 connected the majority of
the Park & Ride sites via the AWPR increasing the direct connections to various sites, although
the 757 has now been withdrawn. However, overall the usage and occupancy levels at each of
the main Park & Ride sites remain low, as shown in Table J:9.
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Table J:9: Park & Ride Site Occupancy Levels (Nestrans and Aberdeenshire Council data)

Site

Capacity
2015

2016

Occupancy
2017
2018

Bridge of Don

650

182

123

146

56

Change:
2016-2018
-54%

Ellon

290

-

240

244

238

-1%

Kingswells

915

118

103

213

189

89%

Craibstone

996

-

-

14

7

-

Total

2737

-

466

617

490

5%

The frequency of services at the Park & Ride sites are show in the table below.
Table J:10: Park & Ride Site - Services

P&R Site

Main
Route

Number
of car
park
spaces

Services

Frequency

A90

Estimated
average
daily vehicle
flow on main
route
17,100

Ellon

290

Approximately
10-15 minutes

Kingswells

A944

26,300

900

Bridge of
Don
Craibstone

A956

33,800

650

Stagecoach services
serving A90 corridor;
X/60,61,62/A, X/67,A/68
Ellon Town service; and
services
49,50,51,54,292 and
747
Stagecoach services
serving A944; X17, 218
and 777
Stagecoach services
serving Montrose,
Stonehaven, Kingswells
P&R and the airport via
the AWPR; 747, 757
First Aberdeen; 1b

A96

20,000

1,000

30 mins

Newtonhill

A92

N/A

49

Stagecoach services
serving A96 corridor; 37
Stagecoach services
serving Montrose,
Stonehaven, Kingswells
P&R and the airport via
the AWPR; 747, 757
Stagecoach services
serving A92; X7/B; 757

X17: 12 mins
218: 4-5/day
77: 8-9/day
747/757: 30
mins

30 mins

X7/7B: 30 mins
757: hourly

Overall, whilst Kingswells P&R has seen a recent increase in passenger numbers the overall
patronage at Park & Ride sites has reduced, dropping from a peak of around 340,000 in
2014/15.
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J.12 Bus Fares and Ticketing
Table J.11 shows the range and prices of tickets available on First services as of January 2019.
There are variations of ticket price with discounts for buying tickets via the MTicket App or in
the shop with on-board purchase being the most expensive.
Table J.11: First (Aberdeen City) – Bus Fares

First

Adult

Child (<5
years travel for
free)

Student

Family (any five
people, adults and
children)

First Unlimited

£57.90/month

-

-

-

First Day

£4.20 - £4.40

£2.50 - £2.60

£3.70 - £3.80

£7.50 - £8

First Week

£16.99 £18.80

£8.50 - £8.90

£15.50 - £16.00

-

First Month

£64.99 - £70

£31.99 - £34

£54- £57

-

First Annual

£699 - £748

-

(Academic Year)
£338 - £364

-

5 Single
Journeys

£12

-

£11

-

Family Ticket

-

-

-

£7.50 - £8

Due to the nature of their network, Stagecoach has a wide range of fares depending on the
journey involved. Table J:12 provides prices for Aberdeen Zone 1 journeys although Megarider
tickets are also available for 12 zones to/from and within Aberdeenshire. Various special fares
are available including for travel on the cross-city services 747 and 757 and from Ellon Park and
Ride and Aberdeen. In addition, a reduced Dayrider is available for children. Tickets can be
purchased on bus, at bus stations and via the Stagecoach App.
Table J:12: Stagecoach (Aberdeenshire) – Bus Fares

Stagecoach
Aberdeen Zone 1

Adult

Student

Group
(up to any 4 people)

Dayrider

£3.70

£2.60

£7.40

7 Day Megarider

£12.85

-

-

4 Week Megarider

£49.20

-

-

Recurring Monthly
Megarider

£49.20

-

-

UniRider 4 Week

-

£41.60

-

UniRider 13 Week

-

£99.00

-

A multi-operator ticket, GrassHOPPER, was launched in 2014 and was extended to a regionwide scheme in 2015, across six fare bands. It is an operator-led ticketing arrangement
incorporating nine local bus operators.
GrassHOPPER products cover a wide range of fares depending on the journey involved and
are available as a paper ticket or on a smartcard. Additionally, ScotRail smartcards can also be
used to purchase GrassHOPPER tickets, with Northlink Ferries also selling them for onward
travel. GrassHOPPER Zone 1 ticket prices are shown in Table J.13.
Table J.13: Grasshopper – Zone 1 Bus Fares
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GrassHOPPER Aberdeen
Zone 1

Adult

Student

Day Pass

£4.75

£4.20

Week Pass

£22.50

£18.00

PlusBus also operates in Aberdeen, providing unlimited bus travel on First and Stagecoach
services within the urban area of Aberdeen when bought with a train ticket. Tickets can be
bought online or from Aberdeen rail station and are compatible with the Scotrail Smartcard. The
ticket prices are shown in Table J:14. Railcard holders can also purchase PlusBus day passes.
Table J:14: PlusBus – Zone 1 Bus Fares

Aberdeen Zone 1

Adult

Children

Day Pass

£3.50

£1.75

Week Pass

£17.50

£17.50

Month Pass

£66.50

£66.50

Quarter Pass

£186.20

£186.20

Annual Pass

£705

£705

In recent years more flexible ticketing options have been introduced. This includes the use of
contactless, mobile-app ticketing and smartcards. Additionally, there is an option to purchase
multi-journey carnets, receive discounts on groups tickets and special fares on certain services.
The 2018 Transport Focus bus passenger surveys recorded the proportion of respondents using
different ticket types with the largest proportion (35%) being non-fare paying, concessionary,
journeys. This was followed by single / return tickets at 27%. It should be noted that this is a
snapshot survey and both First and Stagecoach operators report that they continue to see high
sales of day tickets. In terms of payment, the survey found that 31% of passengers used cash.
This has decreased since 2016 whilst use of contactless payments has increased by almost the
same percentage suggesting a direct switch from cash to contactless payments.
The price of buses in Aberdeen have historically been higher than the national average.
However, a comparison of the price of monthly season tickets between Scotland’s main cities
demonstrates that the gap between the cities has narrowed with the Aberdeen ticket price
reducing in real terms. As of February 2019, the ticket prices across the four cities are shown
in Table J.15 .
Table J.15: Comparison of Bus Fares

Operator and City

Shop/ On Bus

Online / Mobile/ DD

First Aberdeen

£70.00

£60.50
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Operator and City

Shop/ On Bus

Online / Mobile/ DD

First Glasgow

£69.00

£64.50

National Express Dundee

£50.00

£48.00

Lothian Buses Edinburgh

£57.00

-

The price of tickets is often considered a disincentive to travel by bus. As previously mentioned,
only 57% of respondents surveyed in the Transport Focus survey were satisfied with the value
for money of their ticket. This theme occurred across all groups whether they used the bus or
not. When asked about their top five reasons for not using the bus, 30% said one of their reasons
is “the bus is more expensive than travelling by car” and 24% said “the bus is too expensive
generally”.
Table J:16 shows the level of car occupancy required to make the cost of a car journey
equivalent to bus from each of the Park & Ride sites if standard Aberdeen City Council parking
charges were applied to all vehicles parking in the city.
Table J:16: Comparison of Bus Fares vs Car Use

Park & Ride (Bus) vs. Car Use
Cheapest day
ticket (peak)

Petrol Cost of
equivalent
return
journey** (to
bus station)

Parking
charge in
Aberdeen
City (for 8hour day***)

Price
difference
from bus

Number of car
occupants
required to make
car cheaper
option on a per
passenger basis

Bridge of
Don

£3.50 (First
Bus)

£1.30

£11.00

£8.80

4

Ellon

£8.80
(Stagecoach)*

£5.42

£11.00

£7.62

2

Kingswells

£3.00
(Stagecoach)

£1.78

£11.00

£9.78

5

Fyvie
(mini hub)

£11.30
(Stagecoach)

£8.44

£11.00

£8.14

2

Newtonhill
(mini hub)

£8.80
(Stagecoach)

£2.92

£11.00

£5.12

2

Potarch
(mini hub)

£13.90
(Stagecoach)

£7.80

£11.00

£4.90

2

Aboyne
£13.90
£9.78
£11.00
(mini hub) (Stagecoach)
* Special fares are available outside peak times

£6.88

2

** This data is based off the average mpg of cars on the road being 37.8 mpg and average fuel
cost of 130.6p in Aberdeen
*** Based on staying in long stay car park
Whilst cost is not the only factor, the respective prices of parking and of average daily bus fares
are a key factor to consider. Although bus fares in and around Aberdeen have become more
competitive, reducing by 17% since 2012, car parking charges have remained static between
2014 and 2018. The relative ratio of bus:parking reduced between 2007 and 2015, bus fares
have remined at around 1.8 times the cost of two hours’ parking.
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J.13 Bus Passenger Satisfaction
The 2018 Transport Focus Bus Passenger Satisfaction Survey shows North-East passengers
have a lower level of satisfaction than other areas of Scotland. Overall satisfaction has
increased from 86% in 2016 to 89% in 2018 but it is still lower than most other regions. Only
57% of fare paying passengers were satisfied with the value for money. 73% were satisfied with
the punctuality of the service and 84% were satisfied with journey times.
The Scottish Household Survey monitors public perception of how convenient public transport
is. The survey shows that 80% of North-East residents find public transport very or fairly
convenient. This has seen a slight drop since 2012 but overall has remained fairly static.

J.14 Bus Funding
Local authorities provide revenue support for socially necessary but not commercially viable bus
services across the region. However, these services are increasingly under pressure. In
Aberdeen, there are seven services that are either partly or completely supported by the local
authority, including those accessing Lochside Academy, Kingswells and the Crematorium. 28%
of bus kilometres in Aberdeenshire are subsided compared to 20% across Scotland as a whole.
Financially supporting services constitutes a significant ongoing revenue cost to Local
Authorities, particularly Aberdeenshire Council who spent £2,873,731 in 2017/18. In
comparison, Aberdeen City Council spent £542,182 over the same period.

J.15 Hydrogen Bus Project
The Aberdeen Hydrogen Bus Project is made up of two separate European funded projects.
High Vlo City funds 4 buses and HyTransit funds 6 buses, both of which are supported by Fuel
Cells and Hydrogen Joint Undertaking. The project was to deliver a hydrogen infrastructure in
Aberdeen, including:
Production of hydrogen from a 1MW electrolyser – supplied by Hydrogenics.
A hydrogen refuelling station. Scotland’s first commercial-scale hydrogen production and
bus refuelling station that will include hydrogen production through electrolysis. This is
situated at Kittybrewster.
A fleet of 10 hydrogen buses, to be operated by First Group and Stagecoach. The hydrogen
bus fleet has now been withdrawn from service as the project has come to an end. There
are further hydrogen buses due to be put into service in August 2020 as part of the second
phase of the project;
Deployment of a hydrogen safe maintenance facility, within an operational fleet
maintenance depot. This is situated at Kittybrewster
The buses only emit water vapour, reducing carbon emissions and air pollution, as well as being
quieter and smoother to run.
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Appendix K

Road – Existing Provision

K.1 Introduction
This section sets out the existing and predicted future road network conditions in the region.

K.2 Traffic Flows
The Department for Transport publish annual statistics estimating the volume of traffic across
roads in Great Britain. The statistics include the automatic traffic counters operated by Transport
Scotland. Figure K:1 illustrates the location of the traffic counters within the region and the
annual daily traffic flow. The figures show:
A92: Unsurprisingly, the corridor has the highest volume of traffic. Between Blackdog and
Bridge of Don there is an average of 16,500 vehicles travelling along the A92 daily. The
next section between Bridge of Don and the A96 intersection there are around 19,000
vehicles. South of the A96 junction, along North Anderson Drive and Anderson Drive to the
intersection with the A93, there are approximately 35,000 vehicles. Over the River Dee
traffic reduces to around 30,000 vehicles but increases again further south at the
intersection with the A956 where it is around 45,000 vehicles.
A90(N): North of the AWPR junction, heading towards Ellon, the volume of traffic is around
17,000 vehicles along the A90(N). Before the road splits into the A90(N) and A952, the
volume of traffic is still relatively high at 13,500 vehicles but reduces thereafter. Before
Peterhead there is approximately 8,500 vehicles. Between Peterhead and Fraserburgh this
reduces to around 5,000 vehicles. Approaching Fraserburgh and within Fraserburgh this
increases to approximately 7,500.
A90(S): South of Stonehaven towards Laurencekirk there are approximately 14,000
vehicles. This increases past Laurencekirk to around 20,500.
A947: Along the A947 past Dyce the traffic flow is around 17,000 vehicles daily. Toward
Oldmeldrum traffic reduces to 9,400 vehicles. Further North traffic reduces to around 6,000
vehicles between Oldmeldrum and Turriff and then 3,600 vehicles between Turriff and
Macduff.
A96: Within Aberdeen City Centre, along the Great Northern Road, the volume of traffic is
around 15,000 vehicles daily. West of the A92 junction, along Auchmill Road, there is a very
high traffic flow of 42,500 vehicles. This quickly reduces as west of the junction with the
A947, along Inverurie Road, where the traffic volume is approximately 12,000 vehicles.
Traffic increases in the next section of the road past Blackburn and Kintore towards
Inverurie at approximately 25,000 vehicles. North of Inverurie this reduces to around 10,000
vehicles and then to 8,000 north of Huntly.
A944: There are two traffic counters situated on the A944 within the A92 boundary in
Aberdeen City Centre. At Westburn Park / Victoria Park there is approximately 15,300
vehicles travelling along Westburn Road daily. Further along Westburn Road, adjacent to
the Aberdeen Royal Infirmary, traffic reduces to around 10,700 vehicles. The volume is
highest between the AWPR and A92. Along Lang Stracht the traffic varied between 14,400
and 17,500 vehicles daily and between the AWPR junction and where the A944 and B9119
spilt around 26,600 vehicles. At Westhill traffic reduces to around 13,000 vehicles. Further
West, before Alford, it reduces further to 4,200 vehicles. After Alford there are two traffic
final traffic counters. Firstly, just before the road joins with the A97 traffic is around 1,600
vehicles per day and then secondly, toward the A939 at Birchwood Cottage, there are only
approximately 500 vehicles.
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A93: Within Aberdeen City Centre along Springbank Terrace the volume of traffic is
approximately 6,000 vehicles. Along the Great Western Road, east of the A92 junction,
there are around 11,000 vehicles. Between the A92 and AWPR there are approximately
13,000 vehicles. Immediately after the AWPR 14,000 vehicles were recorded daily but this
reduces to 6,000 beyond Peterculter. Traffic remains relatively consistent to Banchory, with
the traffic counter east of Banchory recording 7,500 vehicles. Beyond Banchory, traffic
reduces significantly with an average traffic flow of 3,500 vehicles between Banchory and
Ballater. From Ballater to Braemar this reduces to approximately 1,500 vehicles.
A98: There are a limited number of traffic counters along the A98. On Fraserburgh High
Street there was 8,300 vehicles counted daily. Between Fraserburgh and MacDuff there are
approximately 3000 vehicles. In the centre of MacDuff there are approximately 10,000
vehicles and about 8,000 on the outskirts of the town. Further west the traffic drops to about
4,500 vehicles with an increase in the centre of Portsoy to 6,300.
A920: Once again, there are limited counters along the A920. The largest volume of traffic
along the A920 was recorded on Castle Street in Ellon where there are approximately 7,900
vehicles daily. Between Ellon and Oldmeldrum this reduces to 3,800 vehicles. Further west,
just before the intersection with the A96, the volume of traffic reduces even more to about
2,200 vehicles. Deveron Road in Huntly records approximately 3,900 vehicles but beyond
Huntly there was only around 1,400 vehicles.

Figure K:1: Average Annual Daily Flows

K.3 Future Traffic Flows
The Aberdeen Sub Area Model (ASAM) is a strategic multi-model transport model covering the
Aberdeen City and Aberdeenshire council areas and cross boundary movements into Moray,
Highland, Perth and Kinross and Angus local authority areas. The model consists of three
elements; the demand model, the road model and the public transport model, reflecting 2014
transport conditions.
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Model outputs from a 2017 Baseline, representing 2017 traffic conditions with the AWPR
operational and a 2037 forecast were extracted and analysed for input into pervious stages of
this study. As a consequence of the predicted changes in land-use, the transport network was
analysed to identify potential problems and opportunities.
Firstly, comparison between 2017 and 2037 highlighted increased traffic along most major roads
leading into Aberdeen City Centre and in the Dyce area during the AM peak period. This ties in
with the expected patterns as a result of the anticipated increase in both households and
employment. The most significant change in traffic flows were noted in the following locations:
Dyce area around the Kirkhill industrial estate;
A96 from Inverurie to Aberdeen City Centre, including Great Northern Road and Berryden;
The A90(N) from Blackdog across the River Don;
A90(S) across the River Dee; and
Both directions on Anderson Drive around the Stockethill Area which ties in with increased
employment at the Aberdeen Royal Infirmary.
The greatest changes in traffic flows were noted on the AWPR, carrying traffic both north and
south bypassing the City Centre. From the analysis of link flow differences, most traffic
increases are from the AWPR to Altens, the AWPR and the A96 into Aberdeen City and A90
southbound from Blackdog.
Although there are increased flows in 2037 at the above locations compared to 2017, there are
only a few locations where the volume capacity ratio exceeds 75%. Those locations are:
Great Northern Road at Kittybrewster:
King Street north of School Road;
A90 (S) northbound at both Portlethen and Charleston;
A90 (N) southbound at Ellon; and
A96 southbound at Inverurie.
When considering junction volume capacity constraints, however, 38 junctions were noted with
a V/C ratio greater than 85% - an indication of a junction nearly at maximum capacity, including:
Dyce Drive and Airport Link Road;
Great Western Road and Anderson Drive;
Queens Road and Anderson Drive;
Lang Stracht and Anderson Drive; and
Several key junctions along Wellington Road including the signals at Souterhead
Roundabout.
The PM peak road network displayed a similar picture to that of the AM but in reverse as traffic
heads away from employment areas. Again, the biggest changes in flows are witnessed on the
A90(N) north towards Blackdog, around the Dyce area and the A90(S) around Portlethen.
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Traffic, however, decreased on the A944, which could suggest an alternative routing in the PM
peak for traffic.
However, unlike the AM peak, there are increased locations of both network and junction
capacity issues. On the road network, certain key locations show flow to capacity volumes
above 75% including:
Links in and around the Dyce area;
Short section of the AWPR between the Dyce and Kingswells junctions;
Persley Bridge;
King Street at School Road;
Bridge of Dee Southbound; and
A90(S) southbound around Portlethen.
51 junctions have a volume capacity ratio of over 85% which are spread throughout the network
but in the main are concentrated within the Anderson Drive boundary. Some of the key locations
are:
The roundabout of the A96 and Airport Link Road;
Dyce Drive and the A96;
School house junction of the AWPR;
Kingswells junctions of the AWPR and Ferley Road;
Bridge of Dee south junction;
Anderson Drive and Queens Road;
Anderson Drive and Lang Stracht;
The two new junctions at Haudagain; and
Several junctions along Wellington Road.

K.4 Accidents
Table K:1 illustrates this percentage change by severity of accident in both local authorities.
From 2013 to 2018 there has been a 62% reduction in the number of casualties on roads in
Aberdeen City and a 44% reduction in Aberdeenshire. In 2018, only 1% of accidents in
Aberdeen City were fatal and only 4% in Aberdeenshire.
Table K:1: Aberdeen City and Aberdeenshire Accidents

Local Authority

Aberdeen

Accident Severity

2013

2018

% change

Fatal

6

2

-67%

Serious

111

46

-59%
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Local Authority

Aberdeenshire

Accident Severity

2013

2018

% change

Slight

278

103

-63%

Fatal

46

13

-72%

Serious

180

152

-16%

Slight

393

182

-54%

Figure K:2 shows the location of fatal accidents across the region and in the City Centre between
2013 and 2018. As shown, the fatal accidents are relatively spread out across all travel
corridors. However, there is a higher concentration of accidents in the City Centre. Additionally,
there are more accidents around towns in the region especially Banff, Fraserburgh and
Peterhead.

Figure K:2: Fatal accidents across the region

The Pre-Appraisal Report considered accidents over a six-year period from 2011 to 2016 with
casualties noted on the key corridors as follows:
•

A90(S)

148 casualties (5% fatal)

•

A92 (Anderson Drive)

89 casualties (2% fatal)

•

A90(N)

253 casualties (11% fatal)

•

A93

141 casualties (4% fatal)
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•

B9119 (Queens Road) 18 casualties (1% fatal)

•

A944

135 casualties (3% fatal)

•

A96

180 casualties (5% fatal)

•

City Centre

825 casualties (11% fatal)

Over this period there were far more casualties in the City Centre than any other area, with the
highest fatalities recorded in the city centre and on the A90(N) (11% of all casualties for both).
Further accident data analysis has been undertaken considering the accidents between 2013 –
2018 and shows:
A90(S)
A92

44 casualties (5% fatal)
166 casualties (4% fatal)

A90(N)

163 casualties (7% fatal)

A93

143 casualties (5% fatal)

A944

114 casualties (2% fatal)

A96

191 casualties (3% fatal)

A98

77 casualties (8% fatal)

A947

125 casualties (8% fatal)

A920

50 casualties (8% fatal)

Accidents by route and fatal accident locations for 2013 – 2018 are shown in Figure K:3 and
Figure K:4 respectively. There is no specific location where there is a prevalence of fatal
accidents other than small section on the A980 that has three (just above Banchory) and the
A98 at Portsoy.
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Figure K:3: Accidents (2013 – 2018)
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Figure K:4: Fatal Accident Locations (2013 – 2018)

K.5 Parking
As defined by the Local Development Plan 2017, parking within Aberdeen is divided into three
tiers: City Centre, Inner Centre and Outer Centre, as shown in Figure K:5. Existing Park & Ride
sites are also highlighted. Table K:2 provides further details on the operating and charging of
on-street parking within each zone.
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Figure K:5: Aberdeen Parking Zones
Table K:2: Aberdeen Parking Zone Charges

Zones

City Centre

Inner
Centre

Outer
Centre

Charging hours**

Mon–Sat: 8am to 8pm
Sun: 1pm to 5pm

Mon–Sat: 8am to 8pm

Various

Max**
stay

Charges**

1 hour

20 minutes - £1.10
40 minutes - £2.20
1 hour - £3.30
2 hours (only available Mon-Sat after 6pm)
- £4.40

2 hours

20 minutes - £1.00
40 minutes - £2.00
1 hour - £3.00
2 hours - £4.00

3 hours

30 minutes – 50p
1 hour - £1.00
2 hours - £2.00
3 hours - £3.00

** taken from Aberdeen City Council website
Figure K:6 shows location of off-road parking within Aberdeen and the respective cost for 2
hours of parking. All of these car parks are in either City Centre or Inner City zones. Therefore,
it is cheaper to park in the off-street facilities than on the street.
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Figure K:6: Aberdeen City - Off-Street Car Parks

K.6 Electric Vehicles
Electric Vehicle Infrastructure provision
Aberdeen City offer electric vehicle charging points across the city and Aberdeenshire. These
are shown in Figure K.7. There are three different type of charger available:
1. Rapid chargers (50kW DC/ 43kW AC) – capable of delivering an 80% charge in
around 30 minutes
2. Fast chargers (22kW AC) – capable of recharging a car fully in around 3 hours
3. Standard chargers (7kW AC) – capable of recharging a car fully in around 6 hours
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Table K.3 summarises the electric charging beyond AWPR by travel corridor.

Figure K.7: Electric Vehicle Charging Points
Table K.3: Electric Charging Points on the Corridors

Corridor

No. charging
stations
(charging
points)

Locations

(Rapid / Fast / Standard)

Station Road Library, Ellon

2 x Fast

Balmacassie Recycling Centre, Ellon

2 x Fast

Ellon Park and Ride

5 x Rapid

Lido Car Park, Peterhead

1 x Rapid

Peterhead Community Hospital
A90(N)

Type

2 x Fast

15 (34)
Buchan House, Peterhead
Seaforth Car Park, Fraserburgh
Aberdeen University
Asda Fraserburgh
Langstane Housing Association

4 x Standard
3 x Rapid
2 x Fast
1 x Standard
2 x Fast
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Corridor

No. charging
stations

Locations

(charging
points)

Bridge of Don Library

Type
(Rapid / Fast / Standard)
2 x Fast
5 x Rapid

Exploration Drive
1 x Fast
Intermoor Car Park

2 x Standard
1 x Standard

Ellon Brewdog
1 x Fast
6 x Rapid
Thainstone Centre Inverurie

4 x Fast

AFRC Inverurie Offices

2 x Fast

Thainstone House

2 x Fast
2 x Rapid

Burn Lane Shopping Centre

1 x Fast
6 x Standard
3 x Rapid

Burn Lane Car Park
A96

20 (63)
Gordon House, Blackhall Road

2 x Standard
2 x Standard
1 x Fast

Garioch Sports Centre

1 x Standard

Nelson Street, Huntly

1 x Rapid

Lidl Bucksburn

3 x Rapid

Tanfield Walk Car Park

2 x Fast

Sclattie Park

3 X Rapid

Craibstone Park and Ride

4 x Rapid
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Corridor

No. charging
stations

Locations

(charging
points)

6 x Fast

Laings

2 x Fast
1 x Rapid

Market Muir Car Park

1 x Fast

Dean’s Coffee Shop

2 x Fast

Keith Spinners Lane Car Park

2 x Fast

Reidhaven Square

3 x Rapid

Keith Filling Station

2 x Rapid

Kintore Station (once open)

14 (38)

(Rapid / Fast / Standard)

Aberdeen Airport

Strathbogie Filling Station

A944 / B9119

Type

24 charging points

Rosehill Annexe Car Park

2 x Fast

Aberdeen Royal Eye Clinic Car Park

2 x Fast

Aberdeen University Institute of Medical
Science

2 x Fast

Threeforce Charging Station

2 x Fast

Cornhill Shopping Centre

2 x Fast

Aberdeenshire Council HQ

6 x Standard

Queens Road

2 x Standard

James Hutton Institute

2 x Fast

Masterick Road

2 x Fast

Hazlehead Park

2 x Fast
1 x Standard

Kingswells Park and Ride

2x Fast
3 x Rapid

Westhill Library

4 x Fast
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Corridor

No. charging
stations
(charging
points)

Locations

Grampian Transport Museum

A93

A90(S)

14 (22)

5 (16)

Type
(Rapid / Fast / Standard)
1 x Standard

Donside Road

3 x Rapid

Robert Gordon University Faculty of
H&SC

2 x Standard

Robert Gordon University

2 x Standard

Dunmail Avenue

2 x Fast

Maryculter House

1 x Fast

Banchory Sports Village

2 x Fast

Raemoir House Hotel

1 x Standard

Bellfield Car Park

2 x Fast

Torphins Platform 22

1 x Standard

Potarch Café and Restaurant

2 x Standard

Birse Community Trust

1 x Standard

Craigwell Repair Depot

2 x Fast

Aboyne Station Square Car Park

1 x Rapid

Ballater Church Square Car Park

2 x Fast

Balnellan Road Car Park

1 x Rapid

Stonehaven Market Square

4 x Standard

Stonehaven station

3 x Rapid

East Coast Viners Grain

2 x Standard

Arbuthnott Community Association

2 x Standard
3 x Rapid

Robeson Street Car Park

A98

5 (15)

2 x Fast

Asda Fraserburgh

1 x Standard

Seaforth Car Park, Fraserburgh

3 x Rapid

Macduff Industrial Estate

2 x Fast
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Corridor

No. charging
stations
(charging
points)

Locations

The Platform Lifestyle Home and & Gift

Type
(Rapid / Fast / Standard)
2 x Standard
2 x Standard

Greenbank Car Park

2 x Fast
3 x Rapid

A947

6 (13)

Meldrum House Country Hotel and Golf
Course

1 x Fast

Glen Garioch Distillery

2 x Standard

Andrew Cowie Construction

2 x Fast

Fyvie Main Street

4 x Fast

Ace Wiches

2 x Standard

Turiff High Street

2 x Standard

Station Road Library, Ellon

2 x Fast

Balmacassie Recycling Centre, Ellon

2 x Fast

Ellon Park and Ride

5 x Rapid
1 x Standard

A920

7 (16)

Ellon Brewdog
1 x Fast
Meldrum House Country Hotel and Golf
Course

1 x Fast

Glen Garioch Distillery

2 x Standard

Andrew Cowie Construction

2 x Fast
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Appendix L
L.1

Option Affordability – Additional
Information

Introduction
In order to inform the affordability appraisal of the options, additional work has been undertaken
for some of the options in order to provide high level ball-park cost estimates for some of the
option elements.

L.2

Options 1 and 2: Improved and New Active Travel Routes
In terms of the cost for improving and implementing new active travel routes, to provide an initial
estimated cost, the cost for implementing active travel routes on the key arterial routes into
Aberdeen have been considered.
Along the arterial routes, the active travel routes have been assumed to be implemented based
on an appropriate commutable distance into Aberdeen. This has considered:
A90(N): Ellon - City Centre;
A96: Inverurie - City Centre;
A944: Westhill - City Centre; and
A92(S) / A956: Chapleton of Elsick - City Centre.
In estimating the overall cost for active travel route implementation the following assumptions,
as presented in Table L:1 have been assumed.
Table L:1: Active Travel Route Cost – Assumptions

Cost Items
Off-road cycleway
resurfacing

Rates
£40 / m2

Assumptions
Rate for surfacing based on mill out and replace
of 30mm surface course and disposal of arisings
Build up of various SPONS 2019 series 700 rates

Lighting

£1750 / lighting
column

Rate based on cost for column, bracket arm and
lantern plus trench and cable assuming 30m
between columns
Build up from SPONS 2019 series 1300/1400
rates

Signage

£160 / sign

SPONS 2019 upper rate p. 142

Facilities (Parking,
storage etc.)

£100,000 /
cycle hub

Rate based on cost for standard hubs at 15 busy
destinations in Greater Manchester (see 'Typical
Cost for Cycling Interventions' publication for DfT
Lower end of cost for delivering 1206 spaces
across 15 hubs

Junction/crossing
facilities

£69,000 /
Toucan crossing rate based on average rate for
toucan crossing puffin crossing (equivalent tech to toucan
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Cost Items

Rates

Assumptions

crossing) in SPONS 2019 p.153
£31,500 / zebra
crossing
zebra crossing rate based on average rate in
SPONS 2019 p.153
Maintenance

£200 / m

Based on approximate length off 51 miles
(82,077m) of new routes cost of maintenance per
linear metre calculated. Assume max width of
existing facilities at 3m.
40 year design life of new surface. Full extents of
new routes resurfaced during that period.
(approx£10M)
Assume 20% kerb replacement (~500k)
Assume one drainage replacement exercise
(£5M)
£15.5M over 40 years works out at approx
£188/lin. m. Round up to £200/linear metre

New off-road
shared path

£250 / m

Path rate based on average rate for 3.0m
cycletrack in SPONS 2019 p.152

New off-road
segregated path

£450 / m

Upper rate for 3.0m cycle track in SPONS 2019
p.152 added to upper rate for footway
construction converted to rate per linear metre,
SPONS 2019 p. 153. Total rate = 270+180=£450

New on-road cycle £110 / m
lanes

Rate based on costs for Norwich Pink Pedalway
(see 'Typical Cost for Cycling Interventions'
publication for Dft) after removing costs for off
road and zebra facilities (approx £200,000 /
1800m of on road cycle lane created)

The estimated costs for each of the routes is presented in Table L.2. Note that the split between
shared path, segregated path and on road provision has been developed from a very high
overview of the routes. In order to estimate a more robust estimate for implementation a detailed
feasibility and engineering exercise would need to be undertaken.
Table L.2: Active Travel Route Cost Estimates

Route
A90(N): Ellon - City
Centre

Route
Length
(km)
25.8

Construction
Cost

Assumptions

£7,782,000.00 40/40/20 split between shared path
(10.3km), segregated path (10.3km) and
on road provision (5.2km)
250 x 10300 = £2,575,000
450 x 10300 = £4,635,000
110 x 5200 = £572,000
TOTAL = 7,782,000
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Route

L.3

Route
Length
(km)

Construction
Cost

Assumptions

A96: Inverurie - City
Centre

27.4

£8,246,000.00 40/40/20 split between shared path
(10.9km), segregated path (10.9km) and
on road provision (5.6km)
250 x 10900 = £2,725,000
450 x 10900 = £4,905,000
110 x 5600 = £616,000
TOTAL = 8,246,000

A944: Westhill - City
Centre

12.9

£3,291,000.00 30/30/40 split between shared path
(3.9km), segregated path (3.9km) and
on road provision (5.1km)
250 x 3900 = £975,000
450 x 3900 = £1,755,000
110 x 5100 = £561,000
TOTAL = 3,291,000

A92(S) / A956:
Chapleton of Elsick City Centre

16.1

£4,843,000.00 40/40/20 split between shared path
(6.4km), segregated path (6.4km) and
on road provision (3.3km)
250 x 6400 = £1,600,000
450 x 6400 = £2,880,000
110 x 3300 = £363,000
TOTAL = 4,843,000

Option 9: Strategic Public Transport Corridor Scheme
The option identifies three potential routes for implementing a new strategic public transport
scheme:
Craibstone P&R/Airport/TECA via City Centre to new Park & Ride site at Portlethen;
Westhill/Kingswells via Union Street to Bridge of Don; and
Harbour via A92 Anderson Drive to Bridge of Don.
Very approximate costs have been developed through consideration of the route lengths and
the various costs associated with different types of public transport scheme implementation. All
scheme costs have been re-based to 2010 prices for comparison purposes.
The costs for the comparator schemes are shown in Table L.3 with the high level estimates for
the schemes shown in Table L.4. Note that the costs do not include allowance for station costs
or associated infrastructure, bridges, operations costs, maintenance etc.
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Table L.3: Estimated Strategic Public Transport Corridor Costs

Type

Scheme

Length
(km)

Final Cost
(millions)

Approximate cost per
km (millions) at 2010
prices

Guided Bus
(BRT)

Cambridge Guided Busway
(1998 Prices)72

25

£152

£4.76

BRT

Belfast Glider73

25

£100

£4.00

Tram

Edinburgh Tram (2014
prices)74

14

£776

£59.45

Tram

Nottingham Express Transit
Phase 1 (2000 prices)75

14

£200

£11.51

Metro

Tyne_and_Wear_Metro
(1984 prices)76

42

£365

£3.98

Light Rail

DfT77

n/a

n/a

£12.20

Heavy Rail

Borders Rail78

48

£294

£6.13

Heavy Rail

Airdire - Bathgate78

24

£300

£12.50

Table L.4: Estimated Strategic Public Transport Corridor Costs

Corridor

Length
(km)

Approximate Cost (£ms)
BRT

Tram

Light Rail

Heavy Rail

Craibstone
P&R/Airport/TECA
via City Centre to
new Park & Ride
site at Portlethen

20

£80 - £95

£230 - £1190

£245

£123 - £250

Westhill/Kingswells
via Union Street to
Bridge of Don

16

£64 - £76

£184 - £950

£195

£98 - £200

Harbour via A92
Anderson Drive to
Bridge of Don

16

£64 - £76

£184 - £950

£195

£98- £200

72

https://en.wikipedia.org/wiki/Cambridgeshire_Guided_Busway
https://en.wikipedia.org/wiki/Glider_(Belfast)
74
https://www.bbc.co.uk/news/uk-scotland-edinburgh-east-fife-42096589
75
https://en.wikipedia.org/wiki/Nottingham_Express_Transit
76
https://en.wikipedia.org/wiki/Tyne_and_Wear_Metro
77
DfT Green Light for Rail 2011
78
https://www.nestrans.org.uk/wp-content/uploads/2017/11/FPASTS-1plus-Ellon-Rail-Study_Summary_Final.pdf
73
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L.4

Options 15 – 21: Road Options
A90(N)
The Fraserburgh and Peterhead to Aberdeen Strategic Transport Study STAG 1 Plus Report79
list the costs for the range of schemes considered in an option package and is presented in
Table L.5.
Table L.5: Cost Estimate from Fraserburgh and Peterhead to Aberdeen Strategic Transport Study STAG 1 Plus Report79

Option Package Measure

Approximate Cost (£s)

A90 Ellon Bypass southern dual carriageway (Option 1)

£6,000000

A90 Ellon Bypass dual carriageway & narrow bridge (Option 2)

£9,000000

A90 Ellon Bypass full length dual carriageway (Option 3)

£18,000000

A90 Ellon to Toll of Birness dual carriageway

£19,000,000

A90/B9005 roundabout

£200,000

A90/A948 roundabout

£1,200,000

A90/A948 roundabout (A90 NB left filter lane)

£1,400,000

A90/A952 Toll of Birness roundabout

£970,000

A90/A952 Toll of Birness grade separated junction

£8,200,000

A90/A952 Cortes junction roundabout

£900,000

Overtaking lane (2+1) A90 (Toll of Birness to Peterhead)

£2,400,000

Overtaking lane (2+1) A952 (Toll of Birness to Mintlaw)

£1,200,000

Overtaking lane (2+1) A952 (Mintlaw to Cortes)

£3,600,000

Road Safety Measures – Costs
While specific road safety scheme are not defined for option 16-21, the unit costs of
implementing various road safety measures have been considered and are presented in Table
L.6.
Table L.6: Road Safety Measures – Unit Costs

Measure

79

Unit

Cost per Unit

Source

New Rural Two Lane
Link Road

m

£1,750.00

Ch.195 - 530. Upper rate for rural allpurpose single carriageway, SPONS 2019
p.152.

New 36m ICD
Roundabout

m

£1,775.00

Upper rate for two lane urban link road rate
from SPONS 2019 p.152.

New Footways

m2

£90.00

Upper rate for footway construction,
SPONS 2019 p. 153.

https://www.nestrans.org.uk/wp-content/uploads/2017/11/FPASTS-1plus-Road-Executive-Summary_Final.pdf
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Measure

Unit

Cost per Unit

Source

Traffic Islands

m2

£140.00

Lower rate for footway construction SPON
2019 p.153. Additional sum added to allow
for full depth pavement construction in road
pavement areas.

Carriageway
Resurfacing

m2

£40.00

Assume average road width of 4m requires
milling out and resurfacing.
40mm HRA surface course £14.75/m2
(SPONS 2019 p.427)
Cold milling of surface course £13.89/m2
(SPONS 2019 p.429)
Additional sum included to account for
disposal of arisings from milling activities

Roadside Cycletrack
(3.5m wide)

m

£270.00

Ch -280 to 240. Upper rate for 3.0m cycle
track to one side of road SPONS 2019
p.152

Bus layby hard
standing

m2

£90.00

Upper rate for footway construction,
SPONS 2019 p. 153.

Retaining Wall

m2

£750.00

Upper rate for reinforced in situ concrete
retaining wall 1.0m high, SPONS 2019
p.148.

New Road - Road
Reconstruction

m2

£175.00

Assume pavement reconstruction for 3m
width required to reinstate road pavement
following construction of reinforced
concrete barrier and gabion walls etc.
along required length on Aurs Road Ch.
540-660. Upper rate for medium duty
carriageway converted to rate in square
metres. SPON 2018 p.110

RRS - Safety Barrier

m

£105.00

Ch. 540-1100 LHS. Tensioned single sided
corrugated beam plus long driven posts,
SPONS 2019 p.375 plus 5% for profit etc.

RRS - Parapet

m

£200.00

Ch. 530-1110. Metal group P1, steel
yielding posts with horizontal rails, straight
or curved exceeding 50m radius. SPONS
2019 p.377 plus 5% for profit etc.

RRS - Terminals

nr

£540.00

Terminals for tensioned single sided
corrugated beam, SPONS 20198 p.375.

New Road - Road
Widening

m2

£175.00

Assume widening to 6.6m required to form
required width along required length
(Existing road 5.5m wide over 150m length
on Aurs Road. Widening also required to
form right turn lane at car park access
(375m2). Upper rate for medium duty
carriageway converted to rate in square
metres. SPON 2018 p.110
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Measure

Unit

Cost per Unit

Source

Roadside Cycletrack
and Footpath (5.5m
wide)

m

£450.00

Upper rate for 3.0m cycle track to one side
of road SPONS 2019 p.152 added to upper
rate for footway construction converted to
rate per linear metre, SPONS 2019 p. 153.
Total rate = 270+180=£450

Roadside Cycletrack
(3.5m wide)

m

£270.00

Ch. 1620 - 1685. Upper rate for 3.0m cycle
track to one side of road SPONS 2019
p.152

Road Bridge

m2

£3575.00

Average rate for reinforced concrete bridge
with precast beams, SPONS 2019 p.149.
Assumes span of 17m and width of 2.5m
footpath, 7.2m carriageway, 2.5m footpath
and 0.5m parapets = 13.2m

Active Travel
Footbridge

m2

£3,400.00

Lower rate for reinforced in situ concrete
with precast beams, span 20+m, SPONS
2019 p.150. Deck width 5m plus 0.5m
parapets = 6m

Roadside Footways

m2

£90.00

Upper rate for footway construction,
SPONS 2019 p. 153.

Landscaping

m2

£24.00

Upper rate for parklands landscaping
converted to square metres, SPONS 2019
p.154

Car Park

m2

£

Upper rate for surface parking with
landscape areas, SPONS 2019 p.139

4-way junction
signalisation

nr

£93,500.00

Average rate from SPONS 2019 p.153

Roundabout
signalisation

nr

£187,000.00

Double the average rate from SPONS
2019 p.153 for 4-way signal installation

Junction upgrades

nr

£3-5M

Used estimate date from recent junction
upgrade scheme in Edinburgh
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Appendix M

Benefits of Active Travel

M.1 Quantifiable Benefits
There are many quantifiable benefits of active travel. These are listed below:
Health benefits from increase physical activity;
Savings from reduced absenteeism as a consequence of increased walking / cycling;
Journey quality benefits brought about through e.g. the provision of new / upgraded cycle
routes and / or improvements in terms of street lighting, level kerbs, pavement evenness,
and directional signage;
Decongestion benefits arising from reduced car travel;
Accident reduction benefits arising from reduced car travel;
Reduced environmental costs, including greenhouse gas reduction and air quality and noise
improvements arising from reduced car travel;
Avoided or deferred infrastructure provision.

M.2 Health Benefits
The Chief Medical Officers have stated that there is strong, consistent and convincing evidence
that regular physical activity is beneficial for a wide range of health outcomes and risk factors.80
The health benefits include hard health outcomes such as all-cause mortality, cardiovascular
disease, coronary heart disease, and stroke.
Regular physical activity reduces the risk for developing many cancers, including those of
breast, colon, bladder endometrium, oesophagus, kidney, lung and stomach. It also improves
metabolic health reducing the risk of developing Type 2 diabetes and can help maintain a
healthy weight and support weight loss.
The Physical Activity Guidelines Committee Scientific Report in the USA in 2018 reviewed
multiple health outcomes and conclude that walking is associated with improved mental and
neurological health. Benefits include fewer symptoms of depression and lower incidence of
depression, reduced risk of dementia, improved cognitive function, improved quality of life and
reduced feelings of anxiety.
The direct evidence base for the physical health benefits of cycling is not as large as for walking.
However, cycling is a good example of moderate to vigorous physical activity, and the evidence
on that level on the whole is very strong.
A meta-analysis (search date 2007) of cohort studies (8 studies; 173,146 people) demonstrated
an 11% (95% CI 2 to 19%) reduced risk of adverse cardiovascular outcomes with active
commuting compared with passive commuting.81 The protective effects of active commuting
were more robust among women than men.

80

Start Active Stay Active, A report on physical activity for health from the four home countries’ Chief Medical
Officers, T.D.o. Health, Editor. 2011.
81
Hamer, M. and Y. Chida, Active commuting and cardiovascular risk: A meta-analytic review. Preventive
Medicine, 2008. 46(1): p. 9-13
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M.3 Current Walking and Cycling Levels
Walking is one of the main contributors to total physical activity across all age groups.
Contributing between 26-42% of total physical activity82 and has been demonstrated to be
accessible to large proportions of society in terms of age and gender.
Cycling is less prevalent, with just 1.2% of people in Scotland choosing to cycle as their main
mode of transport.83 Despite the current low prevalence of cycling compared to walking, both
have the potential to be introduced into daily routines.
In 2018, two thirds of adults in Scotland (66%) met the guidelines for Moderate or Vigorous
Physical Activity (MVPA)84. This was the highest level in the time series, though it has not
changed significantly since 2013 (64%). Men continue to be more likely than women to meet
the guidelines85 and adults in the most deprived areas were most likely to have very low activity
level than those in the least deprived areas (32% compared to 12% respectively).
In the UK, is it estimated that physical inactivity causes:
10.5% of coronary heart disease cases
18.7% of colon cancer cases
17.9% of breast cancer cases
13.0% of type 2 diabetes cases
16.9% of premature all-cause mortality86.

M.4 Economic Cost
The burden of physical inactivity on the economy and healthcare cost has become an
increasingly prevalent issue. In 2015, the estimated cost of physical inactivity to the NHS in
Scotland was87:
£25 million for coronary heart disease
£15 million for diabetes
£15 million cerebrovascular disease
£12 million for gastro intestinal cancer
£9.5 million for breast cancer

82

Lovelace, R., et al., The Propensity to Cycle Tool: An open source online system for sustainable transport
planning. 2017, 2017. 10(1).
83
Cycling Scotland, Annual Cycling Monitoring Report, 2017
84
At least 150 minutes of moderate physical activity, 75 minutes vigorous physical activity, or an equivalent
combination of the two, per week.
85
Scottish Health Survey 2018: Key Findings
86
Lee I, Shiroma EJ, Lobelo F, Puska P, Blair SN, Katzmarzyk PT, for the Lancet Physical Activity Series
Working Group. Effect of physical inactivity on major non-communicable diseases worldwide: An analysis of
burden of disease and life expectancy. The Lancet. 2012; July 2012:9-19.
87
University of Bristol, Valuing Physical Activity and the Economic Impact of Inactivity
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The total cost of physical inactivity to Scotland in 2015 was £77million. This equated to £14.60
per person. This was a reduction from £91.3 million in 201288. The cost per person in Scotland
for physical inactivity is more than £1 higher than England.
A study carried out by research group PJM Economics, commissioned by AXA PPP Healthcare
found higher levels of physical activity among employees could save UK businesses up to
£6.6billion through improved employee productivity each year. It highlights the substantial return
on investment businesses could stand to make from increasing employees’ physical activity.

M.5 Environmental Impact
A systematic review (search date 2014) of modelling studies, (primarily from Europe, identified
14 studies that estimated health benefits to the general population from increased active travel
and reduced car use. The included studies identified reductions in a range of outcomes including
all-cause mortality, respiratory disease, cardiovascular disease, cancer, adverse birth
outcomes, activity-restriction days, and productivity loss from increased active travel and
reduced car use in the general population.89
A report by Sustrans estimated that meeting the targets to double cycling and increase walking
set out in the Government’s CWIS in England would lead to savings of £567 million annually
from air quality alone and prevent 8300 premature deaths each year.90
A systematic review identified 3 studies investigating potential health impacts of noise exposure
to the general population with a shift to active travel. The included studies estimating reductions
in noise costs. However, the potential health impacts that contribute to this were not explicitly
quantified.

88

University of Bristol, Valuing Physical Activity and the Economic Impact of Inactivity
Mueller, N., et al., Health impact assessment of active transportation: A systematic review. Preventive
Medicine, 2015. 76: p. 103-114
90
Sustrans, The role of walking and cycling in solving the UK’s air quality crisis 2017, Sustrans: England, UK.
89
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Appendix N

Public Transport Ownership Models

N.1 Introduction
Option 5 considers the potential for a new operational model for the bus network including:
Public Ownership model
Bus Franchising (including packaging of profitable and non-profitable bus routes)
Quality Contract mechanisms
BSIPs (Bus Service Improvement Partnerships)
Revenue Support
The Transport (Scotland) Act 2019 (“the Act”) received royal assent on 15 November 2019. It
introduces new legislation on a range of issues, including roadworks, parking and low emission
zones, but of particular interest are the provisions relating to local bus services and integrated
ticketing schemes.
The Act makes new provisions regarding the following topics:
Provision of local services by local authorities
Bus services improvement partnerships
Local services franchising
Information relating to services
Ticketing arrangements and schemes.
This Appendix sets out the changes established by the Act, considers the policy context
underlying them, and discusses the opportunities that ensue for Aberdeen City Council as a
local transport authority.
Each of the five relevant topics in the Act are considered in turn below.

N.2 Provision of Local Services by Local Authorities
Historically, a number of local authorities in Scotland provided local bus services within their
area, including Aberdeen Corporation and, later, Grampian Regional Council. The Transport
Act 1985 required these operations to be transferred to arms-length companies and removed
the power of the authorities to run bus undertakings. In the case of Grampian, the arm’s length
company was privatised in 1989 and became part of First Group in 1995.
The Act introduces a new provision that permits a local transport authority to operate local bus
services, provided it is satisfied that such action will contribute to the implementation of their
relevant general policies91. The Act also repeals the relevant sections of the 1985 Act.
The Transport (Scotland) Act originally proposed that this power was restricted to situations
where there was demand unmet by the commercial market, but the argument was subsequently
91

Transport (Scotland) Act 2019, section 34
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accepted that this would lead to any local authority operation being inherently loss-making or, if
profitable, at risk of being supplanted by a commercial operator. This restriction is therefore
absent from the Act, although authorities need to ensure operations comply with competition
and state aid rules, meaning that an arm’s length company needs to be formed.
This provision is a useful safety net in the event of market failure, for example where tender
prices are unacceptably high due to lack of competition or where an operator leaves the market
and is not replaced. In these circumstances, the ability of the authority to provide bus services
on its own account could be a valuable tool to maintain public transport delivery.
Much has been made during the passage of the Act about political aspirations to replicate the
Lothian Buses model of a local authority owned bus company providing a commercial service
network. While the Act removes the legal barriers to this, such a step would require a sufficient
gap in the commercial market to be viable. Such a situation does not exist in Aberdeen at
present; it is more likely to be an incremental approach, gradually adding services that other
operators do not wish to run or where tender prices are too high.
A more dramatic possibility would be to buy out First’s operations in Aberdeen. It is well known
that First is reviewing its UK bus operations and has sold off individual depots in recent months.
The Act creates the circumstances in which it would be feasible to take-over First Aberdeen,
were there to be a corporate desire to do so, the necessary financial wherewithal and, of course,
a willing seller. However, the logistics involved, management expertise required and risks of
such a strategy should not be underestimated.

N.3 Bus Service Improvement Partnerships
The Act changes the power of local transport authorities to enter into partnerships with local bus
operators by replacing Quality Partnership Schemes (QPSs) with Bus Services Improvement
Partnerships (BSIPs).
There are clear parallels between the two concepts, with both having the following features:
the authority must be satisfied that the proposal contributes to policy implementation and
brings benefits either to users and/or to levels of congestion, noise or air quality;
schemes may cover all or part of the area of one or more local authorities;
statutory requirements for notice and consultation before implementation, variation or
revocation of a scheme;
option for implementation to be delayed by up to 12 months; and
requirement for publication of an annual review. In a BSIP, this must include the views of
users on its effectiveness.
From this common base, BSIPs represent a development of QPSs, with more ambition, greater
engagement and wider scope. The starting point for a BSIP is the duty of the local transport
authority to invite all relevant local bus operators in the area to participate in the preparation of
the proposal, and to then collaborate with those who wish to participate in preparing the
partnership proposal for consultation.
The overarching element of the proposal is a strategic document, the Partnership Plan, that sets
out an analysis of local bus services, describes relevant policies, identifies objectives for
improving quality and effectiveness, and describes how these objectives will be achieved.
The Plan is then delivered through one or more BSIP Schemes that impose service standards
on operators and specify facilities to be provided or measures to be taken by the authority. The
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authority is required to invest in some way, whether through new facilities or taking certain
measures to assist operators.
The scope of service standards is much wider than QPSs: in addition to vehicle standards and
minimum service frequency, the authority can specify:
the timing of services
maximum fares
ticketing
pricing of multi-operator travel cards
provision of information to the public
dates when timetable variations may be made.
The Act also gives an authority the power to require an operator to provide “relevant information”
when preparing and making a partnership plan or scheme, reviewing its effectiveness or
considering variation or revocation.
To implement a proposal, the authority must give notice of its intention and provide a formal
period for objections from bus operators (minimum 28 days). If “a sufficient number” of
operators object to the proposal, the authority cannot progress to the formal consultation stage.
As with the preparation stage, this gives operators a greater say in the process, with potential
input into the formulation of plans and influence on the decision on whether to proceed with
them.
BSIPs offer local transport authorities new opportunities to significantly influence the provision
of local bus services in their area, with the ability to set times and fares through the specification
of minimum frequencies and maximum fares being particularly useful.
There are two hurdles to be overcome, however: the need for the authority to provide investment
as its part of the agreement and the effective veto held by operators if sufficient for them to
object to the proposals. Nevertheless, if funding can be identified, BSIPs look to be an effective
way in which authorities can advance their public transport policies and agenda.

N.4 Local Services Franchising
Under the Act, local transport authorities have the power to make Local Services Franchises
which replace Quality Contract Schemes (QCSs). There are many similarities, in both purpose
and process, between the two models but the new legislation is designed to increase the range
of situations in which an authority can consider franchising.
The Act removes the requirements that the scheme is “necessary” to implement the authority‘s
policies and would do so in an economic, efficient and effective manner. Instead, the statutory
assessment process requires the authority to consider how the franchising proposal will
contribute to the implementation of its policies.
Implementation of Local Service Franchising commences with the preparation of a proposed
Franchising Framework which, as with a QCS, sets out the area and services to be covered,
the start date and duration, and required service standards. The Framework functions in a
similar way to a QCS:
schemes may cover all or part of the area of one or more local authorities; and
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statutory requirements for notice, consultation and external approval before implementation.
variation or revocation of a scheme
The Framework must be subject to a statutory assessment by the authority to consider:

the extent to which it will contribute to policy implementation
comparison with alternative courses of action
the impact on any adjacent areas
how it will be operated and whether there are any practical concerns about finding
operators for all the services
how effectiveness will be measured
the financial implications for the authority.
As part of the assessment, the authority must seek the views of local operators on the proposals.
The next stage is for the authority to obtain a report from a qualified auditor on whether the data
used, and analysis undertaken in the assessment are of sufficient quality. If the audit report is
favourable, the authority must then request the Traffic Commissioner to convene a three-person
panel to determine whether to approve the Framework. The panel are required to consider
whether the authority has complied with statutory process, had regard to government guidance
and reached a reasonable conclusion. As with a QCS, the panel can approve, approve with
amendment, or not approve the proposal.
Once approved, the authority moves on to formally making the Franchise Framework and then
entering into Franchising Agreements with operators for the operation of the services covered
by the Framework.
The new arrangements are slightly more flexible than the QCS regime in that the bar is lower
for justifying a proposal. However, there is still a requirement for external audit and approval
which add to the timescale for implementation. Also, given the lack of previous experience of
the approval process, there must be a degree of uncertainty about the approach to ultimate
decision-making and the strength of case and supporting evidence required.
The time, effort and cost involved in pursuing Local Services Franchising, together with the
inevitable uncertainty created in the market, could only be justified in cases where current bus
service provision is inadequate and where a local transport authority is confident that it could
achieve better outcomes and has the resources, both financial and technical, to do so.

N.5 Information Relating to Services
The Act creates new powers for local transport authorities to require operators to supply
information about services that they are proposing to vary or cancel. Previously, authorities
could require details of fares and aggregated information on total passengers carried and
vehicle miles to inform the formulation of their general policies.
The Act extends these powers to require the supply of information about passenger numbers,
journeys made, fares paid, and revenue earned for individual services. The information can
only be used in connection with the authority’s role in securing public passenger transport
services as defined in the Transport Act 1985 (and in the formulation of general policies). Data
can only be requested for the most recent 12 months and there are restrictions on disclosure
which is limited to bus operators tendering to replace the service and other affected local
authorities.
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This is a useful development that will enable authorities to have a much greater understanding
of the performance of services that they are considering tendering. This will better inform
decisions on whether and what to tender and give more budget certainty.
The Act also gives Scottish Ministers powers to require information about services from
operators, transport authorities and the Traffic Commissioner regarding routes, timetables,
stops, fares and tickets, and real-time operations. This is restricted solely for public information
purposes.

N.6 Ticketing Arrangement and Schemes
The Act also introduces some new provisions regarding multi-operator ticketing schemes:
Schemes may now include connecting rail or ferry services as well as local buses
Requirement for schemes to include smart ticketing arrangements
A National Smart Ticketing Advisory Board is to be set up and Government to have the
power to specify a national technological standard for smart ticketing
Requirement for local authorities to co-operate with one another on ticketing schemes, to
consider the desirability of including cross-boundary travel to adjacent authorities and
having ‘similar’ ticketing arrangements as adjacent authorities.
Scottish Ministers are given the power to direct local authorities to make ticketing schemes
Local authorities to prepare an annual ticketing report.
These measures largely represent an updating of ticketing legislation to take account of
technological developments and to widen the potential scope of schemes. Both measures offer
the opportunity to enhance the effectiveness of ticketing schemes.

N.7 Conclusion
The Transport (Scotland) Act 2019 makes a number of new provisions that offer the potential
for local authorities to exert greater influence over bus services in their area.
The restriction on local authorities operating bus services on their own account is removed,
creating a useful safety net in the event of market failure and potentially creating wider
opportunities.
The permitted scope of partnership agreements is widened with Bus Services Improvement
Partnerships allowing local authorities to specify minimum frequencies and maximum fares
Local Services Franchising is introduced with less onerous criteria than Quality Contract
Schemes, but still requiring external approval
Local authorities are given powers to require information about patronage and revenue for
services operators are proposing to vary or withdraw
Ticketing legislation is updated, and the potential scope of schemes is widened.
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Appendix O

Advantages and disadvantages of
different public transport alternatives

O.1 Bus Rapid Transit
Bus Rapid Transmit (BRT) is a high-quality, efficient mass transport mode that has been
implemented across the globe as a form of public transit for various reasons. These include
facilitating accessibility, particularly in cities with high levels of motorisation; improving mobility,
often for lower-income residents; reducing carbon emissions; and stimulating urban growth and
development. More than 160 cities around the world have implemented 4,200 kilometres of bus
rapid transit or high-quality bus corridors which carry nearly 30 million daily passenger trips.92
BRT usually refers to a bus-priority mode featuring high capacity vehicles with rubber tyres,
often operating on dedicated right of way-segregated corridors- with busway alignment,
intersection priority, off-board payment and level boarding. It is becoming increasingly popular
form of urban public transit in cities across the globe, though there are many variants of buspriority systems including BRT Lite (common in North America), buses with higher level of
service (common in Europe) alongside BRT Full. The differences between these three systems
are shown in Table O.1. It is acknowledged that the boundaries between different bus-based
modes are not clear cut and that any one system in a particular space may vary in its design
and development from those in other cities.
Table O.1: Bus Priority Schemes

System

Running
Ways

Stations/Stops

Service
Design

Fare
Collection

Additional
Features

BRT Lite

Mixed traffic;
limited
exclusive
lanes

Stops,
sometimes
with shelter,
seating,
lighting and
passenger
information

More
traditional
service
provision;
medium
capacity
5000-15000
pphpd93;
average
speed 18-23
km/h

More
traditional
methods
such as onboard
payment

More limited
technological
applications;
branding

Higher
Level of
Service
Buses
(BHLS)

Exclusive
single
median or
kerbside
lanes; certain
permeability
of exclusive
lanes

More
substantial
stops and
stations,
sometimes
with shelter,
seating,
lighting and
passenger
information

More
advanced
service
provision;
lower
capacity
500-2500+
pphpd
average
speed 15-35
km/h

Off-board
pre-payment

Multi-door
boarding;
branding

BRT Full

Exclusive
and
segregated

Large stations
for passenger
comfort with

Frequent
services;
integrated

Off-board
pre-

Automated
vehicle
location;

92

https://wrirosscities.org/sites/default/files/Social-Environmental-Economic-Impacts-BRT-Bus-Rapid-TransitEMBARQ.pdf
93
pphpd: passengers per hour per direction
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System

Running
Ways
transit-ways;
dual median
lanes;
overtaking
lanes

Stations/Stops
temperature
control,
security and
passenger
information
systems;
sometimes
transit
interchanges

Service
Design
with other
transport
services;
higher
capacity
5000-45000
pphpd;
average
speed 20-40
km/h

Fare
Collection
payment;
smart cards

Additional
Features
passenger
information
systems;
multi-door
boarding;
branding;
maximum
speed 60-7km/h

Valuing BRT
Buses provide essential links in many cities but are generally perceived to be the poor version
of subways and trams. There are many reasons for this including poor journey time reliability
and long journey times due to congestion and frequent stops. Additionally, they are
impermanent and can be easily changed, diverted or completely removed. This can be worrying
for people who rely on services to access key locations. In comparison, BRT options are much
less likely to be removed. This is especially important and relevant now with people, in rural
areas especially, fearing that their local bus route may be removed due to funding issues.
BRT systems remove many of the problems associated with bus travel. They use segregated
lanes, inaccessible to other vehicles, and are often given priority at junctions improving journey
times further. Additionally, they stop less frequently and tend to characterise stopping points as
stations with shelters and facilities rather than stops. Finally, the floors are level with the station
platforms and tickets are bought before boarding. Table O.2 details potential benefits from BRT.
Table O.2 Impact of BRT

Impact

Description

Travel time
savings

Moving BRT buses out of mixed traffic and into exclusive, segregated lanes.
Level and pre-paid boarding at stations along with high-capacity buses with
multiple boarding doors help speed passenger boarding and alighting.
Sophisticated traffic signal management and high frequency bus service can
help maximise passenger waiting time and transit times.

Positive
Environmental
Impacts

Reducing greenhouse gases that contribute global climate change as well as
local air pollutants

Public health
benefits

Reduced road fatalities, crashes and injuries
Reduced personal exposure to harmful air pollutants
Increasing physical activity for BRT users

On the other hand, BRT is still much lower capacity than a subway system and do require a
significant capital expenditure. This includes segregated lanes, redesigning junctions and
creating stops. In cities where space is at a premium, it can be difficult to make a case for giving
over space for one category of bus.

Case Studies
There are numerous schemes currently in the UK that use an element of BRT. These are listed
and discussed below:
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Vantage: Manchester – Leigh Guided Bus (2016);
Cambridge Guided Busway (2011);
Luton Busway (2013);
Eclipse: South Hampshire Guided Bus Scheme (2012);
Manchester MetroLink Tram (1992);
West Midland Metro Tram (1999);
Blazefield Route 36 (Leeds – Harrogate) (2008);
Bristol MetroBus (2018); and
Belfast Glider (2019)
Vantage: Manchester – Leigh guided bus
Vantage is a bus connection operated by First Manchester between Manchester and Leigh
aiming to provide quicker and more reliable journey times with a section running along a traffic
free guided busway. The Vantage began operation in April 2016.
It is made up of a 14 mile route linking Leigh, Atherton, Tyldesley and Salford to Manchester
along the A580 Lancashire Road. This includes a 4.5 mile traffic free guided section linking
Leigh and Ellenbrook. In addition, the scheme includes a 4.5 metre wide path running alongside
the busway for walkers, cyclists and horse riders.
The journey time is about 50 minutes from Leigh and Atherton to Manchester city centre with 7
stops, reducing journey times. The buses operate frequently with up to 4 buses an hour during
the day running from Leigh and Atherton to Manchester Monday – Saturday. Additionally, up to
2 buses an hour during evenings and Sundays. The services start from 4am and runs beyond
midnight.
Three free-to-use Park&Ride sites have been developed in conjunction with the scheme offering
over 400 spaces in total. These include 250 spaces on the A580 East Lancashire Road near
the M60/61 junction, 130 spaces on East Bond Street in Leigh and 45 spaces on Astley Street
in Tyldesley.
The service uses 20 low emission hybrid buses with free Wi-Fi, USB charging points and onboard “next-stop” announcements. Secure contactless payments can now also be accepted.
Transport for Greater Manchester state that the total cost of the project was £68 million which
was part of a £122 million investment to provide quicker and more reliable transport links in the
region. The 20-strong bus fleet cost about £5 million in total. The new service has also created
up to 30 new jobs with at least 24 drivers needed. Total cost per km is £3.04m (however this is
a cost per km covering the entire 22.4km route including 7.2 km of guided busway).
The 250-space Park&Ride facility on the A580 East Lancashire Road is estimated to have cost
£1.6 million whilst the other two Park&Ride facilities have a combined cost of £600,000.
Reduced fares were offered for at least the first 6 months of the scheme as an incentive. A
regular single fare from Leigh to Manchester costs £4 with the costs for a day ticket being £4.80
and £16 for a weekly pass. The service is used for over 4,000 journeys a day (over 30,000
journeys a week).
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The key advantages and disadvantages of the scheme are presented in Table O.3.
Table O.3 Advantage and Disadvantages of Vantage: Manchester

Advantages

Disadvantages

Reduced journey times – fast, reliable and
frequent

Motorists mistakenly driving onto the bus-only
guided track with cases of cars getting stuck.
Motorists need time to adjust to changes
regardless of sufficient signage

Developed from a strong bus market in
Manchester

Mechanical issues such as bus parts falling
onto busway

Connects communities with key employment
areas

Concerns that service will cause congestion
for other road users trying to cross the busway
at peak times

Convenient Park&Ride locations with free
parking

Regular bus services from Leigh already
offered

More jobs for local people

Arguments that money would have been
better spent on trains or trams which would
offer more flexibility in terms of destination.
People may have to travel some distance to
get to the nearest guided busway stop.

‘First-class’, pleasant journey

Limited stops

Cheaper and quicker to construct than trains
or trams as well as cheaper in the long run

Nearby residents complaining of people taking
shortcuts through gardens to get to busway

Shows innovation and on-going commitment
to improving transport links

The largest Vantage Park&Ride facility, on the
A580 East Lancashire Road, is under used

Uses less space than bus-only roads as
buses travelling in opposite directions can
pass closer together
Over 30,000 customer journeys a week –
more than 4,000 a day
The Park&Ride Facilities at Leigh and
Tyldesley are well used
4.5m active travel path alongside provides offroad active travel accessibility

Cambridgeshire Guided Busway
The Cambridgeshire Guided Busway opened in 2011 connecting towns across the county via
four routes with 13.3 miles of track. The service is operated by Stagecoach and Whippet
Coaches and is intended to alleviate congestion on the A14 and provide an alternative mode of
transport for residents of a new housing development in the county.
The service connects Cambridge, Huntington, St. Ives and Trumpington. There are five routes:
Routes A, B, D and R operated by Stagecoach while route U is operated by Whippet Coaches.
There is also a path that runs alongside the busway which provides access for walkers, cyclists
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and horse riders. The journey time between St Ives Station and Cambridge town centre is about
30 minutes.
There are three Park&Ride sites along the busway providing more than 2500 parking spaces.
The Longstanton site offers connections to routes A, B and D as well as 350 parking spaces.
St. Ives Park&Ride has 1000 parking spaces and also provides access to routes A, B and C
whilst Trumpington Park and Ride has 1340 spaces and connects to routes , D and R.
The total construction cost was £181 million, over the original estimated cost of £64 million.
Therefore, the total cost per km is approximately £8.5million.
Fares vary across operators and routes.
Routes A, B, D and R – Day ticket (between Oakington and Cambridge): £4.50 or
unlimited for £7.00; Weekly pass (between Oakington and Cambridge): £15.00 or
unlimited travel for £25.00; and
Route U – Day ticket – on all routes – one way flat fare of £2.20 with a reduced fare for
University staff and students.
The cost of parking at the Park&Ride facilities varies.
Longstanton Park&Ride – Adult return: £6.00 (Routes A, B and D)
St. Ives Park&Ride – Adult return: £7.00 (Routes A, B and D)
Trumpington Park&Ride – Adult return: £3.50 to Addenbrooke’s or the Rail Station.
The key advantages and disadvantages of the scheme are presented in Table O.4.
Table O.4 Advantages and Disadvantages of Cambridgeshire Guided Busway

Advantages

Disadvantages

Reduced journey times – fast reliable and
frequent

Opened 2 years behind schedule and over
budget – lawsuit over budgeting

Passenger numbers have increased since
the opening by over 38% between August
2011 and June 2015

Incidents of bus derailing

Route extension being subsidised by
University of Cambridge who will also offer
reduced travel for students

Unlit stops (to reduce wildlife impact) and
speed issues have led to accidents (including
one fatality)

Three Park&Ride sites increase accessibility
Active travel route alongside provides offroad active travel accessibility
Luton Busway
Opening in September 2013, the Luton Busway provides a fast, frequent and reliable link
between Houghton Regis and Luton as well as to Luton Airport. Objectives of the scheme
included improving reliability of bus travel, improving accessibility, improving personal safety,
more environmentally friendly and supporting local planning and regeneration policies.
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The 8 mile (13.4 km) Busway offers a connection between Houghton Regis, Dunstable and
Luton using a concrete twin track approximately 6 metres wide allowing buses to travel in
opposite directions. Each track has a kerb of 180mm on each side which the guide-wheels runs
along. A concrete base can also be found on each track to support the rear wheels with grass
being planted at the centre section of the base. It has been constructed with a minimum
distance of 1 metre on either side to allow passengers to get off the bus in case of an
emergency.
As the disused railway was classified as a County Wildlife Site, ecological surveys were carried
out with a biodiversity action plan being put in place using input from local interest groups. Three
local bus operators are involved in running the service: Arriva, Centrebus and Grant Palmer
Limited.
The high frequency of the service was a key criterion with a minimum frequency of four buses
per hour travelling in each direction operating between 6am and 11pm.
Travelling from Dunstable town centre to Luton train station takes about 15 minutes with 3
scheduled stops. Other journey times are:
From Dunstable to London Luton Airport: 19 minutes
Luton Town Centre to London Luton Airport: 9 minutes
Houghton Regis to Luton Station: 25 minutes
The scheme was originally estimated to cost approximately £90.1 million with £80.3 million of
funding from a government grant, however, the final cost was £90.6 million. This equates to a
total cost of approximately £6.8milion per km for construction costs.
Arriva – one of the operators of the Luton Busway – spent £1.7 million on a new fleet of 11
buses, which were fitted with lateral guide-wheels, in October 2012. The route was extended in
April 2015 to provide link to Luton and Dunstable hospital.
Annual maintenance is estimated to cost between £200,000 and £300,000. Additional costs for
reducing noise levels are estimated at £6,000, however, this has been an on-going problem.
There have also been costs involved in offering compensation to residents living close to the
busway due to noise and disruption.
The key advantages and disadvantages of the scheme are presented in Table O.5.
Table O.5 Advantages and Disadvantages of Luton Busway

Advantages

Disadvantages

Fast, frequent and reliable – bypasses
congestion

Delivery delayed by 5 months – extra time for
design

Boosts local economy by connecting the
main housing areas with the main industrial
areas as well as town centres, rail stations
and Luton Airport

£500,000 over budget

Businesses developing along the busway
boosting the economy

Nearly 250 nearby residents are seeking
compensation for noise and disruption.
Thousands of pounds spent on trying to reduce
noise levels
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Advantages

Disadvantages

Uses a disused railway line

Not flexible enough to cope with demands of
congestion and arguments for being better off
creating an unguided busway

Can reach speeds of up to 50 mph

Driver error accidents

Has incorporated landscaping and noise
barriers to reduce impact on locals

Originally claimed that 3.4 million passengers
would use the service annually, however, this
figure was only 1.3 million during its first year

Emergency access track alongside guideway
which can also be used for pedestrians and
cyclists
Allows longer distance express bus routes
from Milton Keynes and Leighton Buzzard to
use the busway to provide links to the West
Coast Main Line rail with services to the
Midlands and the North, and London
New Z service added in April 2015 to directly
serve Luton and Dunstable hospital
Buses are designed to be able to run on the
road to offer greater flexibility and reach a
greater number of passengers without the
cost or disruption of building additional
guideways
Real time information at busway stops, both
on the guideway and on the road
Socially inclusive and boosts quality of life –
services pass through or close to areas of
deprivation where car ownership is low
Reduces emissions by taking cars off the
road
Integrated travel tickets allow for improved
passenger experience and ease of travel
Eclipse: South Hampshire Guided Bus Scheme
Opened in April 2012, the Eclipse rapid transit service, operated by First, links key towns and
destinations in south east Hampshire between Redlands Lane in Fareham and Tichborne Way
in Gosport. The scheme uses the busway for only part of the journey and uses existing bus
routes beyond this to enhance flexibility. The Eclipse scheme was a cheaper, faster scheme
that was proposed following the rejection of a light railway proposal.
The service is a 3.4km dedicated off-road busway which offers buses up to every 6 minutes
during peak times as well as real time information, comfortable seating, CCTV and lighting. It
also benefits from on-road priority measures to ensure quick and reliable journey times. Three
existing routes were replaced with high-specification Eclipse buses.
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The busway has 14 new bus stops with 134 existing bus stops having been refurbished with
many featuring secure cycle parking and 24/7 CCTV. They also include comfortable seating,
and information on nearby bus, train and active travel routes.
Fourteen new buses operate along the three former bus routes forming the E1, E2 and route
88 services. At peak times bus route 88 will travel via the busway. E1 takes 39 minutes whilst
E2 takes 33 minutes.
Cyclists are permitted to use the busway and there are shared use routes between the busway
and surrounding areas. The traffic light signals have also been set up to detect cyclists as well
as the buses. However, pedestrians are not permitted to use the busway.
The construction cost was £26.8 million which gives a cost per km of approximately £7.9million.
£24.5 million of funding came from central and local government and £2.3 million came from
First for the 14 new buses. A link to Gosport ferry terminal (1.5km) was planned for 2015,
however, this was set back due to lack of funding.
An adult day ticket (£6.50) offers unlimited travel on the Eclipse service for one day including all
other First buses in Hampshire. An adult weekly pass costs £19. Concessionary passes are
permitted.
The key advantages and disadvantages of the scheme are presented in Table O.6.
Table O.6 Advantages and Disadvantages of Eclipse: South Hampshire Guided Bus

Advantages

Disadvantages

Service used to increase reliability and speed Busway only covers a short distance
of existing bus routes
Keeps flexibility of conventional bus service

Signs to prevent unauthorised access during
operational hours, however, no physical
measures

Connects key destinations and transport
interchanges such as ferry terminals, rail
stations and bus stations

Unguided

Barriers and anti-ram bollards put in place
outside of operational busway hours to
prevent unauthorised access

Cyclists using the busway may cause
delays/issues

24-hour CCTV and lighting at stops including Buses very quiet so cyclists/pedestrians unable
at cycle parking and access points
to hear them which could lead to accidents
Improvements to bus stops with new
shelters, CCTV and real time information
On-board visual and audible announcements
for next stops
Bus priority measures means buses receive
immediate green lights at signals
Cyclists can use the busway
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Advantages

Disadvantages

Shared use connections between the busway
and surrounding areas

Manchester Metrolink Tram (to Manchester Airport)
The Metro light rail tram system opened in April 1992 and originally ran between Bury and
Altrincham with it now extending to serve many more areas in Greater Manchester including
Manchester city centre and Manchester Airport. RATP Dev UK, a subsidiary of the company
running Paris Metro, have operated and maintained the network since 2011.
The Metrolink service covers about 60 miles (96 km) with 92 stops including Manchester city
centre, Altrincham, Ashton-under-Lyne, Bury, East Didsbury, Eccles, MediaCityUK, Rochdale
and Oldham. There are also trams to Manchester Airport via Wythenshawe. Trams run
frequently with services to Manchester Airport departing at least every 12 minutes every day.
There are 15 stops which feature Park and Ride sites. These are free to use for tram users and
provide more than 2,500 spaces across the network.
The expansion to Droylsden, Rochdale and Chorlton was estimated to cost £900 million but the
government said they would not provide more than £520 million. An investment of more than
£240 million was made to expand the tram fleet to 120 trams by 2017.
A range of tickets are available including day passes, weekend passes, season passes and
multi-modal tickets. Fares for the Metrolink are as follows:
Adult Peak Day Travelcard: £7
Adult Off-Peak Travelcard: £4.80
The DfT found that in 2015/2016 the number of passenger journeys was 34.3 million, a 10.1%
increase on the previous year. The passenger revenue for this period was £62.4 million which
is 9.7% greater than the previous year. This is due to extensions which were made to the
network which saw and increase of 27.1% in vehicle miles to 7.2 million miles in 2015/2016.
However, this expansion did result in a decrease in average occupancy by 13.4%. Overall
satisfaction figures found that 89% of passengers were happy with the service.
Extensions included the first phase of the Second City Crossing. This fully opened in 2017.
Construction work on the Trafford Park Line extension from Pomona to the Trafford Centre
commenced in early 2017 with estimated operation date of 2020/2021
The key advantages and disadvantages of the scheme are presented in Table O.7.
Table O.7 Advantages and Disadvantages of Manchester Metrolink Tram

Advantages

Disadvantages

Covers a large area

Extensions have led to disruption

Attracts investment for extensions and further
improvements
Large increase in passenger numbers
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Advantages

Disadvantages

Increase in house prices

Midland Metro Tram (to Birmingham City Centre)
The Midland Metro service is a light rail system opened in 1999 and operated by National
Express Midland Metro. There have been extensions more recently.
The network covers 13 miles (21 km) between Wolverhampton and Birmingham city centre.
Destinations also include Bilston, Wednesbury and the Jewellery Quarter. The trams aim to be
faster and more reliable than before and are now integrated with other modes of travel. The
service runs frequently every 6-8 minutes during the day and every 15 minutes on evenings and
Sundays.
The total cost for construction was £144.8 million with a £18.6 million extension approved in
2010 (1.5 km). The cost for the extension is approximately £12.4million per km whilst the total
cost is £12.9million per km.
An adult day ticket is £6.00. An adult week pass is £22.30. A range of other ticket options are
available including Travelcards and term time passes for 5 – 18 year olds.
In 2018/19 5.9million passengers used the service. This was up from 2018/18 but down from
6.2million in 2016/17. It was initially hoped that it would carry around 14 – 20 million passengers.
Extensions included a link to Bull Street which was completed in December 2015. There was
also a £127.1 million investment for an extension in 2010 of which about £81 million was funded
by the UK Government. Additionally, the Wednesbury – Brierly Hill extension is undergoing,
costing £449 million. Estimated to open by 2023.
The key advantages and disadvantages of the scheme are presented in Table O.8.
Table O.8 Advantages and Disadvantages of Midland Metro Tram

Advantages

Disadvantages

Increase in passenger journeys, however,
fewer passengers than expected

Between opening in 1999 and 2016 the trams
have made a loss of about £34 million.

Cheaper than underground

Isolated lines
Delays in construction
Construction caused disruption for users

Blazefield Route 36 (Leeds – Harrogate)
Route 36, operated by Transdev, has involved an upgrade to the bus service linking Ripon,
Harrogate and Leeds with an increase in space and improved seating to give a luxury feel to
bus travel.
The existing 35 miles (56 km) bus route was upgraded to offer more luxury travel to encourage
a greater number of users.
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The route linking Ripon, Harrogate and Leeds operates up to every 15 minutes Monday –
Saturday with 36 high specification buses. Buses run up to every 20 minutes on Sundays and
there are night buses until 3.15am from Leeds on Friday and Saturday nights. There is 4G WiFi on-board, USB power points, double glazing, leather seats and personal tables. There is a
glazed staircase plus there has been a treatment added to the front windscreen to prevent rain
and dirt build up, allowing improved viewing for passengers.
£3.2 million was spent on upgrading Route 36 which included 14 new buses and a brand refresh.
The total cost was approximately £57,000 per km.
An adult day ticket costs £9 and allows travel to York on the Coastliner service. A weekly pass
costs £33.50 with season tickets also available. There are contactless card readers on the
buses.
There are plans across the Transdev network to upgrade to electric buses, however, this is a
long term focus. It is also hoped to have the service running every 10 minutes as well as expand
the service to other routes.
The key advantages and disadvantages of the scheme are presented in Table O.9.
Table O.9 Advantages and Disadvantages of Blazefield Route 36

Advantages

Disadvantages

Boost to local economy

The service is still disrupted by traffic

Car drivers using bus service – 55% of
people on the service had access to a car

Uses conventional engine so not low emissions

Customer satisfaction – 90% cannot think of
anything to improve and 96% of passengers
were either satisfied or very satisfied
New users – 33% of passengers were new in
2015
Strong brand upgrade

Bristol MetroBus
A high quality Rapid Bus Transit (RBT) system is a joint project between Bristol City Council,
North Somerset Council and South Gloucestershire Council. The first route began operating in
May 2018.
There are three routes which include high quality buses, smart ticketing and real time
information. It will use a combination of segregated busways and bus lanes to ensure a reliable
route to the city centre. The vehicles also have junction priority. The aims are to reduce
emissions, provide sustainable economic growth, improve accessibility, contribute to safety,
security and health, and improve quality of life.
The service will also be integrated with existing rail and bus services as well as active travel
links. The three routes are:
Ashton Vale to Temple Meads and Bristol City Centre
North Fringe and Hengrove
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South Bristol Link
It was estimated that the journey time between Long Ashton Park and Ride to Hengrove would
take 12 minutes instead of the existing 50 minutes.
The scheme is cost £230 million.
The key advantages and disadvantages of the scheme are presented in Table O:10.
Table O:10 Advantages and Disadvantages of Bristol MetroBus

Advantages

Disadvantages

Direct routes to key destinations – aiming to
allows thousands of people to access
employment, leisure and education

Could reduce green space and disrupt wildlife

Faster and more reliable than conventional
bus routes
No need to change buses
Improve local links for cyclists and
pedestrians

Belfast Glider
The Belfast Glider is a BRT system designed to offer a high quality service providing people
with better access to jobs, hospitals, shops. Schools, colleges and entertainment. It became
operational on 3rd September 2018.
The BRT system uses high quality Glider vehicles which provide a modern environment for
passengers in terms of space, security and on-board information. The BRT system also
incorporates high quality halts with easy access to vehicles, real time information systems for
easier journey planning and off-vehicle ticketing to speed up the boarding process.
There are two routes, with a total of 15.2 miles (24.5km) in length. It uses both dedicated bus
lanes and mixed lanes. In total it cost approximately £100 million.
There are a number of key principles underpinning the characteristic of BRT – Glider:
A strong brand image that delivers a clear identity for the system
High quality in all aspects of the system, including the fixed infrastructure, vehicles,
operations and customer services
High standards of reliability with punctual service operation and predictable journey times
Integration with other modes of sustainable transport
Glider services operate between around 5:00am and 12:00 midnight on weekdays. At the
weekend, services start slightly later in the morning and operate later at night. Services operate
at 7-8 minute intervals throughout the working day. Early morning and late evening services
operate at intervals of around 20 minutes. Services can be tailored to meet times pf peak
demand such as major sporting or entertainment events.
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The services have replaced most of the former Metro services on the routes that it serves: Metro
4 in East Belfast and Metro 10 in West Belfast. Some Metro services, which serve destinations
off the routes, continue to use parts of the BRT routes and therefore benefit from the increased
bus priority.
Feeder and complementary services are provided with appropriate interchange facilities and
co-ordinated timetables. The interchange facilities are at Dundonald Park and Ride in the East
and at Colin Connect in the West. Ulterbus services continue to operate on the BRT corridors.
They benefit from the increased bus priority on the routes and therefore experience more
reliable journey times.
The Glider vehicles are 18 metre articulated buses with a capacity of 105 people. These
articulated vehicles provide a greater capacity than that provided by double deck
buses. Articulated vehicles are widely accepted as the vehicle of choice for bus-based rapid
transit systems worldwide.
The Glider vehicles are a key part of the BRT system image. They have a strong identity and
high quality appearance that is easily distinguishable from other public transport vehicles. They
provide a premium environment for passengers in terms of space, security and on-board
information. They provide accessible easy boarding for people with reduced mobility and
parents with pushchairs as well as a mix of standing and seating areas. They have 3 sets of
double doors and good circulation room to enable rapid boarding and alighting, minimising the
time spent at halts.
The halts form a key part of the BRT system image and are distinct and of a high quality. The
halts provide shelter, security and travel information as well as enabling quick and easy access
to the vehicles.
In order to provide more reliable journey times, Glider halts are around 400 metres apart. Where
there are key locations of high demand, halts are closer together. This means that the number
of bus stops on the BRT routes was reduced by about a third. The interchange facilities enable
easy and convenient interchange between feeder services and Glider services. Secure cycle
parking is provided at these facilities and at other halts along the routes, where appropriate.
The running ways or lanes which the Glider vehicles use consist of both dedicated bus lanes
and mixed traffic lanes. Where Glider services operate on bus lanes these are also available for
use by other bus services, cyclists, motorcyclists, permitted taxis and emergency vehicles.
Where Glider services operate on mixed traffic lanes these are available for use by all traffic.
The bus lanes on the BRT routes operate from 7am to 7pm Monday to Saturday, with relaxations
for deliveries, servicing, etc.
Optimum priority is given to Glider vehicles at signalised junctions to ensure reliable journey
times. BRT bus lanes are generally 3 metres wide and have been resurfaced over the majority
of the route to ensure a high ride quality. Adjoining footways have also been reconstructed to
improve the surface for pedestrians. Improvements have been made to surface drainage
systems with more extensive use of side inlet gullies to further enhance ride quality, reduce road
noise and prevent damage to the ironwork.
Environmentally friendly LED street lighting has been installed along the majority of the BRT
route. This offers energy savings of over 30% as well as lower maintenance costs. LED lighting
technology is also used in traffic signal equipment and there have been improvements to
pedestrian crossing facilities along the BRT corridors.
The bus lanes on which Glider services operate are strictly enforced by way of static cameras
and mobile detection units. Unauthorised vehicles using the bus lanes during the bus lane
operating hours are subject to a fine, currently up to £90.
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Glider fares are comparable to metro fares on the routes and concessionary fares apply as they
do to other forms of public transport throughout Belfast.
Glider payment systems and tariffs are designed to encourage cashless payment. Tickets are
purchased prior to boarding, thus minimising waiting times at halts.
The BRT system was designed in conjunction with organisations representing people with
disabilities and older people, to make it as accessible as possible. It includes a number of
features specifically aimed at improving accessibility:
3 sets of double doors on the Glider vehicles – for improved access and egress
high levels of circulation space within the vehicles
dedicated space for wheelchair users
priority seating for people with disabilities and older people
audio visual next stop and destination announcements on board the vehicles
raised kerbs at the halts and automatic ramps on vehicles to reduce step heights and enable
easy access and egress from the vehicles
CCTV both on board the vehicles and at halts.
Table O:11 Advantages and Disadvantages of Belfast Glider

Advantages

Disadvantages

Easy to use

Reduced road space for other vehicles

Accessible

Require careful traffic demand planning

Frequent: 7-8 minute intervals

BRT increases the wait time for all vehicles at
traffic signals

Faster public transport journey times of 25%

Road users may violate the rules and become
stuck

Reliable

Fewer stops

Integrated with other forms of transport

Fixed routes

Cross city services providing better access to
jobs, health, leisure etc
Improved passenger safety and security
through CCTV
United fares with Metro with a focus on ease
of use and great value
Real time passenger information available
Operates primarily along bus lanes with
selective bus priority at traffic signals
The system delivers energy efficient and low
carbon mobility
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Ticket machines and validators at every stop
Cycling parking at key locations
30% fewer stops than the bus service, 400m
apart facilitating faster, more regulated
journeys

O.2 Tram, Tram-Train and Light Rail
Trams run on fixed rails and are designed to travel on streets, sharing the road with other traffic
and pedestrians. Many of the tram systems in the UK utilise former railway alignments, or share
what were previously railway-only alignments with heavy rail services.
Tramways (and light rail) operate with smaller, lighter vehicles than heavy rail and operate on
dedicated tracks and are suitable for accessing city centre streets.
Edinburgh Tram
The Edinburgh tramway is a 14km line liking Edinburgh city centre to the airport with a total of
16 stops. The scheme had an initial estimated cost of £375million in 2003, but by May 2008,
the costs had risen to £521million and the final cost was £776milion.94
After two years of running, the scheme achieved pre-tax profitability and has higher than
projected passenger demand with 4.9million passengers in its first year of operation and
5.38million passengers in the second year94.
From July 2015, cyclists have been able to take their bikes on Edinburgh trams - albeit with
certain restrictions95. Bikes are only carried outside peak hours so are unlikely to be heavily
utilised for commuting.
The identified advantages and disadvantages of the Edinburgh tram are shown in Table O.12.
Table O.12 Advantages and Disadvantages of the Edinburgh Tam

Advantages96,97,98,99

Disadvantages

Reduction of travel time by public transport

Expensive to build and far
exceeding original budget

Economic efficiency

Delays experienced during
construction leading to significant
impacts on businesses

Employment development and employment generation
along the line route

Social grievances from the public
during construction

Residential development
Reduction in traffic congestion
94

https://en.wikipedia.org/wiki/Edinburgh_Trams
http://www.cycling-edinburgh.org.uk/bikes-on-trams.htm
96
http://www.mega-project.eu/assets/exp/resources/Edinburgh_Tram_Network.pdf
97
https://www.basemap.co.uk/wp-content/uploads/2014/09/Edinburgh-Tram_2016.pdf
98
https://www.investinedinburgh.com/choose-edinburgh/connected-capital/tram-route/
99
http://www.edinburghtraminquiry.org/wp-content/uploads/2017/09/CEC01650279.pdf
95
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Advantages96,97,98,99

Disadvantages

Social benefits
Improved air quality, traffic noise and CO2 emissions
resulting from the transfer of car trips to public transport
Enhanced opportunities to make journeys on the public
transport network through bus-tram
service integration and ticketing arrangements
Improved access to key trip attractions and destinations –
with direct access to the airport

Nottingham Express Transit
The Nottingham Express Transit is a 32km long tram system which was initially opened in 2004
and then more than doubled in length in 2015. The network is operated and maintained by
Nottingham Trams on behalf of the Tramlink Nottingham consortium.
The network consists of two lines that cross the city, running together on a common section for
the middle part of their journey, including the city centre. Line 1 which runs between Toton Lane
tram stop and Hucknall features a total of 33 or 34 tram stops depending on direction and has
a journey time of 62 minutes. Line 2 runs between Clifton and Phoenix Park and features 27 or
28 tram stops. It has a journey time of 47 minutes.
Trams on each line run at frequencies that vary between 4 and 8 trams per hour, depending on
the day and time of day. These services combine to provide up to 16 trams per hour on the
common section.
There were many reasons that a tram was introduced in the area. High population density
combined with a road network that was constrained by crossings over the River Trent and a
concentration of retail and entertainment outlets in the city centre was leading to major
congestion and high bus usage. Estimates put the cost to the local economy of car use and
congestion in the city at £160 million per year (Nottingham City Council, 2013).
Two aspects that those devising the tram system paid attention to were the need to provide
substantial park and ride facilities to enable people to transfer from cars to trams and the need
to coordinate other forms of transport so that they could link up with the tram.
The original system was 14km and served 23 tram stops with a construction cost of £200 million.
It operated north from a terminal at Station Street, just to the north of Nottingham railway station,
through the city centre, branching to serve twin terminal at Hucknall and Phoenix Park. It proved
successful and led to an increase of public transport use in the Nottingham urban area of 8% in
the five years to 2008. This occurred alongside a less than 1% growth in traffic, compared to
the national average of 4% over the same period.
The line exceeded original expectations with 8.5 million journeys in 2004-2005 and 9.8 million
in 2005-2006, against the target patronages of 8 million and 9 million respectively. The success
of Phase 1 was in large thought to reflect the way in which the new system had been carefully
integrated with other transport modes available in the city. By the time the tram opened in 2004,
the bus market had settled with two high-quality bus companies dominating in the area.
Construction of Phase 2 started in 2012 with track laying completed by December 2014. The
first section of Phase 2 that was opened to the public was the tram station above Nottingham
railway station. The remainder opened on 25th August 2015 with the route from Toton Lane Park
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into Nottingham running the first public service. In the first full year of opening, 16.4 million
passengers used the tram system, 4 million more than the year before.
In order to fund Phase 2, the City Council had to explore alternative methods. As an alternative
to Road User Charges, the UK Government 1998 White Paper acknowledged the possibility of
charges levied on workplace parking spaces. In 2009 Nottinghamshire Council indicated that
they could not support the project and workplace parking levies appeared the only way. They
came into force in 2012 with firms with more than 11 employees paying £334 per year for each
parking space that they had. In the first five years the initiative had generated £44 million.
One of the concerns regarding the implementation of workplace parking levies was that
companies would migrate out of Nottingham resulting in job losses. However, the opposite of
this occurred with more firms moving in and the creation of nearly 2000 jobs (Disney et al, 2018).
The money generated from the workplace parking levy was ring fenced into public transport
investment projects. The money was used for Phase 2 of the tram system, a fleet of link buses
serving key employment sites, hospital and park and ride sites and the refurbishment of
Nottingham train station.
The Light Rail and Tram Statistics England: 2018/19 published by the Department of Transport
notes that the number of passenger journeys increased 5.7% in 2018/19 compared to 2018/17.
Passenger revenue also increased 5.8% in the same period. 12.8% of journeys on the system
during 2019/19 were concessionary trips. The report concluded that the Nottingham Express
Transit has seen sustained growth since the launch of the Phase 2 extension. There has been
continued increased usage at the new Park and Ride sites as well as travel to the Queen’s
Medical Centre and through student commuting. Fleet mileage also increased due to less
disruption and fewer track works.
Table O.13 Advantages and Disadvantages of the Nottingham Express Transit

Advantages

Disadvantages

High Patron Usage

Costly to implement

Environmentally friendly

Have been numerous fatalities with
pedestrians being hit

Operates through poorer neighbourhoods and To implement Phase 2, 80 houses had to be
helps disadvantaged people get to their
demolished
workplaces
Fully integrated with the bus and cycle
network
Operates at a very reliable level (97%)

Bordeaux Tramway
The Bordeaux Tramway network consists of three lines serving the city of Bordeaux in Aquitaine
in southwestern France. The first line was opened in 2003 but further extensions increased the
route length to 66.1 km. The system is notable for using a ground level power supply of the
Alimentation par Sol system in the city centre. It has been operated by Keolis Bodeaux since
2009.
The very first tramway line of Bordeaux dates back to 1880. It was the major commuting means
of the time and shaped development in the area. However, with the introduction of the
automobile era, the tram was terminated in the 1950s. This was due to its old-fashioned nature
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and inefficiencies. This changed the way people lived and worked in Bordeaux as a significant
number of people chose to move out of the city centre. The city centre itself was redesigned to
accommodate mass transportation by car.
By the 1970s the failure of the “all car” transport policy was obvious in Bordeaux but the Mayor
at the time, Jacques Chaben-Delmas, refused to go back on the decision to terminate the
original tramway line. Bordeaux had to wait until 1995 and the election of Alian Juppe as mayor
before the situation was tackled.
In 1997 a new tram plan was adapted by Bordeaux Urban Community and it was chosen over
a subway plan, which was rejected due to high capital costs and the amount of disruption that
construction would cause. The scheme got under way and by 2003 it was carrying passengers
on three routes. The three lines were extended in 2007 and 2008 to reach areas of high
residential density. This followed a project launched by the Boardeaux Metropole in 2010 to
develop 50,000 housings in the surrounding areas.
As previously mentioned, the new Bordeaux tram network operates from a ground level power
supply system which is used in the city centre to avoid overhead wires spoiling the view of
buildings. Initially this was the cause of many difficulties and breakdown. However, reliability
has now improved, and the network is valued for both enabling the people of the city to get
about easily and for its contribution to the aesthetics of the city.
The first line, Line A, was opened in 2003. It ran between Meriadecka and Lormont/Cenon. It
was extended in 2005 to the new termini at the Pellegrin Hospital and Saint-Augstin. Further
extensions were thereafter completed in 2007 and 2008. Line C was the next to open between
Quinconces and Gare St Jean in April 2004 . In 2008, Line C was extended both to the north
and the south. Line B was partially opened in May 2004. The first phase of Line C extension
was completed in 2007.
Line A is 24.2 km with 46 stations, Line B is 19.5 km long and has 37 stops and Line C is 19.4
km with 33 stops. The trams operate on all lines from around 4.30am until midnight everyday of
the week with later services Thursday-Saturday until around 1.30am. Additionally, all stops have
real time passenger information.
In 2009 when Bordeaux set a clear objective to operator Keolis. This was to rebalance the
ridership between the trams and buses. Trams were the popular choice for most riders while
buses were under-utilised and suffered from a bad image. Without any additional vehicles, the
ridership of buses increased by 35%100 in five years. In the same timescale, Keolis launched
the “VCub” which was a new bike self-service scheme, and boat shuttles on the Garonne River.
Keolis reported that in 2015 the transport network in Bordeaux consisted of 78 bus routes, three
tram lines and 100 trams, 1,700 self-service bicycles, two river shuttles and 18 park and ride
sites. Their target for 2020 is to have 45% of the population living less than 500m away from
the tramway, compared to 30% now.
Table O.14 Advantages and Disadvantages of the Bordeaux Tram

Advantages

Disadvantages

Serves major residential areas

If something blocks the tram line the service is
disrupted

No overhead wires
Environmentally friendly

100

Keolis building on success in Bordeaux, 2015
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Sheffield Supertram
A tram-train is a light rail public transport system where trams run through an urban tramway
network to main line railway lines which are shared with conventional trains. They are similar in
many ways to Light Rail with the main difference being that they can run on standard heavy rail
tracks as well as tramlines. This combines the tram’s flexibility and accessibility with a train’s
greater speed and bridges the distance between main railway stations and a city centre.
The Sheffield – Rotherham tram is considered as the UK’s only example of a tram/ train system.
In the initial phase of this scheme tram-train vehicles were introduced into the Sheffield tram
network only. It was completed in late 2018 with the completion of a chord at Tinsley connecting
Rotherham Parkgate rail station with Meadowhall Interchange tram stop, with the tram-train
vehicles operating on national rail tracks.
Table O.15 Advantages and Disadvantages of the Sheffield Supertram

Advantages

Disadvantages

Economic re-development of the area

Trams don’t carry cycles – only folding cycles
are permitted

Accessibility to commercial developments for
both employees and customers

Little evidence overall of the positive
regeneration impacts of Supertram in terms of
changes in planning activity

High quality public transport system

Little evidence to suggest that the introduction
of the tram had attracted employees to live
close to the tram route

Compared to heavy rail, light rail operates with smaller, lighter vehicles than heavy rail and
operate on dedicated tracks and are suitable for accessing city centre streets.
Due to its size, light rail can accelerate to top speeds faster than conventional rail making it
more suitable for traversing short distances between stations/stops. Normal station spacing for
such systems in an urban setting in the UK is around 300 – 500m thus providing good access
while maintaining reasonable overall operating speeds. Typical average overall speeds for
express transit light rail routes operating primarily over public streets may range from 10 – 20
mph, increasing to 30 mph over exclusive dedicated track systems which do not share public
street space.
Docklands Light Railway
The Docklands Light Railway is an automated light metro system which opened in 1987 to serve
the redeveloped Docklands area of East London. It reached north to Stratford, south to
Lewisham across the River Thames, west to Tower Gateway and Bank in the City of London
financial district, and east to Beckton, London City Airport, and to Woolwich Arsenal south of
the river.
It is currently operated under a franchise awarded by Transport for London to KeolisAmey
Docklands, a joint venture between transport operator Keolis and infrastructure specialists
Amey.
The background to the development of the DLR started with the decline of the Docks, east of
Central London, in the early 1960s as cargo became containerised. They had been connected
to the railway network via the London and Blackwall Railway which was closed in 1966 for lack
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of traffic. The docks became redundant when the Tilbury container docks were opened in Essex.
This led to the government taking control of the area in 1980.
In 1981 the government created the London Docklands Development Corporations to
coordinate the redevelopment of the Docklands. The need to provide a cheap public transport
solution led to commissioning London Transport to evaluate a number of exclusively light rail
options. The core of the route ran alongside the Great Eastern line out of London and south
along the former London & Blackwall Railway line through to Isle of Dogs.
The contract for the initial system was awarded in 1984 to GEC Mowlem and was constructed
between 1985 and 1987 at the cost of £77 million. Passenger services began late August 1987.
Initially the system comprised of two routes, from Tower Gateway and Stratford to Island
Gardens. The three branches totalled 13km and had 15 stations. It was predominately elevated
on disused railway viaducts or new concrete viaducts, and adopted disused surface railway
formations between Poplar and Stratford. The trains were fully automated, controlled by
computer and had no driver. There was a “Passenger Service Agent” on each train who was
responsible for patrolling the train, checking tickets, making announcements and controlling the
doors. They could take control on the train in emergency situations.
The initial system had a relatively low capacity, but the Docklands area very quickly developed
into a major financial centre and employment zone which increased traffic. Plans were
developed before the system opened to extend it to Bank in the west and Beckton in the east.
Stations and trains were extended to two-unit length, and the system was expanded into the
heart of the city to Bank through a tunnel which opened in 1991. An issue with this was that the
original trains were not suitable for underground usage due to inability to meet fire safety
regulations. They operated for a time above ground and were then sold. A route from Poplar via
Canning Town and the north side of the Royal Docks complex was opened in 1994.
The Lewisham extension opened in 1999. It left the Island Gardens route south of the
Crossharbour turn-back sidings, and dropped gently to Mudchute, where a street level station
replaced the high level one on the formal London & Blackwall Railway.
Following the Lewisham extension, the next developments were aided by a five year programme
of investment for public transport across London. In 2005 an eastward branch along the
approximate route of the former Eastern Counties and Thames Junction Railway on the
southern side of the Royal Docks complex opened from Canning Town to King George V via
London City Airport. A further extension from King George V to Woolwich Arsenal opened in
2009, providing interchange with the North Kent main line.
Finally, in addition to the three-car station extensions, part of which was funded from the 2012
Olympic budget, a line was opened from Canning Town to Stratford and Stratford International
railway station along the former North London Line of the national railway system, with additional
stations. It suffered some delay in opening, being completed in August 2011.
The DLR currently has 38km of tracks with 45 stations. There are six branches: to Lewisham in
the south, Stratford and Stratford International in the north, Beckton and Woolwich Arsenal in
the east, and Central London in the west, splitting at Bank and Tower Gateway.
The system is part of the London fare zone system, and Travelcards that cover the appropriate
zones are valid. There are one-day and season DLR-only and “Rover” tickets, plus a one-day
DLR “Rail and Rover “ ticket for the DLR and City Cruises river boats.
While the first five years of operation were plagued with unreliability and operational problems,
the system has now become highly reliable. In 2018/19 the DLR carried 121.8 million passenger
journeys101. This was a 1.8% increase from the previous year. The DLR carries more people
101

Light Rail and Tram Statistics England: 2018/2019, Department of Transport
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than any other light rail or tram system in the UK. Additionally, the DLR represents 46% of
passenger revenue from light railway and tram systems in England during 2018/19.
Table O.16 Advantages and Disadvantages of the Docklands Light Railway

Advantages

Disadvantages

Reliable transport system

Costly to implement

High patronage

Designed with insufficient capacity to meet
demand

Reduced road congestion

Can be issues with the computer software

Environmentally friendly
Integrates into the wider London zonal
ticketing system
Does not need a driver

Overview
There are nine modern light rail and tram system in the UK. The table below summaries annual
passengers of each system and the track length.
Table O.17 Advantages and Disadvantages of the Docklands Light Railway

System

Annual Passengers (million)
2016/17

Track Length (km)

Blackpool

5

18

Edinburgh

6

14

Midland Metro, West
Midlands

6

20

Sheffield Supertram

13

29

Nottingham Express Transit

16

32

London Tramlink

30

28

Metrolink, Greater
Manchester

38

96

Tyne and Wear Metro

38

78

Docklands Light Railway,
London

122

38
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Appendix P
P.1

Demand Management and Pricing
Mechanisms

Introduction
The initial option generation process for the Aberdeen City Region Deal STAG appraisal
identified pricing mechanisms as a potential solution to the identified problems, issues,
constraints and opportunities. To inform the Initial Appraisal of this option this note has been
prepared to review the range of pricing mechanisms which are available to manage congestion
and demand as well as encouraging modal shift to sustainable modes of transport. It specifically
considers three potential pricing mechanisms including:
Workplace Parking Levy;
Road User Charging; and
Non-workplace Parking Charges.
Each pricing mechanism has been assessed to identify examples of where and how they have
been implemented as well as their advantages, disadvantages and the impacts they create. The
findings for each pricing mechanism are set out it the remainder of this note.

P.2

Workplace Parking Levy
Overview
The power for English and Welsh local authorities to introduce a workplace parking levy was
put in place by the Transport Act 2000. This enables the local authority to set up a licensing
scheme for private workplace car parking spaces. It does not apply to private parking provision
that isn’t used for commuting. The owners of affected premises under the licensing scheme
must then apply to their local authority for a licence to park up to a specified maximum number
of vehicles (licensed units) and pay the appropriate sum based on the charge per unit.
Local authorities cannot use a workplace parking levy to control the overall number of parking
spaces provided and they must issue the licence for the number of units requested. However,
they can choose to vary the charges according to different days or times of day, different parts
of the area, different classes of motor vehicles or different numbers of licensed units. For
example, a council would be able to choose to apply the levy to parking during normal office
hours on weekdays or to charge different rates for two-wheeled vehicles.102
Powers to introduce workplace parking levies in Scotland have been established through the
Transport (Scotland) Act 2019 which the Scottish Parliament voted to pass on Thursday 10
October 2019. Like England and Wales this provides discretionary powers to local authorities
to create a licensing scheme. This is a levy on premises, not individuals or specific professions.
The amount of the levy will be determined by the number of eligible parking spaces provided at
a workplace, with the local authority setting the charge per space in the licensing scheme.
Nottingham
The only operational Workplace Parking Levy in the UK is in Nottingham which was introduced
in 2012. The levy was increased gradually for the first few years as the system bedded in and
now it goes up each year in line with inflation using the Retail Price Index (RPI). As of April

102

https://www.edinburghnews.scotsman.com/news/politics/workplace-parking-tax-how-uks-only-levy-scheme-works-140569
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2019, employers who provide more than ten parking spaces for staff must pay £415 a year per
space.
Many companies and organisations have passed on the cost to staff with an estimated 50% of
spaces paid for by employees. Some businesses, organisations and groups are exempt from
charges including the emergency services, frontline NHS staff and Blue Badge holders.103
Full details of costs, exemptions, how to apply and pay for a licence are provided in Nottingham
City Council’s Workplace Parking Levy Employer Handbook.104
Nottingham chose to implement a workplace parking levy ahead of a congestion charging
scheme as their congestion was limited to peak periods and they already had useful
partnerships with employers which were more prepared, although still reluctant, to accept a
workplace parking levy as it was viewed as incremental whereas congestion charging was
perceived as a ‘big bang’ intervention.
The workplace parking levy was also just one part of a wider scheme of complementary
measures which included:
‘The Big Wheel’ business-led integrated transport marketing campaign for Greater
Nottingham;
Investment in the tram network;
Redevelopment of Nottingham station;
Support for ‘Link’ subsidised bus services;
Travel planning support;
Parking management strategies;
Grants for cycling facilities;
One to one advice and workshops
Car club and bike hire;
Integrated ticketing; and
Sustainable travel information103.
Its impacts therefore must be considered in the context of this wider package of interventions.
Impacts of the Nottingham Workplace Parking Levy
The levy now brings in about £10 million a year and has generated a total of £53m since 2012.
These funds have been used to pay for an extension to Nottingham’s tram network, upgrade of
Nottingham station to create a hub for buses, trams and trains as well as supporting the ‘Link’
subsidised bus services. It costs around £500,000 per year to operate which equates to about
5% of the revenue raised.102
Evidence on the specific impact of the workplace parking levy on travel demand is extremely
difficult to identify against those created by other interventions. However, there has been a 15%
103

https://www.nottinghamcity.gov.uk/wpl

104

http://documents.nottinghamcity.gov.uk/download/1233
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rise in public transport use since 2004, a 9% decline in traffic since 2004, a 33% increase in
cycle trips since 2010 and a 33% reduction in carbon emissions since 2005. Furthermore, all
the promised transport improvements that accompanied the introduction of the workplace
parking levy were delivered within 3 years.
Nottingham has also reallocated road space from general traffic to cyclists. The heavily
trafficked Canal Street next to Nottingham train station is currently being downsized as part of
the £250 million “Southern Gateway” plan, which will also see some streets fully pedestrianized.
The Council estimates that this people-first regeneration will create 532 full-time jobs and a
further 2,300 indirect jobs. Furthermore, there is evidence that the workplace parking levy hasn’t
hindered economic growth as the number of businesses in Nottingham has increased by nearly
25% since 2012 which has been accompanied by a net increase of 23,400 jobs.105
East Midlands Chamber of Commerce was originally opposed to the workplace parking levy but
is now reported to be neutral on the issue saying employers accept the levy as a cost of doing
business. It also does not seem to have been politically damaging with the Labour administration
in Nottingham being re-elected with an increased number of seats since introduction of the
workplace parking levy.102
Overall, workplace parking levies affect travel demand and mode choice in the following ways:
If the employer pays the levy, they have an incentive to reduce the number of parking
spaces they provide. Nottingham has found that liable parking numbers reduced by 25%
initially and then levelled out;
If the employee pays the levy, they have a financial disincentive to drive to work. Nottingham
has a relatively low level of charge and it is not thought that this on its own has a significant
effect but 8 out of the 10 largest employers now pass the levy charge on to employees;
The public transport improvements paid for by the levy create better alternatives to the car.
This is known to be the most significant impact on mode choice. In Nottingham 1,270
workplaces are served by the tram (about 40%) and 55,000 employees use it to commute
to work; and
Reducing car parking demand leads to redevelopment potential on brownfield sites. This
reduces demand on greenfield sites which are normally more difficult to serve by
sustainable modes.106
Whilst it isn’t apparent that the workplace parking levy has had a disproportional impact on those
who have no choice but to travel by car it is inevitable that they will have been disadvantaged.
This is likely to impact greatest on those who cannot afford it although the relatively modest
nature of the Nottingham charge (~£8.65 a week) and the fact that some employers do not pass
the cost onto employees will partially have mitigated this impact.
Other UK Cities
There are currently multiple UK cities and towns that are understood to be considering
introducing workplace parking levies as part of their wider transport plans. These include
Birmingham, Leicester, Reading, Edinburgh, Glasgow, Cambridge, Bristol and Hounslow and
Camden in London which have all confirmed that a workplace parking levy is under
consideration. Predominantly this is seen as a way of tackling air quality problems and achieving
emissions targets as well as a mechanism for raising money to invest in sustainable transport
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https://www.forbes.com/sites/carltonreid/2019/10/17/nottinghams-workplace-parking-levy-creates-jobs-cuts-car-use-andslashes-pollution/#34d6d0fa39fb
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http://content.tfl.gov.uk/advice-note-two-description-and-impacts-of-nottingham-city-council-wpl.pdf
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projects. Generally, it is not being considered as a means of managing or reducing
congestion.107,108

Workplace Parking Levy Key Findings
The lessons learned from Nottingham are:
That clear communication of the vision within which the workplace parking levy is
encapsulated along with strong political leadership is key to success and acceptance of the
scheme.
The workplace parking levy is only a small component in the toolbox of the interventions
and must be part of a wider package of measures.
It can be effective in reducing traffic and increasing the use of public transport and active
travel when combined with improvements to these modes.
The cost of the charge is often passed on to the individual rather than being absorbed by
the employer.
That it doesn’t appear to have hindered economic growth or have been politically damaging.
Businesses will likely be opposed to start with but become more tolerant over time.

107

https://www.fleetnews.co.uk/news/company-car-tax-and-legislation/2019/10/01/cities-and-towns-considering-workplaceparking-levies
108

https://www.bbc.co.uk/news/uk-england-birmingham-49965464
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P.3

Road User Charging
In the UK road user charging has primarily
been used for two reasons which are
tackling congestion and improving air
quality by charging vehicles based on
their emissions levels. There are five
different types of road user charging as
shown in the adjacent figure.123
In England and Wales, the Transport Act
2000 provided discretionary powers that
enabled local authorities, Passenger
Transport Executives
(PTEs) and
Integrated Transport Authorities (ITAs)
outside London to establish local road
charging schemes in their areas. These
were aimed at combating congestion and
tackling poor air quality. In London the
road user charging provisions are
established in the Greater London
Authority Act 1999, as amended, and are
broadly similar to those in the 2000 Act.
They differ in that the decision to
introduce road charges in London is
entirely a matter for the elected Mayor of
London.
However, use of these powers has been
largely limited to a small scheme in
Durham and the only significant road user charging scheme in the UK is in London110. Within
London the following road user charging schemes are in operation:
The Congestion Charge;
The Low Emission Zone (LEZ); and
The Ultra-Low Emission Zone (ULEZ).109
In Scotland local authorities were given discretionary powers to introduce road user charging
under Part 3 and Schedule 1 of the Transport (Scotland) Act 2001. This enables a local authority
to make a charging order provided it directly or indirectly facilitates the achievement of their
local transport strategy. In addition, the proceeds from a charging scheme must be spent for the
purpose of facilitating the achievement of policies in the local transport strategy. Prior to making
an order the relevant authority must:
consult the emergency services, freight and motoring organisations set out in secondary
legislation;
publicise the order in the manner set out in the same legislation; and
have it confirmed by Scottish Ministers.
An Order establishing a charging scheme must:

109

https://tfl.gov.uk/corporate/privacy-and-cookies/road-user-charging
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Designate the relevant roads;
Set out the circumstances under which a charge will be imposed;
Define the classes of motor vehicle(s) upon which charges will be imposed; and
State the duration of the charge.
The charges imposed may include different charges (which may be no charge) under different
circumstances such as by day, time of day, road, distances travelled and class of vehicle. It can
also be varied by the method or means of recording, administering, collecting or paying the
charge. For example, discounts could be provided for paying online, in advance or for an
extended period of time (i.e. monthly, annually, etc.). Vehicles which are exempt from any road
user charging scheme in Scotland include emergency service vehicles, those which are affixed
with a Blue Badge disabled parking permit and buses.110
London
In London the first road user charging scheme introduced was the Congestion Charge. It was
introduced into central London in February 2003 and covers the area shown in Figure P:1.
London suffers from the worst traffic congestion in the UK, and among the worst in Europe. The
Congestion Charge is designed to encourage motorists to use other modes of transport and
has helped London become the only major city in the world to see a shift from private car use
to public transport, walking and cycling110.

Figure P:1 London Congestion Charging Zone111

110

http://content.tfl.gov.uk/congestion-charge-factsheet.pdf.pdf

111

http://content.tfl.gov.uk/congestion-charge-zone-map.pdf
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In 2007, the charging zone area almost doubled when the Western Extension was added but,
following public opposition, the Mayor started the legal process to remove the Western
Extension in early 2009 with it being fully removed in December 2010.110
TfL outline that congestion charging continues to make a valuable contribution to London’s
transport network by reducing congestion and enabling better transport services, cleaner air
and safer roads. The primary aim was been to cut traffic levels which has been achieved with
traffic entering the charging zone remaining stable at 27% less than pre-charging conditions in
2002. This equates to nearly 80,000 fewer cars entering the charging zone every day. Cycling
levels in the charging zone are also up by 66% since the introduction of the scheme. Conversely,
introduction of the charge led to 25% increase in buses, 13% increase in taxis and 49% increase
in bicycles entering the charging area.110,123
Alongside the Congestion Charge London has also introduced charging schemes in relation to
their Low Emission Zone (LEZ) and Ultra Low Emission Zone (ULEZ). The LEZ operates to
encourage the most polluting heavy diesel vehicles driving within Greater London to become
cleaner whereas the ULEZ operates within the same area as the Congestion Charge and covers
most vehicles including cars and vans. Vehicles within the ULEZ must meet the emissions
standards or their drivers must pay a daily charge, over and above the Congestion Charge, to
drive within the zone.
More stringent LEZ standards come into effect on 26th October 2020 impacting on heavy
vehicles including HGVs, lorries, vans, buses, coaches, minibuses and other specialist diesel
vehicles. Furthermore, the ULEZ will be extended in October 2021 to cover a wider area. A full
summary of each charge and the conditions associated with it is provided in Table P.1.112
Table P.1: London Congestion, LEZ and ULEZ Charges112

Launch
Emission
Area
Vehicle Types
Date
Standards
Congestion Charge (Diesel and Petrol Vehicles)

Feb
2003

Central
London

Motor tricycles and
quadricycles, cars
and private hire
vehicles, small
vans, larger vans,
lorries and
specialist heavy
vehicles

£11.50

N/A

Low Emission Zone (LEZ) (Diesel Vehicles only)
Vans and specialist
vehicles (1.205
tonnes unladen
weight – 3.5 tonnes
Euro 3
gross vehicle
(PM)
weight) and
minibuses up to 5
Feb
Greater
tonnes
2008
London
Buses, coaches
and minibuses over
5 tonnes
Euro IV
HGVs, lorries,
(PM)
vans, and specialist
heavy vehicles
over 3.5 tonnes
112

Daily
Charge

£10.50 Auto
Pay with
£10 annual
charge
£14 Pay
Next Day

£100 if
vehicle does
not meet
Euro 3
standard
(PM)
£200 if
vehicle does
not meet
Euro IV
standard
(PM)

Hours of
Operation
Monday –
Friday 7am –
6pm except
bank holidays
and all days
between
Christmas and
New Year’s
Day inclusive

24 hours a
day, 365 days
a year

http://lruc.content.tfl.gov.uk/ulez-lez-comparison-table.pdf

387

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

Launch
Emission
Area
Vehicle Types
Date
Standards
Future Low Emission Zone (LEZ) (Diesel Vehicles only)
Vans and specialist
vehicles (1.205
tonnes unladen
weight – 3.5 tonnes
Euro 3
gross vehicle
(PM)
weight) and
minibuses up to 5
tonnes

Daily
Charge

Hours of
Operation

£100 if
vehicle does
not meet
Euro 3
standard
(PM)

£100 if
vehicle
meets Euro
IV or V
October
Greater
standard
2020
London
Buses, coaches
(PM only)
and minibuses over
£300 if
5 tonnes***
Euro VI
vehicle does
HGVs, lorries,
(NOx &
not meet
vans, and specialist
PM)
Euro IV
heavy vehicles
standard
over 3.5 tonnes
(PM only)
No
additional
ULEZ
charge
Ultra Low Emission Zone (ULEZ) (Diesel and Petrol Vehicles)
Motorcycles,
Euro 3
motor tricycles
(NOx)
and quadricycles
Euro 4
Cars and private
£12.50 if
Petrol
hire vehicles.
standard not
(NOx)
Vans and other
met
specialist vehicles
Euro 6
up to 3.5 tonnes
Diesel
and minibuses up
April
Central
(NOx &
to 5 tonnes
2019
London
PM)
Buses, coaches
and minibuses
over 5 tonnes
Euro VI
£100 if
HGVs, lorries,
(NOx &
standard not
vans, and
PM)
met
specialist heavy
vehicles over 3.5
tonnes
Ultra Low Emission Zone Expansion (Diesel and Petrol Vehicles)
Expansion Motorcycles, motor
Euro 3
from
tricycles and
(NOx)
Central
£12.50 if
quadricycles
October
London
standard not
2021
Cars and private
Euro 4
up to but
met
hire vehicles. Vans
Petrol
not
and other specialist
(NOx)
including

24 hours a
day, 365 days
a year

24 hours a
day, 365 days
a year

24 hours a
day, 365 days
a year
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Launch
Date

Area
the North
and South
circular
roads

Vehicle Types
vehicles up to 3.5
tonnes and
minibuses up to 5
tonnes

Emission
Standards
Euro 6
Diesel
(NOx &
PM)

Daily
Charge

Hours of
Operation

Durham
The Durham Road User Charge Zone aims to reduce traffic congestion, pollution and improve
air quality in the Durham peninsula which is home of the historic World Heritage site of Durham
Cathedral and Castle, as well as the Durham Market Place, Durham Chorister School, Durham
University colleges and a variety of shops and businesses. It is also aimed at encouraging 'outof-hours' use of the area, creating safer and more attractive streets for everyone.
The charge was the first one introduced in the UK coming into effect on 1st October 2002. It
was introduced to reduce conflicts between pedestrians and vehicles on the narrow single
carriageway which provides access to the peninsula. It operates from 10.00am to 4.00pm
Monday to Saturday (excluding bank holidays), using an Automatic Number Plate Recognition
(ANPR) system located at the junction of Saddler Street and Claypath. The daily charge is £2.00
and is applicable to all vehicles unless they qualify for an exemption.113,114
Following implementation of the congestion charge the following impacts were identified:
85% reduction in vehicular traffic and 10% increase in pedestrian activity;
48% reduction in the number of delivery vehicles entering Saddler Street between 9.00 am
and 5.15pm whilst 83% of businesses have not altered their servicing arrangements;
10% increase (to 78%) in number of people who consider Durham City Centre to be a safe
place to visit;
21% increase (to 70%) in number of people who believe the Road User Charge is a good
idea;
Reductions in vehicle emissions, noise and visual intrusion enhancing the World Heritage
Site, Cathedral and Castle.115
Aborted Congestion Charging Schemes
Plans to introduce road user charging in Cambridge, Edinburgh and Manchester were all
abandoned in the mid-2000s which, in the case of Edinburgh and Manchester, was following
substantial defeats in a local referendum. Consequently, there has been little interest in pursuing
road user charging in the UK until more recently when poor air quality in many urban areas has
seen an increased interest in local road user charges aimed at creating ‘low emission’ or ‘clean
air’ zones in cities and conurbations.

113

https://www.ciht.org.uk/media/8057/durham_city_centre_road_charging_scheme.pdf

114

https://www.durham.gov.uk/article/3437/Durham-Road-User-Charge-Zone-congestion-charge

115

https://www.eltis.org/sites/default/files/case-studies/documents/saddler_street_congestion_charge-_monitoring_report_3.doc
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Cambridgeshire
In October 2007 Cambridgeshire County Council made a £500 million Transport Innovation
Fund (TIF) bid to provide for a doubling in the number of buses in Cambridgeshire, more
frequent services and, by introducing more bus priority measures, more reliable services. The
authority also planned to create new roads and cycle paths as well as better facilities for
pedestrians.
It was proposed that the improvements in public transport could be augmented by a congestion
charge being introduced in Cambridge. The proposals suggested that it would operate for two
hours in the morning rush hour, Monday to Friday, possibly between 0730 and 0930 whilst the
cost would be between £3 and £5 per day. The Council stated that a charge would only be
considered “as a last resort and after attractive alternatives have been put in place for reducing
congestion”. However, the plans were dropped after the TIF was wound up in 2010.116
Edinburgh
In 1999 the City of Edinburgh Council began the development of a ‘New Transport Initiative’
(NTI) linked to their new Local Transport Strategy. This proposed a congestion charge alongside
improved public transport, including a new tram system. The Council undertook detailed
development of a charging scheme, leading to an application for ‘approval in principle’ which is
the first stage of the consultation and approval process set out in Scottish Government
Guidance. Whilst not mandatory the Council opted to undertake a local referendum recognising
the controversial nature of the scheme.
Approval in principle of the scheme was granted by Ministers in December 2002. The statutory
procedures to promote a charging order were started in September 2003, with formal
consultation in late 2003. This led to the definition of the final proposals, which amounted to a
£2 daily charge to enter the congestion charging zone, that were examined at a public inquiry
in Spring 2004. The referendum results were announced in February 2005 with the scheme
being rejected by 74% of Edinburgh residents on a turnout of almost 62%. The Council
proceeded with its public transport plan, but the congestion charging was abandoned.116
Greater Manchester
In July 2007 the Greater Manchester Integrated Transport Authority submitted an application
for £3 billion of TIF funding for an expanded Metrolink network, longer trains on many local rail
services, more frequent and high-quality bus services, new park and ride and yellow school bus
services as well as a congestion charging scheme.
On 25 July 2008 the Manchester councils announced that there would be a public referendum
on whether the proposed charging scheme should go ahead. It was agreed that the ten councils
in the Greater Manchester area would count their votes separately and that for the proposal to
go ahead would require a majority ‘yes’ vote in at least seven of the ten constituent councils.
On 12 December 2008 the results of the referendum were announced with 79.2% of the circa
one million people who voted (53% turnout) rejecting the charge. There was a significant ‘no’
majority in each of the ten council areas and the proposals were abandoned.116

P.4

Scottish Low Emission Zones
Low Emission Zones will be introduced into Glasgow, Edinburgh, Aberdeen and Dundee by
2020. Each city committed to introducing LEZs is at a different stage of development. These
represent the first steps towards implementing road user charging in Scotland. Phase 1 of
Glasgow’s LEZ focusing on buses came into effect on the 31st December 2018 and will include
all other vehicles by the end of 2022. LEZs will also be introduced into all other Air Quality

116

http://researchbriefings.files.parliament.uk/documents/SN01171/SN01171.pdf
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Management Areas (AQMAs) by 2023 where National Low Emissions Framework (NLEF)
appraisals show this is the correct mitigation.117
Aberdeen City Council were successful in receiving support through Transport Scotland’s LEZ
support fund 2019/20 to continue the process of determining the optimum fit for a LEZ in
Aberdeen. Aberdeen city centre AQMA has been identified as the area of most concern due to
the volume of air quality exceedance compared to other regions AQMAs throughout Aberdeen.
Full public and stakeholder engagement is likely to take place early in 2020.118
The recently enacted Transport (Scotland) Act 2019 enables the creation and civil enforcement
of LEZs by local authorities, and will allow the Scottish Government to set consistent national
standards for a number of key aspects including, but not limited to, emissions, penalties, certain
exemptions and parameters for grace periods for low emission zones.119
It is likely that automatic detection utilising Automatic Number Plate Recognition (ANPR)
cameras linked to a national vehicle licencing database will be used to monitor vehicles entering
a LEZ. Vehicles which do not comply with relevant Euro emission standards will be automatically
detected and subjected to a penalty notice. Scottish Ministers will specify the amount of the
penalty charge in regulations but these have not yet been defined.117

P.5

Toll Roads
There are 23 tolls, or toll roads, in the UK with 18 being river crossings. Figure P:2 produced by
the RAC illustrates 13 of the major tolls and bridges in the UK. There are no tolls remaining in
Scotland with all charges being abolished in 2008.120

117

https://www.lowemissionzones.scot/faqs

118

https://www.lowemissionzones.scot/aberdeen-low-emission-zones

119

https://www.transport.gov.scot/our-approach/transport-scotland-bill/low-emission-zones-and-the-transport-scotland-bill/
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Figure P:2 Toll Roads in the UK120

P.6

HGV Road User Levy
This applies to heavy goods vehicles of 12 tonnes or more and aims to ensure they contribute
to the cost of their wear and tear on the road network. The amount varies according to the
vehicle weight, axle configuration and levy duration.
From 1 February 2019 haulage firms have been able to benefit from a reduced rate if they use
less polluting lorries. The newest lorries generate 80% less nitrogen oxide (NOx) emissions than
older ones, so lorries meeting the latest Euro VI emissions standards are now eligible for a 10%
reduction in the cost of the HGV levy whilst Euro Class V and older vehicles are required to pay
up to 20% more.121

Operational Road User Charging Schemes Outside the UK
There are also a number of road user charging schemes operating outside the UK with the most
notable including Singapore, Stockholm, Milan and Gothenburg.
Singapore
The world’s first implemented congestion charging scheme was introduced in the Central
Business District of Singapore in 1975 and took the form of an Area License Scheme. The
scheme was a paper-based policy and the charge was fixed for the period of the license. In
1998, Singapore upgraded to an electronic scheme.
The objective of introducing the scheme was to ease congestion, which at the time was
significant in the Central Business District. As the charges change periodically, taking into
account the current travel times, it has remained effective since implementation with a decrease
of 44% in traffic flows in the charging area. Furthermore, when the electronic scheme was
introduced the level of traffic decreased by an additional 10% to 15%. This was attributed to
fewer repeated trips as every entry to the charging zone had a cost whereas previously a fixed
cost had been used through the Area License Scheme.123
Stockholm
The congestion charge was introduced through a trial during the first six months of 2006, which
was then followed by a referendum in September. The trial period was also accompanied by
improved bus services, extra rail capacity and park-and-ride. Through the referendum 53%
voted in favour and it was permanently introduced in January 2007.
The charge area covers the inner city of Stockholm, around 36 sq. km, and not just the Central
Business District. In 2016, the scheme was extended to also include the western ring road of
Stockholm (Essingeleden), which meant that the scheme had a central city and ring road
component. This is illustrated in Figure P:3.
The aim of the charge is to reduce traffic on the most overloaded roads, increase the average
speed and reduce emissions of health-endangering pollutants and carbon dioxide. It is varied
according to time in prefixed periods of the day. The income is being partly used to fund a new
bypass road, ‘Förbifart Stockholm’.122
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https://www.rac.co.uk/drive/advice/legal/a-guide-to-uk-toll-roads-bridges/
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https://www.gov.uk/government/collections/hgv-road-user-levy
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https://www.roadtraffic-technology.com/projects/stockholm-congestion/
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An initial decrease in traffic flows of 20% was achieved upon implementing the charge which
has persisted ever since.123

Figure P:3 Stockholm Congestion Charging Zone

Milan
Between 2002 and 2011, Milan exceeded the European standards for PM10 emissions. In
response to this a scheme to control the access of vehicles to the city centre was introduced in
2008. It was similar to Singapore’s Area License Scheme in that there was a daily charge to
enter the city centre. The scheme was called ECOPASS and used Automatic Number Plate
Recognition cameras for enforcement. Its aim was to reduce the number of high-polluting
vehicles in the city centre but was only partially successful as too many vehicles had exemptions
from the charge leading to congestion remaining. The scheme was subsequently renamed to
Area C in 2012 and amended to focus upon reducing congestion. Ultimately this lead to a 34%
decrease of general traffic flows and a 49% decrease in the worst polluting vehicles entering
the charging zone.123
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Gothenburg
The Gothenburg congestion charge was introduced in January 2013 with an aim to reduce
congestion, finance infrastructure investments in the region, and reduce environmental impacts
of road transport. It has significantly different geography from Stockholm which makes the
pricing scheme design it uses non-transferrable. However, the pricing structure, design, and
technology show similarities between the cities. It was introduced in conjunction with the
improvement of several bus service lines. The impact of the charge has been a 10% decrease
in traffic volumes across the cordon and a 2.5% reduction in vehicle-km in the Gothenburg
region.
In September 2014 a non-binding referendum on the charge was held as an addition to the
national election and 57% objected to the charge. However, it was decided to keep the scheme
despite the referendum result.123

Acceptance of Road User Charging
Most road user charging schemes and, in particular, congestion charging schemes face a
sizeable amount of public opposition although this typically varies over time. This has led to the
identification of a pattern of how acceptance develops through the implementation process.
Early in the process when the general concept is being discussed there is typically little formal
public opposition. However, as it progresses towards implementation and details are made
available the level of public acceptance begins to decrease. After implementation acceptance
will typically increase again which can most likely be attributed to:
Greater travel times improvements than were expected;
The negative consequences (e.g. charges paid, switching mode, etc.) being less painful
than anticipated; and
It being accepted as the status quo and no longer perceived as a “change”.123
This pattern of changing public acceptance over time is shown in Figure P:4.

123

https://www.wsp.com/-/media/Insights/Canada/Documents/doc-Congestion-Charging-Report.pdf?la=enGL&hash=ADE02366CDA806EB17ACB7A018E8A6AED624A5A2
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Figure P:4 Public Acceptance of Congestion Charging Over Time123

P.7

Road User Charging Key Findings
The lessons learned from existing Road User Charging schemes are:
There is a clear distinction between road user charging schemes aimed at reducing
congestion and those aimed at improving air quality.
Congestion charging proposals are generally poorly received by the public even when
accompanied with plans to invest in improved public transport and active travel.
Public support is likely to be at the lowest level when the charge comes into effect and
typically increases following implementation. However, this is dependent upon
reinvestment of the charging revenue into wider public transport and active travel
improvements.
Where the circumstances clearly create a publicly perceived problem, such as the conflict
between pedestrians and vehicles along with the constrained road network in Durham,
there will be much greater openness to charging.
Charging can be a very effective mechanism to reduce traffic flows in an area, usually city
centres, with the greatest impacts being achieved when partnered with significant public
transport and active travel investment.
However, too many vehicle exemptions will inhibit the ability of the charge to be effective.
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By far the biggest potential factor which is likely to see more urban charging zones is air
quality. In Scotland, this is reflected in the implementation of LEZs in the cities of Glasgow,
Edinburgh, Dundee and Aberdeen.

P.8

Non-Workplace Parking Charges
Non-workplace parking refers to a range of public and private parking facilities including:
On-street Parking on Public Streets: controlled by the local authority either through
waiting restrictions, charges or a combination of both;
Public Off-street Car Parks: publicly accessible car parks that are owned and operated by
the local authority or operated by a third party on behalf of the local authority. These can
either be free or charged;
Private Off-street Car Parks: publicly accessible car parks that are owned and operated
by a private company. As they are privately owned businesses they are usually charged;
and
Park and Ride Car Parks: typically publicly owned car parks that enable car drivers to
interchange onto public transport or active travel for part of their journey.
The public sector has control over all of these parking facilities with the exception of privatelyowned off-street car parks. In the case of on-street parking there are also formal mechanisms
available that allow greater public sector management and control within an area including:
Controlled Parking Zones: these require that all roads are covered either with waiting
restrictions or parking places. Generally, waiting restrictions cover roads and junctions
where parking is dangerous, or the carriageway must remain unobstructed. Parking places
are normally time limited and can be free or charged. Signs are provided at the entry and
exit of CPZs to inform drivers of its extent and hours of operation.
Decriminalised Parking Enforcement (DPE): enables a local authority to administer its
own parking penalties, including the issuing of Penalty Charge Notices (PCNs) to vehicles.
In areas with DPE, stationary traffic offences cease to be criminal offences enforced by the
police and instead become civil penalties enforced by the local authority. Aberdeen City
Council has implemented DPE in their area whilst Aberdeenshire Council agreed to revisit
the case for DPE in June 2019.
Parking Charges: Local authorities' statutory powers to impose car parking charges derive
from the Road Traffic Regulation Act 1984 (RTRA 1984). Under section 45 RTRA 1984,
local authorities have the power to designate parking places, charge for use of them and
issue parking permits for a charge.124
As virtually every car trip ends up in a parking space the management of parking can be used
as part of a range of measures to discourage use of private cars and to increase the use of
public transport and active travel. Compared to other transport policies aimed at managing car
use, parking presents two clear advantages:
Parking management does not usually require large investments, such as new roads or
increased public transport provision, so it can be implemented in a relatively short
timeframe; and

124

http://www.bevanbrittan.com/insights/articles/2014/revenuegeneratedbylocalauthoritiesfromcarparkingcharges/#:~:targetText=L
ocal%20authorities'%20statutory%20powers%20to,parking%20permits%20for%20a%20charge.
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It is already in place in some form in almost all larger towns and cities. This makes the public
acceptability of parking management much greater than alternative ways of managing car
use like road user charging.125
Munich
At the start of the 1990s Munich started to focus on parking management as a way to reduce
car use in the city centre. Congestion and long-stay parking were recognised at the time as
being key issues that were affecting quality of life.
Two residential neighbourhoods were identified as areas where cruising for parking (driving
round and looking for a vacant space) was a significant problem. After carefully studying the
balance between residential and visitor parking an active parking management scheme was
introduced. The results from a year later are shown in Figure P:5. This highlights how parking
management can help to reduce undesirable parking activities and overall car use as well as
encouraging increased active travel.125

Figure P:5 Results of Active Parking Management in Munich125

Vienna
In Vienna’s districts 6 to 9 a before and after evaluation was undertaken to understand the
impact of parking management. This found a decrease in parking search traffic from 10 million
passenger car km per year to 3.3 million km. Parking search traffic accounted for 25% of total
traffic volumes before implementation of parking management whilst this dropped to 10% after
implementation. It was also found that the average time taken to find a parking place reduced
from ~9 minutes to ~3 minutes. Similar to road user charging the evidence from Vienna shown
in Figure P:6 suggests that public acceptance of parking management improves following
implementation.125

125

https://www.europeanparking.eu/media/1279/12122014_push_pull_a4_en.pdf
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Figure P:6 Acceptance of Parking Management in Vienna125

Barcelona
The City of Barcelona used management of on-street parking as part of their urban regeneration
framework to strengthen commercial, economic and leisure activities through integrated public
spaces. On-street parking was reduced to 24% and car reduced public space was increased.
They found that there was no negative impacts on tourist activities and that they actually
increased in the period 2003 – 2007.125
Gent
From the mid-1990s onwards the City of Gent has been removing parking from streets and
public spaces in the historic city centre leading to the creation of a 35ha pedestrian zone.
Between 1999 and 2008 the city’s previous population decline was reversed, investment per
person was 20% above regional average and growth in new firms was 25% above regional
average. This economic success cannot be attributed solely to the quality of life improvements
flowing from conversion of on-street parking to public space but they were part of the suite of
measures used to deliver economic benefits.125
Amsterdam
Amsterdam has been reducing the number of parking places in the city centre since the 1990s
and it also has some of the highest on-street parking fees in Europe. The gross revenue from
paid parking was ~€160 million in 2012 with 38% of this revenue spent on management and
maintenance of the parking system, 39% on the general city budget whilst 23% was spent to
fund sustainable mobility measures (31% for cycling, 18% for public transport, 13% for safety
improvements etc.) as part of the Amsterdam Mobility Fund.
Nonetheless, Amsterdam has still been identified as one of the best places to do business
according to the CEOs of the largest European companies. Furthermore, a survey by the Dutch
Ministry of Economic Affairs found that there was no evidence of any company relocating due
to lack of parking.125
Others
Other cities like Oslo and Seville have introduced measures to make parking more difficult in
target areas by turning parking spaces into cycle lanes and pedestrian areas or increasing
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parking fees. Cities including San Francisco and Mexico City are using demand-based parking
fees. With this system, parking charges go up or down based on demand, which encourages
faster turnover in overly crowded (more expensive) areas and increased use of underutilised
parking where the fee is cheaper. This leads to less searching traffic and a reduction in
emissions.126,127

Non-Workplace Parking Charging Key Findings
The lessons learned from existing Non-Workplace Parking Charging schemes are:
There is evidence that parking charges and management can be effective in encouraging
modal shift and making urban areas more attractive locations to spend time in;
The evidence does not suggest that negative economic impacts are created by parking
charges and management measures although this will be dependent upon a range of factors
and not parking alone;
Parking charges and management can be effective in reducing searching traffic;
They are most effective when part of a suite of interventions that includes improvements to
public and active travel modes as well as enhancements to the public realm;
Easier to implement and more widely accepted than less commonly used pricing
mechanisms like road user charging and workplace parking levies; and
Typically doesn’t require large investments so changes can be made relatively quickly and
more affordably than mechanisms like road user charging and workplace parking levies.

P.9

Conclusions
Overall, this review of pricing mechanisms has identified a number of key findings. These
include:
For pricing mechanisms to be most effective in encouraging use of alternatives to the car
they need to be part of a suite of interventions. In particular, the revenues need to be
reinvested back into active travel, public transport and public realm improvements to
reduce the extent to which motorists feeling like they are being unjustly penalised;
It is typical for there to be a low level of public acceptability for pricing mechanisms and
this is usually at its lowest point at the time of implementation. However, public
acceptability typically improves over time once the scheme has implemented;
There is a clear distinction between road user charging schemes aimed at reducing
congestion and those aimed at improving air quality. Emissions and climate change
issues are likely to be a key driver of more widespread use of charging measures as
highlighted by the introduction of Low Emission Zones in Glasgow, Edinburgh, Dundee and
Aberdeen. Furthermore, the success of both a congestion based or emissions related road
user charging scheme can be inhibited if too many vehicle exemptions are allowed;
There are few operational examples of congestion charging and workplace parking
levies both within the UK and elsewhere around the world. This can likely be attributed to

126

https://www.c40knowledgehub.org/s/article/How-to-drive-a-modal-shift-from-private-vehicle-use-to-public-transport-walkingand-cycling?language=en_US
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https://nextcity.org/daily/entry/san-francisco-demand-based-pricing
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the high degree of public opposition they typically create and a reluctance from the public
sector to impose such unpopular schemes upon the public;
Nonetheless, where congestion charging and workplace parking levies have been
implemented there is little evidence to suggest that this has led to negative economic
impacts. Indeed, in many instances it appears to have been beneficial although this is
obviously dependent upon a range of factors;
Parking charging and management, whilst still often regarded as undesirable by the public,
is generally more accepted than congestion charging and workplace parking levies as
most urban areas already have some form of parking management in place. This makes it
quicker and easier to implement whilst it also usually doesn’t require significant capital
investment either; and
All pricing mechanisms have the potential to disproportionately disadvantage those who
are least able to pay with an associated impact on vulnerable individual’s access to
employment and essential services. However, these impacts can be at least partially offset
by reinvesting revenue back into alternative modes to provide people with more travel
choices.
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Appendix Q

Implementing 20mph Zones

Q.1 Introduction
This Appendix discusses the benefits of introducing 20pmg zones in communities.
The Royal Society for the Prevention of Accidents reported in 2017 that the majority of
pedestrian casualties occur in built up areas. 85% of child pedestrians and 72% of adult
pedestrians killed in 2016 in Great Britain died on built-up roads. Pedal cyclists are also
vulnerable in built up areas, with over a half of cyclist deaths occurring on these roads.
Speed significantly increases the chance of being injured in a collision. Research has shown an
increased risk of death for pedestrians struck by cars at higher impact speeds. A 2011 study
looking at pedestrian injury and car speed found that at 20mph there was a 1.5% chance of
being fatally injured, compared to an 8% chance at 30mph.128

Q.2 History of 20pmh Speed Limits in the UK
In December 1990 the Department of Transport issued Circular Roads 4/90 which set out
guidelines for the introduction of 20mph speed limits. At this point in time local authorities had
to apply for consent from the Secretary of State to introduce a 20mph zone.
The initiative was based on experience internationally, which had demonstrated that lower
speed limits could have safety benefits when combined with traffic calming measures to ensure
that vehicles maintained low speeds through the zone.
The first 20mph limit was in Tinsley, Sheffield, on the junction between Raby Street and
Sheffield Road. Kingston upon Thames and Norwich introduced 20pmh zones shortly after with,
in total, 450 20mph speed limits were introduced between 1991 and 1999. In 1999, the law was
changed and subsequently it gave highways authorities more flexibility, so they no longer had
to apply for permission to introduce a zone.
In January 2015, the Scottish Government published their Good Practice Guide in relation to
the setting of 20mph speed restrictions. It was revised in 2016. The document aims to provide
greater clarity on the options available to local authorities in setting 20mph speed restrictions
throughout Scotland. Whilst encouraging consistency across the country, local authorities have
options to introduce them near schools, in residential areas and in other areas of towns and
cities where there is a significant volume of pedestrian or cyclist activity. It also aims to
encourage local authorities to set 20mph speed restrictions, where appropriate.
Local authorities have a number of options when considering a 20mph speed restriction,
including:
20 mph speed limit zones
20 mph limits
Variables and part time 20 mph limits
However, the information in the Good Practice Guide is intended as guidance only. It is not
meant to modify or override any of the provisions contained in the relevant road traffic
legislation. The guidance was not to be used in isolation but read in conjunction with more
128
Rosén, E. et al. (2011) ‘Literature review of pedestrian fatality risk as a function of car impact speed’, Accident
Analysis and Prevention, 43: 25-33.
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comprehensive advice on these matters set out in the relevant legislation and guidance. This
includes the Traffic Signs Regulations and General Directions 2016, DfT Circular 01.16 on the
2016 TSRGD, the Traffic Signs Manual and related Traffic Advisory Leaflets.

Q.3 Characteristics
There is a significant difference between the characteristics of a 20mph speed limit and a 20mph
zones. This is explained further in Table Q.1.
Table Q.1: Speed limit vs Zones

Type

Explanation

Where is it appropriate?

20mph
limits

Areas where the speed limit has been
reduced to 20mph but there are no
physical measures to reduce vehicle
speeds within the area.

Most appropriate for roads where
average speeds are already low, and the
guidance suggest below 24mph.

20mph
zones

Drivers are alerted of the limit by
repeater signs.

The layout and use of the road must also
give the clear impression that a 20mph
speed or below is the most appropriate.

Use traffic calming measures to
reduce the adverse impact of motor
vehicles on built-up areas. Principle is
that the traffic calming slows vehicles
down to speeds below the limit and in
this way the zone becomes “selfenforcing”.

Traffic
calming
programmes
can
incorporate a wide range of measures
designated to work in partnership to
reduce speeds and improve the overall
environment, and in effect this means
there can be significant differences
between schemes.

Speed
humps,
chicanes,
road
narrowing,
planting
and
other
measures can be introduced to both
physically and visually reinforce the
nature of the road.

The main techniques used for traffic calming programmes are vertical deflections, horizontal
deflections, road narrowing and central islands.
Vertical deflections in the carriageway are the most effective and reliable of the speed measures
currently available. There are several different techniques to achieve this including; road humps,
plateaus (speed tables), cushions and uneven road surfaces (rumble strips).
Horizontal deflections are less effective in achieving reductions in speed. Essentially, all
horizontal shifts may be classified as chicanes. The impact of chicanes is reduced if the design
has to allow for the passage of HGVs as the wider carriageway increases the speed that it can
be negotiated at.
Road narrowing can also be used to support vertical deflections. It is not a speed-reducing
device in itself, but it can be a reminder or encouragement to drive slowly or calmly. The
effectiveness of this measure in controlling speed can be increased if the carriageway width is
reduced to a single lane. The extra space created by road narrowing can be used to provide
some combination of widened footways, dedicated cycle lanes and formalised parking bays, or
to provide more space for public transport, for example, bus lanes.
Central islands only have a limited effect on reducing speeds unless combined with another
measure such as a chicane. They do, however, provide useful pedestrian refuges.

402

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

Q.4 20mph Zones
The Department for Transport commissioned research in 2009 to estimate some of the
characteristics of 20mph zones in England129. If found that zones typically covered between
1km and 25km of road. The study found that there was a correlation between 20mph and
schools, with over half of the zones being next to a school. There was no correlation between
zones and hospitals, which the report also noted are a significant destination in urban areas.
The report also examined the relationship between 20mph zones and the Indices of Multiple
Deprivation data, it showed that:
33% of local authorities had implemented the majority of 20mph zones in the most deprived
areas;
33% of local authorities had implemented the majority of 20mph zones in the least deprived
areas; and
33% of local authorities had implemented 20mph zones in a relatively even mix between
areas of least and most deprivation.
Another study used high-resolution map data to study the distribution to traffic calming and to
determine how the distribution of traffic calming varied by deprivation across small areas in 5
locations nationally130. It found that traffic calming measures were most likely to be found in the
most deprived areas. 20mph zones can be effective safety measures across all areas of all
socioeconomic groups131.
This is important as there is a link between socio-economic status and risk of being injured in
road traffic accidents. Research has found that children form the lowest socioeconomic group
in England and Wales are five times more likely to be injured in accidents than those from the
highest.
The first widespread evaluation of 20mph zones in the UK was carried out by TRL in 1996132. It
found that injury accidents were reduced by 60%, and child injury accidents were reduced by
67%. The evaluation did not find evidence that accidents increased on surrounding roads due
to drivers changing their route. There was a decrease in traffic by 27% in the zones during the
evaluation, but the authors attributed a large part of this to bypasses which were also built in
conjunction with some of the schemes to take through traffic away from the area.
From 1994, there was a widespread introduction of 20mph zones in Hull, and by 2003, there
were 120 zones covering 500 streets. The casualty statistics between 1994 and 2001 showed
a drop of 14% in Hull, compared to a rise of 1.5% in the rest of Yorkshire and Humberside. In
the 20mph zones in Hull, there was a decrease in total accidents of 56% and in fatal and serious
injuries of 90% The biggest reductions were pedestrian casualties, which fell by 54%, child
casualties, which dropped by 54% and child pedestrian casualties which fell by 74%133.

129
DfT (2009) ‘Review of 20mph Zone and Limit Implementation in England: Road Safety Research Report
Findings’ http://www.dft.gov.uk/pgr/roadsafety/research/rsrr/theme4/20mphzoneresearch.pdf
130
Rodgers, S. E. et al. (2010) ‘Using geographical information systems to assess the equitable distribution of
traffic-calming measures: translational research’, Injury Prevention, 16: 7-11
131
Steinbach, R. et al. (2011) ‘The impact of 20 mph traffic speed zones on inequalities in road casualties in
London’, London J Epidemiol Community Health, 65(10): 921-926.
132
Webster, D. C. and Mackie, A. M. (1996) Review of traffic calming schemes in 20 mph zones, UK: TRL
133
Brightwell, S. (2003) Hull Reaps Road Safety Rewards From Slowing the City's Traffic, London: Local
Transport Today
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A 2007 review of half of the 20mph zones which had been implemented in London (78 zones)
found that they reduced injury accidents by about 42% and fatal or serious accidents by 53%134.
A major review of road casualties in London between 1986 and 2006 was published in the BMJ
in 2009135. It showed that the 20mph zones reduced the number of casualties by 41.9% and
were slightly more effective in preventing fatal or serious injuries to children, which were reduced
by 50.2%. There was a smaller reduction in casualties among cyclists than any of the other
major groups of road users, with a reduction of 16.9%.
The analysis shows that the reduction in road injuries in 20mph zones occurred at a greater rate
than the overall trend in London and that there was no displacement in accident risk to roads
close to the 20mph zones.

Q.5 Traffic Calming
Many 20pmh zones use traffic calming measures with two reviews being carried out to value
their impact. However, the areas reviewed employed a wide range of traffic calming measures
and may not necessarily have used lower speed limits as part of the measure.
A Cochrane review found that area-wide traffic calming in towns and cities may be a promising
intervention for reducing injuries and deaths136. An Analysis found that traffic calming schemes
reduced the number of injury accidents by about 15% on average, with schemes in residential
areas showing a greater reduction137.

Q.6 20mph Limits
The earliest example where 20mph limits were introduced without traffic calming measures was
Graz, Austria. In 1992 they introduced a 20mph speed limit on all residential streets, accounting
for 800km of roads, about 80% of the network. When it was introduced it was part of a
comprehensive traffic plan in the city. It aimed to promote walking, cycling and public transport
through improving infrastructure and education activities and limit the volume and speed of
traffic through introducing restrictions in the city centre and prioritising public transport. The limit
itself was marked by signage, with police enforcement being a key component. An education
campaign was also carried out.
There was only a small reduction in average speeds before and after the limit was introduced,
however, there was a reduction in extreme speeds. Drivers exceeding 31mph dropped from
7.3% to 3%. A year after the limit was introduced there was a 12% reduction in accidents which
resulted in a minor injury and 24% fewer accidents which resulted in a serious injury. There was
also a reduction in pedestrian accidents.
There has been an expansion of 20mph limits in the UK recently. The reasons for this rapid
expansion are not solely for road safety, and many are being introduced to contribute towards
healthier environments.
In 2018 a research study was carried out to examine the process and impact evaluation of
20pmh limits, based on 12 case study schemes in England138. 11 of the schemes were
134
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implemented between March 2012 and June 2015. The 12th was implemented before 2010.
Table Q.2 categorises and lists the case studies that that this research was based upon.
Table Q.2 Location of Case Study Schemes

Category

Case Study Schemes

Predominantly residential schemes – small
scale standalone, covering an individual
neighbourhood (two schemes):

Walsall (Rushall), Winchester (Stanmore)

Predominantly residential schemes – large
scale area-wide schemes, covering a
substantial portion of the town or city in
question (eight schemes):

Liverpool (Area 7), Liverpool (Area 2),
Middlesbrough, Calderdale (Phase 1),
Nottingham (Bestwood), Brighton (Phase
2), Portsmouth

City or town centre and adjacent residential
areas (two schemes):

Brighton (Phase 1), Winchester (City
Centre)

Figure Q.7 illustrates some of the main drivers for implementing these schemes.

Figure Q.7: Drivers for 20mph scheme implementation

The study examined the level of support for 20mph limits amongst different user groups through
questionnaire surveys. It showed high levels of post implementation support amongst cyclists
(81%), residents (75%), and non-resident drivers (66%); but less support amongst residents in
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neighbouring 30mph areas. However, net-support amongst residents increased significantly
after the implementation of the schemes from +58% to +63%).
The most common area of concern across all user groups was around compliance, with most
focus group and survey participants of the opinion that stronger enforcement measures are
needed if the limits were to be effective.
How has the profile of speeds changed?
Evidence from the journey speed analysis on all residential streets shows that following
implementation, 47% of drivers in residential areas and 65% of drivers in the city centre areas
complied with the new 20mph limit, travelling at speeds of less than 20mph. Whilst a substantial
proportion are exceeding the limit, the majority are travelling at less than 24mph: 70% in
residential areas and 85% in the city centre.
Additionally, the speed analysis showed that the medium speed had fallen by 0.7mph in
residential areas and 0.9mph in city centre areas. The overall change in speeds is greater where
speeds were faster before. The medium speed fell by -1.3mph on residential roads with a before
speed of more than 24mph; and by -1.1mph on “important”139 local roads which typically had
higher before speeds. On “minor” local roads the medium speed was already below 20mph and
dropped by just 0.1mph. The results suggest that road characteristics have a much larger impact
on the speeds that drivers choose to adopt than whether the road has a 30mph or 20mph limit.
The reductions in average speed in the case study areas are similar to those observed in other
research studies, which have reported reductions in average speed of 0.5-2mph (with varying
accountability for background trends).
How have speeds on neighbouring roads changed?
Journey speed analysis shows a small decline in speeds on surrounding 30mph and 40mph
roads across the case study areas; suggesting that in general, drivers are not trying to make up
for lost time when leaving a 20mph limit area.
What do residents and drivers say?
Most resident drivers (72%) and non-resident drivers (69%) agreed that the 20mph limit makes
it more acceptable to drive at a lower speed. A net proportion (% agree - % disagree) of nonresident drivers (+44%) and resident drivers (+7%) agreed that 20mph limits increase driver
awareness of potential risks and hazards.
It was noted that lack of enforcement and local concern about the consequences of speeding
were identified as the primary reason for non-compliance in driver interview and the various
focus groups.
What are the perceptions about walking and cycling in 20mph limits?
Overall, 20mph limits are perceived to be beneficial for cyclists and pedestrians:
69% of residents agreed that the 20mph limits are beneficial for cyclists and pedestrians;
74% and 77% of non-resident drivers agreed that the 20mph limits are beneficial for cyclists
and pedestrians respectively; and

139
Case study roads have been classified as ‘minor local roads’, ‘important local roads’, and ‘major strategic
roads’ using TomTom’s Functional Road Classes, which provides a proxy for the size, nature and purpose of
each road.

406

Preliminary Options Appraisal
Aberdeen City Region Deal – Strategic Transport Appraisal

69% and 89% of existing cyclists (nationwide) agreed that 20mph limits are beneficial for
cyclists and pedestrians respectively.
How have collision and casualty rates changed?
The comparator analysis indicates that there is insufficient evidence to conclude that there has
been a significant change in collisions and casualties following the introduction of 20mph limits
in residential areas, in the short term. Although the absolute number of collisions and casualties
(per km, per year) has reduced in the residential areas, there has also been a reduction in the
corresponding 30mph comparator areas.
There is some evidence to suggest a positive 20mph impact in one location (Brighton Phase 1),
where a blanket 20mph limit was introduced covering both major and minor roads, and where
there is sufficient data to indicate a statistically significant change in collisions and casualties
relative to the 30mph comparator area. It should be stressed that this represents just one case
study, and the extent to which the findings are transferable to other locations is unclear.
How have route choice and journey times changed?
Despite some evidence of driver frustration, only 8% of (non-resident) drivers said that they
avoided driving in the area, and only 4% of residents felt that there are fewer vehicles using
their road. Journey times are estimated to have increased by 3% in residential areas and 5% in
city centre areas, based on the observed change in median speed (from journey speed data).
This adds less than half a minute to a two-mile trip and less than a minute to a five mile trip.
How has mode use changed?
There has been a small (but significant) increase in the proportion of survey respondents stating
that they have increased their use of active travel modes. 5% of residents surveyed said that
they are walking more, and 2% said that they are cycling more, since the introduction of the
20mph limits.
A significant minority of residents said that keeping traffic below 20mph makes it more likely
they will walk (16%) or cycle (9%) to local places rather than use the car. Actual mode shift
activity is likely to be much less prevalent but cannot be determined from this data. Changes
may occur over time, as a result of the cumulative effect of other sustainable travel interventions
or changes in individual circumstances.
What impact do 20mph limits have on the community, local economy, environment and
health?
The majority of residents (70%) agreed that the 20mph speed limit is beneficial for residents.
However, child safety still appears to be a concern, and other potential benefits relating to social
interaction (residents out and about on the street) and community pride do not appear to be
recognised by the majority of residents.
Very few residents (3%) believed that the new speed limit means that people are avoiding the
area and are less likely to use local shops and amenities.
How do outcomes compare with 20mph zones and older limits?
Some case study roads where the speed limit changed from 30mph to 20mph already had traffic
calming in place, in the form of speed humps / tables or chicanes. These have essentially
become new 20mph zones. In addition, almost all of case studies had the same pre-existing
20mph limits (signed only and with calming) in place prior to the implementation of the main
area-wide scheme; often located outside schools. These roads did not experience a change in
limit over the course of the research, but driver behaviour may have been influenced by the
introduction of a new 20mph limit over the wider area.
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Post implementation of 20mph limits, there is a higher level of compliance on already traffic
calmed roads (62%), older 20mph limits (with calming) (66%), older 20mph limits (signed only)
(68%); than on new 20mph (signed only) roads (47%).

Q.7 Edinburgh 20mph Zones
A report published in October 2019 summarised the early findings from the roll out of 20mph
speed limits in Edinburgh. The key findings are listed below:
There has been a statistically significant reduction in average speeds of 1.34mph across
the 66 speed survey locations where the limit was reduced;
The highest reduction in average speed (-2.14mph) was for sites in rural west Edinburgh;
Findings reveal no evidence of displacement of traffic from 20mph streets to 30mph streets
after implementation of the 20mph limit;
Support for 20mph is increasing but concerns remain regarding compliance; and
Casualties have fallen substantially since implementation, but it is not yet possible to ascribe
reduction to the 20mph limit as opposed to an overall falling trend.
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