

















Links to other strategies

A.227 These interventions have been highlighted in the relevant Regional Transport Strategies.
The A96 bypass interventions would build on Intervention 4 (Targeted Programme of
Measures to Reduce Accident Severity in North and West Scotland) and add to the A96

enhancements proposed at the western end in Intervention 18 (Upgrade A96 to Dual
Carriageway between Inverness and Nairn).
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Current status of project

A.228 Many of the improvements have been known to the public for a number of years and there
would appear to be wider support for them, however the environmental impacts and detailed
design of proposals could prompt negative public opinion.

Possible costs

A.229 The total cost of this intervention is estimated to be in the range £100m - £250m.

Deliverability

A.230 The deliverability of this intervention is considered technically and operationally feasible.
This intervention would use no new untried techniques although there would be some major
infrastructure works needed in order to cross major roads and railway lines as well as rivers
and burns, which all of the proposed bypasses would need to do. There are also a number
of SSSils, ancient woodlands and ancient monuments which have to be taken into account
when designing and constructing the bypasses.

A.231 The environmental impacts this intervention has on cultural heritage and landscape have
been identified at the strategic level as part of the Strategic Environmental Assessment
(SEA) and Appropriate Assessment, however reductions in congestion are expected to
contribute towards a decrease in emissions. Appropriate mitigation and avoidance
measures have been identified and will be further refined should this intervention be taken
forward.

A.232 Construction work may affect the environment of surrounding areas and may cause delays
to traffic, however there would be no issues following the completion of the works. The
responsibility for operational issues on the proposed measures in this intervention would
remain with Transport Scotland and its maintenance contractors. Responsibility for the
existing routes through the towns could pass to the local authority.
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23 — RAIL SERVICE ENHANCEMENTS BETWEEN ABERDEEN AND
THE CENTRAL BELT

Intervention description

A.233 This intervention supports the objectives to improve public transport competitiveness
between Aberdeen and the Central Belt and provide enhanced opportunities to move freight
by rail. It would involve:

. Recasting of the passenger timetable on the Aberdeen — Dundee — Edinburgh /
Glasgow corridors to provide express and stopping services;

. Providing one express train per hour to Glasgow (two hour fifteen minute journey
time);

o Providing one express train per hour to Edinburgh (two hour journey time); and

° No stops at intermediate settlements for express services (except Dundee).

A.234 Phase 1 would include 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. Phase 2 would involve the
removal of the single track at Usan, including a new bridge over Montrose Basin.

A.235 The passenger enhancements could be optimised to also benefit freight operations. It is
envisaged that this would include:

. Provision of bi-directional signalling along the route to reduce the impact of
engineering works on the route (permitting the route to remain open for freight
throughout the day and week);

. Increased length of freight loops (allowing longer freight trains); and
. Removal of speed limits that are below 75 mph for freight trains.

A.236 Included within this intervention is the capability to operate low floor wagons that are
currently becoming available for use on the network. These would allow standard containers
to be carried on existing infrastructure with minimal physical works, such as targeted gauge
enhancements at appropriate structures.

Contribution towards the Scottish Government’s Purpose

A.237 This intervention would help to reduce journey times between Aberdeen and the Central Belt
by around 20 minutes, the majority of which would be delivered under Phase 1. This
intervention would assist in allowing travellers to achieve an effective working day when
travelling between Scotland's four largest cities. These improvements would lead to an
increase in demand for rail travel, and a modal shift from private car use. The freight
improvements would make it considerably more attractive for freight hauliers to move
containers and other goods by rail, by reducing journey times.
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A.238 The improvements required to facilitate the improved passenger services are relatively
modest compared with the works required for freight. This gives the passenger service
improvements a good performance in terms of value for money, with the freight
improvements being more marginal. However, the potential benefit from this in terms of
reduced emissions control would make the overall improvement worthwhile.

Fail Enhancements
batween Aberdeen and

the Central Belt
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Links to other strategies

A.239 Infrastructure links to improve journey times between the Central Belt and Aberdeen have
been identified as one of the outputs in the Scottish Ministers’ High Level Output
Specification.

Current status of project

A.240 As a ‘Tier 3’ intervention in the Scottish Ministers’ High Level Output Specification, Network
Rail have been asked to produce a credible and affordable delivery plan to progress
development of this intervention, for potential implementation during Control Period 4 (2009-
2014). In general terms, the intervention would improve service provision and modal shift
and would therefore be met with public approval. The movement of freight from road to rail
would be generally welcomed.

Possible costs

A.241 Costs for the passenger service enhancement are estimated to be in the range £100m -
£250m for the Phase 1 passenger improvements, and a further cost of £100m - £250m for
Phase 2. The additional freight improvements are estimated to cost £50m - £100m.

Deliverability

A.242 The deliverability of the intervention is considered technically and operationally feasible. The
crossing over the Montrose Basin at Usan would potentially impact negatively on the local
environment, and will need to be planned with care. However, this component if constructed
would provide operational efficiencies and remove the only single track section of the East
Coast Main Line. The physical works do not use any untried construction, although localised
issues requiring increased technical capabilities to overcome might arise as the design
process progresses. There are a large number of structures along the route for
improvement, including under and over-bridges, 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 passed.

A.243 During implementation of the proposed improvements the line might be closed for a period of
time which would affect current users. Enhanced service frequencies would require
additional rolling stock, train crew and timetable amendments. The sourcing of more
powerful rolling stock would further enhance the benefits of this intervention.

A.244 The environmental impacts this intervention has on biodiversity and water quality have been
identified at the strategic level as part of the Strategic Environmental Assessment (SEA) and
Appropriate Assessment. Appropriate mitigation and avoidance measures have been
identified and will be further refined should this intervention be taken forward.
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24 - WEST OF SCOTLAND STRATEGIC RAIL ENHANCEMENTS

Intervention description

A.245 This intervention supports the terminal capacity issues in Glasgow, which significantly
constrain the future ability of the rail network in the West of Scotland to respond to
challenges and facilitate change. This intervention supports the objectives to address rail
capacity issues in central Glasgow and increase public transport access to areas of
economic activity. It also assists in contributing to objectives within corridors that serve
Glasgow. The detail of the strategy builds on improvements to be delivered through the
Edinburgh to Glasgow Improvements Programme, and could include:

. The development of a Metro/Light Rapid Transit network across Glasgow
comprising a mixture of conversion of heavy rail (e.g. part or all of the Cathcart
Circle), lines on existing redundant infrastructure (e.g. Great Western Road /
Botanic Gardens), new lines (e.g. Clyde Waterfront) and some on-road or next-to-
road sections; and/or

. The provision of a new city centre station linking the rail network to the south and
east of the city; and/or

° The provision of a new city centre station linking the north and south rail networks.

A.246 Both of the new city centre station options would provide additional platform capacity in the
city centre and permit cross-city services to be provided.

A.247 A Metro/Light Rapid Transit system could include new stations, improved service
frequencies and improved access to and across central Glasgow. The system would be
rolled out on a phased basis. The operational concept for the system using proven
technology could be expanded to include a new crossing of the Clyde to around the
Southern General Hospital and other lines to link areas not currently served by the heavy rail
network.

Contribution towards the Scottish Government’s Purpose

A.248 Existing Glasgow rail terminal capacity will be at capacity within the timeframe of the STPR.
The lack of future rail terminal capacity places a significant constraint on the provision of
additional rail services to meet future growth.

A.249 The analysis has identified that previous development of the rail network in the West of
Scotland has been successful in making best use of the network by implementing small
scale interventions and targeting individual constraints. The issue of terminal capacity
cannot be addressed in this way, meaning that a ‘step-change’ is required in order to meet
predicted future demand. This ‘step-change’ will be supported by some smaller scale
interventions and enabling works. Some of these may be deliverable earlier than the major
component(s) and allow some interim relief to be gained.

A.250 Detailed analysis of the problems has been undertaken to understand the nature of the
terminal capacity issues within the wider West of Scotland context. This analysis, in
conjunction with the objectives, has allowed the identification of broad core elements, each
of which could form the basis of the strategy to address the objectives:

o Development of a Metro/Light Rapid Transit network; and/or
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o New city centre station to improve capacity and cross city links.

A.251 Development of these core elements has been undertaken to a level to confirm that each
could provide a workable solution. This has included consideration of phasing and
interaction both within and beyond the STPR period to deliver a meaningful solution. The
elements identified vary in terms of cost, risk, phasing, potential benefits, delivery timescale
and in the way that they address the objectives. The elements are also not exclusive, so the
strategy could for example include a new city centre station and the development of certain
Metro/light Rapid Transit lines.

A.252 The strategy will provide a level of ‘step-change’ that permits a fundamental restructuring
and realignment of services across the West of Scotland and potentially beyond. The details
of this are undefined, meaning that the potential benefits that could be gained are not yet
fully understood. Similarly, the extent to which the Metro/Light Rapid Transit network would
be developed is not a fixed proposal, but a number of phases have been identified and
considered. It is however understood that the additional capacity provided by the overall
strategy would be such that it would provide for a variety of potential service enhancements,
including other interventions identified within STPR.

A.253 This intervention would complement the development of intercity rail operations, giving an
expanded public transport hierarchy. Metro/Light Rapid Transit could provide for inner
suburban movements, leaving heavy rail to cater principally for outer suburban and links to
surrounding towns. By providing cross-city routes, the Metro/Light Rapid Transit network
could connect across Glasgow and also take pressure off the existing interchange facilities
focused in the city centre.

Links to other strategies

A.254 The need to target capacity issues in the Glasgow suburban network and central Glasgow
has been highlighted by Scotland’s Railways and Network Rail’s Scotland Route Utilisation
Strategy. The conversion of parts of the Glasgow suburban rail network to light rail
operations has been identified in Scotland’s Railways and the Scottish Planning
Assessment.

Current status of project

A.255 There is currently no formal commitment to this intervention.

Possible costs

A.256 The scale of investment required to deliver one, or a combination, of the elements has been
considered in the context of providing a package that effectively addresses the objectives.
On this basis, the estimated cost is in the range of £1.5bn to £3bn, although some of this
would extend beyond the STPR delivery period.

Deliverability

A.257 At this stage of intervention development, it is considered that the various options would be
technically and operationally feasible to build. There are a number of significant planning
and construction risks associated with these options. There are also a number of
uncertainties at this stage. A more detailed assessment is required to quantify these risks
and reduce the uncertainties.
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25 - LIGHT RAPID TRANSIT CONNECTIONS BETWEEN FIFE AND
EDINBURGH

Intervention description

A.258 This intervention supports the objectives to increase public transport capacity between Fife
and Edinburgh and supports connections to the proposed national developments of the
Forth Replacement Crossing and Edinburgh Airport (Strategic Airport Enhancements)
identified in the National Planning Framework (NPF2).

A.259 The intervention would consist of a bus based rapid transit service over the Forth providing
improved connections across the Forth Estuary. In particular it would connect the
communities in Fife with the business and commercial opportunities in Edinburgh and West
Lothian.

Contribution towards the Scottish Government's Purpose

A.260 This intervention would ease congestion by offsetting the forecast decrease in capacity for
road users and would result in a slight increase in the 60-minute commutable market area
for Edinburgh.

A.261 This intervention could provide an efficient means to access West Edinburgh, including
Edinburgh Airport from Fife complementing the heavy rail connections via a new interchange
at Gogar (as part of Edinburgh to Glasgow Rail Improvements Programme).

A.262 Overall the proposed intervention performs strongly against the stated objectives and could

be implemented in conjunction with strategic Park-&-Ride and the provision of priority vehicle
lanes.
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Links to other strategies

A.263 This intervention is dependent on the Forth Replacement Crossing. Provision for segregated
public transport services is being considered in that intervention’s development and is
highlighted in the SEStran Regional Transport Strategy.
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Current status of project

A.264 Options for provision for Light Rapid Transit (LRT) interventions are being considered as part
of the planning of the Forth Replacement Crossing. There has been no specific detailed
consultation on this individual intervention, however it is expected that any measure which
increases public transport capacity and promotes modal shift to more sustainable transport
would achieve public support.

Possible costs
A.265 The total cost is estimated to be in the range of £10m to £50m.

Deliverability

A.266 The deliverability of this intervention is considered technically and operationally feasible.
The intervention is dependent on the provision of a segregated LRT route across the Forth.
There are no significant technical issues or operational issues related to the implementation
of this intervention or during its projected life.
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26 — RAIL ENHANCEMENTS BETWEEN INVERCLYDE / AYRSHIRE
AND GLASGOW

Intervention description

A.267 This intervention would provide four trains-per-hour each in both directions between
Glasgow and Ayr, Glasgow and Kilmarnock and Glasgow and Gourock with each route
served by two semi-fast services and two stopping services.

A.268 The Paisley Canal line would be reconnected to the Ayrshire line and four trains-per-hour
between Glasgow and Johnstone. This would also provide an alternative route for passenger
and freight services to and from Ayrshire. The intervention would also provide two trains-per-
hour between Glasgow and Wemyss Bay. As well as additional rolling stock, this is likely to
require the following infrastructure enhancements:

. Signalling upgrades between Kilwinning and Paisley;

. Reinstatement of the line from Elderslie to Paisley Canal, provision of double track
and electrification on the existing Paisley Canal branch and increased track capacity
between Paisley and Glasgow;

. Provision of turnback facilities at Johnstone;
o Extension to the Lugton loop and a new loop between Kilmaurs and Stewarton;
. Additional platform capacity at Glasgow Central as described in Intervention 24

(West of Scotland Strategic Rail Enhancements);

. Improvements to stations to enhance the environment for passengers and increase
car park capacity (e.g. Prestwick, Ayr, Troon, Glengarnock, Kilwinning).

Contribution towards the Scottish Government’s Purpose

A.269 This intervention would provide a ‘step-change’ in rail service provision to the west and south
west. This would result in a significant contribution to the objectives to increase rail capacity
to Ayrshire and capacity and journey time to Inverclyde.

A.270 The feasibility of this intervention is dependent on being able to provide a solution to more
platform capacity in central Glasgow to accommodate the services, as proposed in
Intervention 24 (West of Scotland Strategic Rail Enhancements).

A.271 The improved services provide relief for the identified overcrowding issue on the south west
electric services and give opportunity for modal shift from road to rail, particularly from
Kilmarnock where the increased service frequency is high.

A.272 This intervention is expected to have a moderate positive environmental impact on air quality

as a modal shift from road to rail is envisaged to reduce congestion leading to a contribution
to improved air quality.
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Links to other strategies

A.273 Improved services on this corridor have been highlighted in the relevant Regional Transport
Strategies (RTS), the National Transport Strategy (NTS) (Scotland’s Railways) and in the
Joint Transport Strategy for Western Scotland to 2025. The requirement for effective
transport links to support the development and implementation of the proposed national
development at Glasgow Airport (Strategic Airport Enhancements) is identified in the
National Planning Framework (NPF2).
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Current status of project

A.274 This intervention has not previously been made public. However, it is expected that the
intervention would be generally supported by the public and other agencies.

Possible costs

A.275 The total cost (assuming that platform capacity is available at Glasgow Central) is estimated
to be in the range of £250m-£500m.
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Deliverability

A.276 The deliverability of the intervention is considered technically and operationally feasible. The
intervention is highly dependent on being able to provide a solution to more platform
capacity in central Glasgow to accommodate the services, e.g. through the conversion of the
Cathcart Circle to Metro operation, through alternative proposals to divert services or to
constructing additional capacity.

A.277 Doubling the track along the Kilmarnock to Barrhead line would cause some closures during
construction. Along the route there is approximately 3km between Kilmaurs and Kilmarnock
affected by mining. With no viable diversion route this is likely to increase pressure on the
road network into Glasgow during these periods.

A.278 Some of the original trackbed between Paisley Canal Station and Elderslie has been sold
and developed. This will make the process of returning the route to a twin-track railway more
complex than it might otherwise have been. The extension of the Paisley Canal Line to
Elderslie would provide an alternative route for Glasgow to Ayr passenger trains and freight
traffic, including coal trains from Hunterston to Longannet. This could free up some capacity
in the bottleneck area between Paisley and Shields. Providing additional capacity between
Glasgow and Shields would be extremely challenging. Following construction, it is unlikely
that any factors would adversely affect the operation of the increased service frequencies on
railway services between Glasgow and Inverclyde during its projected life. However the
doubling of the service frequency to Wemyss Bay over the single track branch line from Port
Glasgow and the tight presentation times required at Paisley Gilmour Street would reduce
journey time reliability and increase the impact from delays on other services.
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27 — ENHANCEMENTS TO RAIL FREIGHT BETWEEN GLASGOW
AND THE BORDER VIA WEST COAST MAIN LINE

Intervention description

A.279 This intervention would allow an increase in the number of freight paths on the West Coast
Main Line between Glasgow and the Border by enhancing the rail infrastructure. This would
include measures such as:

. Lengthening of loops;

. Removal of speed limits that are below 75 mph for freight trains;
. Increasing the loading gauge on the route; and

. Increasing freight terminal capacity.

A.280 This intervention may also include additional capacity between Mossend and Coatbridge.

A.281 Widening of the track cuttings in places may require land take, or the construction of earth
retaining structures where space is limited.

Contribution towards the Scottish Government's Purpose

A.282 This intervention would improve capacity for rail freight between Scotland and England by
providing enhanced facilities on the West Coast Main Line. This would contribute to the
freight objective identified on Corridor 18 (Glasgow to North West England and the Border)
to transfer freight from road to rail.

A.283 There would be environmental benefits by providing additional paths for freight trains as rail
would be expected to capture a greater proportion of cross-border freight traffic thereby
reducing road-related emissions. New rail infrastructure could adversely affect the
environment; however, it is possible that any such impacts could be mitigated at project
design level.

A.284 This intervention could interact with any similar proposals developed by the department for
transport on the West Coast Main Line south of Carlisle.
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Links to other strategies

A.285 The significance of international rail freight access was highlighted in the National Transport
Strategy (NTS) (Freight Action Plan and Scotland’s Railways) and the National Planning
Framework (NPF2).
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Current status of project

A.286 There has been no detailed consultation specifically on this individual intervention; however
it is expected that any measure which promotes modal shift to more sustainable transport
would achieve overall public support.

Possible costs

A.287 Estimated costs for this intervention are estimated to be in the range £250m - £500m. This is
substantially cheaper than the alternative intervention for enhanced freight capacity via the
Dumfries route, leading to this intervention being preferred on the basis of affordability.

Deliverability

A.288 The deliverability of the intervention is considered technically and operationally feasible.
There are a number of technical issues associated with this intervention which involve the
increased paths for freight trains possibly requiring new track, improved signalling and new
rolling stock. The rail line between Coatbridge and Mossend involves the need to cross the
A8 which would affect existing road users during the implementation of this intervention.

A.289 During construction, the reduced capacity and available paths for West Coast Main Line
could affect trains on this route and cause delays for existing users. The new enhancements
would provide additional capacity and diversionary routes for rail freight. The provision of
W12 Gauge would permit larger containers to be carried, maximising the use of limited
freight paths.
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28 — INVERKEITHING TO HALBEATH RAIL LINE

Intervention description

A.290 This intervention supports the objective to maintain the 60-minute commutable labour market
within Edinburgh at the current level and improve access to south Fife. It would also support
the objective of promoting public transport journey time reductions between Aberdeen,
Inverness, Perth and Edinburgh by reducing journey times between Inverkeithing and
Ladybank.

A.291 This intervention would consist of a direct double track rail link between Halbeath and
Inverkeithing, including new junctions at Inverkeithing and Halbeath.

Contribution towards the Scottish Government's Purpose

A.292 This intervention would reduce journey times between Edinburgh and Perth; and Inverness,
Aberdeen and the Central Belt, although the reduction is unlikely to be significant. The
greater journey time saving would be for freight, by providing a more effective link to the
Rosyth port from the south, helping to support future development there.

A.293 This would provide the ability to run more direct services to Edinburgh in conjunction with a
strategic Park and Ride facility at Halbeath. The provision of a full Dunfermline loop would
enable the segregation of local and intercity services and provide more efficient freight
access to the port of Rosyth as trains would not be required to reverse to access the Rosyth
branch from the Stirling / Alloa line.

A.294 The National Planning Framework (NPF2) recognises that an effective (road and) rail
infrastructure to support national and international connections by sea is essential to ensure
that the critical role of ports in supporting and contributing to Scotland’s business and
economic health is fully realised. NPF2 does not specify the details of these links in the
Inverkeithing and Rosyth area.
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Links to other strategies

A.295 This intervention interacts with other strategies aimed at improving rail inter-city journey
times (especially Edinburgh — Inverness on the Highland Main Line). It will require increased
capacity between Edinburgh and Inverkeithing / Dunfermline (e.g. as proposed in the
Network Rail Route Utilisation Strategy for Scotland) and would need to interface with the
proposed restructuring of Edinburgh — Fife services in terms of the usage of this increased
capacity.
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Current status of project

A.296 This intervention has been formulated as part of the STPR, and is mentioned in the National
Planning Framework. No other work has been carried out on the development of this
intervention. However it is expected that any measure which promotes modal shift to more
sustainable transport would achieve public support.

Possible costs

A.297 This intervention would require fairly significant new construction and land take. Costs for the
intervention are estimated to be in the range £100m - £250m.

Deliverability

A.298 The deliverability of the intervention is considered technically and operationally feasible. It is
expected that no untried techniques should be required when implementing any aspects of
this intervention. However, as the design stages progress, localised issues may arise which
would require increased technical capabilities to overcome.
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29 — DUNDEE NORTHERN RELIEF ROAD

Intervention description

A.299 This intervention supports the objectives to reduce conflict between strategic and local traffic
in Dundee, and to improve the connectivity of Aberdeen to the Central Belt.

A.300 Improvement to the A90 at Dundee could take the form of:

° A new Northern Peripheral Bypass road around Dundee from the A90 west of
Invergowrie to the A90 north of Dundee; or

. Upgrading of roundabouts and associated junctions on the A90 Kingsway.

A.301 Both options could incorporate a package of associated bus priority, cycle lanes and
pedestrian measures on or across the Kingsway.

Contribution towards the Scottish Government’s Purpose

A.302 A new outer bypass would contribute significantly to the objective of reducing journey times
between the Central Belt and Aberdeen, with an approximate reduction of 10-15 minutes,
and by reducing the conflict between long distance and local traffic through removing up to
50 per cent of traffic from the Kingsway. This would have consequential environmental
benefits for those living and working adjacent to the A90, and would enable the Kingsway to
perform a role as a local distributor road with potential for the introduction of bus priority
measures.

A.303 The outer bypass would have a potentially moderate benefit to Air Quality in Dundee’s Air
Quality Management Area (AQMA) by moving 50 per cent of the traffic away from the A90. It
would be likely, however, to introduce adverse environmental impacts in the predominately
rural landscape north of the city.

A.304 Alternatively, grade separation of all or some of the at-grade roundabouts on the A90
Kingsway would also contribute significantly to the two objectives above. While is may do so
to a lesser extent, it would be expected to address the issues Identified.

A.305 Although this option would avoid any environmental impact north of the city, provision of
grade separated junctions in an urban area would have adverse impacts on the communities
adjacent to the A90. The bypass route is expected to provide more value for money than the
on-line upgrade.
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Links to other strategies

A.306 The intervention was highlighted by the Tactrans Regional Transport Partnership.
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Current status

A.307 Strategic roads users may view the bypass positively, and residents of Dundee may
perceive benefits from its provision. Equally residents close to the proposed route may have
reservations due to increased emissions, visual impact and noise pollution. The
environmental impact associated with the outer bypass has prompted public criticism.

Possible costs

A.308 The total cost for this intervention is estimated to be in the range of £100m-£250m.

Deliverability

A.309 The deliverability of the intervention is considered technically and operationally feasible. The
outer bypass would, however, impact negatively on the environment to the north of Dundee,
which would require careful consideration. A significant body of opinion has been received
objecting to the possibility of building a northern bypass. This has come from individuals,
community groups and local agencies.

A.310 Although the option of upgrading the existing route would avoid this particular environmental
impact north of the city, provision of grade separated junctions in an urban area could have
adverse impacts on the communities adjacent to the A90. There are no significant
operational issues anticipated from this intervention.
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B SUMMARY OF STPR WORK PACKAGES
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B.1

The Strategic Transport Projects Review (STPR) has been developed over the course of five
distinct work packages.

¢ Review Current and Future Network Performance;
e Determine Expectations, Gaps and Shortfalls;

¢ Identify Potential Interventions and Sift Options;

e Appraise Candidate Interventions; and

e Strategic Environmental Assessment.

REVIEW CURRENT AND FUTURE NETWORK PERFORMANCE

B.2

B.3

B.4

B.5

In this work package, the strategic transport network was categorised, for the purpose of
assessment, into 20 corridors, 4 urban networks (Glasgow, Edinburgh, Dundee and
Aberdeen), and two strategic nodes (Perth and Inverness). This division offers the ability to
address the most important impacts of each on the strategic transport network, while also
offering the ability to compare results and offer an assessment applicable on a national
basis.

The historic and current performance of each element was then assessed using the
Transport model for Scotland (TMfS) against the three key strategic outcomes in the
National Transport Strategy4 (NTS):

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

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

e Improve quality, accessibility and affordability, to give people a choice of public transport,

where availability means better quality transport services and value for money or an
alternative to the car.

The expected future performance of the network up to the year 2022 was forecast, based on
demand forecasts by mode and corridor/network/node.

Effective transport is a key to supporting the delivery of the Government Economic Strategy.
This work package concluded that for the most part, the transport network performed to a
high standard and generally within its capacity, but a number of significant areas would
require specific attention, including:

e A forecast increase in congestion in central Scotland, particularly around Edinburgh. This
impacts on the connectivity between Scotland’s major urban centres and the journey
time reliability required to support business sustainability and growth;

e The relative isolation of places outside of the Central Belt, of cities such as Aberdeen
and Inverness (in spite of demand growth driven by urban regeneration and development
in areas relatively remote from the Central Belt), and greater isolation for the more
remote peripheral areas and islands. This impacts on the access to key services
required to support the solidarity and cohesion aims;

e A public transport network which served existing flows adequately, but which could
perform better in terms of accessibility and integration; and
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B.6

e A forecast growth in emissions resulting from growth in private car usage and a
significant increase in freight transport by road.

The focus of the remaining work packages has been on finding effective solutions to meet
these challenges, ensuring that the transport system plays its full role in helping to deliver
the Scottish Government’s Strategic Objectives and overall Purpose to promote sustainable
economic growth for Scotland.

DETERMINE EXPECTATIONS, GAPS AND SHORTFALLS

B.7

B.8

This work package interpreted the findings from the review of current network performance.
It did so by considering the findings from that review in the context of their potential impact
on achieving national strategic objectives, derived from the Government Economic Strategy,
National Transport Strategy etc. It assessed their significance, and developed a portfolio of
specific objectives for the corridors, nodes and networks.

The following national and corridor/network/node based objectives were identified. These
objectives are designed to be consistent with the process of addressing expectations, gaps
and shortfalls for the strategic transport network as a whole. The performance of the
corridors, networks and nodes were considered in light of the national objectives. This
informed the development of the corridor/network/node objectives.

National

¢ Promote ‘competitive’ inter-urban journey times;
¢ Reduce inter-urban journey time on public transport;

¢ Promote journey time reduction on the trunk road network for prioritised vehicles and
users (e.g. high occupancy vehicles, freight, bus) where STAG appraisal demonstrates
that a strong economic case can be balanced with environmental objectives. Elsewhere
on the trunk road network provide improvements to journey time reliability;

¢ Promote journey time reductions between the central beltand Aberdeen/Inverness
primarily to allow business to achieve an effective working day when travelling between
these centres;

e Maximise the labour catchment area in city regions where economic evidence
demonstrates that this is required (favouring public transport and high occupancy
vehicles and balancing with other policy measures that promote reduction in need to
travel i.e. planning policy);

e Support the development and implementation of relevant proposed national
developments identified in the NPF2;

e Reduce CO2emissions per person km;

o Stabilise total CO2 emissions;

¢ Reduce COz2emissions in line with expectations from the [then] emerging climate change
bill;

e To promote continuing reduction in accident rates and severity rates across the strategic

transport network, recognising the need to continue the work of the Strategic Road
Safety Plan through the STPR period;

e Promote seamless travel;
¢ Improve the competitiveness of public transport relative to the car; and

e Improve overall perceptions of public transport.
140



Aberdeen

Dundee

Edinburgh

Glasgow

To improve accessibility, primarily by public transport, to and between the City Centre,
Dyce, the airport and South East Aberdeen;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

To promote journey time reductions, particularly by public transport, between the
Aberdeen and the Central Belt primarily to allow business to achieve an effective working
day when travelling between these centres.

To reduce the conflict between longer distance and local traffic;
To improve bus/rail interchange opportunities;
To improve the public transport accessibility and competitiveness to Dundee West;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

To promote journey time reductions, particularly by public transport, between Aberdeen
and the Central Belt primarily to allow business to achieve an effective working day when
travelling between these centres.

To maintain the 60-minute commutable labour market area at the current level, with a
particular focus on linking areas of economic activity;

To enhance public transport interchange opportunities, where feasible to do so;
To increase public transport capacity and frequency between Fife and Edinburgh;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network;

To promote journey time reductions, particularly by public transport, between the Central
Belt and Aberdeen/Inverness primarily to allow business to achieve an effective working
day when travelling between these centres; and

To promote efficient and effective transport links to support the development and
implementation of the proposed national development at Edinburgh Airport identified in
the National Planning Framework (NPF2).

To increase the public transport access to and between areas of economic activity and
regeneration with minimal need for interchange;

To improve the efficiency of the M8 motorway during periods of peak demand with a
focus on reducing the conflict between longer distance and local traffic, increasing the
people carrying capacity and freight carrying capacity of existing road, and demand
management;

To address rail capacity and connectivity issues in central Glasgow;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network;
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Inverness

Perth

To promote journey time reductions, particularly by public transport, between the Central
Belt and Aberdeen/Inverness primarily to allow business to achieve an effective working
day when travelling between these centres; and

To promote efficient and effective transport links to support the development and
implementation of the proposed national development at Glasgow Airport identified in the
NPF2.

To reduce the conflict between longer distance and local traffic;

To improve connectivity, particularly by public transport between Inverness city centre
and the growth area to the east including Inverness Airport;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

To promote journey time reductions, particularly by public transport, between Inverness
and the Central Belt primarily to allow business to achieve an effective working day when
travelling between these centres.

To contribute to reducing the emissions per person kilometre;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

To promote journey time reductions, particularly by public transport, between the Central
Belt and Aberdeen/Inverness primarily to allow business to achieve an effective working
day when travelling between these centres.

Corridor 1 — Inverness to Wick/Thurso and Northern Isles

To enhance public transport accessibility and reduce public transport journey time to and
from Inverness; and

To reduce the fatal and severe accident rates to the national average or lower.

Corridor 2 — Inverness to Ullapool and Western Isles

To reduce the accident, fatal and severe rates to the national average.

Corridor 3 — Inverness to Fort William

To reduce the accident rate to current national average without adversely impacting on
accident severity (see also Corridor 7).

Corridor 4 — Aberdeen to Inverness

To improve connectivity, particularly by public transport between Inverness city centre
and the growth area to the east including Inverness Airport;

To improve journey time and increase opportunities to travel, particularly by public
transport, between Aberdeen and Inverness; and

To reduce the accident rate and severity rate to current national average.

142



Corridor 5 — Dundee to Aberdeen

To improve the public transport competitiveness between Aberdeen and Dundee (and
hence onwards to the Central Belt);

To contribute to reducing both overall emissions and emissions per person kilometre
through providing for alternatives to road freight movement on the corridor;

To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

To promote journey time reductions, particularly by public transport, between the Central
Belt and Aberdeen primarily to allow business to achieve an effective working day when
travelling between these centres.

Corridor 6 — Inverness to Perth

To reduce journey time and increase opportunities to travel between Inverness and Perth
(and hence onwards to the Central Belt);

To improve the operational effectiveness of the A9 as it approaches Perth and
Inverness;

To address issues of driver frustration relating to inconsistent road standard, with
attention to reducing accident severity; and

To promote journey time reductions, particularly by public transport, between the Central
Belt and Inverness primarily to allow business to achieve an effective working day when
travelling between these centres.

Corridor 7 — Glasgow to Oban / Fort William

To provide improved road standards and overtaking opportunities; and
To reduce accident severity to the national average.

Corridor 8 — Aberdeen to North East Scotland and Northern Isles

To promote continuing reduction in accident rates and severity rates across the strategic
transport network.

Corridor 9 — Glasgow to Perth

To address current and forecast rail overcrowding into Glasgow;

To improve the efficiency and reliability of the operation of the southern sections of the
M80 on approach to Glasgow, particularly for priority vehicles;

To reduce the severity of accidents to the national average; and

To promote journey time reductions, particularly by public transport, between the Central
Belt and Aberdeen/Inverness primarily to allow business to achieve an effective working
day when travelling between these centres.

Corridor 10 — Edinburgh to Stirling

To improve access to Grangemouth port and freight hub;

To address shortfalls in the provision of public transport to and from Edinburgh and
increase public transport modal share;
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e To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

e To promote efficient and effective transport links to support the development and
implementation of the proposed national developments at Grangemouth and Edinburgh
Airport identified in the NPF2.

Corridor 11 — Perth to Dundee

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

e To promote journey time reductions, particularly by public transport, between the Central
Belt and Aberdeen primarily to allow business to achieve an effective working day when
travelling between these centres.

Corridor 12 — Edinburgh to Perth

e To reduce Edinburgh to Perth public transport journey times and increase opportunities
to travel by public transport;

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network;

e To promote journey time reductions between the Central Belt and Aberdeen/Inverness
primarily to allow business to achieve an effective working day when travelling between
these centres;

e To promote efficient and effective transport links to support the development and
implementation of the proposed national developments at the Forth Crossing and
Edinburgh Airport identified in the NPF2; and

e To improve the efficiency of the M90/A90 during periods of peak demand with a focus on
reducing the conflict between longer distance and local traffic.

Corridor 13 — Glasgow to Edinburgh

e Toincrease public transport capacity and reduce journey time between Edinburgh and
Glasgow;

e To make best use of the available road space and better manage peak demand;
e To increase public transport capacity and frequency between Livingston and Edinburgh;

e To contribute to both a reduction in emissions per person kilometre and a reduction in
overall emissions;

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

e To promote efficient and effective transport links to support the development and
implementation of the proposed national developments at Grangemouth and Edinburgh
Airport identified in the NPF2.

Corridor 14 — Edinburgh to Dundee

e To reduce public transport journey time between Edinburgh and Dundee;
e Toincrease public transport capacity and frequency between Fife and Edinburgh;
e To promote journey time reductions between the Central Belt and Aberdeen/Inverness

primarily to allow business to achieve an effective working day when travelling between

these centres;
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e To promote efficient and effective transport links to support the development and
implementation of the proposed national developments at the Forth Crossing and
Edinburgh Airport identified in the NPF2;

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

e To improve the efficiency of the M90/A90 during periods of peak demand with a focus on
reducing the conflict between longer distance and local traffic.

Corridor 15 — Glasgow to Stranraer and South West

e To increase rail capacity between Ayrshire and Glasgow including the Kilmarnock line;
e To ensure efficient and effective freight access to the port facilities at Loch Ryan;

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network; and

e To reduce the conflict between longer distance and local traffic with a focus on identified
key constraint points.

Corridor 16 — Stranraer to North West England

e To ensure efficient and effective freight access to the port facilities at Loch Ryan; and

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network.

Corridor 17 — Glasgow to Inverclyde and Islands

e To increase capacity and reduce journey times by public transport between Glasgow and
Inverclyde;

e To facilitate freight access to Greenock port;

e To improve the efficiency of the A8/M8 during periods of peak demand with a focus on
reducing the conflict between longer distance and local traffic;

e To reduce the accident rate to the national road type average on the M8 and A8; and

e To promote efficient and effective transport links to support the development and
implementation of the proposed national development at Glasgow Airport identified in the
NPF2.

Corridor 18 — Glasgow to North West England and Beyond

¢ To make best use of the available road space and better manage peak demand taking
into account the need to contribute to emissions reduction;

e To contribute to emissions reduction by facilitating an increase in the proportion of freight
passing through the corridor that is carried by rail; and

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network.

Corridor 19 — Edinburgh to North West England and Beyond

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network.

145



Corridor 20 — Edinburgh to North East England and Beyond

e Toincrease the attractiveness and capacity of public transport into Edinburgh to reduce
crowding and forecast road congestion; and

e To promote continuing reduction in accident rates and severity rates across the strategic
transport network.

IDENTIFY POTENTIAL INTERVENTIONS AND SIFT OPTIONS

B.9

B.10

B.11

This work package provided an initial assessment of some 2,000 potential transport
interventions from a range of sources, to demonstrate their potential to meet the corridor /
network and strategic transport objectives, and their consistency with overall government
policy. The interventions developed took cognisance, where appropriate, of those
interventions which had already been proposed in previous studies, such as the draft
Regional Transport Strategies. This was supplemented by new proposals resulting from
consultation with stakeholders and assessment of the issues in each corridor by professional
transport planners and engineers.

The list of interventions generated was subject to an initial sifting process to ensure
consistency with overarching National and corridor / network objectives. Those interventions
which met these sifting criteria were grouped into appropriate packages where appropriate,
particularly where more than one intervention was required to deliver a route based
objective.

The output from this initial assessment was a list of approximately 150 potential
interventions, some of which were expressed in very high level terms, reflecting their current
stage of development. These were then taken forward for more detailed specification and
appraisal.

APPRAISE CANDIDATE INTERVENTIONS

B.12

B.13

The purpose of this work package was to appraise the potential interventions which were
brought forward from the initial option development and sifting. The appraisal used the
methodologies and criteria in the Scottish Transport Appraisal Guidance (STAG) which are
designed to measure the deliverability and feasibility of proposed interventions in the context
of the policy, economic and transport objectives which they seek to address. STAG provides
a rigorous process for testing proposals, and the key elements of the process are set out in
Figure 1.1 of the STAG document*.

The Transport Model for Scotland was used to quantify the transport impact of the packages,
providing a consistent appraisal tool within the STAG framework. The outputs of this work
package provided the basis for the recommendations presented in this Summary Report.

“ Scottish Transport Appraisal Guidance, The Scottish Government, June 2008
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STRATEGIC ENVIRONMENTAL ASSESSMENT

B.14 This work package provides a Strategic Environmental Assessment of the entire process,
from the identification of the issues through to the appraisal of the interventions. The
assessment provides further evidence to support the decision making process as to which
interventions should be taken forward into this investment portfolio. In accordance with the
Environmental Assessment (Scotland) Act 2005, the Environmental Report, produced as
part of this work package has been subjected to a statutory consultation process, alongside
the draft recommendations of the STPR.

B.15 A post adoption statement and supporting material have been published separately.
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