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1 Introduction

1.1 Background

11.1

1.1.2

1.1.3

1.14

1.15

In December 2006, Capita Symonds was commissioned by Wye Valley
Area of Outstanding Natural Beauty (AONB) to produce a business
plan for increasing bus frequencies and the provision of Park and Ride
facilities in the Lower Wye Valley.

The Wye Valley AONB Management Plan 2004 — 2009 identified
concerns that increasing levels of traffic through the Lower Wye Valley
are detrimental to the environment. While there is a need to reduce the
overall level of car use, it is necessary to maintain and develop
sustainable tourism to support the local economy.

In August 2005, a Travel Plan produced by Capita Symonds
recommended that a package of measures be developed to reduce car
use. One of the central principles of sustainable transport is to reduce
consumption of non-renewable resources and reduce their impact on
the environment. Reducing the need to travel and reducing the
distances travelled are important objectives. However, it is equally
important to promote a shift away from the least sustainable, high
consumption and high impact modes, towards the more sustainable. In
practical terms this means promoting walking, cycling and increased
use of public transport.

A key element of the Travel Plan was the increased use of public
transport services. To achieve this aim, it is essential that an attractive
service be provided, which encourages use by residents and visitors
alike.

This report investigates the different type of public transport solutions
that are available and make recommendations for the way forward so
that the AONB and its partners can gain support for the introduction of
such services.

1.2 Report Structure

1.2.1

1.2.2

This report is set out in the following format.

Chapter 2 provides background information relating to the leisure travel
in the Lower Wye Valley Travel. A visitor profile detailing origin, spend
and length of stay is provided along with a commuter profile that
identifies modal spilt. Public transport timetables are also reviewed
along with supplementary services such as Grass Routes. Traffic flow
data is also presented.
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123

1.2.4

1.2.5

1.2.6

1.2.7

Chapter 3 presents a review of best practise. Examples of sustainable
tourism initiatives are reviewed in an attempt to learn from the mistakes
and success stories experienced from case studies across the UK.

Chapter 4 presents the issues surrounding the implementation of a
possible Park and Ride service. Issues such as frequency, location,
vehicle type, user profiles and potential demand are all discussed.
Estimated costs and breakeven targets are also presented.

Chapter 5 discusses the actions that could be taken to increase the
appeal of existing public transport services in the Lower Wye Valley.
Extending operating hours, consolidation of services, the provision of
bicycle racks and improved livery and packaging are all measures that
are considered.

Chapter 6 investigates the possibility of pursuing The AONB’s
‘Overlooking the Wye’ Heritage Lottery Fund bid as a means of
facilitating public transport enhancements.

Chapter 7 combines the recommendations of the preceding chapters to
produce a business plan for improving public transport services in the
Lower Wye Valley.
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2 Existing Position

2.1

211

2.1.2

2.1.3

214

2.15

Introduction

The Lower Wye Valley Travel Plan published in August 2005 lays the
foundation for this report. The Travel Plan recommends a range of
measures that can combine to increase the amount of sustainable
travel undertaken by visitors and residents in the Lower Wye Valley.

Improvements to information distribution, discounted entrance to tourist
attractions for public transport users, the introduction of Park and Ride
services and enhancements to existing public transport are all
measures contained within the Travel Plan.

The Wye Valley AONB includes parts of the counties of
Monmouthshire, Gloucestershire and Herefordshire, covering an area
of 128 sqg miles, with the River Wye running through its core.

Originally designated as an AONB in 1971, it is one of 40 areas in
England and Wales protected by law to conserve and enhance their
beauty.

Visitor numbers in the Wye Valley AONB are in the region of 2.5 million
visitor days per annum!, the majority of these being the summer
months with a peak in visitor numbers during August. A high portion of
these are day visitors.

2.2 Road accessibility

221

2.2.2

The Wye Valley is identified on highway access routes by brown tourist
signs, starting from the south around Bristol and on the M4 leading
visitors to exit onto the M48 and then onto the A466, with signage
ending just after Chepstow racecourse. Brown signage is additionally
provided on the A48 (T) as visitors come into Chepstow leading them
onto the A466.

From the north along the M50/A40 (T), sighage begins at Goodrich
Cross directing visitors into the Wye valley to the attraction of Goodrich
Castle. Additional signage further south along the dual carriageway at
Whichchurch, directs visitors towards Symonds Yat. The first signage
for the lower Wye Valley is provided north of the A40 (T) traffic lights
outside of the town of Monmouth. From here visitors can begin the
scenic tour through the Wye valley along the A466.

! Wales Tourist Board; Survey of Visitors to Tourist Attractions in Wales
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2.3 Main attractions

2.3.1 There are four major attractions within the study area. These are,
Chepstow Castle; Tintern Abbey; The Old Station, Tintern and The
Abbey Mill, Tintern.

Chepstow Castle

Chepstow Castle is located within the centre
of Chepstow town, and is built on cliffs
overlooking the river Wye. The castle’s Great
Hall acts as an exhibition centre depicting the
buildings history. Also open to the public are
the Great Tower and the Watch Tower.

Approximately 65,0007 visitors are attracted to the site each year. Chepstow
Castle is within walking distance of both the train and bus station, with links to
many local and regional destinations.

Tintern Abbey

Tintern Abbey was founded by Cistercian
monks in 1131 and the present remains
date from the late 13th century. The site
was taken over by the Office of Works in
1914 and is now in the care of Cadw,
Welsh Historic Monuments.

The Abbey located on the banks of the river Wye, receives approximately
80,000 visitors per year?. The site is served by the Chepstow to Monmouth
local bus route and is accessible by foot and canoe. The Abbey is a popular
stop with coach tour operators.

The Old Station, Tintern

The Old Station Tintern, was one of
the original stops on the now
disused Wye Valley Railway. The
site now consists of a old train
carriage shop, signal box showing
art exhibitions, café located in the
old station waiting room, adventure
play area and model railway for
children’s rides.

Approximately 10,000 people visit
the attraction every year.

2 Wales Tourist Board, Survey of Visitors to Tourist Attractions in Wales
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The Abbey Mill, Tintern

Also know as the ‘Wye Valley Centre’ the
Abbey Mill is located in the centre of Tintern,
and consists of a complex of craft shops and
cafes surrounding the old mill building,
originally the mill building serving Tintern
Abbey.

The village of Tintern itself is said to be
visited by approximately 40,000 visitors per
annum.

2.4 Visitor Profile

2.4.1 The Wye Valley attracts some 2.5 million visitor days per year, the
value of this to the local economy is significant. National estimates
calculate that day visitors can spend between £35 and £55° per day.
This would suggest that tourism spend to the Wye Valley could be as
much as £87.5 million per annum.

2.4.2 90% of all visitors to the area arrive by car, with over a third of these
traveling less than 90 minutes. A quarter of all visitors travel to visit a
specific attraction. Once in the Wye Valley 75% of visitors prefer to use
their car to travel around, of the sustainable modes walking is the most
popular alternative. Only 2% of visitors travel by public transport,
however, 5% of visitors arrive in organised coach parties, suggesting
that there may be potential to expand this market.

2.4.3 It is important to note that there are peak arrival and departure times
for visitors, these being between 10-1lam and 4-5pm respectively.
Therefore, it is fair to assume that the average day visitor spends
approximately 6 hours in the Lower Wye Valley.

Table 1 highlights the mode of travel used by visitors to access the
Wye Valley”.

8 Management Plan, Wye Valley Area of Outstanding Natural Beauty 2004 - 2009
* Wye Valley Visitor Survey; AONB; 2004
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Table 1: Mode of transport by visitor type
Mode of Transport by Market Sector
UK Day Overseas | Overnight | Overnight Live in
Visitor Day/ UK Overseas | the Area
Touring
Visitor
Car 87% 68% 87% 82% 63%
Tour Coach 6% 14% 2% * *
Walked 1% * 3% 5% 29%
Campervan 2% 12% 3% 5% *
Van/Minibus 1% 2% 1% * 3%
Motorcycle 1% 3% 1% 5% *
Train 1% * 2% 5% 1%
Bicycle 1% * * * 4%
Public Bus 1% 2% 1% * *

2.4.4 According to these figures the principal mode of transport used to
arrive at the AONB is the private car. Public transport usage is very
low, however tour buses account for 5% of visitor trips. This is higher
than the national average of 2%. Encouragingly walking levels are

relatively high.

2.5 Commuter profile

2.5.1 The Chepstow Life Project 1999 — 2002 revealed the car was the
predominant mode of travel for journeys to work and for leisure
activities. 73% of all journeys to work and 69% of leisure trips were
undertaken in the car. Encouragingly, as Figure 1 illustrates, a fifth of
journeys to work were undertaken by foot compared to 18% of all trips

for leisure activities.

2.5.2 The Chepstow Life Project attempted to identify the level of bus use
and found that it was low®. The majority of respondents (37.1%) hadn't
used a bus for more than two years. High cost, poor frequency and
unreliability were all citied as reasons for not commuting by bus.
However, almost 7% of social/leisure trips are made by public
transport. Cycling is a very rare mode of transport accounting for less
than 1% of any trip type, furthermore, only 29% households in

Chepstow have a bicycle.

® Chepstow Life Household Survey; Summary of Results; Winter 1999/2000
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Figure 1. Main mode of travel for trips to work and for leisure

activities
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Source: Chepstow Life Website; www.chepstowlife.co.uk

2.5.3 Although the Chepstow Life Project was completed in 2002 there are
stil a number of lessons that can be applied to this report. The
Chepstow Life project points to a number of reasons as to why car
travel is the mode of choice for commuters in Chepstow including:

. 70% of employers provide free car parking

. No employers offered incentive package to staff travelling by
public transport

. The provision of public transport timetables and incentives was
very low

) Cycle parking facilities are insufficient

2.6 Existing Traffic Flow Trends

2.6.1 Historical traffic data has been obtained for the A466 corridor. This
consists of two sources:

o Automatic Traffic Counter (ATC) located 100m north of
Brockweir Bridge
. Manual Classified Counts (MCC) undertaken in Tintern

2.6.2 The results of each are discussed individually.
Brockweir Bridge ATC

2.6.3 An ATC was in place 100m to the north of Brockweir Bridge between
April 1996 and April 2001. Data from this site was analysed to
determine traffic trends. Figure 2 illustrates the total daily flows for all
vehicles.
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Figure 2: Daily traffic flows at Brockweir April 1996 — April 2001
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Generally there are approximately 1500 — 2000 movements on this
corridor each day (combined total for north and southbound travel).
The results revealed a significant degree of variability in demand —
particularly during the summer months. This is likely to influence the
type of improvements required.

More detailed analysis was undertaken to identify the level and
distribution of peak demand.

The top 200 hourly flows between 1st January 2000 and 31st
December 2000, were analysed, which identified the following key
travel patterns:

e Peak demand is experienced on weekends coinciding with
bank/school holidays.

e The highest hourly flow recorded (both directions) was 612
vehicles (28" August 2000, 12:00-13:00)

o The highest uni-directional flow was 326 vehicles per hour (28"
August 2000,12:00-13:00)

e  Weekday peak hourly flows in either direction do not exceed 200
cars per hour, and are generally less than 160 vehicles per hour

It should be noted these flows will also include existing bus and goods
vehicle movements, which would not contribute to the potential market
for public transport use.

Manual Classified Counts

In addition to the ATC counts, two ad-hoc manual classified counts
were undertaken in Tintern Village on 30th March 2004 and 13th
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2.6.9

September 2005 (both Tuesdays). These recorded the number of
vehicle movements between 07:00 and 19:00 in 15 minute segments,
with each movement categorised under the Department for Transport
standard vehicle classification.

To enable an assessment of the potential level of weekday demand for
public transport services, light and heavy goods vehicles were
excluded from the calculations. The results are illustrated in figure 3,
which identified the following key trends.

Car use is the dominant mode

o Total weekday flows are relatively low,

. Southbound travel is more prevalent during the am peak, with a
corresponding increase in northbound flow in the pm peak. This
suggests destinations including Chepstow, Bristol and the M4
corridor are the main travel destinations for commuters.

e There is a low level of on-road cycling at this destination.
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Figure 3 - Traffic Survey Results — Manual Classified Counts at Tintern Village
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2.6.10 The data sets were also compared to identify whether there has been a

significant increase in flows in the 18 month period between surveys.
These are illustrated in Figure 4.

Figure 4. 2005 hourly flows compared to 2004 hourly flows

Number of Vehicles

Hourly Flows (Cars and Motorcycles Only) - Tintern

250

200 1— 2\
./\\i\ / \A 2005 N/B
150 =
: —=— 2005 S/B
100 - ‘\‘/\l/_/:/\ : & \-\,‘ —a— 2004 N/B
2004 S/B

50

2.6.11 The hourly weekday flows of cars and motorcycles have not increased

significantly between sample periods, suggesting weekday growth is
relatively static.

2.7 Existing Public Transport Provision

2.7.1

2.8

28.1

2.8.2

Public transport provision within the study area itself has been limited
to road based modes since the closure of Monmouth Troy Station in
1959. The Wye Valley Line itself was abandoned in 1964 following the
cessation of goods services. There is no prospect of the line being
reinstated as key sections have been re-developed for non-transport
related uses.

Rail

The nearest link to national rail network is provided at Chepstow
Railway Station; however there are limited opportunities to integrate
with wider public transport services due to the lack of a suitable bus
turning area, which prevents buses from accessing the station directly.

An interchange improvement strategy was developed for Chepstow
Railway Station® which proposed a range of measures to improve

® Station Integration Study, Chepstow Railway Station, 2004, Jacobs
Consultancy

11
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2.8.3

2.9

29.1

29.2

293

294

facilities and integration opportunities — particularly for bus/rall
interchange.

An application for Transport Grant funding to improve access
arrangements was submitted to the Welsh Assembly Government in
August 2003, however this was unsuccessful. The Assembly have
since placed a moratorium on funding for new schemes. Likewise the
withdrawal of Rail Passenger Partnership (RPP) funding by the
Strategic Rail Authority due to financial constraints has also limited
opportunities to progress scheme proposals.

Bus Provision

Two primary public transport services currently operate in the study
area:

. Regular Bus services
. Demand responsive ‘Grass routes’ Mini-bus

Each is considered individually.

Regular Bus services

The primary bus service operating between Monmouth and Chepstow
via Tintern is route 69, with a secondary link provided by route 65

operating via Trellech. Service patterns are summarised in table 2.

Table 2 — Summary of Existing Bus Links Between Chepstow and
Monmouth

Service Route Days of | Daytime |First® Last®
number operation |Frequency
65 |Chepstow — Trellech — Monmouth |Mon to Sat| 2 hourly [07:00{18:30
69 |Chepstow — Tintern — Monmouth |Monto Sat| 2 hourly [07:00{19:05
Sun &
69 |Chepstow — Tintern — Monmouth BHM" 2 hourly [10:30(17:15

a) Refers to departure time of first outward and last return service
b) Bank Holiday Monday

Each service operates on a 2 hourly frequency. Although departure
timings are interwoven to provide an hourly frequency between
Chepstow and Monmouth, there is little overlap between these routes
due to the topography of the area. This effectively limits frequency to a
2 hourly service for virtually all of the route length. The services have
an average running time of 55 minutes, compared to an approximate
journey time of 35 minutes by car. This is partially due to the detours
taken by the bus to serve estates such as Wyesham.

12
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295

2.9.6

29.7

2.9.8

2.9.9

The operating hours facilitate access to daytime employment and
socially necessary services, although there is a lack of evening
services, which limits leisure opportunities for residents and longer
distance commuting (with particular concern that there is no ‘safety net’
to mitigate the effects of late running connecting services).

Although the average frequency is 2 hourly, the services do not run on
a ‘clockface’ basis. This results in variability between the return times
and amount of time visitors have at some attractions. For example, the
time between arrival in Tintern and departure of the next return bus
varies 13 minutes to 1 hour, 18 minutes. Should a visitor miss the first
return bus, then the following bus requires an additional wait of 2
hours. This variation makes it difficult to market the service and
increases complexity for users.

The vehicles operating on these routes are relatively old, with a low
specification, which is not conducive to attracting new trade. The
current fleet lack ‘step free’ access which may discourage use by users
with prams/wheelchairs or by mobility impaired persons (although it
should be noted that the use of DDA compliant vehicles for all services
is not required until 2015).

The service has recently undergone a change of operator, with the
previous operator (Welcome Travel) providing notice that they are
unable to continue operation. To ensure continuation of the service
until the end of the current contract period, Monmouthshire County
Council has issued temporary 12 month contracts to Drakes Travel and
H & H Motors. Once this period has expired the contract is due to be
reviewed.

Tendered bus services operating within the Monmouthshire area, were
subject to an operational review by the Gwent Joint Passenger
Transport Unit (GJPTU) during early 2006, to identify service
requirements for the 2006/2007 financial year. Table 3 identifies usage
trends on services 65 and 69, which operate in the study area.

Table 3: Tendered services patronage levels
Service Number 65 69
Patronage per annum 48,000 50,000
Journey | Work 5.7 16.3
Purpose | Social/Leisure 6.9 14.6
(%) Socially Necessary 6.9 27.5
School 80.5 41.6
Tickets | Adult 8.8 36
issued Child 79.9 30
(%) Concessionary 11.3 34

13
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2.9.10 These figures illustrate the influence of school use on the viability of
these services — in particular service 65, with 80% of journeys utilised
for school journeys. As a result of this usage pattern, the majority of
journeys through the working day are likely to carry few (if any)
passengers.

2.9.11 Current patronage levels cannot sustain commercial operation, with
both services financially supported by Monmouthshire County Council.
The level of subsidy currently equates to:

Service 65 £42,000
Service 69 £52,700
Total subsidy = £94,700 per annum

2.9.12 Following the GJPTU service review, it was recommended the
operating period of service 69 be reduced to ‘summer only’. In view of
the social functions performed by this service, Monmouthshire County
Council has continued to support the service on a year round basis.
Given this precarious funding position, it is imperative that any
improvement measures contained in this report are not detrimental to
the viability of this service.

Grass Routes Bus

2.9.13In addition to the financial support provided to regular bus services,
Monmouthshire County Council operates a demand responsive bus
service scheme. Four buses are in use in the County of which one is
assigned to serve residents in the Severnside area (including the
Lower Wye Valley).

2.9.14 The service operates from 08:00 to 18:00 Monday to Friday, utilising 16
seat mini-buses which have been adapted to carry wheelchairs and
bicycles. The use of these minibus based vehicles enables the service
to reach more remote areas (where it is not practical for a full size bus
to serve) and allows the use of unpaid volunteer drivers (under a
Section 19 Permit). Monmouthshire County Council provides free
training for volunteers to pass the MIDAS minibus test.

2.9.15 To fulfil the requirements of the Section 19 permit, users are required
to register as a member of the scheme, with a one-off £5 payment per
household. Some guest houses and attractions in the Wye Valley have
also registered, enabling their guests/visitors to use the service and
reduce car use. Once registered, journeys must be booked 24 hours in
advance via the scheme free phone number.

2.9.16 The cost of each journey (single or return) is £2 for adults and £1 for
children, with users invoiced on a monthly basis.

2.9.17 The buses are available for hire by groups at evenings and weekends.
Monmouthshire County Council has acknowledged the contribution of

14
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volunteer drivers, who enable the service to run. At present there is a
significant pool of volunteers.

2.9.18 The start up cost of a ‘Grass Route’ service is in the region of
£100,000, which includes the purchase of a suitable vehicle (£51,000).
Funding support is provided by the Welsh Assembly Government
through the Article 33 Rural Development Plan for Wales.

2.10 Key Observations of Existing Public Transport Provision

2.10.1 Regular travellers/residents can generally be accommodated on
Services 65/69 or Grass Routes services, the combination of which
provides coverage between 08:00 and 18:00 Monday to Friday;
however:

. Existing services generally require some form of pre-planning or
booking, which makes them less suited to occasional/visiting
users and may not accommodate short notice changes in travel.

. Service 69 has limited frequency. Whilst it is sufficient to
accommodate tourist visits, planned in advance, it does not
provide suitable frequency to attract park and ride.

. Service 69 is fully subsidised, however patronage levels are low
(on the margins of viability to justify subsidy); therefore unlikely
to justify significant frequency enhancement — last review
undertaken by Gwent Joint Passenger Transport Unit
(responsible for procuring services) recommended the service
be downgraded to summer only, however Monmouthshire
County Council agreed to maintain year round operation as a
socially necessary service.

. Patronage trends on service 65 indicate minimal use outside
school hours.
o Any new services introduced in the Wye Valley (such as park

and ride or dedicated tourist shuttle)could potentially abstract
from service 69/65 and hence undermine their viability.

. Mobility impaired users can be accommodated on grass routes
bus, but again there is a requirement for pre-booking.
. Grass routes services are not generally available at evenings or

weekends as vehicles hired out to groups to accommodate
activities outside the Monmouth are, while service 69 operates
at reduced operating hours on Sundays.

. Service 69 cannot directly access Chepstow Railway Station
due to lack of suitable turning facilities, which limits potential for
bus/rail interchange.

2.10.2 In addition to these factors, the project group have indicated there is
likely to be limited funding available for the introduction of new service.

15
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2.10.3 An initial aspiration was the possibility of enhancing commuter
services; however there are a number of concerns about catering for
this market:

e To effectively cover this demand, the service will be required to
operate on a minimum of 260 days, primarily between 08:00 and
18:00 (with a desire for 07:00 to 19:00), This has a considerable
impact on total running cost.

e This would not cover weekend, and hence tourism demand.

e Existing services already offer an alternative for commuters

2.10.4 In view of these factors, it is probable that increased use by the tourism
and leisure markets provide the best opportunities to grow public
transport use.

16
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3 Best Practise Review

3.1

3.1.1

3.1.2

3.1.3

3.14

3.1.5

Introduction

This section of the report reflects upon examples of best practise from
across the UK.

Transport 2000's Car Free Leisure Network is a group of 18 local
authorities (including National Park Authorities) that are working
together to improve the tourist experience they offer to car free visitors.
Each of these authorities aims to make it easy and enjoyable for
visitors to arrive and explore their area by public transport, walking, and
cycling and to encourage more of their visitors to leave their cars
behind. Most are focusing their efforts on key tourism areas, though
some are working on schemes that are county or district wide.

Appendix 1 highlights some of the main features of these projects.

The projects described in Appendix 1 were introduced for a variety of
reasons, including:

e Securing planning permission
e Measures arising from the Local Transport Plan or
e Addressing parking and congestion issues.

It was not clear which are the most successful, as many authors were
reluctant to provide detailed results; however, it was apparent that
many of the measures were abandoned due to under investment in
terms of finance and manpower. In addition, it appears many of the
measures were introduced without developing a business plan to
identify future funding streams or management structures.

The following are examples of initiatives that have introduced public
transport enhancements in an attempt to reduce car use.

3.2 MyBus — Flexible bus service in Nottingham

3.2.1

3.2.2

MyBus provides 10 daytime journeys each Monday to Saturday. It
follows a circular route and is operated by Nottingham Community
Transport Ltd with dedicated drivers. The minibuses carry a distinctive
purple livery and passengers can either join the service at a recognised
stop along the basic route or book the service, in advance, to collect
them at their home.

The semi-fixed circular route was chosen to make the service as easy
as possible to understand and to ensure that a strong level of
patronage could be generated to support the service. The service
provides links to two shopping districts from residential areas which are
isolated from the main bus network. To encourage use of the facility a
free phone booking service is provided, and there is no premium fee
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3.2.3

3.24

3.2.5

charge for door-to-door services. The reputation for timekeeping and
friendliness of two regular drivers is cited as a significant factor in the
success of the project.

Some 2,000 homes in the immediate area received hand delivered
timetable information and various local shops, libraries and community
centres also received a stock of leaflets to distribute. The service was
featured in the local newspapers and on television. Along the route
itself new bus stops providing shelter, lighting, timetable information
and raised kerbs were installed.

The service does not compete with commercial services on the main
bus network. Patronage levels peaked and then decreased due to the
following reasons. Firstly, a sharp increase in passengers numbers
was experienced when an hourly service was introduced at the same
time as one of the core network services was temporally withdrawn.
When this service was reintroduced passenger numbers declined but
were still higher than those before the removal of the service.

Typically approximately 160 booked journeys per month are made on
MyBus. The number of demand responsive passengers continues to
grow over time. Bookings for the service are made by a core of eight
households (approximately ten individuals) who live in areas just off the
basic route.

3.3 Wymondham Flexibus service

3.3.1

3.3.2

The Wymondham Flexibus service is a fully accessible fourteen seat
minibus linking twenty eight Norfolk villages with the market town of
Wymondham. Flexibus provides off peak demand responsive services
and a fixed route bus service at peak times. Some of the villages
served are populated by less than 200 residents. Flexibus connects
two health centres, a leisure centre, a railway station, an out of town
supermarket and a town centre.

Initially the service carried low numbers of passengers and there was a
perception that it was simply another community transport scheme for
older people. However, the following changes were introduced after
extensive consultation:

o The flexible elements of the service were made totally demand
responsive

. A new evening service was introduced linking with a
conventional bus service to and from Norwich.

. A late night return service from Norwich operating on a Friday
and Saturday night at 2.30 am.

. A dedicated marketing campaign aimed at selling the service to
young people and generally raising awareness of the services in
the villages.
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3.3.3

. A bright new image for the bus designed by local school
children.

Since these changes were introduced there has been a 40% increase
in passenger numbers, consequently the cost per passenger has
dropped significantly. Approximately 500 passengers per month use
the service and the cost per passenger is now £5.56 as opposed to
£34.78 when it was first introduced.

3.4 A2B Dial A Bus; Aberdeen

3.4.1

3.4.2

The Aberdeen A2B services offer different services in different areas.
Three services are targeted at those with mobility difficulties, including
the elderly, disabled, those with no direct access to the car and those
living off conventional bus routes. Two are registered local bus services
and, as such open to the general public and visitors to the area. All
trips are booked through a Dial-A-Bus hotline with a centralised travel
dispatch centre located in the Councils Public Transport Unit.

In some cases the demand responsive services were used to replace
existing network services. Although it is noted that in some areas it has
taken over a year for passengers numbers on the demand response
services to match those carried by the previous services. Difficulties in
getting people to adapt to preplanning and pre-booking trips are
blamed for this.

3.5 Vale of Glamorgan — Divertabus

3.5.1

3.5.2

3.5.3

To provide coverage to an extended number of destinations, a network
of village bus services operate around the Llantwit Major and
Cowbridge areas, which include a number of innovative demand -
responsive ‘divert-a-bus’ services. These services provide socially
necessary transport for destinations where a regular bus service would
be an inefficient use of resources. The services are open to all users,
and unlike some community transport schemes, fall within the remit of
the All Wales Concessionary Fare Scheme.

To access the direct bus service, passengers requesting the bus to
divert are required to contact the booking service one day in advance
(to enable driver schedules to be updated). However, passengers may
inform the driver upon boarding, of desired diversion. The service
pattern has a period of recovery time built into the operating schedule.

Although patronage levels may be considered modest in comparison to
the commuter driven services on the main corridors, operator
experience has identified a high level of regular users — demonstrating
the success of the initiative.
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3.6 Wiltshire ‘Wigglybus’

3.6.1

This service operates on the same principle as the ‘Divertabus’
services, with 3 core routes operating across the county, utilising
smaller (14 — 16 seat) mini buses, which are fully accessible. Support
costs at 2003 prices were £240,000 over a 3 year period.

3.7 Gower Bus

3.7.1

3.7.2

3.7.3

This service was launched thanks to a £575,500 grant from the Welsh
Assembly Government. Swansea City Council used the grant to
purchase a fleet of six buses, four larger vehicles were purchased to
service the main routes, while two smaller vehicles, more suited to the
narrow lanes of the Gower were purchased to service the Gower
Explorer service.

The introduction of new timetables with an hourly frequency and
improved reliability has contributed to a 16% increase in passenger
numbers. This came at a time when other rural services in the area are
being cut back due to low patronage.

The service is backed by a high profile marketing campaign which
appeals to residents, students and tourists.

3.8 Beacons Bus

3.8.1

3.8.2

3.8.3

One of the first services of its type in the UK, this bus has the facility to
carry up to 24 bicycles on a specially designed trailer. The service
connects Cardiff with Brecon allowing cyclists to cycle back down to
Cardiff along a linear route following the Taff Trall.

The service runs on Sundays during the summer months and benefits
from extensive marketing in a wide range of media. The cost per ticket
is £5.50 per person, with a £2 supplement for the carriage of bicycles.

In 2004 the Brecon Bus Activity Report produced by the Brecon
Beacons National Park reported that daily revenue in 2004 amounted
to £166. This figure includes concessionary fare reimbursement. It is
also reported that on some occasions it has been necessary to provide
a second bus to service demand — indicating the popularity of the
scheme.

3.9 Forrest Hopper (Forest of Dean)

3.9.1

This service operates three days a week (Wednesday, Saturday and
Sunday) during school holidays, utilising a vintage open top bus.
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3.9.2 The route covers a circuit of the main attractions and camp sites, with
the bus itself providing an attraction in its own right. The main
drawbacks are:

. Limited operating hours (core tourist route makes 3 trips pre
day)

. Doesn’t run in wet weather due to open top vehicle

. Circular nature of route results in extended journey times for
many users.

3.9.3 While this service does provide an alternative transport option for the
leisure market, it is unsuitable for any other journey purpose.

3.10 Summary

3.10.1 These services have been introduced with varying degrees of success.
The Wymondham Flexibus, for example, was one of the more
successful initiatives attracting a 40% increase in patronage following
the introduction of longer operating hours and an extensive marketing
campaign.

3.10.2 The cost of running the services detailed below are not always
reported. The Wiltshire WigglyBus claim they received £240,000 for the
first three years of the service. The Gower Bus service in Swansea
report they received £573,500 from the Welsh Assembly Government
(WAG) and used the money to purchase a fleet of six new buses. The
WigglyBus operators were unable to report what would happen to the
service after this initial funding was spent. In Swansea the Gower Bus
grant from WAG was used to pump prime the service.

3.10.3 Although the services reviewed have some common issues with those
experienced in the Lower Wye Valley, there are a number of significant
differences. These include:

. The steep valley topography of the A466, presents few (if any)
options to for full width vehicles to deviate, preventing the
introduction of ‘Divertabus’ or ‘Wigglybus’ schemes

o The Gower bus network has a higher potential year round
patronage, which assists the economic viability of the service.

o The Flexible bus services such as ‘MyBus’ and ‘Wymondham
Flexibus service’ provide a similar type of service as the ‘Grass
Routs service, which all require pre booking and do not facilitate
ad-hoc use by tourists or visitors.

3.10.4In view of these issues, it is likely that a bespoke solution will be
required. Three main options are discuss in the following chapters.
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4

4.1

41.1

4.1.2

41.3

41.4

4.1.5

4.1.6

Park and Ride Options
Introduction

The merits of introducing a Park and Ride facility between Chepstow
and Monmouth are considered in this section.

In urban areas, Park and Ride facilities are becoming increasingly
common, providing an effective means of significantly reducing the
number of vehicles trips to a particular destination.

More recently Park and Ride facilities have also been introduced in
rural locations in an attempt to reduce traffic levels at visitor attractions.
The service can significantly reduce the impact of vehicular traffic in
environmentally sensitive areas and at locations serviced by rural
country roads. Not only can Park and Ride services reduce congestion
but it has the added benefit of concentrating all traffic management
issues into one area.

Careful strategic planning is needed to support a successful Park and
Ride scheme. Issues such as location, bus frequency, vehicle type,
route, user profile, incentives and restraint measures all need to be
carefully considered prior to implementation.

In respect of the Lower Wye Valley an added consideration will be the
impact a potential Park and Ride service would have on the existing
service 69. Service 69 is fully supported by Monmouthshire County
Council and provides a vital link to residents wishing to access socially
necessary services in Monmouth and Chepstow. The service operates
on a 2 hour frequency along the A466 corridor and is dependent on the
revenue collected from school pupils.

If it is decided to introduce a Park and Ride service it should be done
so in a way that does not affect the long term future of service 69.

4.2 Location

42.1

4.2.2

The key factor in determining the feasibility of establishing a Park and
Ride service is the location and availability of a suitable site. Each
possible site within the study area has been considered These are
discussed individually:

Chepstow Railway Station

One possible location for the Park and Ride is Chepstow Railway
Station. Best practise dictates that Park and Ride sites should provide
good connections with local interchanges facilities. And although
locating the Park and Ride site in the railway station car park, would
meet this requirement there are a number of issues to consider. For
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4.2.3

4.2.4

4.2.5

4.2.6

4.2.7

4.2.8

4.2.9

example Commuters arriving in Chepstow by train will most likely be
working in locations within walking distance and would therefore not
require transfer by bus. This would reduce the potential catchment for
northbound buses.

This location might be appealing for residents living in the Lower Wye
Valley to the north of Chepstow. Locating the Park and Ride facility
here would facilitate easy onward travel to destinations at Bristol,
Cardiff and beyond.

In an attempt to maximise, usage careful planning would be needed to
ensure the Park and Ride timetable compliments the train timetable.
Given the potential appeal of this location to commuters it would be
important that the Park and Ride service operates at a frequency that is
appealing to commuters. This would mean providing high frequency
services, especially during the peak hours.

Locating the Park and Ride facility at the railway station would appeal
to the tourist market. Chepstow is a gateway to the Lower Wye Valley
and as such is often the first port of call for many visitors.

Capacity levels at the railway station car park present a significant
barrier to the implementation of Park and Ride at this location.
Anecdotal evidence suggests the car park is close to capacity
throughout the day. A fundamental principle of Park and Ride is the
guarantee of a secure parking space for the user. It would be very
difficult to deliver this at the Railway Station car park, unless a
significant number of spaces were segregated for the exclusive use of
Park and Ride patrons.

It is possible that making use of the adjacent Tesco car park might
resolve some of these issues. At this stage no negotiations have taken
place with Tesco, although it should be noted that a 2-hour limit is
currently applied to their car park.

Chepstow Racecourse

Chepstow Racecourse provides another possible location for a Park
and Ride site. The car park adjacent to the A466 has the capacity to
accommodate several hundred vehicles. The racecourse hosts
approximately 30 meetings per year. During the summer months many
of these meetings start at 18:00 hours. There are no race meetings on
a Sunday. Between meetings the car park remains vacant except for
the Sunday Market, which occupies one corner.

The operation of the Sunday Market has the added advantage that a
racecourse employee is already on site to open/close the gates and to
supervise the site.
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4.2.10 There is an existing bus stop adjacent to the A466, therefore, buses
would not be required to enter the car park, which eliminates the need
for a turning circle.

4.2.11 Chepstow racecourse has confirmed their support for developing a
tourist focused Park and Ride service using the racecourse car park,
adding that a nominal fee in the region of £250 per Sunday would be
required to cover the marginal cost of utilising additional car parking
space (main staffing costs are covered by the market trading), although
this would be subject to final negotiation.

4.2.12 Ideally located adjacent to the main road through the Lower Wye Valley
the racecourse is easily accessible from Junction 2 of the M48. This
positioning with close proximity to the M4 will make the site attractive to
tourists, a significant proportion of which originate from South Wales
and the West Country.

4.2.13 This location might be less appealing to commuters who would have to
make an onward bus trip to reach Chepstow town centre. The provision
of bespoke commuter service to the town centre would reduce the
services appeal to tourists who would be forced to endure additional
travelling time. By means of a compromise, it could be worth
considering operating the commuter service during the peak AM and
PM periods.

4.2.14 Should a commuter based park and ride service operate the daily cost
of using the racecourse car park is likely to increase significantly as the
staffing costs are unlikely to be offset.

Dixton Roundabout

4.2.15 At the northern end of the route one possible location is Dixton Round-
about. Although this site is ideally located to catch both commuter and
tourist traffic, it is currently owned by Tesco.

4.2.16 Since inception of this report, the site has come onto the property
market; however it is not possible to fully determine its feasibility at this
early stage, particularly the cost of conversion and likelihood of
obtaining planning permission.

Monmouth Welcome Centre

4.2.17 Another possible location at the northern end of the route is Monmouth
Welcome Centre. Given that this development is only at the design
stage and it is unclear if funding for completion has been committed, it
is unlikely that this location will become a possibility, at least in the
short to medium term.
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School sites

4.2.18 School sites and car parks provide an alternative option for the location

of a northern site. At this stage Monmouth Comprehensive could be
ruled out as their car park is used jointly by the leisure centre. It is
recommended negotiations with the Schools and Monmouthshire
County Council be undertaken to investigate this possibility. Issues
surrounding security, insurance and staffing would have to be
addressed.

Tintern Abbey

4.2.19 Tintern Abbey is another potential site that should be considered for

the location of the northern park and ride site. There are many
advantages in making use of this location.

4.2.20 Firstly, it is very convenient for the biggest tourist attraction in the area

and Tintern village. Secondly, positioning the northern park and ride
site at this location will reduce the distance between the two park and
ride sites. This will have the effect of reducing the number of vehicles
needed to provide an attractive service, thereby having a significant
effect on operational costs.

4.2.21 This cost saving must be balanced against the reduction of catchment

area for the service. This location would not appeal to visitors arriving
form the north.

4.3 Frequency & Route

43.1

4.3.2

4.3.3

In order to determine the frequency of the service, it is important to
understand the needs of the target market. Commuters will require a
service that operates with a high level of frequency, whereas frequency
levels for a service targeted at tourists could be much lower.

Frequency is a key ingredient in the Park and Ride mix. The higher the
frequency levels the more passengers the service is likely to attract
while higher frequency levels and longer operational hours require
greater investment, in terms of vehicles and drivers. Demand for a
commuter service will be fairly predictable and concentrated around the
traditional peak hours, demand for a tourist service will be highly
variable and will be influenced by external factors such as the weather.

Before deciding on frequency levels it is recommended that extensive
market research be undertaken in an attempt to determine demand.
Household surveys of residents living in the Lower Wye, employee
surveys and commuter surveys conducted at Chepstow Bus and Raill
stations will combine to give a good indication of the type of service
that is desired.
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4.3.4

4.3.5

4.3.6

4.3.7

4.3.8

Service 69 takes an hour to travel between the racecourse and
Monmouth, (50 minutes travelling time plus 10 minutes for a driver rest
break); therefore, it will take 2 hours to complete a return trip. Table 4
identifies the number of vehicles required to provide given frequencies
on the Chepstow to Monmouth route.

Table 4: Frequency levels compared to number of vehicles:
Chepstow to Monmouth

Number of buses Effective frequency
120 minutes

60 minutes

40 minutes

30 minutes

24 minutes

20 minutes

18 minutes

15 minutes

OINO| OB WIN|F

It is clear that the higher frequency that is provided the more resources
that will be needed and this will have significant cost implications for
the service.

Waiting times of no longer than 15 minutes are desired by commuters,
to achieve this frequency the Park and Ride would need to operate
using 8 buses. The introduction of such a high frequency service would
undoubtedly jeopardise the future of Service 69.

In addition to this, given that Service 69 rarely operates with full
capacity it must be assumed that the size of market needed to sustain
such a high frequency service does not exist in the Lower Wye Valley.

As frequency is such a key element in the Park and Ride mix it might
be preferable to consider a shorter journey, for example, the journey
between the racecourse and Tintern Abbey. The journey time between
these two locations is approximately 15 minutes. Table 5 suggests the
number of vehicles that are needed to achieve frequency levels that
have the potential to meet the meets of tourists on a Chepstow to
Tintern Abbey route.

Table 5: Frequency levels compared to number of vehicles:
Chepstow to Tintern Abbey
Number of buses Effective frequency
1 30 minutes
2 15 minutes
3 10 minutes
4 7.5 minutes
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4.3.9

The introduction of this type of service is likely to be more achievable.
However, there will be a trade off, in that there is no incentive for
visitors entering the valley from the north to use the park and ride, as
they would have to drive past Tintern Abbey before arriving at the
racecourse. Effectively this will increase the total mileage attributed to
some visitors; e.g. visitors arriving from Gloucester, for example would
drive past the Abbey, resulting in a longer journey and an additional
return bus trip.

4.3.10 Additionally commuters parking here would need to surrender their free

unregulated parking space in favour of a bus journey that will require
additional waiting times, payment and increased journey times.

4.3.11 The availability of waiting facilities will have an impact on people’s

desire to wait. Many modern Park and Ride facilities offer heated
waiting rooms complete with information, toilet facilities and
refreshments. The traditional bus stop facilities located throughout the
Wye Valley offer the minimum in terms of comfort and are likely to
significantly reduce the amount of time passengers are prepared to
wait. The cost of providing modern waiting facilities is unlikely to be
justified given expected levels of demand.

4.4 Vehicle Options

44.1

4.4.2

4.4.3

4.4.4

4.4.5

If service 69 was a financially viable route there would be no need for
Monmouthshire County Council to support the route as commercial
operators would already be running buses along the A466. Given the
potential low patronage levels, especially in the early years it is unlikely
that commercial operators will take the risk and introduce services on
the route.

The cost of subsidising a commercial operator for running the service
will be approximately £25 - £35 per hour at a commercial rate on a
Sunday.

In order to reduce the possible revenue implication of the service,
outline discussions have taken place with representatives of
Monmouthshire County Council, who have purchased a total of seven
full size (10.8m) yellow school coaches (with two more on order). The
coaches have the capacity to carry 70 pupils and seat spacing is such
that adults could be comfortably accommodated for the proposed
journey lengths.

Currently the buses are used Monday to Friday on school related trips.
There is also some utilisation of the coaches on weekends for
excursions by youth groups and other organisations.

Monmouthshire County Council has advised they would investigate the
possibility of leasing one or two coaches to facilitate a park and ride
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4.4.6

4.4.7

operation. At this stage the Council are unable to provide a definitive
cost for use of the yellow bus (es) however, it would be less than the
commercial rate, previously mentioned.

Given the topography of the Lower Wye Valley and the size of the
yellow buses the route along which they travel will be restricted to the
A466. They would not be able to deviate from the main road.
Additionally, the provision of adequate turning facilities at either end of
the route would have to be provided. If turning areas need to be
created significant costs will be added to the project.

A further consideration regarding the use of yellow buses relates to
drivers. Given their size it will not be possible to make use of volunteer
drivers, therefore, it will be necessary to employ paid drivers. In order
to provide cover for annual leave it will be necessary to employ
approximately 1.5 driver shifts for every coach.

4.5 User profile

45.1

45.2

Extensive market research will be needed in an attempt to determine
the needs of potential users. Within the Lower Wye Valley area there
are two distinct groups who might consider using a park and ride
facility. These are the commuters living and working in the area and the
tourists visiting the area. The needs of each group are very different
and are highlighted in table 6.

Table 6: Needs of commuters compared to the needs of
tourists
Need Commuters Tourists
Frequency High frequency levels, 15| Lower frequency levels,
minutes is desirable hourly common on

comparable services (E.g.
City Sightseeing Tours)

Time of Weekdays. Higher All week. Demand spread
service demand during peak unevenly throughout the
periods. Low demand at | day

other periods

Seasonality | All year April to September
Route Direct to employment Will request frequent stops
centres with minimal at areas of interest
stops
Willingness Low due to free parking | Low due to free parking at
to pay in employment centres tourist destinations
Incentives Fast convenient reliable | Discounted entrance to
service tourist attractions

A market research campaign will enable developers of the park and
ride the opportunity to implement a service that is capable of meeting
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45.3

4.6

4.6.1

4.6.2

4.6.3

4.6.4

the needs of the target market. Answers to issues such as location,
frequency and potential usage can all be addressed by distributing
carefully designed questionnaires to commuters and visitors.
Household surveys of residents living in the Lower Wye, employee
surveys and commuter surveys conducted at Chepstow Bus and Rail
stations will combine to give a good indication of the type of service
that is desired.

As a first step towards the implementation of a potential park and ride
service it is recommended that extensive market research be
undertaken. Questionnaires should be distributed at the following
locations:

Employment centres
Tourist destinations
Health centres
Libraries

Job centres

Bus and rail stations

Incentives

The majority of commuters will only use park and ride if it is cheaper
and quicker than the mode they currently commute by. For commuters
the key issue will be frequency. The more frequent the service the
more likely they are to use it.

Park and ride services would need to be developed in tandem with
employer Travel Plans. Travel Plans are a package of measures
designed to reduce car use by promoting alternative modes such as
car sharing, walking, cycling increased public transport usage and
where applicable park and ride. A Department for Transport report in
2002 investigated the twenty best performing travel plans in the UK
and found that the number of single occupant trips undertaken by
employees reduced by 18%’.

For visitors the appeal of a park and ride service may not necessarily
lie in the frequency but in the flexibility of the service, e.g. how often
can they can on and off, how many different attractions can they visit
along the route, can the bus accommodate my rucksack, my picnic
hamper or my bicycle?

Negotiations should be undertaken with the tourist attractions and
accommodation providers in an attempt to secure a discount on the
entrance charge for visitors arriving via the Park and Ride.

! Department for Transport; Making Travel Plans Work; 2002
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4.6.5

4.6.6

While the area has a low rate of crime, there have been instances
where car parks have been targeted by thieves, who observe potential
victims hide valuables in their vehicles. Once the victims have left to
undertake an activity such as walking, thieves have ample time to
break into the vehicle.

Although such instances are rare, the provision of a manned park and
ride facility would provide a considerable improvement in security.

4.7 Restraint measures

4.7.1

4.7.2

Currently there are few measures that have the potential to discourage
car use in the Lower Wye Valley. Congestion levels are low and limited
to a small number of locations at peak times. Parking provision is
adequate and more importantly it is free. In addition to this there are
few options that provide a convenient alternative to car use.

If park and ride is to be successful restraint measures that discourage
car use need to be introduced. Most powerful of these would be car
park charging. The parking regime would have to be extended to tourist
attractions as well as town centre locations. Neither commuters or
tourists will pay to use park and ride when they can park at their
preferred location for free. However, the implementation of such a
measure is likely to be very controversial.

4.8 Costs

48.1

4.8.2

4.8.3

As previously mentioned there are two types of potential user for the
Park and Ride, commuters and tourists. The differing needs of each
market have already been established.

In an attempt to appreciate the cost of providing a Park and Ride
service for each market type the following calculations have been
made, based on the assumption that a commercial operator will charge
£30 per hour to run the service. A summary of costs is contained in
Appendix 2.

Table 7 estimates the cost of operating a commuter service. This
assumes there are 250 working days in a year and that the service will
run for 10 hours per day 07:00 to 19:00, from Chepstow to Monmouth.

Table 7: Annual cost of running a commuter service
Commuter days per year 250
Daily operational hours 10
Cost per hour £30
Total Cost £75,000
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4.8.4

4.8.5

4.8.6

4.8.7

Table 8 estimates the number of passengers this service would need to
carry in order to breakeven. Fare levels and passenger numbers are
compared on a sliding scale. It should be noted that the more
expensive the service is, the less competitive is becomes when
compared to the cost of undertaking the same journey by private
vehicle, where many car drivers only consider the marginal cost of fuel.

Table 8: Number of passengers needed for the commuter
service to breakeven
Fare Annual number of | Daily number of
passengers passengers
£2 37,500 150
£3 25,000 100
£4 18,750 75
£5 15,000 60
When viewing these figures it is worth remembering that the figures in

table 8 and table 9 are estimates for the provision of one service. This
would provide commuters with a two hourly frequency. It has already
been established that this level of frequency would not be appealing to
commuters who demand more regular services.

It is understood that 15 minutes is the preferred waiting times for
commuters. To achieve this 8 buses are needed. Table 9 provides an
estimate of the costs involved in providing 8 buses to service the
commuter market, while table 10 predicts the passenger numbers that
are needed for the service to breakeven.

Table 9: Annual cost of providing a 15 minute frequency
Commuter days per year 250
Daily operational hours 10
Cost per hour £30
Number of buses 8
Total Cost £600,000
Table 10:  Number of passengers needed to breakeven
Fare Annual number of Daily number of
passengers passengers
£2 300,000 1,200
£3 200,000 800
£4 150,000 600
£5 120,000 480

The calculations presented in tables 7 — 10 must be weighed against
the data gathered by the ATC’s which suggest that weekday peak hour
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4.8.8

4.8.9

flows do not exceed 200 cars, and are generally less than 160 vehicles
per hour.

Table 11 estimates the costs of providing a Park and Ride service for
the tourist market. This assumes the service will operate on Sundays
and Bank Holidays from April to August. The estimates are based on
the service operating 10 hours per day at a commercial rate of £30 per
hour, from Chepstow to Monmouth.

Table 11:  Annual Running Cost of a Summer Tourist Service
Sundays 20
Bank Holidays 4
Daily operational hours 10
Cost per hour £30
Total Cost £7,200

Table 12 estimates the number of passengers this service would need
to carry in order to breakeven. Fare levels and passenger numbers are
compared on a sliding scale. It should be noted that the more
expensive the service is, the less likely people are to use it, given the
abundance of free parking.

Table 12: Number Of Passengers Needed To Breakeven
Fare Annual number of Daily number of
passengers required passengers required
£2 3,600 150
£3 2,400 100
£4 1,800 75
£5 1,440 60

4.8.10 The costs provided in tables 11 and 12 relate to the provision of one

bus that will provide a 2 hour frequency on the Chepstow to Monmouth
route.

4.8.11 While it is possible to determine the operating costs, there is no data

4.9

available which can be used to determine the relative level of car
parking fees/bus fares that would be required to encourage modal shift.
It is therefore recommended that a stated preference survey of tourist
sites is undertaken to identify likely user/visitor trends should car
parking charges be introduced.

Environmental Cost Opportunities

4.9.1 While it is evident that demand levels do not financially justify the

provision of a commuter based park and ride scheme at present, it has
been considered whether the external costs of motoring (i.e. pollution,
noise, etc) could be considered in the justification of a service.
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4.9.2

4.9.3

4.9.4

Data obtained from Transport 2000° indicates the financial cost of
these externalities equates to an average of 21p per mile. Recently,
there has been increased interest in the concept of ‘carbon trading’ or
‘carbon offsetting’, where users could financially contribute to schemes
which reduce carbon dioxide, such as the planting of sustainable
woodland. This offers some financial potential, with car borne trips
generating 114 grams of carbon dioxide for per passenger km
(g/passenger km) while the figure for buses is significantly lower at 77
g/passenger km;

At present, carbon offsetting schemes are voluntary, and few in nature.
Should this be considered in the context of the Lower Wye Valley in
apportioning motoring costs, there would be considerable set up and
administration costs. Should a scheme be considered as part of wider
road pricing schemes under consideration, there would be legislative
and enforcement issues.

In addition to these concerns, the potential income levels are relatively
low. The Environmental Transport Association, operates a carbon
offsetting scheme, however the rate for motor vehicles is £2.75 per
1000 miles. At these rates the mileage savings by modal shift will not
contribute significantly to the running costs of park and ride services.

& www.transport2000.org.uk
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5 Service 69 Enhancements

5.1

5.1.1

Introduction

Given the considerable cost associated with providing a high frequency
commuter/park and ride service combined with the potential risk of
abstraction from regular services 65/69, it has also been considered
what opportunities exist to improve existing service provision and build
patronage.

5.2 Key Issues

5.2.1

5.2.2

5.2.3

5.24

5.2.5

5.2.6

Patronage on the 65 service predominantly consists of schoolchildren,
with little (or no) demand for the bulk of the working day. In addition the
majority of attractions are located on the A466 corridor. As a result it is
highly unlikely that significant patronage improvements would be
achieved on service 65. As a result, improvement opportunities should
be focussed on service 69.

The low level of weekday traffic flows recorded by the Manual
Classified Counts indicates there is a limited commuter market to
support the additional cost of providing frequency enhancements on
this corridor. Although detailed origin-destination information is not
available, there is likely to be a significant number of journeys whose
ultimate destination is beyond Chepstow or Monmouth (and hence
unable to be served solely by the 69).

In contrast the results of the tourism surveys identify the private car as
the dominant arrival mode. This suggests leisure and tourism journeys
provide the greatest potential to grow patronage and reduce the total
number of car miles travelled in the Lower Wye Valley.

The main barriers to increasing public transport use in the valley are:

o Adequate free parking is generally available.

o Time advantage of car over public transport waiting/journey time

. Mobility requirements of some users cannot be accommodated
by existing service vehicles

. 2 hourly frequency of existing services is less attractive

In addition to these factors, some car based tourism is actively
encouraged, for example there are a number of signed ‘scenic drives’,
with some unofficial websites promoting the virtues of driving through
the valley.

Although it would appear there are some significant disincentives for
visitors to use public transport, there a number of journey/activity types
where the use of public transport offers significant opportunities to
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5.2.7

5.2.8

5.2.9

enhance user experience (particularly those where users can
undertake a linear journey, such as walking). These include:

Sustainable/green tourism

Walkers

Cyclists

Car free holidays in the Wye Valley
Wildlife observation

In addition there are a number of occasions, where peak demand may
outstrip parking supply (generally limited to bank holidays/Sundays),
which may provide a further incentive for use of public transport.

In order to increase the attractiveness of the service to these users, it
would be vital that the service 69 is enhanced; with particular regard to
the following areas:

o Increased frequency
o Improved vehicle quality
. Targeted market campaign

Each is discussed individually.

5.3 Frequency Enhancements

5.3.1

5.3.2

5.3.3

5.3.4

While a 2 hourly frequency does facilitate some tourist use (e.g. visits
to Tintern Abbey or the Old Station) this level of service is unlikely to
provide a significant level of confidence — particularly if a bus doesn’t
run as a user could have to wait a of 4 hours between services. The
introduction of an hourly service would provide a significant increase in
public transport provision in the area.

Given the current subsidised nature of bus services in the area, the
availability of funding is likely to be the key influence on the ability to
provide such a level of enhancement.

In view of the low level of non-home to school related patronage, it may
be possible to reallocate some/all the funding currently allocated to
service 65 to bolster service 69 - initially during the summer months for
the first two years of operation, following which a review of patronage
demand/revenue income should be undertaken to determine the
feasibility of extending this level of frequency to a year round service.

While this would increase the attractiveness of service 69, there would
be a number of practical and political implications of such revision for
users of current service 65 - in particular, it will be necessary to provide
alternative arrangements for travel to/from school and existing (albeit
low) demand for socially necessary and commuting purposes. To
mitigate these trips the following actions would be necessary
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5.3.5

. Provide contracted School Bus - Monmouthshire County
Council is currently reviewing ‘Home to School’ transport
provision, with a number of pilot services established utilising
bespoke school buses to provide school transport. Although the
full outcome of these trials has not been determined at present,
initial indications are that the purchase of school buses by the
County Council (which are operated under contract) has proved
more cost effective than the previous tender arrangements.

o Increase use of Grass Routes — The existing ‘Grass Routes’
demand responsive service currently has sufficient capacity to
accommodate the current demand for commuting or socially
necessary purposes.

While these measures would enable service 65 to be replaced, they
would prevent the entire subsidy from being transferred to service 69.

5.4 Vehicle Quality

5.4.1

5.4.2

5.4.3

5.4.4

A key weakness of the current service 69 is the low quality of vehicles,
which do not offer step free access for mobility impaired users. Whilst
the vehicles meet the current emission regulations, they do not utilise
the latest technology, which would significantly reduce the level of
harmful emissions. This would further contribute to the key objective of
reducing vehicle related pollution in the area.

In addition to these technical shortcomings, the high vehicle age does
not provide an appropriate image with which to advertise a high level of
service/reliability.

To address these issues, it is recommended that higher specification
vehicles are procured, which include the following features:

Low floor access, in accordance with DiPTAC® standards
Wheelchair/pushchair bay

Vehicle age of 5 years or less

Euro Ill standard or greater (mandatory for all new buses and
coaches in the UK since Jan 2002)

In addition to these features, the specification should also include the
fitment of an internal or external bike rack, such as those fitted on
‘Grass Routes’ or ‘Traws Cambria’ services. Although there may be
some operational issues associated with this (an internal rack may
reduce useable space, whilst there may be security/loading issues with
an external rack), there would be significant benefits encouraging

° Disabled Persons Transport Advisory Committee

36



Lower Wye Valley — Public Transport Enhancements

5.4.5

service use by cyclists wishing to undertake linear trips and provide
opportunities to extend the reach of the rail network (via Chepstow).

Existing traffic flows suggest there is limited market in which to grow
commuter use; therefore, the service should focus on growing tourist
use. To maximise the potential of the service it is vital that a
comprehensive marketing campaign is undertaken by all partners to
promote the service. A key element of the marketing plan and vehicle
specification should include the use of a bespoke livery on the vehicle
advertising the service and the attractions of the Wye Valley.

5.5 Marketing Opportunities

5.5.1

5.5.2

5.5.3

In order to effectively market the service, it is suggested that the
service 69 be re-branded to a named service, for example resurrecting
the name ‘Wye Valley Wanderer’. This would reinforce the tourist focus
of the service.

Other possibilities include

. Wye Valley Shuttle (implying a faster service than ‘Wanderer’,
but less focused on a potential tourism based theme)

. Monmouth 2 Chepstow - More 2 See, which would inform users
of the service corridor and tourism opportunities. This could be

shortened to ‘M 2 C’ or > 2 C’ for marketing purposes. This
reflects the growth in mobile phone text parlance, but may not
appeal to all sectors of the potential market.

. Brand the service to reflect a key attraction or theme
synonymous with the area, such as Tintern Abbey or Chepstow
Castle. Possible examples include ‘Abbots Carriage’ or ‘Wye
Valley Arrow’. The use of this type of branding would not reflect
the full coverage of the service and would be unlikely to attract
funding from sources/attractions not connected with the theme.

) ‘Green Line service’ — reflecting the growing use of colour
coding of key routes and the environmental credentials of the
service, however less focused on marketing the attractions of
the Valley.

The current demand profile indicates peak visitor numbers are reached
at weekends. The provision of a high quality service that also operates
during the week could present marketing opportunities to encourage
visitors during this quieter period, particularly those who would
appreciate the relative peace, such as walkers, birdwatchers and
ramblers. Advertising could be targeted at these groups, particularly
retired persons or those looking for a mid-week break to escape their
daily routine.
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5.54

5.5.5

5.5.6

Given that tourist attractions/facilities are likely to accrue significant
benefits from such use, it may be possible to obtain a funding
contribution towards the cost of advertising the service and possibly
towards the service costs (particularly the use of a bespoke
livery/brand).

If attractions are unwilling or able to directly contribute, an alternative
would be the offer of discounted entry on production of a valid ticket or
discounted purchases from shops or restaurants. This could be
developed into a ‘Wye Valley visitor's card’ or similar, where visitors
could purchase a card which gives inclusive or discounted travel/use of
local attractions. Such an initiative would require further discussions
with local tourism operators (particularly equitable split of start up costs
and revenue apportionment); however there would be mutual benefits
for scheme participants.

This type of initiative is already utilised in a number of major cities and
would further enhance the attractiveness of the area and increase
marketing potential by offering an integrated visitor package.

5.6 Funding and Procurement Considerations

5.6.1

5.6.2

5.6.3

5.6.4

5.6.5

The key barrier to implementing these service enhancements is likely
to be the level and availability of funding.

The high specification of the vehicle(s) is likely to significantly increase
the capital funding required to purchase the vehicles and revenue cost
to run them. In addition the service is unlikely to generate significant
patronage in the first year of operation, with some element of pump
priming required.

In view of the current low levels of patronage and supported status of
service 69, it is highly unlikely that a private operator will be prepared
to take the sole commercial risk in establishing a service; therefore
some element of financial support will be required.

The level of support will depend on the method of procurement, which
may also determine which funding sources are available. Two main
options could be considered:

o Tender the full service to a private operator (including vehicle
procurement)

. Purchase of suitable vehicles by the Local Authority, which are
effectively leased back to a private operator to run the specified
service.

Each option considered is individually.
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. Tender service to private operator — One of the most common
methods of procuring supported services is to issue a tender
invitation to interested companies to provide the service. The
price will vary on the type of contract, which is generally one of
two types:

o Gross Cost Basis — in this type the local authority agrees
a fixed price to provide the service, with any revenue
returning to the authority. There are a number of
disadvantages of this, in particular:

o all commercial risk is held by the authority,

o there is no financial incentive for the operator to
grow patronage, and

o there are considerable resource requirements for
the authority to monitor and administer the scheme

. Net Cost Basis — This is the most common type of
contract in South East Wales. Operators are invited to
submit a tender price based on their operating cost, less
their estimate of revenue. Any revenue received through
the fare box is kept by the operator. The advantages of
this type of contract are:

o The financial risk is held by the operator

o There is a financial incentive to grow patronage
(meeting policy aspirations) and

o There is less administration required by the
authority.

. Local Authority Purchase/Lease back of Vehicle(s) — An
alternative method of providing and procuring services recently
introduced by Monmouthshire County Council for ‘Home to
School’ transport is the capital purchase of vehicles, which are
effectively leased back to an operator. Initial results indicate this
arrangement offers more efficient use of resources and gives
greater control over the standard of vehicle provided.

5.6.6 The main draw back of introducing service enhancements for the
summer only, is the possibility that the vehicle(s) will be underutilised in
the winter months. Should the service be procured on a fully tendered
basis, this is likely to result in higher tender cost. If the vehicle is owned
by the local authority, it may be possible to utilise this spare capacity
on other services (such as social services, school trips or private hire).

5.7 Funding Sources

5.7.1 The level and availability of funding will depend on the method of
procurement, for example the Welsh Assembly Government has a
limited revenue budget but may consider providing an initial funding
allocation to pump-prime the service. Alternatively, there may be scope
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5.7.2

5.7.3

5.7.4

for assistance with the capital cost of purchasing suitable vehicles (for
example the Gower Bus Network received start up funding from the
Assembly Government).

Monmouthshire County Council already provides financial support to
the services 65/69 under their obligations to provide access to socially
necessary services. While budgets for the forthcoming financial period
are likely to have been allocated, these services are due to be re-
tendered in 12 months time. It is possible some of these could be
utilised for part of the cost of the service enhancements.

In addition to central and local government sources, the possibility of
involving local attractions and facilities (such as hotels, restaurants and
shops) should be fully explored.

In all cases, the key to obtaining funding will be the demonstration of
the added value and benefits that would be derived from these service
enhancements.

5.8 Service Costs

5.8.1

Given that services 65 and 69 are due to be re-tendered in 12 months
it is not possible to give a definitive service cost (particularly as tender
costs are increasing at a higher rate than inflation). It is however
possible to provide some indicative gross costs to provide the
recommended summer frequency enhancements based on average
tender rates in the region. These are illustrated in tables 13 and 14,
which indicate the estimated gross cost of providing frequency
enhancements on a 7 day basis or Sunday only, for a 5 month period
between May and September.

Table 13 Gross Cost to Increase Frequency on Service 69 to
Hourly, Seven Days a Week

Additional days service 150
Daily operational hours 10

Cost per hour £30
Number of buses 1

Total Cost £45,000

Table 14 Gross Cost to Increase Frequency on Service 69 to
Hourly on Sunday only

Additional days service 20
Daily operational hours 10
Cost per hour £30
Number of buses 1
Total Cost £6,000
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5.8.2

5.8.3

5.8.4

5.8.5

5.8.6

5.8.7

It should be noted these are gross costs and assume no revenue
income. These costs also assume that service 69 continues to run at a
2 hourly frequency throughout the year, with the supplementary
frequency ‘bought in’ by the local authority under the provisions of the
Transport Act (2000).

These costs do not include any subsidy from the local authority,
particularly any reapportionment of revenue, should service 65 be
replaced by a combination of dedicated school buses and Grass
Routes Services.

Although it is not possible to accurately predict the patronage that
would be generated by the enhancements, it is possible to calculate
the number of additional passengers required to break even for a given
range of fares. These are illustrated in table 15:

Table 15 — Number of Passengers (Journeys) required to Finance
Frequency Enhancement Costs.

Fare Number of Passengers Number of Passengers
Required to Support 7 Required to Support
Day Frequency Sunday Only Frequency
Enhancement Enhancement

£2 22500 3000

£3 15000 2000

£4 11250 1500

£5 9000 1200

Given the annual patronage on Route 69 is in the region of 50,000
passengers, a significant number of additional trips would be required
to cover the additional cost, for example a £2 fare would require a 50%
increase in ridership levels for 7 day support.

Alternatively, should Monmouthshire County Council be prepared to
purchase suitable vehicles the capital costs to procure a single vehicle
are:

Table 16: Capital Cost Estimates to Procure New Vehicle

Purchase of bus to relevant spec. (e.g. new Optare Solo) £90,000
Bike Rack £ 1,000
Bespoke Livery £ 1,000
Total Cost (per vehicle) £92,000

Should a suitable second hand vehicle be available, the cost would be
reduced according to the market value at time of purchase, however
this is still likely to be in the region of £60,000.
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5.8.8 In terms of running costs, these will be less that the average £30 per

hour likely to be required by a commercial operator; with an estimated
cost of £15 per hour.

5.8.9 As an alternative to the issue of a tender, Monmouthshire County

Council could purchase two vehicles, which are leased back to an
operator, who in return, will operate the service for an agreed period of
time. After this period the bus would be owned by the operator. This is
illustrated in table 17, which provides an indicative example of the type
of arrangement, compared to a conventional tender contract, based on
current cost of service 69.

Table 17 — Sample Comparison of Lease back and Conventional
Tender Contract

Type Cost per annum Total
Year 1 Year 2 Year 3 Year 4 Year 5

Conventional | 52,700 52,700 52,700 52,700 52,700 285,000

Contract

Lease-back | 184,000 |0 0 0 0 184,000

5.8.10 While the total cost is less than a conventional contract, all costs are

loaded onto the first year, which may not be possible, depending on the
budget available.

5.8.11 Given the service will initially commence in the summer, it may be

possible to purchase a vehicle which would be used for schools
services in the am and pm peak (performing the function previously
performed by service 65), then utilised to supplement frequency on the
service 69 outside school hours and during school holidays.

5.8.12 In addition to the capital costs, it will also be necessary to undertake a

comprehensive marketing campaign. Ideally this should be co-
ordinated with the campaigns of existing facilities/agencies, however it
is recommended that a supplementary budget allocation of £10,000
would be prudent to promote the service.
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6 ‘Overlooking the Wye’ Heritage Lottery Fund bid” - Minibus Based
Service

6.1 Introduction

6.1.1 While the introduction of a Park and Ride service or enhancements to
Service 69 would improve opportunities for sustainable tourism,
commuting and socially necessary journeys on the main A466 corridor,
the size of these vehicles would prevent access to many of the more
remote, but equally important, heritage sites, which are earmarked for
enhancement through The AONB’s ‘Overlooking the Wye’' Heritage
Lottery Fund bid. The geographical area of the bid is illustrated
overleaf.

6.1.2 To address this issue, the use of smaller vehicles would be required.
This section discusses the option of introducing a minibus based
service.

6.2 Main Issues

6.2.1 The Heritage Lottery Bid will provide an opportunity to develop the less
well known, but historically significant, sites in the study area. In
addition, other projects are progressing to enhance tourism and leisure.
Some of these attractions are relatively dispersed and cannot be
served by conventional public transport services — in particular, the
highway network places a practical limit on the size of vehicle which
can access all areas.

6.2.2 These factors are likely to increase pressure for car based visits;
therefore it is necessary to reduce the need for such trips, while
capitalising on the tourism opportunities arising from the investment on
the area’s heritage investment.

6.2.3 In view of the limited carriageway width at some locations, it will not be
possible to utilise a full size bus. This would limit available options to a
minibus based vehicle.

6.2.4 In common with visitor profiles for existing attractions, it is highly likely
that peak demand will be experienced during the summer months and
weekends.

6.3 Proposed Option

6.3.1 To address these issues, it is proposed that a Minibus based tour
service be introduced.

6.3.2 This could provide a series of scheduled tours for the summer
period/pre booked groups, with the possibility of being hired out or
used to supplement demand responsive services off peak — particularly
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Appendix 1
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Appendix 1

Transport 2000 Car Free Leisure Network Projects

Project

Main features

Contact

Borough of Telford &
Wrekin — Iron Bridge
Gorge

e Limited park & ride during spring and summer bank
holidays
e Development of NCN routes and new cycle maps

Tony.herraty@wrekin.gov.uk

Cambridgeshire
County Council

e To reduce pressure on city centre honey pots the Council
want to extend the city Hopper Bus to give access to rural /
National Trust sites

e Improved cycle paths and cycle storage at some attractions

Kate.day@Cambridgeshire.qgov.uk

Canterbury City
Council — Blean Woods
— Kent Downs

e Building links between local tourism industry, local service
and food providers and the local community

There are plans for improved public transport

Green tourism map

Extension of cycle paths and more cycle routes / guided
walks

Jane.lovell@canterbury.gov.uk

Cornwall County
Council
Lizard Peninsula

Bike carrying bus that connects at local railway station

A rambler bus and a luggage transfer service for walkers
Park and Ride between Lizard village and the most
westerly point
e Aferry service

riackson@cornwall.qgov.uk

Cumbria County
Council

e 5 railways, extensive bus routes and a series of
passenger boat services

e Developing a ‘rural road hierarchy’ with varying speed

limits

Lake District Transport Strategy

rob.terwey@cumbriacc.gov.uk
ray.craig@Ilake-district.qov.uk

Derbyshire County
Council
Mid Derwent Valley

Improvements to passenger information at interchange
points
e Discounted entrance linked to public transport

Martin.smith@derbyshire.gov.uk

51




Lower Wye Valley — Public Transport Enhancements

Parking strategy

Dorset County Council
— South Purbeck &
Studland Peninsular

Rail park & ride linked to steam railway in summer months
Linkrider bus service integrated with connected railways
and attractions

s.p.hardy@dorsetcc.gov.uk

East Sussex County
Council
Sussex Downs

Bike Express — allows visitors staying at participating
accommodation providers to hire a bicycle

Installation of secure cycle storage facilities at
accommodation

Training for accommodation providers to help them find
out more about how visitors can travel without a car
Village / area maps

Notice boards

Extra Sunday bus services

Hiker Bike Bus

Safe crossing points and traffic calming around most
popular areas

. Whitman@southdowns-
aonb.gov.uk

Hampshire County
Council — New Forest

Lorry restrictions, traffic management, speed limits and
major extensions to pedestrian footways

Plans to introduce area wide network of on road shared
use cycle routes and facilities for both utility and
recreational cycling

Paul.basham@hants.gov.uk

Lancashire County
Council -

Railway stations serve as starting points for walks

Flexible rural bus services capable of carrying bikes
Funding for a fleet of fully accessible mini buses fitted with
cycle racks

Rural intelligent bus stops with real time passenger
information using solar power

Henry.peacock@env.lanscc.gov.uk
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Northumberland
County Councill
Hadrians Wall

Green Travel Point car parks to encourage onward travel
without a car

Bicycle hiring facilities in car parks

Improved cycled parking and storage at accommodation
and attractions

Emma.moody@unpa.org.uk

Suffolk County Council
— Suffolk Coast and
Heaths

Undertaken surveys to determine highway usage and
perceived problems

Keith.bridges@et.suffolkcc.gov.uk

Teesdale District
Council — North
Pennies

Bike carrying bus with reduced entrance fee to attractions

Promotion of walking and cycling links to attractions,
accommodation and food to provide the complete
sustainable tourism package

Development of quite roads

s.day@teesdale.gov.uk

Thanet District Council
— Margate, Broadstairs
and Ramsgate

Open top bus between three towns with discounted
entrance

Plan for mobility impaired tourism initiative

Planned improvements to bus, cycle and walking
networks

Stuart.smith@thanet.gov.uk

West Sussex County
Council

Joint ticketing arrangements to give discounted entry
Interactive Rights of Way map linked to web based
information and places to visit and stay

Web based journey planning for non car users
Seasonal sustainable themed transport
between attractions

alternatives

Peter.Bradley@westsussex/gov.uk

Wycombe District
Council
Chilterns AONB

Booklets promoting walking, cycling and bus routes from
residential areas to main visitor attractions

flitttlewood@-chilternsaonb.org

Yorkshire Dales
National Park Authority

Experimental bike bus

Andy.ryland@vyorkshiredales.org.uk
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High quality transport interchange with information and
links to accommodation, food and walking and cycling
opportunities

Source: http://www.transport2000.org.uk/tourism/localauthoritypages.htm

http://www.transport2000.org.uk/goodpractice/CarFreelLeisure.htm
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Appendix 2 Lower Wye Valley - Public Transport Enhancements - Outline Cost Matrix

Possible
Indicative external
Gross direct funding
Measure Description Cost Revenue | Net Cost | source(s) Comments
Park and Ride | Chepstow to Monmouth Hourly Based on 20% commuter use of 69
Commuter Service Hourly frequency service levels @ £3 trip cost. Note
(250 days) £75,000 £30,000 | £45,000 will abstract revenue from 69
Chepstow to Monmouth Hourly Based on 20% commuter use of 69
Commuter Service 15 minute service levels @ £3 trip cost. Note
frequency (250 days) £600,000 £30,000 | £570,000 will abstract revenue from 70
Chepstow to Monmouth Hourly Based on 50 passengers per day
Tourist Service 15 minute frequency @ trip cost of £3
(24 days) £7,200 £3,600 £3,600
Service 69 Increase frequency to hourly 7 days Local based on 10% increase in annual
enhancements | per week authorities, patronage on existing 69 @ £3 trip
Tourist rate
£45,000 £15,000 | £30,000 | attractions
Increase frequency to hourly Sunday Local based on 10% increase in daily
only authorities, patronage on existing 69 at £3 trip
Tourist rate
£6,000 £2,250 £3,750 | attractions
Purchase of high quality vehicle Local Note 1/5th of purchase cost,
(including bike rack and bespoke authorities, revenue assumes 5% increase in
livery) Tourist annual patronage @ £3 trip cost
£18,400 £7,500 | £10,900 | attractions
Marketing Campaign Local
authorities,
Tourist
£10,000 £0 | £10,000 | attractions
Heritage Set up cost Welsh
Lottery Fund Assembly
Government,
Heritage Lottery
£50,000 £50,000 | Fund
Note 1/5th of purchase cost,
revenue assumes average 200
£10,000 £7.200 £2.800 trips per month @ £3 each
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