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[bookmark: bmkStart][bookmark: _Toc505265198][bookmark: _Toc49003557][bookmark: _Toc88767782]Introduction
[bookmark: _Toc88767783]Overview 
[bookmark: _Hlk88725895]Mobility Hubs will be an important tool to support Fife Council as it seeks to meet the aims and objectives outlined in the National Transport Strategy 2 (NTS2), reflected in SEStran’s emerging Regional Transport Strategy (RTS) and in the development of a new Local Transport Strategy (LTS) for Fife. These include reducing inequalities; taking climate action; helping deliver inclusive economic growth; and improving health and wellbeing.
This document presents the technical assessment and business case for a Mobility Hub in Leven which could form the basis for a funding submission. This document also examines the costs associated with funding the capital, operating and renewal costs.
Additionally, a range of proposed improvements at Cameron Bridge Rail station are proposed and explored separately in Chapter 9. 
It should be noted that the shared mobility market is a fast-moving sector, and all assumptions are based on the current data and industry intelligence at the time the report was prepared (October 2021).
[bookmark: _Toc88767784][bookmark: _Toc49003559]Definition of a Mobility Hub 
SEStran defines a Mobility Hub as follows:[footnoteRef:2] [2:  SEStran-Mobility-Hubs-Strategic-Study-Final-Report.pdf] 

“A Mobility Hub is a recognisable and easily accessible place which integrates different transport modes and supplements them with enhanced facilities, services and information aimed at encouraging more sustainable travel, creating sense of place and improving journeys and travel choices”
The SEStran Mobility Hubs Strategic Study states that for a place to be defined as a Mobility Hub, it should meet the following criteria:
· Co-location of public transport and shared transport (at least one or more public transport mode; and one or more shared transport mode); 
· Safe and secure bicycle storage; 
· A place for everybody (good lighting, visibility, accessibility, and safety);
· The redesign of space (improving the surrounding public realm); 
· Serves local needs (residential population, employment, visitors, or multiple user types); and 
· Identifies the space as a Mobility Hub through a branded pillar or board and provide travel information, which is clear and visible.
As stated above, for the Hubs to be developed in East Fife, one of the key requirements is to introduce both public and shared transport options in the hubs. Shared mobility options may include bike share, bike hire, e-scooter share (subject to legal approval), car clubs and Digital Demand Responsive Transport (DDRT). 
The proposed locations for Mobility Hubs in Fife do not currently have shared mobility options. 
CoMoUK Mobility Hubs accreditation
CoMoUK has developed a set of standards for assessing Mobility Hubs and can provide formal accreditation status at either bronze, silver, or gold standard.[footnoteRef:3] Figure 1 summarises the quality standards which each hub should have to be accredited. One of the requirements is also co-location of public and shared mobility modes.  [3:  How - CoMoUK] 

[bookmark: _Ref78197726]Figure 1. CoMoUK accreditation - six success factors
[image: ]
Source: CoMoUK
[bookmark: _Toc88767785]Structure of the document
This document includes the following chapters:
Chapter 2 – Mobility Hub in Leven – scheme description by option;
Chapter 3 – Scheme costs by option;
Chapter 4 – Strategic case – policy context and rationale;
Chapter 5 – Economic case;
Chapter 6 – Financial case;
Chapter 7 – Management case – delivery plan, operations and monitoring and evaluation; 
Chapter 8 – Commercial case – system procurement; and
Chapter 9 – Cameron Bridge improvements; and
Chapter 10 – Conclusion.
[bookmark: _Toc88767786]Leven Mobility Hub assessment 
[bookmark: _Toc52518915][bookmark: _Toc88767787][bookmark: _Toc48034585][bookmark: _Toc49003561]Overview
This chapter provides a summary of the assessment for Mobility Hub in Leven. 
The assessment has been conducted based on the following activities:
· Literature review and analysis of the collected data;
· Review of policy and strategies (national, regional and local);
· Technical assessment of the site and a site visit (see Appendix B);
· Stakeholder engagement; and 
· Engagement with Fife Council and SEStran.
[bookmark: _Toc88767788]Mobility Hub in Leven 
Aims and objectives 
[bookmark: _Hlk88727947]A Mobility Hub in Leven is proposed to support the development of the planned new rail station, helping to increase connectivity to rail by sustainable transport modes, provide new active travel and shared mobility modes and improve the range of onward intermodal connections available.
The key objectives for the hub are based on the main objectives of Mobility Hubs presented in the Strategic Mobility Hubs Study[footnoteRef:4] and adjusted to the local context in Leven: [4:  SEStran-Mobility-Hubs-Strategic-Study-Final-Report.pdf] 

· Improve connectivity through the integration of the new railway station, transportation options and other services; 
· Integrate shared mobility to complement the new railway station existing transport network and improve connectivity in the area;
· Improve accessibility for those with limited transport choice or no access to a car;
· Support people to make informed travel choices through integration and provision of information at the Hub;
· Promote inclusivity and follow design standards for disabled people or those with mobility impairments; 
· Support low carbon choices and reduction of emissions;
· Increase use of shared mobility as an alternative to the private car and facilitate a shift to more sustainable and active modes to reduce car ownership;
· Encourage behavioural change and facilitate a modal shift to more sustainable modes of transport;
· Ensure safety and security for people using the hub; and
· Create a sense of place and community and reallocate space in the public realm through placemaking and effective land use to help bring together the bus station and new railway station. 
A detailed technical assessment of Levenmouth area is presented in Appendix A. 
Two Do Something scenarios have been developed for the hub:
Do Something 1 (DS1): this is the central scheme plan, including the “must have” facilities and services; and
Do Something 2 (DS2): this scenario (‘Do Maximum’) includes everything in DS1 and additional “nice to have” services and facilities.
Leven Rail Station Plan
[bookmark: _Hlk88727970]It is proposed that a Mobility Hub is to be located at Leven railway station, within the new car park area. Network Rail’s plans for the proposed Leven Rail Station are included in Appendix A. The station platform is to be located just to the south-west of the Sainsbury’s supermarket. There is to be a car park situated to the south of the A955/Riverside Road roundabout. The car park will include approximately 71 regular parking spaces, five disabled spaces and 15 electric vehicle spaces (see Figure 2).
[bookmark: _Ref82413828]Figure 2. Proposed Leven Station Site, Network Rail Indicative Plans
[image: ]

The town centre and bus station are a short walk via a crossing of A955 outside Levenmouth Swimming Pool and Sport Centre. It is anticipated that the annual demand for Leven station will be approx. 370,000, but this number may be revised - this is the equivalent of 500 people using the station per day (assuming a return trip).
Mobility Hub components
[bookmark: _Hlk88727989]Based on the analysis, stakeholder engagement and site visits, it is recommended that the hub would be comprised of the elements presented in Table 1. 
[bookmark: _Ref82112031]Table 1. Leven Mobility Hub
	Existing/planned facilities 
	Do Something 1 (DS1)
	Do Something 2 (DS2)

	Railway station:
Cycle parking (NR to provide – see Figure 5)
Taxi rank/pick up drop off areas
Wi-fi
CCTV Cameras
Waiting area on the platform
EV charging stations
Bus station nearby:
Cycle parking:
Secured cycle storage (~4 lockers) 
Taxi rank/pick up drop off area
Digital pillar with bus information (see Figure 6)
Shop
Toilets
Left Luggage
Waiting room
CCTV Cameras
	Bike repair stand / bike pump
Two EV car club parking bays
Parklet/seating facilities 
Parcel lockers
Digital information pillar
Additional signage and wayfinding
Additional CCTV provision (at the car park)
Bike hire service with secure parking 

	Additional secure cycle parking
Public realm improvements (e.g. improve pedestrian connectivity between the bus station and the railway station, including redesigning access to the leisure centre) 
Phone charging facilities
Enterprise space (e.g. for a coffee cart)


[bookmark: _Ref82113931]A description of must have additional facilities and services proposed at the Hub is presented below:
· Bike hire service with secure parking: a bike hire scheme which uses a Phone App based interface to facilitate users accessing the bikes/e-bikes/e-cargo bikes and managing maintenance, bikes would be collected and returned from the same location and promoted to visitors and individuals wanting to use or test an e-bike/e-cargo bike[footnoteRef:5] (see Figure 7 for an example); [5:  We are engaging with BRAG to discuss operation of bike hire service ] 

· A public bike repair stand provides tools where people need them, offering a free facility for people to make repairs to their bikes (see Figure 8);
· EV Car club parking bays for up to two EV car club vehicles: car clubs should have designated EV charging infrastructure available for their vehicles at the car club parking bays (assumed to be provided by Network Rail), the cars provide the opportunity to access an EV on an hourly/daily basis with all costs included, to provide the opportunity to use a vehicle for those who don’t own a car, or want to test an EV;
· Parklet/seating/planting including plants and flower beds to improve the landscape; comfortable and accessible seating; and artwork to improve the quality of space (e.g. an opportunity for local artists to contribute to placemaking);
· Parcel lockers: the lockers should be safe and secure - they have potential to encourage first and last mile deliveries in the area and reduce car trips;
· Digital information pillar with real-time information and journey planning function; the pillar can be also used to provide information on how shared transport modes and other facilities available at the hub can be accessed and used;  
· Additional signage and wayfinding: a Mobility Hub should be linked to a local legibility/wayfinding strategy; signage for hiking trails and cycle routes should be provided as part as wayfinding;
· Public realm improvements:
· There is a need to open up access from Leven bus station to the rail station alongside the Levenmouth Swimming Pool & Sports Centre (see Figure 4). It is recommended that this area is redesigned to improve pedestrian flow from the railway station to the centre of Leven, to provide a clear, visible and accessible connection from the bus station to the railway station and ease access to the hub for its users. 
· For Leven, integration into existing cycling links is required, in particular, connection to the Fife Coastal Path which goes through Leven and connection to proposed Active Travel network, which is to be developed in Levenmouth area as part of the Levenmouth Connectivity Project.

[bookmark: _Hlk88728006]It is proposed for the Hub facilities to be located close to the station with EV parking bays with charging stations (see Figure 3). The plans should be discussed with Network Rail to confirm the final location of the proposed Hub. We also recommend improved and attractive walking routes for pedestrians within the car park, to encourage access by foot (currently station users approaching from the town centre/bus station have to walk through the proposed car park).
[bookmark: _Ref82415152][bookmark: _Hlk88728015]Figure 3. Proposed Mobility Hub Location at the Leven Railway Station 
[image: ]
Source: Steer
[bookmark: _Ref82414818]Figure 4. Levenmouth Swimming Pool & Sports Centre
[image: ]
Source: © 2021 Google

[bookmark: _Ref82413991]Figure 5. Standard NR Cycling Parking Facility proposed at the station
[image: ]
Source: Network Rail
[bookmark: _Ref82417182]Figure 6. Leven Bus Station Information Pillar
[image: ]
Source: Steer

[bookmark: _Ref82118735]Figure 7. “Go E-bike” Hangar St Andrews
[image: A picture containing outdoor, sky, ground, green

Description automatically generated]
Source: Steer
[bookmark: _Ref82416532]Figure 8. Public Bike Repair Stand by Cyclehoop[footnoteRef:6] [6:  Public Bike Repair Stand | Cyclehoop] 

[image: ]
Source: Cyclehoop


[bookmark: _Expanded_Scheme_Costs][bookmark: _Scheme_costs_by][bookmark: _Toc88767789]Mobility Hubs costs - by option
[bookmark: _Toc49003572][bookmark: _Toc88767790]Overview
To determine the costs for implementing a Mobility Hub, the information was collected from a range of relevant available evidence. This includes:
Costs of Mobility Hub implementation shared by London Borough of Redbridge
Costs presented in Mobility Hub Design Guide by Solent Transport; and
Stakeholder engagement with Fife Council, SEStran and St Andrews University. 
It is important to note that there are very few Mobility Hubs which have been implemented in the UK, and therefore we have taken a conservative approach to costs, to reduce the potential risk of additional unforeseen costs. The costs have been estimated for two scenarios: 
Do Something 1 (DS1): this is the central scheme plan, including the “must have” facilities and services presented in Chapter 2.
Do Something 2 (DS2): this scenario (‘Do Maximum’) includes everything in DS1 and additional “nice to have” services and facilities in Chapter 2. 
When planning the Mobility Hub, consideration should not only be given to the project’s capital expenditure (CAPEX) including the design and construction of the new facility but also the ongoing operating expenditure (OPEX). The scheme costs discussed in this chapter have been broadly divided into two sections:
Capital costs;
Operating costs; and 
Renewals costs. 
[bookmark: _Toc49003573][bookmark: _Toc88767791]Capital costs
The capital costs for the Mobility Hub are broken down by element and included supply and installation costs for the different components. 
Design, procurement, installation, surveys, construction and project management costs
The unit costs presented exclude associated foundations, groundworks and M,E & P[footnoteRef:7] services. Design, procurement, installation, construction, required surveys (e.g. topographical survey) and project management costs.  These costs have been assumed to be 50% of the total price of unit costs (based on the assumptions made in the Solent Transport Mobility Hub Guide).  [7:  Mechanical, electrical and plumbing ] 

Staff time from Fife Council/SEStran required for procuring the hubs and implementing them is assumed to form a part of the design, procurement, installation, surveys, construction and project management costs.
Contingency Costs
It is important to build in contingency costs into the budget to make allowance at each stage for design development, foreseen risks, unforeseen risks and delays in the programme. As the project develops the percentage of contingency costs can be reduced as the project risks are addressed. The contingency of 20% is applied to the capital costs of the Mobility Hub’s components and design, procurement, installation, project management fees. 
Table 2. Capital costs – Leven Mobility Hub 
	Cost element
	Capital Cost (£, 2021 prices)
	Comments 
	Scenario

	Bike repair stand / bike pump
	2,000 
	Based on the market price between £1,000 - £2,000
	DS1

	Two EV car club parking bays
	1,000 
	The assumption has been made that Network Rail will allocate one of the charging stations (with two charging points) for car club use 
	DS1

	Parklet/seating facilities 
	15,000
	The price of the parklet will depend on the specification and design chosen: the market average is between £10,000 - £25,000
	DS1

	Parcel lockers
	0
	The costs are typically covered by the provider of the parcel lockers 
	DS1

	Digital information pillar
	15,000
	Based on the price paid by the current provider of the digital screens at the bus stops in Fife. Costs vary depending on the style and functionality of the pillar.
	DS1

	Additional signage and wayfinding
	10,000 
	The price of signage will depend on the specification and design chosen
	DS1

	Additional CCTV provision (at the car park)
	3,000
	
	DS1

	Bike hire service with secure parking 
	25,000
	A cycle hangar/s with six e-bikes and one e-cargo bike
	DS1

	Additional secure cycle parking
	10,000
	To be used to improve the quality and quantity of the cycle parking facilities offered at the station. The price of signage will depend on the specification and design chosen.
	DS2

	Public realm improvements (e.g. improve pedestrian connectivity between the bus station and the railway station, including redesigning access to the leisure centre) 
	85,000
	Based on the price of Monastery Street, Dunfermline Streetscape Improvements (March 2018) Caithness slab
	DS2

	Phone charging facilities
	2,000
	Can be integrated into the design of the parklet
	DS2

	Enterprise space (e.g. for a coffee cart)
	-   
	
	DS1

	Total base costs - DS1
	£71,000

	Design, procurement, installation, construction and project management costs (50%)
	£35,500

	Contingency (20%)
	£21,300

	Total – DS1
	£127,800

	Total base costs – DS2

	£97,000 

	Design, procurement, installation and project management costs (50%)
It should be noted that the main costs of the DS2 scenario are allocated to public realm improvements, which will be determined at procurement stage. As such, allocating 50% on top of the proposed costs could result in artificially increased costs of DS2.
	£48,500

	Contingency (20%)
	£29,100

	Total - DS2 (Incl. DS1)
	£302,400


[bookmark: _Toc49003574][bookmark: _Toc88767792]Operating costs
It has been assumed that there will not be a variance between operation costs in DS1 or DS2 scenarios. The operations costs will be the same based on the improvements and additional facilities proposed in DS2. 
The costs of ongoing management and administration of the facility are assumed to be limited and will not require additional staff to be recruited by Fife Council. 
The annual ongoing operating and maintenance (O&M) costs include:
Cleaning and maintenance of the hub space;
Updates and maintenance of the digital screens;
Promotion and marketing;
Monitoring and evaluation; and
Planting/gardening.
The ongoing operating and maintenance costs for car club operations are assumed to be covered by the operator.
[bookmark: _Ref48044383]Table 3. Operating costs – Leven Mobility Hub
	Cost element
	Operating Costs per year (£, 2021 prices)
	Comments 

	Cleaning and maintenance of the hub
	£5,000
	The costs are assumed to be minimal - the cleaning and maintenance could be agreed with ScotRail (if ScotRail to take on operating the station)

	Updates and maintenance of a digital pillar

	£5,000
	The costs are assumed to be minimal – the screens could be maintained by the same company which services the existing digital screens at the bus stops in Fife

	Promotion and marketing 
	£15,000
	Year 1

	Monitoring and evaluation 
	£30,000
	Working with operators and conducting surveys - for Year 1 and 2 only - (see Chapter 7 for details on monitoring and evaluation)

	CCTV monitoring 
	£0
	Assumed to be added to the existing CCTV operations contract 

	Operations and maintenance of a bike hire service
	£8,000
	Based on the operating costs received from St Andrews University operating Go e-Bike scheme  
Key assumptions include:
BRAG staff may take on board operations of the scheme including battery swaps and maintenance checks. If this does not happen, the costs could be higher (could be up to 50% higher – up to £1,000 per month)

	Planting/gardening  
	£8,000
	The costs are assumed to be minimal - the gardening fees could be agreed with ScotRail (if ScotRail to take on operating the station)or existing gardening contracts with Fife Council

	Total Year 1
	£71,000 (per year) 

	Total Year 2
	£61,000 (per year) 

	Promotion and Marketing 
	£5,000
	Year 2 onwards 

	Total Year 3+
	£31,000 (per year)


[bookmark: _Toc88767793]Renewal costs 
The e-bike and e-cargo bike renewal costs are calculated based on the assumption that lifespan of the bikes in maritime climate is five years, lower than average eight to ten years, owing to the maritime climate of the region and associated challenges with rust.
The renewal costs are set out in Table 4. 
[bookmark: _Ref85134898]Table 4. Bike hire renewal costs, Leven Mobility Hub
	
	2028
	2033
	2038
	2043
	2048

	Number of e-bikes
	6
	6
	6
	6
	6

	Total cost of e-bikes
	£12,000
	£12,000
	£12,000
	£12,000
	£12,000

	Number of e-cargo bikes
	1
	1
	1
	1
	1

	Total cost of e-cargo bikes
	£5,000
	£5,000
	£5,000
	£5,000
	£5,000

	Total renewal costs
	£17,000
	£17,000
	£17,000
	£17,000
	£17,000


[bookmark: _Toc88767794]Managing costs
As stated in the Solent Transport Mobility Hubs Design Guide, to offset both the CAPEX and OPEX costs, thought should be given to how to reduce costs or recoup costs on an ongoing basis to assist the hub with its own financial sustainability. Areas to consider are set out below.
Capital expenditure
Professional fees may be reduced by employing multidisciplinary design teams (one-stop shop approach) or employing individual professionals who can also provide Project Management or Contract Administration services;
Undertake competitive tendering for both the design and construction phases of the project or utilise framework contractors who have already undergone the competitive tendering process;
The utilisation of the same materials and equipment throughout a suite of hubs will help with economies of scale when purchasing (e.g. in Leven, St Andrews and Leuchars); 
The use of off-site prefabricated or modular buildings will help reduce the time spent on site and help to reduce the construction costs.
Operating expenditure
The utilisation of the same materials and equipment throughout a suite of hubs could assist in reducing maintenance costs, particularly with regards to training the maintenance team and the provision of spares;
Installing sustainable elements to generate power such as solar panels; 
Agreements with ScotRail and Stagecoach to clean/check the hubs space;
Agreements with the existing CCTV operators, digital screen providers for maintenance of the hub’s components; and
Agreements with existing greening /gardening contract. 

[bookmark: _Scheme_demand_and][bookmark: _New_scheme_demand][bookmark: _Toc88767795]Strategic Case – policy rationale and need for intervention
[bookmark: _Toc88767796]Overview
This section sets out the policy rationale behind the concept of Mobility Hubs in the SEStran region and demonstrates the case for delivery of the Mobility Hubs in Leven.
The structure of the Strategic Case is as follows:
· Policy review: this sets out the national, regional and local context which frames the need for the scheme;
· Evidence base: this draws insights from social, environmental, economic and transport datasets to show that there is a case for changes;
· Need for intervention: this summarises how the policy review and evidence demonstrate that there is sufficient need and a policy context that would support intervention; and
· Option assessment: this sets out the different options for addressing the need for intervention and assesses it against the objectives of intervention.
[bookmark: _Toc88767797]Policy review
[bookmark: _Hlk88728169]This section sets out the relevant policies which relate to Mobility Hubs. There are a range of policy and strategy documents that could be reviewed to demonstrate support for Mobility Hubs and improvement of connectivity and sustainable transport options. To ensure the review remains focussed on the proposed Mobility Hubs in East Fife specifically, the policy review is structured around six key objectives (adapted to the objectives developed in the SEStran Mobility Hubs Feasibility study):
· Embracing innovation and shared mobility;
· Improving access to education and employment/ equity and inclusion;
· Reducing emissions;
· Improving health and wellbeing;
· Promoting a stronger economy (through a high-quality and integrated transport system); and
· Resilience from the Covid-19 pandemic. 
Our review of each of the six objectives includes a national overview (Scotland), regional overview (SEStran region) and local overview, which includes the local objectives as covered in the adopted Fife Plan 2017.
Table 5 below presents all documents which have been included in the review, though some are more relevant than others, and the relevance of each varies between the six objectives.
[bookmark: _Ref85434485][bookmark: _Hlk88728177]Table 5. Policy and Strategy documents included in the policy review
	National 

	· Transport (Scotland) Act 2019
· The Climate Change (Scotland) Act 2019
· National Transport Strategy (NTS) 2, 2020
· Securing a green recovery on a path to net zero: climate change plan 2018–2032
· Cycling Action Plan for Scotland, 2017-2020
· Strategic Transport Projects Review (STPR2) – Phase 1
· Transport Scotland Active Travel Framework

	Regional

	· SEStran Regional Transport Strategy (RTS) – Case for Change, 2021 
· SEStran Mobility Hubs Strategic Study
· SEStran strategic network
· Adopted Fife Local Development Plan, 2017
· Fife’s Local Transport Strategy (2006 – 2026)
· Fife Council Capital Strategy, 2019 – 2029 

	Local

	· [bookmark: _Hlk80002641]Levenmouth Connectivity Project final report - active travel report;
· Levenmouth Station Consultation Report


Embracing innovation and shared mobility
National 
The National Transport Strategy 2, 2020 (NTS2) recognises the use of innovation, pioneering new products, services and technologies. There is a commitment to secure opportunities and investment for innovation and growth of testing platforms and supply chains. In addition, Transport Scotland’s Strategy aims to use innovation and technological advances to facilitate sustainable transport modes, provide greater and equal opportunities for disadvantaged groups and increase the overall efficiency and safety of the transport system.
Scottish Government’s Securing a Green Recovery on a Path to Net Zero, similar to NTS2, recognises the importance of innovation in meeting climate change targets, with a focus on promoting Ultra Low Emission Vehicles (ULEVs) uptake through planned investment in the supporting technology. The Scottish Government also mentioned that they are harnessing innovation within the transport system by investing up to £2 million through MaaS Investment Fund (MIF) over three years to develop Mobility as a Service (MaaS) in Scotland, along with investment in innovation to promote uptake of ULEVs. There will also be investment into innovations in logistics, particularly in response to the increase in e-commerce activity. 
In the Cycling Action Plan for Scotland, Transport Scotland details seven innovative projects in both infrastructure and behaviour change, where they work in partnership with key stakeholders to encourage more people to cycle. 
The Transport Scotland Active Travel Framework summarises the key policy approaches to improving the uptake of walking and cycling in Scotland for travel. At its heart is an ambition that by 2030, Scotland’s communities are shaped around people and place, enabling walking and cycling to be the most popular mode of travel for short, everyday journeys.
In the STPR2, strategic options that are considered include demand management measures, which make use of technology, innovation and behavioural change. There is a recommendation that capital funding should be focused on pilot schemes that draw on innovative solutions, supported by MaaS/ smart technology, or international best practice in bus service provision. 
Regional
Transport Innovation is identified as one of three factors that have been taken into consideration when developing the SEStran Regional Transport Strategy (RTS). The four main areas of transport innovation are Alternative Fuels, Shared Mobility, Mobility as a Service (MaaS) and Automation. 
In the SEStran Mobility Hubs Strategic Study, “Embracing Innovation” includes integrating new transport innovation with existing services and providing an opportunity to test innovative technologies and support early adoption of beneficial transport innovations. Mobility Hubs are also considered to be physical enablers of MaaS.
Local
The Levenmouth Stations Consultation mentions finding innovative ways to be more environmentally friendly at a station, such as providing a renewable source of energy for electricity like solar power. When stakeholder groups were consulted about the “gateway” feeling – where Leven Station would be seen as a destination with a sense of arrival – they felt that something innovative should be done with the station to make it stand out.
Improving access to education and employment/ equity and inclusion
National
The Transport (Scotland) Act 2019 mentions matters that must be improved, including social inclusion, inclusion of the elderly and persons with disabilities, inclusive economic growth, reduction of poverty and inequality, and access to further education via public transport. The Climate Change (Scotland) Act 2019 seeks to contribute to resource efficient and sustainable economic approaches which help to address inequality and poverty.
In the NTS2, another priority area is inclusive economic growth where people have fair and affordable access to the jobs where they can be most productive, as well as are able to access education and training. Of particular interest is understanding women’s travel behaviour so that their access to employment and educational opportunities can be prioritised. 
In Securing a Green Recovery on a Path to Net Zero, the importance of equity is discussed, with improvements in bus infrastructure given as an example of a measure that will improve connectivity for people in lower socio-economic groups.
In the Cycling Action Plan for Scotland, Transport Scotland aims to increase the levels of access to bikes through projects that support inclusive cycling initiatives such as through Cycling Scotland’s Cycle Friendly and Sustainable Communities Fund. They also aim to work collaboratively across all policy areas to promote cycling and increase participation for young people of all abilities. 
Transport Scotland Active Travel Framework’s intention is that travelling by foot or cycle is a realistic option for all local journeys as individuals. It also aims to ensure people are confident to walk and cycle more often and they value and use their local transport networks (streets, roads and path networks), which offer safe, high quality, realistic and predictable journey options for active travel.
STPR2 states that in the last decade, there has not been a sustained impact on the increase in walking and cycling, particularly as a means to travel to work or education, but that in recent years, the Scottish Government has committed significant investment into active travel to help address this issue. Five Transport Planning Objectives (TPOs) were developed, which included having “an inclusive strategic transport system that improves the affordability and accessibility of public transport”, thus reducing transport poverty, improving mobility and inclusion and reducing the reliance on private car for access to key centres for healthcare, employment and education. Another TPO was “an integrated strategic transport system that contributes towards sustainable inclusive growth in Scotland”, which included increasing sustainable access to labour markets and key centres for employment, education and training.
One of the proposed interventions in the STPR2, which was around development of Glasgow “Metro” and Edinburgh Mass Transit strategies, highlighted that the various corridors should focus on improving access to key hubs such as the city centre, hospitals, major education facilities, key employment centres and other services.
Regional
One of the transport problems listed in the RTS was that some journeys cannot be made by public transport. Connectivity and Deprivation Audit Tool (CDAT) analysis was done to identify locations that suffer from deprivation and poor public transport connectivity to education, healthcare and employment. The RTS recognises that shared mobility trends could potentially deliver mobility lifestyles that are more inclusive than traditional travel systems, as well as help in delivery of inclusive economic growth alongside reducing carbon emissions. The importance of integration between land-use and transport planning is also discussed, as this will create growth opportunities and can also ensure sustainability and inclusivity through equitable access. 
In the SEStran Mobility Hubs Strategic Study, stakeholder engagement included engaging with local authorities due to their role in improving access to employment, education, healthcare and other services. One of the key objectives of Mobility Hubs in the SEStran region is improving accessibility, where inclusivity is promoted, and design standards followed for disabled people or those with mobility impairments. It also covers improving accessibility for those with limited transport choices or no access to a car.
The SEStran Strategic Network report mentions that a stakeholder workshop was held in January 2020 to plan the cycling and walking network. The report includes maps identifying key barriers to active travel, existing infrastructure and emerging proposals for a strategic active travel network. This travel network included desired links to rail stations; links between settlements with shared services such as community, health, retail, education; links to new development; and links along key commuter routes linking to key employment zones and education.
In the Fife Council Capital Strategy, two of the four priority themes which will direct their work over the next ten years are Opportunities for All and Inclusive Growth and Jobs. Following the former theme, Fife Council aims to ensure that everyone in Fife can access opportunities in education, training, jobs and wider society. Under Inclusive Growth and Jobs, it is highlighted that growth in the local economy should benefit everyone by improving investment, growth and participation by businesses, people and communities.
Local
The Levenmouth Connectivity Final Report stated that Fife Council will make it easier for unemployed residents to access further education, training and job opportunities throughout the city regions. An appraisal was done that identified five key routes and 11 connecting routes to be taken forward to concept design. The core design principles include ensuring access for all and in public space.
The Levenmouth Stations Consultation highlights that many of the groups consulted reiterated that Levenmouth is an area of high deprivation with poor access to employment, education or opportunities across Fife and beyond. The new stations, active travel and connectivity improvements would provide an opportunity to help address this disconnect. Groups emphasised that it was important to link stations to employment such as new businesses in Methil, and educational institutions such as Fife College and Levenmouth Academy.
In the Levenmouth Sustainable Transport Study, one of the Transport Planning Objectives (TPOs) was to improve transport access to employment and key services, including education and health and leisure facilities. Another objective was to improve transport access and connectivity to and from the Levenmouth area for businesses, visitors and the resident population.
Reducing emissions
National
The Transport (Scotland) Act 2019 states that any national transport strategy that is prepared must consider the environment, particularly the meeting of emission reduction targets and also makes provision for low emission zones (LEZs). The Act states that Scottish Ministers may make grants to a person to help them meeting the costs of making alterations to a vehicle in order to reduce its emissions.
The Climate Change (Scotland) Act 2019 aims to set targets for the reduction of greenhouse gas emissions, with Scotland contributing to the world’s efforts to deliver on the Paris Agreement at the 21st Conference of the Parties of the UNFCCC. 
The NTS2 states that the Scottish Government has committed to achieve net-zero greenhouse gas emissions by 2045. It cites the Climate Change Act passed by Scottish Parliament which aims to reduce greenhouse gas emissions to 75% of 1990 levels by 2030, 90% by 2040 and achieve net-zero by 2045. Transport is identified as the largest contributor to Scottish emissions and the Government therefore seeks to reduce emissions from transport by phasing out petrol and diesel vehicles from the public sector fleet by 2025 and phasing out the need for new petrol and diesel cars and vans in Scotland by 2032. They also plan to design the transport system so that walking, cycling and public and shared transport take precedence ahead of private car use.
The Securing a Green Recovery on a Path to Net Zero, which focuses on the period up to 2032, recognises the role of public and private investment as essential for transitioning to net zero. There is a commitment to delivering a place-based approach where concepts such as a 20-minute neighbourhood will prioritise quality of life and health as well as net zero ambitions. 
STPR2 objectives also include having a sustainable strategic transport system that contributes significantly to the Government’s net zero emissions target, as defined in the NTS2. 
Regional
In the RTS, alternative fuels are explored, as well as Shared Mobility and Automation to reduce emissions. Within the Shared Mobility theme, it is envisioned that shared mobility transport options are used in an integrated manner through creation of Mobility Hubs.
The Mobility Hubs Strategic Study highlights that the primary objective for Mobility Hubs include supporting low carbon travel choices and reducing emissions, as well as encouraging a behavioural change that will facilitate a modal shift to more sustainable modes of transport including walking and cycling. Furthermore, Mobility Hubs can promote greener choices through provision of EV charging infrastructure, storage facilities for bicycles and provision of first and last mile travel through car club and bike share.
SEStran Strategic Network considers carbon emissions as part of the economic assessment of the strategic network and the effect of emissions reductions on living environments and air quality.
The Fife Council Capital Strategy commits to decarbonisation of the road transport fleet by 2050, in line with Scottish Government commitments. Fife Council also aims to move away from travel by car towards cycling and walking supporting carbon reduction.
The Adopted Fife Plan considers sites’ potential to be low carbon development and encourages them to contribute to low carbon principles using placemaking, design, use of greenspace, and locations which take advantage of the transport network to reduce unnecessary travel.
Local
The Levenmouth Connectivity Final Report details that improvements to active travel provision will encourage members of the community to travel by foot or bike, resulting in a decreased reliance on motorised vehicles and a reduction in pollution.
In the Levenmouth Sustainable Transport Study, different multimodal transport options were developed, including improving local bus services, where modal shift from car to bus would result in minor reductions in traffic flows and the associated emissions on key roads in the Levenmouth area.
Improving health and wellbeing
National
Several national policy and strategy papers list health and wellbeing as an important objective. The Transport (Scotland) Act 2019 lists health and wellbeing as one of the matters that must be improved, along with social and economic wellbeing. The Climate Change (Scotland) Act 2019 recognises that any target-setting criteria should include the likely impact of the target on public health.
In the NTS2, the vision for Scotland’s transport system includes improving health and wellbeing. This will be done by facilitating people to make active travel choices that will improve health and physical and mental wellbeing. It stresses that the transport system should support public health priorities. In addition to this, the transport system should aim to reduce levels of social isolation, potentially by including transport choices for people with no access to a car in areas with poor public transport connectivity. The STPR2 also looks to improve health and wellbeing.
In Securing a Green Recovery on a Path to Net Zero, 20-minute neighbourhoods are discussed with an aim to prioritise quality of life and health. 
The Cycling Action Plan for Scotland promotes active travel, which will improve health and wellbeing of people in Scotland. Specific actions are proposed to promote cycling and encourage behaviour change, including working collaboratively across all policy areas.
Regional
The RTS highlights that access to healthcare is a critical requirement, especially as the elderly population increases. Electric vehicles are also mentioned as providing the social benefits of less noise and air pollution, which leads to better health. Furthermore, one of the main strategic objectives of the SEStran region, as included in the RTS, is to facilitate greater physical activity, which improves health and wellbeing. Similarly, SEStran’s Mobility Hubs Strategic Study states that Mobility Hubs should improve health and wellbeing through integrating and promoting active travel options, as well as improve access to healthcare services.
The Fife Council Capital Strategy presents a concept or theme of ‘Thriving Places’ as places which are safe and well-designed and promote wellbeing and where people have access to the services and facilities they need at different stages of their lives.
Local
The Levenmouth Connectivity Final Report details a range of scheme’s objectives that were agreed with Fife Council during the inception stage of the project. One of these objectives includes promoting health and well-being. Measures that will be taken to promote a healthier lifestyle include a medium-term target of providing cycle routes on roads in low-speed areas. A longer-term target is to promote provision of segregated cycle networks throughout Fife.
The Levenmouth Sustainable Transport Study refers to the Scottish Government’s Economic Strategy (2015), which includes five strategic objectives, one of which is to help people sustain and improve their health, especially in disadvantaged communities, by ensuring better access to healthcare. It also refers to the Plan for Fife Local Outcome Improvement Plan (2017 to 2027), which has four priority themes including creating thriving places which are safe and well-designed places that promote wellbeing.
Promoting a stronger economy (through a high-quality and integrated transport system)
National
In the NTS2, the transport system is identified as playing a crucial role in the successful performance of Scotland’s economy and ensuring regional cohesion. The transport system contributes to Scotland’s competitiveness, impacts on productivity and the efficiency of businesses. Several policies are listed that help to realise inclusive economic growth, such as increasing the resilience of Scotland’s transport system from disruption and integrating transport and wider infrastructure policies and investments in order to unlock greater benefits. It highlights that the transport system should aim to integrate network and services with spatial and land use planning, and there should be better integrated decision making – both between transport and individual sectors such as energy and digital, as well as within the wider Scottish Government infrastructure investment process.
STPR2 discusses the Transport Planning Objectives (TPOs), one of the sub-objectives is increasing public transport mode share by connecting sustainable modes of transport to facilitate integrated journeys. In addition to this, a suggested intervention is providing infrastructure at rail stations that facilitates access for all, where opportunities to improve integrated journeys at stations are identified, e.g. by reviewing onward accessibility particularly by bus and taxi.
Regional
The four main areas of transport innovation that are relevant to the RTS include MaaS and integrated transport and shared mobility, which could be supported through development of Mobility Hubs. 
The Mobility Hubs Strategic Study presents key objectives of the economy, which are to improve connectivity through the integration of transportation options and other services, as well as to integrated shared mobility to complement the existing transport network.
In the Fife Council Capital Strategy, it is emphasised that Fife’s roads and transportation infrastructure is critical to supporting the daily lives of its communities by delivering a thriving economy and contributing to Fife’s connectivity and built environment. It is a statutory duty to have effective asset management and maintenance of this infrastructure.
Local
The Levenmouth Sustainable Transport Study cites the Plan for Fife Local Outcome Improvement Plan, which prioritises creating inclusive growth and jobs, with growth in the local economy benefitting everyone. An options appraisal was undertaken in this study, with a focus on transport integration. This resulted in benefits being identified that were associated with service and ticketing integration, especially for bus options that improve existing bus and rail connections. 
Resilience from the Covid-19 pandemic
National
In Securing a Green Recovery on a Path to Net Zero, the Scottish Government pledges to make a Green Recovery from the Covid-19 pandemic and embed resilience and security into the society and economy. The Government acknowledges that Covid-19 demonstrated the risks of abrupt, unplanned shifts and exacerbated inequalities in society. However, they see a green recovery as something that offers opportunities to address these inequalities. Although there are fiscal challenges due to the Covid-19 crisis, the Scottish Government have continued to prioritise action to reduce emissions from transport. There were positive behaviour changes during the Covid-19 pandemic that the Government aims to maintain, such as an uptake in active travel and conversely, less flights, both of which resulted in reductions in emissions and air quality improvements. The Government’s Infrastructure Investment Plan would play a role in recovering from the economic, health and social harm that arose from the Covid-19 pandemic, across different sectors, including transport.
In STPR2, Phase 1 draft recommendations for investment by Transport Scotland requires meeting criteria such as “will support a fair and sustainable economic recovery following the Covid-19 pandemic and help lock in the sustainable travel behaviours observed during lockdown and contribute to addressing the increasing car dependence and low public transport usage.” It also highlights that while there has been a positive shift towards active travel due to the Covid-19 pandemic, there was conversely also a significant drop in demand for public transport. Thus, it is important that STPR2 addresses the NTS2 vision of providing attractive, affordable and accessible sustainable travel options 
Regional
The RTS also recognises the long-term trends in travel behaviour because of the Covid-19 pandemic. One example given is that people may be less willing to ride share with strangers while the virus remains a threat. The RTS reports that SEStran has been running a Travel Attitudes Survey throughout the pandemic which is tracking various changes in travel behaviour due to the Covid-19 pandemic. 
The Spaces for People initiative was funded by the Scottish Government, administered by Sustrans Scotland and delivered by local authorities to provide pop-up walking and cycling infrastructure to make it safer and easier for people to walk and cycle. A number of towns and cities across Scotland have implemented emergency active travel infrastructure through this initiative - including widening pavements, closing streets to vehicles or adding temporary cycle lanes. 
Local
In Levenmouth, Fife Council and the wider Leven Programme were looking to implement temporary changes to enable safer travel throughout the local community by those walking and cycling.
[bookmark: _Toc88767798]Evidence base
[bookmark: _Hlk88728126]Embracing innovation
Connectivity and easy access to services helps economy to thrive. With the advancements in technology and increased access to smart phones, shared mobility solutions such as bike share and car clubs have been successful in recent years in complementing or replacing trips made by other modes, particularly providing a solution for first/last mile travel where traditional public transport has struggled. 
The small-scale shared e-bike hire scheme ‘Go E-bike’ launched in 2018 at St. Andrews University with e-bikes for staff have been successful to encourage staff in making short distance trips between the campuses and the town centre. The scheme has 34 users, with 13 regular users. Over 550 trips have been made during the first four months of operation in 2019 (pre covid-19)[footnoteRef:8]. With plans to expand the scheme further, it is expected that more car trips made by University staff can be replaced.  [8:  The data is provided by St Andrews University ] 

Bringing shared mobility and public transport modes together increases the collective appeal of the services and enables seamless access to different transport choices providing an attractive alternative to private car travel and helping tackle congestion and air quality issues in the area.
As an example, the city of Bremen which has over 40 Mobility Hubs of different sizes has removed over 6,000 cars off road and has seen a higher reduction in traffic compared to other German cities which is attributed in part to its policy of having different sustainable transport choices such as shared bikes and cycle parking at the same hub as car clubs.[footnoteRef:9] [9:  CoMoUK_Mobility-Hubs_Breman-Case-Study.pdf] 

In the city of Austin USA, a new community Mobility Hub was introduced to improve integration where residents drove private cars to the public transport nodes. After the introduction of shared mobility and placemaking improvements around the hub, respondents walked more and drove less. Walk trips increased by 25%, dwell times increased by 144% and self-reported car mode-share decreased by 39% which demonstrates increased health benefits associated with using active modes more frequently as well as economic benefits from higher dwell time leading to more use of local facilities, cafes and shops. Data also suggested that trips using e-scooters and bikes have replaced more car trips than public transport or walking trips.[footnoteRef:10] [10:  Re-imagining the Urban Form – Austin USA: https://rmi.org/wp-content/uploads/2018/12/rmi-mobility-hub-report-2018.pdf] 

Alongside offering alternative options to reduce private car travel, availability of innovative non-mobility services such as information pillars, parcel lockers, wi-fi, cafes and shops creates an attractive public place and enhances the quality of life in locations which would otherwise have been used as a car park. The Hubs for Hello Bikeshare scheme in Amsterdam demonstrated that the stations with a clear sign and user-information (via a pillar) had around 28% more users than stations with no branding or information.[footnoteRef:11] [11:  Case study Bike sharing system Hello Bike on the Zuidas Amsterdam - Rijkswaterstaat Environment (rwsenvironment.eu). The evidence provided by CoMoUK] 

[bookmark: _Hlk88728098]Mobility Hubs can bring together traditional and innovative mobility and non-mobility services in a visible and easily recognisable places that increase awareness of alternative travel choices and useful services and encourage higher usage by residents and visitors alike. 
[bookmark: _Hlk88728111]Improving accessibility/ equity and inclusion
Mobility Hubs often utilise space that would otherwise be used for car parking. The City of Vienna’s Mobility Hubs Guidance suggests that planning Mobility hubs as part of new developments can enable reduced parking requirements which in turn can reduce the cost to a developer by around 8.5% for a 70m apartment.[footnoteRef:12] [12:  The City of Vienna’s Mobility Hubs Guidelines, Page 25: https://www.wien.gv.at/stadtentwicklung/studien/pdf/b008521.pdf] 

With lower car ownership due to availability of Mobility Hubs, the demand for parking can be reduced over time and on-street space can be repurposed for better access for people with disabilities, with more pedestrian space, safe crossings and other visual enhancements. 
In addition, availability of different transport choices at a Mobility Hub improves first and last mile connectivity particularly for users without an access to a car and increases access to education and/or employment therefore assisting with the objectives of improving accessibility of transport services. 
[bookmark: _Hlk88728105]App based services disproportionately benefit smart phone users. The physical availability of real time travel or tourism information, ticketing facilities and other non-mobility services can further help bridge the gap in access to services between technology users and non-users. 
[bookmark: _Hlk88728212]Reducing emissions
In the old urban area of Møhlenpris, City of Bergen, Norway which is currently being developed as a car-free neighbourhood, three new Mobility Hubs have led to a significant decrease in private car ownership of 30% over two years. Also, the usage of car sharing (car clubs) in Bergen increased sharply after the introduction of Mobility Hubs in 2019 by about 72%.[footnoteRef:13] [13:  The evidence is provided by CoMoUK] 

In the city of Bremen, which offers car club cars at its Mobility Hubs, a study in 2018 found that each car club car replaced an average 16 private cars.[footnoteRef:14] It also found that the kilometres travelled by a car club household is 50% lower than an average household in Bremen which is more likely to consider non-car travel choices available and uses shared modes more often.[footnoteRef:15]  [14:  Bremen case study: https://como.org.uk/wp-content/uploads/2021/01/CoMoUK_Mobility-Hubs_Breman-Case-Study.pdf]  [15:  Wirksamkeit Mobilitätskonzepte (Effectiveness of Mobility concepts): http://mf.team-red.de/index.php?id=143] 

Cycling offers a zero-emission travel alternative with relatively competitive journey times in an urban/semi-urban context when compared to both private cars and public transport, both of which contribute to the UK’s transport emissions. The 2020 Scottish CoMoUK annual bike share user survey[footnoteRef:16] results revealed that 27% of bike share users would have made their last trip by car or taxis if bike share would not have been available. Further, 41% of respondents have mentioned that they reduced their car use as a result of the availability of bike share schemes.  [16:  CoMoUK-Scotland-Bike-Share-Survey-2020.pdf] 

Therefore, availability of bike share/rental services at the Mobility Hubs would actively encourage such mode shifts contributing to reductions in carbon emissions and supporting the net-zero emissions target. 
Pure EVs are zero polluting vehicles compared to an average UK car that emits 150g of CO2 per km.[footnoteRef:17] The 2016 Public attitudes to EVs survey by DfT found that 82% of driving licence holders in the UK think reliability of charging network is an important factor for EV purchase.[footnoteRef:18] Therefore, availability of EV charge points at visible locations such as Mobility Hubs can support car owners with transition to EVs.  This will also allow car club providers to include EVs in their fleet at the Hubs. [17:  SMMT]  [18:  Public attitudes towards electric vehicles: February 2016 (revised) (publishing.service.gov.uk)] 

[bookmark: _Hlk88728219]Mobility Hubs have the potential to positively contribute to climate and air pollution targets by reducing the number of vehicles/cars on roads, lowering use and car ownership rates among users, and supporting the shift of trips to environmentally friendly modes of transport such as cycling. 
[bookmark: _Hlk88728224]Improving health and wellbeing
An active lifestyle is considered to be one of the key determinants of health among other factors. The active mode choices such as bike share or bike hire offered at the Mobility Hubs could encourage people to cycle more for both commuting and leisure purposes. 
The Scotland CoMoUK bike share surveys consistently found that bike share is a catalyst for getting people cycling. In 2020, 59% of bike share users said that it was the trigger to get them cycling again.[footnoteRef:19] Several other health benefits were identified in the survey which include: [19:  CoMoUK-Bike-Share-Survey-2020-FINAL_compressed-1.pdf] 

· 66% reported exercise/health benefits from cycling (bike share); and
· 41% reported cycling have boosted their mental health (particularly during the pandemic).
[bookmark: _Hlk88728233]Availability of secured cycle parking alongside servicing tools and equipment at the Mobility Hubs can encourage more people to cycle their first and last mile of the journey as compared to using private cars (which are generally parked at monitored/secured car parks) promoting health and wellbeing.
[bookmark: _Hlk88728241]Promoting a stronger economy 
Mobility Hubs can support stronger economic growth through increased access to employment and education, particularly using sustainable modes. Evidence from the Mobility Hubs in Bremen suggest that Mobility Hubs lower congestion and parking issues through less people choosing to drive to work and reduced car ownership amongst car club users.[footnoteRef:20]  [20:  Bremen case study: https://como.org.uk/wp-content/uploads/2021/01/CoMoUK_Mobility-Hubs_Breman-Case-Study.pdf=] 

By improving connectivity through the integration of transportation options and other services, Mobility Hubs help balance supply and demand across a range of sustainable transport options, boosting utilisation and reducing costs. They also present further economic opportunities with some hubs attracting new shops and commercial ventures as more people starting to use them. 
[bookmark: _Hlk88728247]In addition, there are wider benefits in terms of increased productivity and quality of life owning to reduced congestion, improved air quality, higher use of shared and active transport and public realm improvements which positively support the case for Mobility Hubs in promoting a stronger economic growth.
[bookmark: _Hlk88728253]Resilience from the Covid-19 pandemic
Mobility Hubs encourage use of sustainable transport modes, such as bikes, shared bikes, public transport and shared cars. During the Covid-19 pandemic, with the heightened safety concerns about using public transport or other forms of shared transport, popularity and usage of micromobility modes grew significantly as they are perceived as a safer and socially distanced mode of travel, alongside being an alternative to car travel for short distance trips. 
The 2020 Bike Share Users Survey by CoMoUK states that 23% of respondents said that the lockdown and restrictions to public transport use led them to sign up for or restart using their local bike share scheme.[footnoteRef:21] [21:  CoMoUK-Bike-Share-Survey-2020.pdf] 

The figures released by Transport for London (TfL) show that demand for Cycle Hire in London during the Covid-19 pandemic period has remained high. New 24-hour Santander Cycles membership registrations rose by 167 percent in the year to December 2020, representing the largest increase in the scheme's 10-year history. Meanwhile, registrations for new annual memberships increased by 25%.[footnoteRef:22] Steer has analysed TfL’s open data for Cycle Hire comparing trips from January-May 2019 to January-May 2020.[footnoteRef:23] The data shows that despite limited commute trips and the lockdown restrictions in place, demand for Cycle Hire trips was higher in May 2020 than in May 2019. Also, the average Cycle Hire trip duration in London more than doubled from 20 mins in May 2019 to 42 minutes in May 2020.  [22:  https://tfl.gov.uk/info-for/media/press-releases/2021/january/santander-cycles-welcomes-record-new-users-during-its-tenth-anniversary-year ]  [23:  Steer visualises London Cycle Hire trips during lockdown | Steer (steergroup.com) ] 

The effects of the Covid-19 pandemic alongside provision of temporary cycle lanes through the Spaces for People initiative have encouraged people to cycle more across Scotland. Data shows that the number of cyclists increased every month across Scotland in 2020.[footnoteRef:24] Moreover, there are discussions on making the changes such as pop-up cycle lanes and wider pavements brought through the Spaces for People initiative in Glasgow permanent based on their positive impacts on sustainable travel choices and climate change goals.[footnoteRef:25] There are similar plans discussed in the SEStran region: in Spring 2021, the City of Edinburgh Council ran a consultation on retaining the Spaces for People measures. [24:  https://www.edinburghnews.scotsman.com/news/transport/coronavirus-in-scotland-cycling-boom-as-number-of-cyclists-increased-in-lockdown-3190044]  [25:  https://www.glasgowlive.co.uk/news/glasgow-news/glasgow-spaces-people-changes-made-21559884] 

[bookmark: _Hlk88728259]Mobility Hubs supporting shared micromobility schemes can lead to a positive behavioural change towards use of micromobility supporting long term sustainability goals.  
[bookmark: _Toc88767799]Need for intervention – Leven
Leven is a small coastal town with a population of approx. 9,000 (2016 estimate), with the Levenmouth conurbation having a populating of approx. 38,000. The main challenge for the Levenmouth area is poor connections to rail as well as the Strategic Road Network of Central Scotland. Almost 80%[footnoteRef:26] of the residents currently commute to work by car, given the lack of public transport options and connectivity.  [26:  Datashine] 

Large parts of the Levenmouth area suffer from high levels of deprivation, with many areas falling within the most deprived 10% in the country according to the Scottish Index of Multiple Deprivation (SIMD). 
[bookmark: _Toc85038615]Figure 9: Levenmouth Index of Multiple Deprivation
[image: ]
[bookmark: _Hlk88728290]Provision of a Mobility Hub at the Leven Railway Station alongside Leven Bus Station (5-minutes’ walk from the railway station) will facilitate an increase in availability of alternative transport modes and improve connectivity in the area. It will improve residents’ access to employment and other key trip locations such as hospitals, schools and shops and facilities. As highlighted in the Levenmouth Sustainable Transport Study, the area would benefit significantly from transport integration, especially by including transport options that improve existing bus and proposed rail connections.
The current pedestrian links from the proposed Leven Railway station site to the bus station are poor and need improving. There is a need to open up access from Leven bus station to the rail station alongside the Levenmouth Swimming Pool & Sports Centre. It is recommended that this area is redesigned to improve pedestrian flow from the railway station to the centre of Leven, to provide a clear, visible and accessible connection from the bus station to the railway station and ease access to the hub for its users. 
Further integration into existing cycling links is required, in particular, connection to the Fife Coastal Path which goes through Leven and connection to proposed Active Travel network, which is to be developed in Levenmouth area as part of the Levenmouth Connectivity Project.
There are approx. 450 people within a five-minute walk of the site, approx. 2,200 within a 10-minute walk, approx. 6,500 within a 15-minute walk and approx. 9,900 within a 20-minute walk showing that a large proportion of the population of Levenmouth live within realistic walking distances of the proposed station site.[footnoteRef:27] This means that walking is a viable mode of transport for accessing the proposed Mobility Hub at the Leven Railway Station, for a large proportion of the residents of Leven. Provision of an e-bike hire (e-bikes and e-cargo bikes located at the Hub) would help to encourage residents to try e-bikes and also offer an alternative mode of travel to visitors. [27:  The latest available Census data in ArcGIS] 

[bookmark: _Hlk88728314]Alongside improving connectivity and reducing car travel, this will have external benefits including carbon emission reductions, and improvements to health and wellbeing of the residents using the services. The provision of the Mobility Hub will also add to economic attractiveness of the area and help generate additional employment opportunities through improved connections and support in reducing the deprivation in the area.
Table 6 below shows how a Mobility Hub at Leven Station can help meet the policy objectives and demonstrates the need for proposed intervention.
[bookmark: _Ref85434529]Table 6. Leven Mobility Hub – qualitative assessment and need for intervention summary
	Objective
	Mobility Hub benefits
	Potential impact ratings

	Embracing innovation and shared mobility
	Availability of shared modes alongside public transport facilitates supports the use of innovative transport solutions improving transport connectivity. Provision of connected services outside mobility services such as information pillar, car club, parcel lockers and bike hire will support and promote innovation
	High

	Improving accessibility/ equity and inclusion
	Availability of an EV car club and an e-bike hire scheme along with secure cycle parking facilities have the potential to improve connectivity in the area for residents and employees and encourage modal shift from the private car which is currently very high at 80%. 
	High

	Reducing emissions
	Reduction in car trips owing to better first and last mile connectivity to public transport (e.g. bus and rail) and provision of alternative modes such as car club and e-bike hire will support reduction in carbon emissions. 
Also, availability of parcel lockers where users can pick up parcels instead of getting them delivered to individual houses can reduce delivery vehicle trips in the area, also helping to reduce carbon emissions. Some of these benefits have been quantified in the economic case below.
	High

	Improving health and wellbeing
	As evidenced, availability of shared mobility and secure cycle parking will encourage people to walk and cycle more, which in turn will have positive health benefits and improve quality of life. Some of these benefits have been quantified in the economic case below. 
	High

	Promoting a stronger economy 
	A Mobility Hub will support provision of an integrated transport system in the area. Also, increased visibility of the Hub through promotion of services and facilities could encourage higher patronage of bus services in the area, thereby increasing access to work or education or local facilities by non-car modes
	Medium

	Resilience from the Covid-19 pandemic
	The Mobility Hub will encourage sustainable behavioural change towards shared modes, particularly micromobility which was triggered by the Covid-19 pandemic.
	Medium




[bookmark: _Economic_case_1][bookmark: _Toc84501795][bookmark: _Toc88767800]Economic Case
[bookmark: _Toc88767801]Overview 
The appraisal of the scheme assesses the costs and benefits of a Do Something / With Scheme scenario against a Do Minimum / Without scheme scenario. In this case, the Do Minimum includes the planned improvements in the area, which will take place with and without the scheme. 
In this appraisal, two Do Something scenarios have been assessed.
Do Something 1 (DS1): this is the central scheme plan, including the “must have” facilities and services, described in Chapter 2.
Do Something 2 (DS2): this scenario (‘Do Maximum’) includes everything in DS1 and additional “nice to have” services and facilities.
[bookmark: _Toc88767802]Scheme costs
Capital costs
Base capital costs
Capital costs for each element of the appraisal are listed in Chapter 3 and have been developed based on several sources, including: 
Costs of Mobility Hub implementation shared by London Borough of Redbridge
Costs presented in Mobility Hub Design Guide by Solent Transport; and
Stakeholder engagement with Fife Council, SEStran and St Andrews University. 
Capital costs for appraisal  
For the purposes of the economic appraisal, several adjustments have been made in line with guidance. 
Uplift of 50% to account for design, procurement, installation and project management costs.
Uplift of 20% to account for contingency.
In TAG guidance (Unit A1.2), it is assumed that the optimism bias in the Economic Case is applied to the estimated base costs of the scheme, which do not include adjustments for risk or uncertainty. Table 8 replicates Table 8 from TAG Unit A1.2, which shows the recommended optimism bias uplift based on the category, type and stage of a project.
While the scheme does not exactly match any of the categories on the table, it has been decided to use the ‘Roads’ category, as the typology of project is the closest to the current scheme of those listed in the guidance. The optimism bias uplift for Stage 1, which is the corresponding stage for an SOBC for a public transport scheme, is 46%.
[bookmark: _Ref88738025]Table 8. TAG A1.2 - Optimism Bias recommendation
	Table 8 Recommended optimism bias uplifts for different projects at different stages of
the life of a transport project

	Category
	Types of projects
	Stage 1
	Stage 2
	Stage 3

	Roads
	Motorway, trunk roads, local roads
	46%
	23%
	20%

	Rail
	Metro, Light rail, Guided buses on tracks, line upgrades, high-speed rail
	56%
	33%
	30%

	Fixed links
	Bridges and Tunnels
	55%
	32%
	28%

	Building projects
	Stations and Terminal buildings
	70%
	48%
	44%

	IT Projects
	IT system development
	69%
	50%
	42%

	Land and property
	Property purchases
	33%
	14%
	0%

	Rolling stock
	Powered and unpowered vehicles
	61%
	38%
	35%


As explained earlier, the optimism bias uplift figure provided in the guidance applies to the base capital costs. As the capital cost estimates set out in previous sections already include a 20% uplift for contingency, the additional optimism bias uplift applied on top of this is 21.7%. The combination of both uplifts results in a total uplift of 46% on the unadjusted base costs.
The total costs for the Do Something 1 and Do Something 2 scenarios are presented in the tables below.
Table 9. Capital costs incl. optimism bias – Do Something 1
	Capital Cost (£, 2021 prices)
	Leven

	Base cost
	 71,000 

	Design, management, procurement, installation  
	 35,500 

	Contingency @ 20%
	 21,300 

	Total base capital cost
	 127,800 

	Optimism bias adjustment @ 21.7%
	 27,690 

	Total
	 155,490 


Table 10. Capital costs incl. optimism bias – Do Something 2 (including DS1)
	Capital Cost – DS1 + DS2  (£, 2021 prices)
	Leven

	Base cost
	 168,000 

	Design, management, procurement, installation  
	 84,000 

	Contingency @ 20%
	 50,400 

	Total base capital cost
	 302,400 

	Optimism bias adjustment @ 21.7%
	 65,520 

	Total
	 367,920 


Within the appraisal, the scheme delivery is assumed to be implemented by 2023, with capital costs incurred in the year before the scheme opens, in 2022.
Operating costs
The estimation of operating costs is also detailed in Chapter 3.
The annual operating costs for the Mobility Hub scheme are summarised in Table 11. 
[bookmark: _Ref85434630]Table 11. Operating costs
	Hub location
	Annual operating costs (£, 2021 prices)

	
	Opening year
	Year 2
	Year 3+

	Leven
	71,000
	61,000
	31,000


Operating costs have also been converted to market prices, as explained for capital costs. Operating costs are expected to take place every year of the appraisal period, from scheme opening.
Renewals costs
Renewals costs for the bike hire fleet proposed for the hub in Leven have been included in the appraisal, as detailed in Chapter 3. The renewals cycle is assumed to be 5 years, starting from 5 years after scheme opening. The total renewal cost for each cycle is £17,000, in 2021 prices.
Renewals costs have also been converted to market prices, as explained for capital and operating costs.
[bookmark: _Toc88767803]Scheme demand and benefits
Overview of approach
The overall approach to assessing Mobility Hub demand and benefits is summarised in Figure 10, with the key ‘steps’ in the process described in the remainder of this section. The diagram depicts how the overall benefits are developed based on:
Step 1 – Identifying the in-scope demand i.e. Mobility Hub users who will benefit from the investment
Step 2 – Quantifying the benefits split by type of benefits and to whom they accrue. There are essentially two categories user – ‘existing’ users who benefit from the improved ambience and quality that the Mobility Hub provides, and benefits that result from modal shift. 
Step 3 -   This takes the demand and benefits for a single year, and monetised and profiles them over the appraisal period in line with appraisal guidance.
[bookmark: _Ref85434668]Figure 10. Overview of benefits assessment

[bookmark: _Toc88767804]Step 1 - Base demand for a Mobility Hub
The Mobility Hub scheme elements will potentially benefit all users of the Mobility Hubs. The base demand the Mobility Hub is set out in Table 12.
[bookmark: _Ref85434721]Table 12. Base demand
	Mobility Hub
	Base demand (annual trips)
	Source / assumptions 

	Leven Rail Station
	370,000
	Forecast demand from Leven Station Business Case 


A secondary assumption has been made about the proportion of demand at the Hub that accesses / egress by each mode. This represents the proportion of trips to Leven Railway Station that are assumed to access by each mode. 
These proportions are high level estimates but reflect the specific characteristics of the Mobility Hub’s location, such as the existing walking and cycling catchments and the level of provision of bus services. The existing access mode share for a group of 12 railway stations in East Fife, as per the data provided by Fife Council, has also been taken into account to produce these estimates (see Table 13).
[bookmark: _Ref85434753]Table 13. Base demand (mode share assumptions)
	
	Leven

	Bus
	3.0%

	Car (driving)
	36.0%

	Car (passenger)
	14.0%

	Taxi
	2.0%

	Bicycle
	3.0%

	Walking
	42.0%

	Total
	100.0%


[bookmark: _Toc88767805]Step 2a – Benefits to existing users 
Ambience benefits
Ambience benefits are expected to be perceived by users of the Mobility Hub due to the proposed improvements to public realm, cycle and EV car club parking provision, improved signage and wayfinding, etc. While some improvements will impact all users of the hub, others will be specific to certain users, depending on the access mode (e.g. EV car club parking provision will benefit car club users only).
For the calculation of these benefits, the Ambience Benefit Calculator tool (ABC, v2.24), developed by TfL, has been used. Each proposed improvement measure has been linked with an attribute in the ABC tool, which in turn provided a monetised value of the improvement, in pence per trip.
Table 13. Ambience attribute values
	Attribute
	Benefit
	Unit
	Users impacted

	Seating
	3.80
	pence per trip, 2014 prices
	All

	Parklet, plants and public art
	5.90
	pence per trip, 2014 prices
	All

	Cycle Parking Provision
	20.22
	pence per trip, 2014 prices
	Bicycle

	On street information
	2.64
	pence per trip, 2014 prices
	Bicycle

	Retail units (coffee cart)
	7.30
	pence per trip, 2014 prices
	All

	Local Map
	4.68
	pence per trip, 2014 prices
	Bus

	Finding your way around the station - signage
	2.71
	pence per trip, 2014 prices
	All

	Public Realm access 1 – Street Lighting 
	0.80
	pence per trip per minute, 2014 prices
	All

	Public Realm access 2 – Signs to public transport and attraction
	1.60
	pence per trip, 2014 prices
	All

	Public Realm access 3 – Pavement condition 
	0.25
	pence per trip, 2014 prices
	All

	Public Realm bus stop 1 – Brightness of lighting
	5.08
	pence per trip, 2014 prices
	Bus

	Public Realm bus stop 2 – Type of shelters
	1.03
	pence per trip, 2014 prices
	Bus

	Public Realm bus stop 3 – Bus stop condition 
	0.80
	pence per trip, 2014 prices
	Bus


For those improvements expected to impact all users, the monetised ambience value of the improvement has been applied to the total forecast hub demand. 
Overall implied benefit per trip (ambience)
0. The overall benefit per trip, taking account of the number of the Mobility Hub’s attributes that benefits each category of user (by access mode), is summarised in the tables below. While some improvements will produce ambience benefits for all users, others will only impact those users accessing the hubs on certain modes (e.g. by bus or bike). These are presented for the DS1 and DS2 scenarios.
Table 14. Average benefit per user, Do Something 1 (£, 2014 prices)
	
	Leven

	Bus
	0.05

	Car (driving)
	-

	Car (passenger)
	-

	Taxi
	-

	Bicycle
	0.23

	Walking
	-

	All
	0.12


Table 15. Average benefit per user, Do Something 2 (£, 2014 prices)
	
	Leven

	Bus
	0.05

	Car (driving)
	-

	Car (passenger)
	-

	Taxi
	-

	Bicycle
	0.23

	Walking
	-

	All
	0.20


Public realm benefits 
The attributes above relate to the Mobility Hub benefits that accrue to users, based on the facilities located at the Hub’s Location, within the vicinity of the rail or bus station. 
The ‘ambience’ benefits do not apply to the benefits of wider public realm measures that form part of the Leven Mobility Hub definition and costs, which are part of the DS2. 
We have assumed a benefit per trip of 5 pence per trip (in 2014 prices, consistent with the ABC values listed above) applied to all Leven demand to reflect the benefits of wider public realm measures. 
[bookmark: _Toc88767806]Step 2b – Forecasting modal shift 
The scheme will have an impact on existing or baseline users of the hub in Leven, but it also has the potential to encourage additional users, via modal shift or by generating new trips.
Three elements of the scheme have been identified as potential drivers of mode shift to sustainable modes:
Bike hire system;
EV car club; and
Parcel lockers.
These elements are likely to generate some level of mode shift from cars / freight vehicles to active modes or public transport. This creates a positive benefit, as it reduces the negative externalities that arise from car use, such as congestion, air quality or greenhouse gas emissions.
The bike hire systems will also generate health and absenteeism benefits as a result of additional bike users, a proportion of which are likely to shift from car or taxi.
All other elements of the scheme, which involve the improvement of public realm, signage and wayfinding and other measures at the hubs, are assumed to have ambience benefits on existing or baseline users, but no additional demand as a result of these changes has been considered.
It is assumed that there are no variations in potential demand between DS1 and DS2 scenarios based on improvements suggested in DS2 scenario, which are mainly concentrated on public realm improvements. 
Bike hire demand 
A bike hire scheme with six e-bikes and one e-cargo bike is proposed at Leven Mobility Hub. The bikes will be available for short term and long-term hire by residents and visitors of Levenmouth area. 
GO e-Bike, a regional e-bike hire/share offer funded by the SEStran, has delivered five different e-bike hire/share schemes in South East Scotland.[footnoteRef:28] The programme has indicated the scope for a modal shift: participants stated that they were replacing car trips, with 33% reporting that they had previously made their GO e-Bike trip as a daily car journey.  [28:  Go-E-Bike-Summary-Report-2018_compressed.pdf (goebike.scot)] 

Based on the data received from a Go e-Bike scheme in St Andrews University (June 19 – March), 20 miles per month per bike has been assumed for the Leven bike hire. 
Table 16. Bike hire demand assumptions (Leven)
	
	Leven

	No. Bikes (Additional with scheme) 
	7

	Bike usage assumption 
	20 miles per bike per month

	Assumed mode shift from car
	33%


Car club demand 
A dedicated EV car club space would be provided, as part of the Mobility Hub proposal, at the hub in Leven. 
The typical ratio of car club members to spaces/ cars is around 35 based on the CoMoUK Scotland Car Club survey, 2020[footnoteRef:29] and adjusted to reflect less urbanised areas. For each member, an average reduction of 572 annual miles (920 km) per person was reported in the Carplus Annual Survey of Car Clubs, Scotland 2017/18 report. These assumptions have been adopted for the assessment of car club demand for this appraisal. [29:  CoMoUK-Scotland-Car-Club-Summary-Report-2020.pdf] 

Table 17. Car club demand assumptions
	
	Leven

	Assumed no. car club members
	35

	Reduction in car km per year 	
	920


Parcel lockers
To estimate the mode shift benefits of parcel lockers resulting in decrease in vehicle/miles travelled by delivery vans, it was assumed that minimum 25[footnoteRef:30] lockers of various size are provided.  [30:  Based on type of lockers provided by Amazon/Ipost ] 

A base level of daily utilisation is assumed to be 150 visitors per month[footnoteRef:31]. The average van journey length is assumed to be 0.25 km[footnoteRef:32] per delivery. [31:  Host an Amazon Locker through the PayHereNetwork]  [32:  gla-agile3-datareport-4may2017.pdf (london.gov.uk)] 

The assumed impact on emissions from the change to a parcel locker system is a saving of up to 2/3 of vehicle emissions.[footnoteRef:33] This figure has been used as a proxy for the assumed reduction in driven distance per delivery, for the purposes of this appraisal. [33:  InPost | Drive footfall and consumer convenience] 

Table 18. Lockers assumptions
	
	Leven

	Assumed no. of visitors per month
	150

	Average van journey per delivery, in km 	
	0.25

	Assumed reduction in driven distance per delivery
	67%


[bookmark: _Toc88767807]Step 3a – Benefits from modal shift 
The benefits from modal shift arise from the following:
Reduction in ‘externalities’ from reduced vehicle kilometres travelled; and
Benefits to new cyclists, in the form of health and absenteeism benefits. 
These are set out below.
Reduction in vehicle kilometres / modal shift
The overall reduction in vehicle kilometres, by element is summarised in the total reduction in distance travelled by car by Mobility Hub’s element.
For the bike hire system, the detailed assumptions on bike usage, average trip length and mode shift from car. A car occupancy rate of 1.5 (National Travel Survey, AMAT).
For EV car club, the detailed assumptions of average distance reduction by club member, based on existing evidence.
For the lockers, the detailed assumptions of average reduction in distance travelled by parcel delivery as a result of locker delivery, and the number of deliveries using this service per year.
Table 19 summarises the total reduction in distance travelled by car by the Mobility Hub’s element.
[bookmark: _Ref85434927]Table 19. Reduction in vehicle kilometres from Mobility Hub investment 
	
	Leven

	Bike Hire
	600

	Car club 
	32,200

	Lockers
	300

	Total 
	33,100


Externality benefits
The benefits arising from a reduction of distance driven by cars as a result of mode share to sustainable modes have been estimated using the Marginal External Costs (MECs) approach, as defined by TAG guidance.
For EV car club, Local Air quality and GHG MECs have been calculated with the total distance driven before, as distance driven by EV is assumed to produce no exhaust emissions (assuming change is from petrol/diesel car). All other MECs are calculated with the actual reduction in total distance driven.
TAG provides monetised values of the impact of each MEC category for each car kilometre travelled. The categories include congestion, infrastructure cost, accidents, local air quality, noise, greenhouse gases and indirect taxation.
Health and absenteeism benefits
Health and absenteeism benefits have been estimated using the Active Modes Appraisal Toolkit (AMAT), developed by the Department for Transport (DfT). The July 2021 version has been used, which is consistent with TAG v1.15, and includes the latest updates to values of time and the updated discount rates for health impacts.
This has been applied to the number of additional cycle users as a result of the Mobility Hub enhancements (e.g. bike hire). The benefit reflects the benefits from increased physical activity in the form of:
Reduced risk of cardiovascular illness, the reduction in health costs that result from this reduced risk; and
Increased productivity, based on evidence that people who exercise more regularly have, on average, two fewer days absent from work compared to those who don’t exercise regularly.  
[bookmark: _Toc88767808]Economic appraisal
Appraisal assumptions
An economic appraisal has been developed, based on latest Government guidance (TAG databook v1.15, July 2021) as the reference, the latest version published by the DfT.[footnoteRef:34] The key appraisal assumptions are: [34:  The economic appraisal element within STAG typically users guidance and parameters based on UK guidance, which is updated on a more regular basis.] 

The year used for price base and discount reference is 2010 as per TAG guidance. 
The appraisal period duration has been set to 30 years, with sensitivity testing including shorter and longer appraisal periods of 20 and 60 years, respectively. 
All costs and benefits are discounted by 3.5% per annum
The GDP deflator is used for rebasing purposes and the Green Book discount rates for discounting.
The opening year of the scheme has been set to 2023, with benefits and operating costs accrued from that year onward, for the duration of the appraisal period.
Demand growth of 1% per annum has been assumed for 20-years post opening, with no growth thereafter. 
Costs converted to market prices with a factor of 1.19, as per TAG guidance.
Economic appraisal results
The economic appraisal results are presented in the tables below for DS1 and DS2, respectively.
Table 20. Economic appraisal results (30 years) – Do Something 1
	  £, Present Value
	Leven

	Scheme Benefits
	

	Ambience & public realm
	555,000

	Health and absenteeism
	25,000

	Externality benefits (MECs)
	105,000

	Total Benefits (PVB)
	685,000

	Scheme Costs
	

	Capital costs
	97,000

	Operating costs
	399,000

	Renewals costs
	32,000

	Total Costs (PVC)
	528,000

	Economic Performance
	

	Net Present Value (NPV) = benefits – costs
	157,000

	Benefit Cost ratio (BCR) = benefits / costs
	1.3


Table 21. Economic appraisal results (30 years) – Do Something 2
	 £, Present Value
	Leven

	Scheme Benefits
	

	Ambience & public realm
	1,070,000

	Health and absenteeism
	25,000

	Externality benefits (MECs)
	105,000

	Total Benefits (PVB)
	1,200,000

	Scheme Costs
	

	Capital costs
	230,000

	Operating costs
	399,000

	Renewals costs
	32,000

	Total Costs (PVC)
	661,000

	Economic Performance
	

	Net Present Value (NPV) = benefits – costs
	539,000

	Benefit Cost ratio (BCR) = benefits / costs
	1.8


Interpretation
[bookmark: _Hlk85196976]The appraisal suggests that the economic performance of the Mobily Hubs is demonstrating a cost-benefit ratio of 1.3 (for DS1) and 1.8 for DS2. The performance for both DS1 and DS2 is, therefore, broadly comparable. 	
Overall, the economic appraisal supports the case for investment based on its value for money performance.  
Sensitivity testing
Several economic case sensitivity tests have been undertaken, with the following assumptions:
ST1: Appraisal period of 20 years (compared to the central assumption of 30-years)
ST2: Appraisal period of 60 years (as above)
ST3: Optimism Bias set to 40% (compared to the central assumption of 20%)
ST4: Break-even test (BCR) from capital costs increase – the change in capital costs whereby the BCR would fall to 1 : 1. 
ST5: Break-even test (BCR) from ambience benefits reduction- the change in ambience benefits whereby the BCR would fall to 1 : 1.
Table 22 below summarises the results of the sensitivity tests.

[bookmark: _Ref85435022]Table 22. Sensitivity test results
	 
	Leven

	For DS1 Central case - BCR
	1.3

	ST1 – BCR
	1.2

	ST2 – BCR
	1.5

	ST3 – BCR
	1.3

	ST4 – capital costs increase (%)
	162%

	ST5 – ambience benefits decrease (%)
	-28%

	For DS2 Central case - BCR
	1.8

	ST1 – BCR
	1.6

	ST2 – BCR
	2.1

	ST3 – BCR
	1.7

	ST4 – capital costs increase (%)
	234%

	ST5 – ambience benefits decrease (%)
	-50%



These sensitivities (ST1 to ST4) demonstrate that the case remains robust under a range of sensitivities. The ‘break-even’ tests (ST4 and ST5) reinforce this, whereby costs would need to increase or benefits reduce significantly (to an implausible level) before the BCR of 1 : 1 was reached. 	Comment by Matthew Clark: Whether?

[bookmark: _Financial_case][bookmark: _Toc88767809]Financial case
[bookmark: _Toc49003593][bookmark: _Toc88767810][bookmark: _Toc49003598]Overview
0.1 This chapter discusses the elements of a Financial Case for the proposed Mobility Hub scheme with respect to how the scheme could be funded, and its ongoing affordability.
[bookmark: _Toc49003594][bookmark: _Toc88767811]Scheme investment costs 
0.2 The estimated capital costs of the proposed Mobility Hub scheme for both DS1 and DS2 scenarios are presented in the tables below. 
Table 23. Capital Costs incl. Optimism Bias – Do Something 1
	Capital Cost (£, 2021 prices)
	Leven

	Base cost
	 71,000 

	Design, management, procurement, installation  
	 35,500 

	Contingency @ 20%
	 21,300 

	Total base capital cost
	 127,800 

	Optimism bias @ 21.7%
	 27,690 

	Total
	 155,490 


Table 24. Capital Costs incl. Optimism Bias – Do Something 2 (including DS1)
	Capital Cost – DS1 + DS2 (£, 2021 prices)
	Leven

	Base cost
	 168,000 

	Design, management, procurement, installation  
	 84,000 

	Contingency @ 20%
	 50,400 

	Total base capital cost
	 302,400 

	Optimism bias @ 21.7%
	 65,520 

	Total
	 367,920 


Within the appraisal, the scheme delivery is assumed to be implemented by 2023, with capital costs incurred in the year before the scheme opens, in 2022. Capital costs for each element of the appraisal are listed in Chapter 3. 
[bookmark: _Toc88767812][bookmark: _Toc49003595]Potential funding options 
0.3 There are several potential funding sources that could be explored including the following:
Network Rail funding (for railway station related content);
Transport Scotland grants;
Local Authority grants (Fife Council);
Regional Authority grants (SEStran);
Funding raised by local community groups (e.g. crowdfunding);
Community Shares Scotland;[footnoteRef:35] [35:  https://communitysharesscotland.org.uk] 

Scottish National Investment Bank[footnoteRef:36] offer help to support Scotland’s transition to net zero; [36:  https://www.thebank.scot] 

Grants: Local Enterprise Partnerships, Business Improvement Districts, lottery, charities;
Accessibility Improvement grants;
Environmental improvement grants; and
Heritage improvement grants. 
Some of the potential funding options are presented in Table 25. 
[bookmark: _Ref85137287]Table 25. Funding options
	Fund
	Description 
	Notes

	Places for Everyone (Sustrans)[footnoteRef:37] [37:  Places for Everyone - Sustrans.org.uk] 

	Sustrans Scotland provides advice, support and funding for the creation of infrastructure that makes it easier for people to walk and cycle for everyday journeys.
	They do not expect to be able to accept new applications for new projects until 2022.

	Smarter Choices, Smarter Places (Paths for All)[footnoteRef:38] [38:  Smarter Choices, Smarter Places Local Authority Fund | Paths for All] 

	Smarter Choices, Smarter Places programme supports Scottish local authorities to encourage more journeys by foot, bike and public transport.
	Funds, supported by Transport Scotland, are allocated on a population basis to local authorities, to enable projects to be implemented from April 2021.

	Active Travel repair stations (Sustrans)
	Installation of bicycle repair stations and information points.
	NHS, colleges, universities and schools can apply for this funding.

	The eBike Grant Fund[footnoteRef:39] [39:  eBike Grant Fund available in Scotland - Energy Saving Trust] 

	The funding is available to assist local authorities, public sector agencies, further and higher education institutions, active travel hubs and community groups to adopt ebikes as a sustainable alternative to car journeys.
The fund can be used to cover the cost of e-bikes, e-trikes, e-cargo bikes, cargo bikes and trailers, tandems, adapted cycles, and trikes.
	The funding can be used to support the bike hire scheme in Leven.

	Street Design (Sustrans)

	Outline designs that the local authority can progress to detailed design and construction with support from the Places for Everyone fund.
	The scheme is open to local authorities, constituted community groups, other public agencies and statutory bodies can be the lead applicant. Applications that demonstrate a partnership approach will score more highly.

	The Cycle Fund[footnoteRef:40] [40:  https://www.scotrail.co.uk/plan-your-journey/cycling/cycle-fund Cycle fund | ScotRail] 

	The Cycle Fund supports the programme set out by the Scottish Government to increase cycling and active travel. It offers organisations the opportunity to work with us to deliver enhanced cycling infrastructure and encourage as many people as possible to integrate cycling into their everyday journeys.
	The Cycle Fund will provide up to 50% of project costs. It can be used to support projects which will, for example, upgrade connections between stations and other local services such as schools and town centres.

	Regional Transport Partnerships support (Sustrans)
	To support delivery of active travel infrastructure.
	Regional Transport Partnerships can apply.

	The Cycling Friendly Community fund[footnoteRef:41]  [41:  https://www.cycling.scot/what-we-do/cycling-friendly/community ] 

	Funding of up to £20,000 for bikes or facilities that make cycling more accessible.
	Community groups in Scotland who are looking to increase opportunities for people to cycle can apply.

	Cycling Walking Safer Routes fund (CWSR)
	The CWSR fund is a ring-fenced grant from Transport Scotland, with £509,000 allocated for 2021/22.
	This funding could be used for some of the public realm works.

	Funding allocated through the Go e- Bike scheme 
	GO e-Bike is a regional bike share scheme offering electrically assisted bicycles in a range of different contexts.

	Funding through the Low Carbon Travel and Transport Challenge Fund (LCTT Challenge Fund) round 2[footnoteRef:42] Currently no additional funding available.  [42:  Low Carbon Travel and Transport Challenge Fund - Energy Saving Trust] 


The funding (if available) could be used to support the bike hire scheme in Leven.

	St Andrews Community Trust[footnoteRef:43] [43:  https://www.standrewscommunitytrust.co.uk/] 

	The Trust fund projects that fall within the Community Council areas of the Royal Burgh of St Andrews, Leuchars, Strathkinness, Cameron, Guardbridge, Boarhills and Dunino.
	Funding for some components of the hubs.

	National Lottery[footnoteRef:44] [44:  https://www.tnlcommunityfund.org.uk/funding/programmes/national-lottery-awards-for-all-scotland#section-1] 

	Larger amounts of funding (£10,000) could be used to subsidize the scheme for marginalized groups.
	BRAG could apply for funding to cover some of the costs of the bike hire scheme in Leven.

	The Plugged-In Households Grant Fund[footnoteRef:45] [45:  Further funding to provide alternatives to car ownership (transport.gov.scot)] 

	£500,000 is available for social housing providers and third sector organisations to allow tenants, local residents and staff access electric vehicles on demand through car share clubs.
	Supporting the EV car club as part of a Mobility Hub.

	Regeneration Capital Grant Fund (RCGF)[footnoteRef:46] [46:  Regeneration: Capital investment for regeneration - gov.scot (www.gov.scot)] 


	The Regeneration Capital Grant Fund, delivered in partnership with COSLA and local government, supports locally developed place-based regeneration projects that involve local communities, helping to tackle inequalities and deliver inclusive growth in deprived, disadvantaged and fragile remote communities across Scotland.
	Applications to the fund are invited on an annual basis and, where justified, can potentially cover more than one financial year (subject to available budget).

	Rural Tourism Infrastructure Fund (RTIF)[footnoteRef:47] [47:  Rural Development Fund - Funding | VisitScotland.org] 

	The Rural Tourism Infrastructure Fund was established by the Scottish Government and the Fund is managed by VisitScotland on their behalf. To date, £9 million of grant funding has been awarded to 45 projects across rural Scotland, since the start of the Fund in 2018.
	RTIF is designed to support collaborative projects that focus on improving the visitor experience in rural parts of Scotland that are facing immediate and damaging pressures on their infrastructure, or negative impacts on communities due to significant increases in visitor numbers


Funding opportunities evolve over time and may have certain rules and restrictions imposed on them including:
Restrictions on what elements the funding may be used for;
Capping of amounts allocated to professional fees such as project management;
Requirements to have reached a particular design stage before bids can be made; and
Deadlines imposed for when the funding must be expended. 
[bookmark: _Toc88767813][bookmark: _Toc49003596]Affordability 
[bookmark: _Toc49003597]The funding should be allocated to support the ongoing operations of the Mobility Hub. 
Additionally, where there is item purchased which require replacement, such as a hire e-bike, consideration will need to be given to how to fund the renewals costs. The sources of potential funding for initial investment costs would not be available to cover renewals costs. At is likely that a commitment to fund the renewals could be a funding condition associated with any capital grant funding – on the basis that the renewals are required to deliver the benefits stream upon which any capital funding bid was justified upon.
0.4 Critically, the economic and strategic case set out in this report demonstrates that the Mobility Hub scheme has the potential to deliver a strong value for money case, which is a fundamental requirement for any scheme (along with deliverability). 
Generating Revenue
While Mobility Hubs are currently an emerging area in the UK and do not have established revenue streams, there are a number of options which can support revenue generation which could include:
Seeking sponsorship for the hub and allow the hubs to be branded accordingly (this may only be effective if all local hubs are branded in the same manner;
Providing adverting space;
Providing vending machines;
Providing space and equipment for temporary retail opportunities such as coffee carts;
Charging for the use of facilities such as secure cycle storage at the hubs; and
Over time, service providers within a hub may incur permit fees which can contribute to revenue costs in future when the hubs benefits are assessed and proven

[bookmark: _Toc88767814]Management case – delivery plan 
[bookmark: _Toc49003599][bookmark: _Toc88767815]Overview
0.5 This Management Case presents the different stages of launching and operating a Mobility Hub, and how the new scheme should be planned and delivered, including scoping, procurement, implementation, operations and monitoring and evaluation.
0.6 Figure 11 presents the key stages required to implement a Mobility Hub. 
[bookmark: _Ref85435117]Figure 11. Mobility Hub implementation stages
[bookmark: _Toc49003600]
[bookmark: _Toc88767816]Stage 1 – Planning 
0.7 In the feasibility stage, the goal for the scheme owner/s is to identify the key purpose and objectives of the scheme, for example, encouraging mode shift from private car, improving access to employment/ education, improving health and wellbeing etc. 
Scoping and business case development
0.8 The next step is to define Mobility Hub’s type, components, and location as well as conducting a business case analysis. This includes a breakdown of estimated costs and potential revenue opportunities, evaluating the financial positioning of the scheme. This analysis also supports application for capital funding. This document covers the scoping and business case development element of Stage 1.
0.9 Mobility Hubs are best realised when operating as part of an interlinked series of hubs. For optimal impact, Mobility Hubs should be planned as a network integrated with public transport. 
Governance arrangements 
0.10 A Mobility Hub requires a delivery lead who secures the funding and coordinates planning and implementation phases including construction of the hub. In terms of operation, Mobility Hubs could be operated and managed by public or private sectors, outsourced to a management company or managed in a partnership. 
0.11 To maximise the scheme objective (see Chapter 2), it is recommended for either SEStran or Fife Council to become a project sponsor of the scheme representing the leading organisation developing a Mobility Hub.
The responsibilities of a project sponsor could include:
Undertaking funding bids;
Seeking third-party funding;
Setting the budget;
Setting the scope of works/ remit and design brief;
Liaising with stakeholders and users;
Overseeing the procurement and appointment of the design team and main contractor;
Overseeing the design development and construction phases; and
Overseeing the ongoing operation of the hub.
The project sponsor should also make agreements with the key partners and transport and service providers such as bus and rail operators, car club, bike share and bike hire operators, and a company supplying parcel delivery lockers. 
The project sponsor should also agree on responsibilities of each stakeholder for operations of the Mobility Hubs area and required components (see operations section below). 
Funding Bid
At this stage, if required, the sponsor should develop and submit a funding bid, with the detailed business case including an implementation plan with the key timelines.
In addition, preliminary marketing and outreach campaigns could be started at this stage in order to gain community interest and support. 
[bookmark: _Toc49003602][bookmark: _Toc88767817]Stage 2 – Initiation 
This stage includes detailed planning and design of the scheme and further engagement with key stakeholders.
Procurement (if required) 
Depending on the approach taken around procurement of the Mobility Hub, the procurement for a designer can be initiated at this stage which will be led by the project sponsor. The sponsor will prepare the brief for the designer. The project sponsor can appoint the design team either by framework agreement, competitive tender or develop the design in-house.
0.12 The different options for Mobility Hub procurement are discussed in Chapter 8. An option to secure a combined Design and Build (D&B) contract could be explored at this stage. 
Design development process 
0.13 Detailed design is required to identify the specific location and specification for the hub including the following phases: 
Concept design;
Development design; and
Technical design.
Table 26 presents a description of each phase of the design development process. 
[bookmark: _Ref85209351]Table 26. Design development process
	Phase 
	Description 
	Role of project sponsor 

	Concept design
	Preparation of high-level concepts by the design team to provide aspirational level visualisations that may be used for one or more locations
	Facilitate the design process and coordinate liaison with stakeholders and users

	Development design
	Preparation of space planning and outline design proposals

Commence any necessary planning or regulatory change/ control processes
	Facilitate the design process and coordinate liaison with stakeholders and users

	Technical design
	Preparation of detailed design for the purposes of tendering and
construction
	Facilitate the design process and coordinate liaison with stakeholders and users

Facilitate the preparation of the
construction procurement either by framework agreement or competitive tender


CoMoUK has created a set of standards linked to the six factors (choice of sustainable modes, visibility and accessibility, ease of switching between modes, safety, practical facilities and visual, social and community appeal), which need to be considered for a successful Mobility Hub and are the means by which CoMoUK assesses Mobility Hubs when accrediting them.[footnoteRef:48]  [48:  https://como.org.uk/wp-content/uploads/2020/11/Mobility-Hub-Accreditation-111120-1.pdf] 

Stakeholder engagement
For a Mobility Hub to be planned, constructed, operated and monitored successfully, a wide range of stakeholders must be approached and engaged. 
The key objectives of the stakeholder engagement include:
· Ensure that the vision and objectives for each Mobility Hub align with national, regional and local visions and objectives;
· Build consensus and support from local stakeholders for the concept and benefits of Mobility Hubs in each location;
· Collect feedback from transport operators (both public and private), other service providers such as EV charging providers, technology providers and the local community;
· Assess operational and maintenance requirements and procurement routes; and
· Engage local media and all stakeholders, for example inviting them to an official opening ceremony.
Key stakeholders have a significant influence on the project and must be managed closely, which can be undertaken by following a stakeholder engagement plan developed for SEStran and presented in Appendix B. The Stakeholder Engagement plan explores the relevance of each stakeholder type as well as the role or activity performed at different stages of the project. 
For this project, a Stakeholder Register was developed with relevant contacts for the planning phase (attached as a separate spreadsheet – shared with SEStran and Fife Council in August 2021). 
[bookmark: _Toc88767818]Stage 3 – Implementation
At this stage, the project sponsor will be in charge of procurement and construction of the scheme. Decisions about asset ownership and provision of the initial investment should be guided by the lifetime of the asset.
Procurement
0.14 The different options for Mobility Hub’s procurement are discussed in Chapter 8. The project sponsor will be expected to procure a contractor to build the hub. 
Construction
Next, construction and installation of the Mobility Hub’s components and facilities should be carried out. This generally takes between three to 12 months depending on the size and nature of work requirements.
Marketing and outreach 
A unified branding plan and marketing strategy for long-term expansion of hubs across the region will be beneficial and desirable. Mobility Hubs require a clear visual identity, with a pillar or sign to ensure visibility and increase customer awareness. 
The use of a strong brand and recognised colours and logo will help to raise the profile of Mobility Hubs and provide uniform identity. It is recommended that a marketing strategy covering the whole region is developed including identification of key stakeholders and communication channels. A good marketing strategy will raise awareness, influence public attitudes, encourage and incentivise use and also advise about use (e.g. how to use an e-bike or plug in an EV). 
[bookmark: _Toc49003603][bookmark: _Toc88767819]Stage 4 – Operations 
The project sponsor should agree on responsibilities of each stakeholder for operations of the Mobility Hubs area and required components. 
There are various Mobility Hub operating models available including the following: 
Public sector operated and managed; 
Private sector operated and managed; 
Outsourced to a management company; and 
Community run Mobility Hub. 
For the Mobility Hubs in Leven, it is proposed for the Fife Council or SEStran to take on responsibility of operating the hub. Fife Council/SEStran could oversee all operations for the hub with the specific components/ services managed by a separate private or public sector bodies (see Table 27). 
Whatever the management arrangements, there will be a need to clearly agree responsibilities between the project sponsor/lead and the providers of the different mobility and non-mobility components, through a service level agreement or contractual arrangement. This will include elements such as the time within which a bike share provider or car club provider must replace or repair a faulty vehicle, or the charge point supplier must fix a faulty charge point. 
The project sponsor will require appropriate fault reporting mechanisms to these bodies. There will also need to be a clear mechanism for addressing sub-standard performance, for example, a mobility provider failing to repair faulty equipment within a defined timescale.
[bookmark: _Ref85205891]Table 27. Mobility Hub operations
	Area 
	Task 
	Responsible body 

	Overall Mobility Hub operations

	Cleaning and maintenance of the hub area
Gardening contract 
Digital screen checks and maintenance
Monitoring and evaluation 
Marketing and promotion of the hub  
	Project sponsor/lead (SEStran or Fife Council) 

	Bike hire service in Leven 
	Operations and maintenance of bike share 
Marketing and promotion 
Training
	It has been assumed that a local non-for-profit organisation BRAG could take on responsibility of operating the scheme. 

Alternatively, the Council can operate the scheme or seek for a partner/operator. Fife Council could procure the service and sign a Service Level Agreement and contract with the operator. 

	Parcel lockers in Leven
	Operations and maintenance 
	A service provider such as Amazon/Inpost will operate the service

Fife Council or ScotRail could procure the service and sign a Service Level Agreement and contract with the operator. 

	Car club in Leven
	Operations and maintenance of car club vehicles 
Marketing and promotion 

	Fife Council will procure the service and sign a Service Level Agreement and contract with the operator. 

The operator will be responsible for operations of the car club.

	Enterprise, e.g. coffee cart in Leven 
	Operations and maintenance of car club vehicles 

	A service provider will operate the service

Fife Council or ScotRail could procure the service and sign a Service Level Agreement and contract with the operator


It is recommended for the project sponsor (Fife Council or SEStran) to explore key partnership opportunities with ScotRail and Stagecoach, which operate the railway station and bus station respectively. There is an opportunity to incorporate all or some aspects of management of a Mobility Hub within their existing management arrangements (see Table 28).
When a local authority takes on the role of the Mobility Hub operator, it could utilise in-house services - operation and maintenance may be included in existing local authority budgets, such as contracts for street cleaning, lighting and gardening maintenance. The resources with the right skills and knowledge should be allocated appropriately. For example, the Municipality of Bremen, Germany, advises that managing of planning for a network of Mobility Hubs implementation takes approximately 20% of one officer’s time. 
[bookmark: _Ref85206874]Table 28. Potential operational agreements
	Operational task 
	Comments 

	Cleaning and maintenance of the hub
	The cleaning and maintenance could be agreed with ScotRail (if it is operating Leven Railway Station) or existing cleaning contracts with Fife Council.

	Updates and maintenance of EV charging infrastructure
	Undertaken under contract the EV charging infrastructure provider.

	Updates and maintenance of a digital pillar
	The screens could be maintained by the same company which services the existing digital screens at the bus stops in Fife

	CCTV monitoring
	Could be added to the existing CCTV operations contract

	Planting/gardening  
	The costs are assumed to be minimal - the gardening fees could be agreed with ScotRail (if it is operating Leven Railway Station) or existing gardening contracts with Fife Council


[bookmark: _Toc88767820]Monitoring and evaluation
Introduction 
Mobility Hubs have the potential to result in positive impacts contributing towards meeting a range of local social, economic and environmental policy goals. Once the hub has been procured and launched, the project sponsor will also need to monitor it and evaluate the performance according to the defined service levels.
The monitoring and evaluation framework proposed below can be used as tool to assess the impacts of Mobility Hubs. It can be tailored to specific objectives and different policy areas. The core metrics are presented in Table 29. 
The full breath of impacts which could be measured includes how Mobility Hubs can: 
· Promote a reduction in vehicle miles travelled, a shift to sustainable modes and the subsequent environmental benefits; 
· Promote walking and cycling and the subsequent health and well-being benefits; 
· Lead to easier transition between transport options, resulting in improved connectivity to employment, education, and services; 
· Address barriers faced by mobility impaired groups (including the disabled); 
· Contribute to sense of community cohesion among residents; and
· Support businesses within and adjacent to provided services. 
Table 29 presents a summary of the proposed approach for monitoring and evaluation of the Mobility Hub.  
[bookmark: _Ref85210093]Table 29. Monitoring and evaluation approach
	Data collection from operators/providers
	Frequency

	Data collection from operator
	Annually
It can be linked into other surveys, such as CoMoUK car club annual survey and CoMoUK bike share annual survey.

	Travel surveys
	Annually for at least two first years after implementation

	Stakeholder surveys
	Annually for at least two first years after implementation


Metrics 
Table 30 below provides an overview of how impacts can be measured in relation to each policy goal.
[bookmark: _Ref84605703][bookmark: _Toc85038641]Table 30: How impacts can be measured
	Policy goal
	Metrics to measure 
	Method

	Core

	Reduced congestion
	· Car mileage reduction 
· Modal shift from car to more sustainable modes 
	· Transport operator data & travellers’ surveys

	Reduced local and global emissions
	· Car miles converted to low emission car club services 
· Uptake of more sustainable modes 
· Improved air quality data 
	· Travellers’ surveys
· Air quality data 

	Improved health & wellbeing 
	· Increases in walking and cycling
· Rating on travel survey for increased active travel and improved travelling environment 
	· Transport operator data & travellers’ surveys

	Improved quality of traveller experience 
	· Rating on travel survey for improved travelling experience – safety /practical facilities/ comfort /visual and social appeal. 
· Qualitative feedback
	· Traveller survey & stakeholder surveys

	Inclusive transport systems 
	· Rating on travel survey for accessibility – physical, visual, digital. 
· Qualitative feedback
	· Traveller survey & stakeholder survey to disability groups 

	Additional

	Improved street space 
	· Reduced parking demand
	Stakeholder surveys

	Improved connectivity to employment, education, and services. 

	· Trip purpose data 
· Rating on travel survey for connectivity to services 
· Case studies  
	· Transport operator data & travellers’ surveys

	Community cohesion 
	· Rating on travel survey for community appeal. 
· Qualitative feedback 
	· Traveller survey & stakeholder surveys

	Economic uplift 
	· Increased utilisation of transport and non-transport services. 
	· Transport operator and service provider data 
· Stakeholder surveys. 


Data collection 
The methodologies for data collection are outlined below:  
· Analysis of transport operator data 
Relevant public transport, shared mobility operators and other services providers should be provided with a template which should be used collect data to assess impacts through changes in utilisation levels, members trip patterns and demographics of users. It will capture: 
· Assessment of changes in patterns of use before and after the introduction of Mobility Hubs. 
· Assessment of differences between patterns of use between Mobility Hub and other non-Mobility Hub sites. 
The data should be collected prior to implementation for a baseline, then again 12-months post launch. 
[bookmark: _Toc85038642]Table 31: Measuring success of the scheme
	Metric
	How to track
	Value for the Council

	
	
	

	Bike hire

	Active riders
	Trip data on users
	Critical to build long-term stable revenue

	Trips
	Trip data on use
	Assess impact and revenue

	Trips per bike per day
	All trips/ number of bikes in circulation
	Assess efficiency of the system and capacity management

	Trip length 
	Data on trip length
	Assess use patterns

	Car club

	Number of members
	Data on registered members
	Critical to build long-term stable revenue

	Active members
	Data on active members
	Critical to build long-term stable revenue

	Trips
	All trips made by members
	Assess impact

	Trip length 
	Data on trip length
	Assess use patterns

	Parcel lockers

	Number of parcels delivered per week 
	Data on number of parcels delivered
	Assess impact

	Rail

	Number of annual trips
	Trip data on use
	Assess impact 

	Bus

	Number of annual trips
	Trip data on use
	Assess impact 



· Travel behaviour surveys 
Data can also be collected via a survey to be completed by those travelling, or using services co-located at the hub. The survey will ascertain how the presence of the hub has changed users travel behaviour and the subsequent environmental, social and economic impacts. It also poses questions designed to assess the experience of using the hub against key quality standards:
· Choice of sustainable modes;
· Ease of switching modes; 
· Visibility and accessibility; 
· Safety; 
· Practical facilities; and 
· Visual social and community appeal. 
CoMoUK have created a draft list of questions which can be provided to SEStran and Fife Council. If they are adopted nationwide, this will allow the sector to build up a larger dataset and comparisons to be made. 
The survey will need to be distributed through a range of routes with incentives including but not limited to:
· Operators of specific modes through apps or email addresses where they are known;  
· Posters advertising the web address of the survey at the hub; 
· Council and local community group networks; and
· Face to face interviews with the travellers at a range of times of the day and week (desirable, if budget allows). 
There are range of other methods which can be deployed to supplement a survey when assessing satisfaction with the hub and its services. These range from asking for feedback via social media tags, adding “smile / frown” buttons to press at the hub to digital diaries and focus groups (in larger locations, where budget allows). 
· Stakeholder surveys
A final tool to complete the assessment of the impact of the Mobility Hub is to survey local stakeholders such as businesses, community & specialist user groups who may not necessarily be uses of the hub transport services. The list can be adapted depending on surroundings of the site. This survey will collect views on the social, community and economic impacts such as improved access facilities for disadvantaged groups, footfall for local businesses, and improved social cohesion. Such surveys would need to be designed to reflect the local context. 
A list of key stakeholders is presented in Stakeholder Engagement Register, which was supplied to SEStran and Fife Council separately. 
[bookmark: _Commercial_Case_–][bookmark: _Toc88767821][bookmark: _Toc49003604]Commercial case – system procurement 
[bookmark: _Toc49003605][bookmark: _Toc88767822][bookmark: _Toc48566687]Overview 
The Commercial case presents how the Mobility Hub and associated new services can be procured. 
[bookmark: _Toc88767823]Procurement 
Mobility Hubs can be procured, operated and managed in a variety of different ways. Procuring a Mobility Hub can either be undertaken by the lead body or can have some or all elements outsourced to a third party so that the lead body can have a hands-off approach.
A local authority may provide funding for a bike share service and infrastructure and have a contract with a bike share operator to provide an agreed service. Alternatively, the local authority may not provide any funding and just give permission to schemes to operate from the Mobility Hub, without the need for a contract.
In general, procurement for Mobility Hubs can include both tenders for service providers (e.g. car club or EV charging infrastructure) and design and construction of the hub. The need for tendering for service providers will depend on existing contracts in the area. For example, where a car club is already present in the area, then there may be no need to re-tender this type of service. 
Table 32 below presents a summary of procurement activities required for a Mobility Hub.
[bookmark: _Ref85393737]Table 32. Mobility Hub operations
	Procurement area 
	Responsible body 

	Mobility Hub

	Design of a Mobility Hub 
	Project sponsor/lead (SEStran or Fife Council) 

	Construction of a Mobility Hub
	Project sponsor/lead (SEStran or Fife Council)

	Mobility Hubs’ services/components

	Bike hire service in Leven 
	It has been assumed that a local non-for-profit organisation BRAG could take on responsibility of operating the scheme. Alternatively, the Council can operate the scheme or seek for a partner/operator. 

Fife Council or BRAG could procure the service and sign a Service Level Agreement and contract with the operator. 

	Parcel lockers in Leven 
	Fife Council or ScotRail could procure the service and sign a Service Level Agreement and contract with the operator. 

	Car club in Leven
	Fife Council could procure the service and sign a Service Level Agreement and contract with the operator. 

	Enterprise, e.g. coffee cart in Leven 
	Fife Council or ScotRail could procure the service and sign a Service Level Agreement and contract with the operator


Mobility Hub design and construction - procurement options
Design of a Mobility Hub 
The project sponsor can appoint the design team either by framework agreement, competitive tender or develop the design in-house (if Fife Council/SEStran have resources with required skillset). 
The design team will vary in size depending on the complexity of the project and the number of different professional disciplines required to undertake the individual design elements and the coordination of the design as a whole. It may be possible to employ a single design company who will offer all the necessary professional disciplines in a “one stop shop” appointment or appoint individual consultancies depending on their expertise. These may include:
Land Surveyors;
Architects;
Structural Engineers;
Civil Engineers;
Mechanical Engineers; and
Electrical Engineers. 
Construction of a Mobility Hub 
The project sponsor can mainly appoint the construction team either by framework agreement or competitive tender.
Design & Build contract  
There is also an option to procure a contractor for a Design & Build contract, which will mean that a contractor will be responsible for both design and construction of a Mobility Hub. 
A summary of the key options is presented in Table 33 below. 
[bookmark: _Ref85378372]Table 33. Construction procurement options
	Procurement option
	Benefits
	Challenges 

	Separate tenders for design and build 
	An opportunity to use value engineering to influence the design and the overall price
Ability to influence the choice of materials 
Project sponsor’s input – more opportunities to influence the final design
	Timeline could be longer for the delivery, as two separate tenders needs to be procured 

	Design & Build contract
	One stage procurement
All the risks are with the appointed contractor 
	The overall price could be higher due to the contingency added by a contractor in the response to the tender
Price can be difficult for the bidders to evaluate due to a lack of design information in the specification
The contractor may not understand all the risks fully
No one bids for the tender as it is considered too risky by the market 


Examples of design and construction of Mobility Hubs
To date in the UK there are limited examples of Mobility Hubs which have been designed and built.
Transport for West Midlands (TfWM) appointed the design and engineering firm CALLUM to provide design and engineering services to develop the concept of a modular Mobility Hub, which is currently being tested. This is an example of a Design & Build contract. 
The Mobility Hub concept was fully designed, engineered and built by CALLUM for TfWM. Their first Mobility Hub concept was unveiled at the University of Warwick campus during the Micromobility UK event in Summer 2021 (see Figure 12).
[bookmark: _Ref85379229][bookmark: _Ref85379224]Figure 12. TfWM Mobility Hubs concept by CALLUM
[image: No alternative text description for this image]
Source: CALLUM
In London, Meristem design developed the design of a Mobility Hub for London Borough of Redbridge including a parklet containing planters, seating, cycle parking, Wi-Fi and a water fountain (see Figure 13). 
[bookmark: _Ref85379526]Figure 13. Wanstead Mobility Hub concept by Meristem Design
[image: ]
Source: https://engagement.redbridge.gov.uk/civic-pride/wansteadmobilityhub/user_uploads/wanstead-parklet-design-guide.pdf
Procurement process 
When assessing the best procurement approach the following criteria should be considered by a project sponsor: 
Deliverability of the services and practicality of the solutions; 
Long term sustainability and operations; 
Technical requirements; 
Customer experience; 
Commercial including potential capital and operational costs and any revenue generation opportunities; and 
Managing risk but allowing for innovation. 
Early market engagement could be undertaken to:
Confirm market appetite to engage and deliver the scheme;
Confirm procurement assumptions made and gather market intelligence on industry trends and market appetite; and 
Understand the level of innovation in the market and it is ability to deliver sustainable solutions long-terms (linked to futureproofing). 
Procurement specification 
The level of detail provided in specifications is key to success, the balance between providing a good technical specification as part of the procurement documents and limiting creativity needs to be considered, so that it does not prevent the spirit of innovation and collaboration. Steer generally promotes the use of outcome-based specifications with a user-centred approach.  
It is recommended for a procurement specification to include the following: 
Objectives and definition of local requirements for each lot and strategic fit with the Council’s overarching objectives. 
Confirmation of required services and facilities; and
Required design and technical specifications. 
It will be important to develop a specification which is a balance between meeting the objectives of the scheme and one which is sufficiently attractive to promote competition in the market. A procurement which is too constrained, or unattractive commercially may result in few or no bidders. 

[bookmark: _Toc88767824]Cameron Bridge improvements 
[bookmark: _Toc88767825]Introduction 
This section provides a summary of the assessment of a potential for a Mobility Hub in Cameron Bridge. The assessment has been conducted based on the following activities:
Literature review and analysis of the collected data;
Review of policy and strategies (national, regional and local);
Technical assessment of the site and a site visit (see Appendix A);
Stakeholder engagement; and 
Engagement with Fife Council and SEStran.  
[bookmark: _Toc88767826]Cameron Bridge Railway station 
Cameron Bridge Railway Station Plans 
[bookmark: _Hlk88728415]Network Rail’s plans for the planned Cameron Bridge railway station are included in Appendix B. The station is to be located just to the east of the A915, with a new junction proposed. A car park is proposed just to the north west of the platforms consisting of approximately 300 car parking spaces, including 45 electric vehicle spaces and 15 disabled parking bays. 
There is also potential for a bus stop and bus turning area (to be confirmed by the final design). A pedestrian footbridge over the River Leven has been proposed to allow access for Methilhill residents, although agreement and funding for this has not yet been confirmed. There is also a footpath proposed on the A915 to allow for pedestrian access. It is anticipated that the annual demand for Cameron Bridge station will be approx. 304,000, but this is may be revised, this is the equivalent of around 400 people using the station per day (assuming a return trip).
A detailed technical assessment of Cameron Bridge area is presented in Appendix A. 
[bookmark: _Hlk88728432]Consideration of a Mobility Hub at Cameron Bridge
In order for a Mobility Hub to be implemented at Cameron Bridge, provision of shared mobility (e.g. bike share, bike hire or a car club) would be required to meet the definition of a Mobility Hub. Based on our analysis, stakeholder engagement and site visits, at the present time we have concluded that there is insufficient demand for either a bike share, bike hire or car club provision. This is primarily due to the location of the railway station, which is difficult to access by foot, and within limited cycle trip opportunities to provide a sufficient level of demand to sustain shared mobility services. In the case that a pedestrian footbridge provides an improved walkable connection to Methilhill residents the case for shared transport provision is improved to some extent.
Therefore, improvements are recommended at Cameron Bridge, to align with the general objectives of a Mobility Hub.  We recommend that the following list of improvements should be implemented:
· Secure cycle storage to facilitate last mile journeys to destinations such as Cameron Hospital and Diageo employment sites. Figure 14 and Figure 15 below show examples of the type of various types of cycle storage which can be introduced at the station;
· Parcel lockers (e.g. Amazon/Inpost): the lockers should be safe and secure - they have potential to encourage first and last mile deliveries in the area and reduce car trips;
· A public bike repair stand provides tools where people need them, offering a free facility for people to make repairs to their bikes (see Figure 8);
Parklet/seating facilities/planting improving public realm and providing seating facilities.  
Digital information pillar; and
Enterprise space (e.g. for a coffee cart). 
[bookmark: _Hlk88728450]As of now the lack of the anticipated demand for shared mobility services such as bike share scheme (which requires a network of locations as trip origins and destinations in the local) or car club (due to the very limited population within walking distance, as car clubs are typically used by those within walking distance of the location) are limiting the potential for a viable Mobility Hub implementation at the station.
There could be potential for the introduction of more services in the future, depending on demand in the area, potential new housing developments and future use of the rail station. 
Integration into existing cycling links is required, in particular, connection to the proposed Active Travel network, which is to be developed in Levenmouth area as part of the Levenmouth Connectivity Project and provision of footpath and cycling routes to the key employer sites particularly Diageo and Cameron Hospital. 
There is a proposed link over the River Leven, associated with the Cameron Bridge Railway Station proposals, although this has yet to be agreed and funding secured . If the link was in place, a large proportion of Methilhill would be able to access the station within reasonable walking times which would improve the case for services in future such as a car club but would be likely to require revenue support (or guaranteed usage from key local employers) to be commercially feasible. 
A large proportion of Methil population would be able to access the station within reasonable walking times if the active travel bridge is provided. 1,100 would be within a 5-minute walk, 3,300 within a 10-minute walk, 6,700 within a 15-minute walk and 8,400 within a 20-minute walk.
[bookmark: _Ref82414736]Figure 14. Example of secure cycle storage
[image: ]
Source: https://www.thebikestoragecompany.co.uk/product/20-space-original-cycle-enclosure/
[bookmark: _Ref82414758]Figure 15. Walton on Thames Cycle Hub
[image: ]
Source: 147906_1619084636707.pdf (esi.info)
[bookmark: _Toc88767827]Costs 
To determine the costs for improvements at Cameron Bridge railway station, information was collected from a range of relevant available evidence. This includes:
Costs of Mobility Hub implementation shared by London Borough of Redbridge
Costs presented in Mobility Hub Design Guide by Solent Transport; and
Stakeholder engagement with Fife Council, SEStran and St Andrews University. 
 Capital costs
The capital costs are broken down by element and included supply and installation costs for the different components. 
Design, procurement, installation, surveys, construction and project management costs
The unit costs presented exclude associated foundations, groundworks and M,E & P[footnoteRef:49] services. Design, procurement, installation, construction, required surveys (e.g. topographical surrey) and project management costs.  These costs have been assumed to be 50% of the total price of unit costs (based on the assumptions made in the Solent Transport Mobility Hub Guide).  [49:  Mechanical, electrical and plumbing ] 

Staff time from Fife Council/SEStran required for procuring the hubs and implementing them is assumed to form a part of the design, procurement, installation, surveys, construction and project management costs.
Contingency Costs
It is important to build in contingency costs into the budget to make allowance at each stage for design development, foreseen risks, unforeseen risks and delays in the programme. As the project develops the percentage of contingency costs can be reduced as the project risks are addressed. The contingency of 20% is applied to the capital costs and design, procurement, installation, project management fees. 
Table 34. Capital costs - Cameron Bridge
	Cost element
	Capital cost (£, 2021 prices)
	Comments 
	Scenario

	Bike repair stand / bike pump
	2,000 
	Based on the market price between £1,000 - £2,000
	DS1

	Parklet/seating facilities 
	15,000
	The price of the parklet will depend on the specification and design chosen: the market average is between £10,000 - £25,000
	DS1

	Parcel lockers
	-   
	The costs are typically covered by the provider of the parcel lockers 
	DS1

	Digital information pillar
	15,000
	Based on the price paid by the current provider of the digital screens at the bus stops in Fife. Costs vary depending on the style and functionality of the pillar.
	DS1

	Additional secure cycle parking
	15,000
	To be used to improve the quality and quantity of the cycle parking facilities offered at the station. The price of signage will depend on the specification and design chosen.
	DS1

	Enterprise space (e.g. for a coffee cart)
	-   
	
	DS1

	Total base costs 
	£47,000

	Design, procurement, installation, construction and project management costs (50%)
	£23,500

	Contingency (20%)
	£14,100

	Total 
	£84,600 


[bookmark: _Toc88767828]Cost benefits analysis   
Scheme costs
Capital costs for appraisal  
For the purposes of the economic appraisal, several adjustments have been made in line with guidance. 
Uplift of 50% to account for design, procurement, installation and project management costs;
Uplift of 20% to account for contingency; and
Optimism bias of 21.7% (see explanation in Chapter 5).
The total costs for delivering improvements at Cameron Bridge Railway station are presented in Table 35.
[bookmark: _Ref85435429]Table 35. Capital costs incl. optimism bias
	Capital Cost (£, 2021 prices)
	Cameron Bridge

	Base cost
	 47,000 

	Design, management, procurement, installation  
	 23,500 

	Contingency @ 20%
	 14,100 

	Total base capital cost
	 84,600 

	Optimism bias @ 21.7%
	 18,330 

	Total
	 102,930 


Within the appraisal, the scheme delivery is assumed to be implemented by 2023, with capital costs incurred in the year before the scheme opens, in 2022.
Operating costs
No additional operating costs are assumed. The operations of the Cameron Bridge station are assumed to be provided by ScotRail. 
Scheme demand and benefits
Step 1 - Base demand for the services
Additional services and elements proposed will benefit all users of the Cameron Bridge Railway Station. The base demand for is set out in Table 36.
[bookmark: _Ref85435466]Table 36. Base demand
	Mobility Hub
	Base demand (annual trips)
	Source / assumptions 

	Cameron Bridge Rail Station
	304,000
	Forecast demand from Cameron Bridge Business Case


A secondary assumption has been made about the proportion of demand at the station that accesses / egress by each mode. This represents the proportion of trips that are assumed to access by each mode. 
These proportions are high level estimates but reflect the specific characteristics of each location, such as the existing walking and cycling catchments and the level of provision of bus services. 
Table 37. Base Demand (mode share assumptions)
	
	Cameron Bridge

	Bus
	5.0%

	Car (driving)
	65.0%

	Car (passenger)
	10.0%

	Taxi
	5.0%

	Bicycle
	5.0%

	Walking
	10.0%

	Total
	100.0%


Step 2a – Benefits to users 
Ambience benefits
Ambience benefits are expected to be perceived by users of the station due to the proposed improvements to public realm, cycle storage and improved signage and wayfinding. For the calculation of these benefits, the Ambience Benefit Calculator tool (ABC, v2.24), developed by TfL, has been used. Each proposed improvement measure has been linked with an attribute in the ABC tool, which in turn provided a monetised value of the improvement, in pence per trip.
Table 38. Ambience attribute values
	Attribute
	Benefit
	Unit
	Users impacted

	Seating
	3.80
	pence per trip, 2014 prices
	All

	Parklet, plants and public art
	5.90
	pence per trip, 2014 prices
	All

	Cycle Parking Provision
	20.22
	pence per trip, 2014 prices
	Bicycle

	On street information
	2.64
	pence per trip, 2014 prices
	Bicycle

	Retail units (coffee cart)
	7.30
	pence per trip, 2014 prices
	All

	Local Map
	4.68
	pence per trip, 2014 prices
	Bus

	Finding your way around the station - signage
	2.71
	pence per trip, 2014 prices
	All

	Public Realm access 1 – Street Lighting 
	0.80
	pence per trip per minute, 2014 prices
	All

	Public Realm access 2 – Signs to public transport and attraction
	1.60
	pence per trip, 2014 prices
	All

	Public Realm access 3 – Pavement condition 
	0.25
	pence per trip, 2014 prices
	All

	Public Realm bus stop 1 – Brightness of lighting
	5.08
	pence per trip, 2014 prices
	Bus

	Public Realm bus stop 2 – Type of shelters
	1.03
	pence per trip, 2014 prices
	Bus

	Public Realm bus stop 3 – Bus stop condition 
	0.80
	pence per trip, 2014 prices
	Bus


For those improvements expected to impact all users, the monetised ambience value of the improvement has been applied to the total forecast station demand. 
Overall implied benefit per trip (ambience)
0. The overall benefit per trip, taking account of the number of additional services/components proposed at Cameron Bridge Railway station that benefits each category of user (by access mode), is summarised in the table below. While some improvements will produce ambience benefits for all users, others will only impact those users accessing the station on certain modes (e.g. by bus or bike).
 Table 39. Average benefit per user (£, 2014 prices)
	
	Cameron Bridge

	Bus
	-

	Car (driving)
	-

	Car (passenger)
	-

	Taxi
	-

	Bicycle
	-

	Walking
	-

	All
	0.17


Step 2b – forecasting modal shift 
Parcel lockers
To estimate the mode shift benefits of parcel lockers resulting in decrease in vehicle/miles travelled by delivery vans, it was assumed that minimum 25[footnoteRef:50] lockers of various size are provided.  [50:  Based on type of lockers provided by Amazon/Ipost ] 

A base level of daily utilisation is assumed to be 150 visitors per month[footnoteRef:51]. The average van journey length is assumed to be 0.25 km[footnoteRef:52] per delivery. [51:  Host an Amazon Locker through the PayHereNetwork]  [52:  gla-agile3-datareport-4may2017.pdf (london.gov.uk)] 

The assumed impact on emissions from the change to a parcel locker system is a saving of up to 2/3 of vehicle emissions.[footnoteRef:53] This figure has been used as a proxy for the assumed reduction in driven distance per delivery, for the purposes of this appraisal. [53:  InPost | Drive footfall and consumer convenience] 

Table 40. Lockers assumptions
	
	Cameron Bridge

	Assumed no. of visitors per month
	150

	Average van journey per delivery, in km 	
	0.25

	Assumed reduction in driven distance per delivery
	67%


Step 3a – benefits from modal shift 
The benefits from modal shift arise from the following reduction in ‘externalities’ from reduced vehicle kilometres travelled, which are set out below.
Table 41 summarises the total reduction in distance travelled by car.
[bookmark: _Ref88725153]Table 41. Reduction in vehicle kilometres from investment
	
	Cameron Bridge

	Lockers
	300

	Total 
	300


Economic appraisal
Appraisal assumptions
An economic appraisal has been developed, based on latest Government guidance (TAG databook v1.15, July 2021) as the reference, the latest version published by DfT.[footnoteRef:54] The key appraisal assumptions are: [54:  The economic appraisal element within STAG typically users guidance and parameters based on UK guidance, which is updated on a more regular basis.] 

The year used for price base and discount reference is 2010 as per TAG guidance. 
The appraisal period duration has been set to 30 years, with sensitivity testing including shorter and longer appraisal periods of 20 and 60 years, respectively. 
All costs and benefits are discounted by 3.5% per annum
The GDP deflator is used for rebasing purposes and the Green Book discount rates for discounting.
The opening year of the scheme has been set to 2023, with benefits and operating costs accrued from that year onward, for the duration of the appraisal period.
Demand growth of 1% per annum has been assumed for 20-years post opening, with no growth thereafter. 
Costs converted to market prices with a factor of 1.19, as per TAG guidance.
Economic appraisal results
The economic appraisal results are presented in Table 42.
[bookmark: _Ref85435658]Table 42. Economic appraisal results (30 years)
	 
	Cameron Bridge

	Scheme Benefits
	

	Ambience & public realm
	586,000

	Externality benefits (MECs)
	-

	Total Benefits (PVB)
	1,000

	Scheme Costs
	587,000

	Capital costs
	64,000

	Total Costs (PVC)
	64,000

	Economic Performance
	

	Net Present Value (NPV) = benefits – costs
	523,000

	Benefit Cost ratio (BCR) = benefits / costs
	9.2


Interpretation
[bookmark: _Hlk88728469]The appraisal suggests that the economic performance of suggested improvements is strong, demonstrating a cost-benefit ratio of 9.2. The economic appraisal of Cameron Bridge improvements is compelling and achieves a positive economic performance. 
Overall, the economic appraisal supports the case for investment based on its value for money performance.  
Sensitivity testing
Several sensitivity tests have been undertaken, with the following assumptions:
ST1: Appraisal period of 20 years;
ST2: Appraisal period of 60 years;
ST3: Optimism Bias set to 40%;
ST4: Break-even test (BCR) from capital costs increase; and
ST5: Break-even test (BCR) from ambience benefits reduction.
Table 43 below summarises the results of the sensitivity tests.
[bookmark: _Ref85435687]Table 43. Sensitivity test results
	 
	Cameron Bridge

	Central case - BCR
	9.2

	ST1 – BCR
	7.0

	ST2 – BCR
	12.6

	ST3 – BCR
	7.9

	ST4 – capital costs increase (%)
	817%

	ST5 – ambience benefits decrease (%)
	-89%


These sensitivities (ST1 to ST4) demonstrate that the case remains robust under a range of sensitivities. The ‘break-even’ tests (ST4 and ST5) reinforce this, whereby wither costs would need to increase or benefits reduce significantly (to an implausible level) before the BCR of 1 : 1 was reached. 
[bookmark: _Toc88767829]Conclusion
[bookmark: _Hlk88728521]While our assessment is that currently Cameron Bridge will not be able to support the shared mobility services required to define the station as a Mobility Hub, based on our analysis, we think there is a good case for addition investment for facilities and services above and beyond those planned by Network Rail.
Over time, depending on the decision for improved pedestrian connectivity to Methilhill, there may be sufficient demand to add a shared mobility option such as a car club.  
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[bookmark: _Toc88767830]Conclusion 
[bookmark: _Toc88767831]Overview
Mobility Hubs will be an important tool to support Fife Council as it seeks to meet the aims and objectives outlined in the National Transport Strategy 2 (NTS2), reflected in SEStran’s emerging Regional Transport Strategy (RTS) and in the development of a new Local Transport Strategy (LTS) for Fife. These include reducing inequalities; taking climate action; helping deliver inclusive economic growth; and improving health and wellbeing.
This document presented the technical assessment and business case for a Mobility Hub in Leven which could form the basis for a funding submission. This document also examined the costs associated with funding the capital, operating and renewal costs.
Additionally, a range of proposed improvements at Cameron Bridge Rail station were proposed and explored. 
[bookmark: _Toc88767832]Leven Mobility Hub
A Mobility Hub in Leven is proposed to support the development of the planned new rail station, helping to increase connectivity to rail by sustainable transport modes, provide new active travel and shared mobility modes and improve the range of onward intermodal connections available.
Based on the analysis, stakeholder engagement and site visits, it is recommended that the hub would be comprised of the elements presented in Table 44. 
[bookmark: _Ref88729500]Table 44. Leven Mobility Hub
	Existing/planned facilities 
	Do Something 1 (DS1)
	Do Something 2 (DS2)

	Railway station:
Cycle parking 
Taxi rank/pick up drop off areas
Wi-fi
CCTV Cameras
Waiting area on the platform
EV charging stations
Bus station nearby:
Cycle parking:
Secured cycle storage (~4 lockers) 
Taxi rank/pick up drop off area
Digital pillar with bus information 
Shop
Toilets
Left Luggage
Waiting room
CCTV Cameras
	Bike repair stand / bike pump
Two EV car club parking bays
Parklet/seating facilities 
Parcel lockers
Digital information pillar
Additional signage and wayfinding
Additional CCTV provision (at the car park)
Bike hire service with secure parking 

	Additional secure cycle parking
Public realm improvements (e.g. improve pedestrian connectivity between the bus station and the railway station, including redesigning access to the leisure centre) 
Phone charging facilities
Enterprise space (e.g. for a coffee cart)


It is proposed for the Hub facilities to be located close to the station including EV parking bays with charging stations. The plans should be discussed with Network Rail to confirm the final location of the proposed Hub. 
We also recommend improved and attractive walking routes for pedestrians within the car park, to encourage access by foot (currently station users approaching from the town centre/bus station have to walk through the proposed car park).
Figure 16. Proposed Mobility Hub Location at the Leven Railway Station
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We have reviewed a range of national, regional, and local policy and strategy documents which demonstrated support for Mobility Hubs and improvement of connectivity and sustainable transport options. To ensure the review remains focussed on the proposed Mobility Hubs in East Fife specifically, the policy review is structured around six key objectives developed in the SEStran Mobility Hubs Feasibility study and adapted for this study:
· Embracing innovation - Mobility Hubs can bring together traditional and innovative mobility and non-mobility services in a visible and easily recognisable places that increase awareness of alternative travel choices and useful services and encourage higher usage by residents and visitors alike. 
· Improving accessibility/ equity and inclusion - App based services disproportionately benefit smart phone users. The physical availability of real time travel or tourism information, ticketing facilities and other non-mobility services can further help bridge the gap in access to services between technology users and non-users
· Reducing emissions - Mobility Hubs have the potential to positively contribute to climate and air pollution targets by reducing the number of vehicles/cars on roads, lowering use and car ownership rates among users, and supporting the shift of trips to environmentally friendly modes of transport such as cycling. 
· Improving health and wellbeing - Availability of secured cycle parking alongside servicing tools and equipment at the Mobility Hubs can encourage more people to cycle their first and last mile of the journey as compared to using private cars (which are generally parked at monitored/secured car parks) promoting health and wellbeing.
· Promoting a stronger economy - In addition, there are wider benefits in terms of increased productivity and quality of life owning to reduced congestion, improved air quality, higher use of shared and active transport and public realm improvements which positively support the case for Mobility Hubs in promoting a stronger economic growth.
· Resilience from the Covid-19 pandemic - Mobility Hubs supporting shared micromobility schemes can lead to a positive behavioural change towards use of micromobility supporting long term sustainability goals.  
Provision of a Mobility Hub at the Leven Railway Station alongside Leven Bus Station (5-minutes’ walk from the railway station) will facilitate an increase in availability of alternative transport modes and improve connectivity in the area. It will improve residents’ access to employment and other key trip locations such as hospitals, schools and shops and facilities. As highlighted in the Levenmouth Sustainable Transport Study, the area would benefit significantly from transport integration, especially by including transport options that improve existing bus and proposed rail connections.
The current pedestrian links from the proposed Leven Railway station site to the bus station are poor and need improving. There is a need to open up access from Leven bus station to the rail station alongside the Levenmouth Swimming Pool & Sports Centre. It is recommended that this area is redesigned to improve pedestrian flow from the railway station to the centre of Leven, to provide a clear, visible and accessible connection from the bus station to the railway station and ease access to the hub for its users. 
Alongside improving connectivity and reducing car travel, this will have external benefits including carbon emission reductions, and improvements to health and wellbeing of the residents using the services. The provision of the Mobility Hub will also add to economic attractiveness of the area and help generate additional employment opportunities through improved connections and support in reducing the deprivation in the area.
The economic appraisal suggests that the economic performance of the Mobily Hubs is demonstrating a cost-benefit ratio of 1.3 (for DS1) and 1.8 for DS2. The performance for both DS1 and DS2 is, therefore, broadly comparable. 	
Overall, the economic appraisal supports the case for investment based on its value for money performance.  
[bookmark: _Toc88767833]Cameron Bridge 
The Cameron Bridge railway station is proposed just to the east of the A915. A car park is proposed just to the north west of the platforms consisting of approximately 300 car parking spaces, including 45 electric vehicle spaces and 15 disabled parking bays. 
A pedestrian footbridge over the River Leven has been proposed to allow access for Methilhill residents, although agreement and funding for this has not yet been confirmed. There is also a footpath proposed on the A915 to allow for pedestrian access. It is anticipated that the annual demand for Cameron Bridge station will be approx. 304,000, but this is may be revised, this is the equivalent of around 400 people using the station per day (assuming a return trip).
In order for a Mobility Hub to be implemented at Cameron Bridge, provision of shared mobility (e.g. bike share, bike hire or a car club) would be required to meet the definition of a Mobility Hub. Based on our analysis, stakeholder engagement and site visits, at the present time we have concluded that there is insufficient demand for either bike share, bike hire or car club provision. This is primarily due to the location of the railway station, which is difficult to access by foot, and within limited cycle trip opportunities to provide a sufficient level of demand to sustain shared mobility services. In the case that a pedestrian footbridge provides an improved walkable connection to Methilhill residents the case for shared transport provision is improved to some extent.
Therefore, improvements are recommended at Cameron Bridge, to align with the general objectives of a Mobility Hub.  We recommend that the following list of improvements should be implemented:
· Secure cycle storage to facilitate last mile journeys to destinations such as Cameron Hospital and Diageo employment sites. Figure 14 and Figure 15 below show examples of the type of various types of cycle storage which can be introduced at the station;
· Parcel lockers (e.g. Amazon/Inpost): the lockers should be safe and secure - they have potential to encourage first and last mile deliveries in the area and reduce car trips;
· A public bike repair stand provides tools where people need them, offering a free facility for people to make repairs to their bikes (see Figure 8);
· Parklet/seating facilities/planting improving public realm and providing seating facilities.  
· Digital information pillar; and
· Enterprise space (e.g. for a coffee cart). 
As of now the lack of the anticipated demand for shared mobility services such as bike share scheme (which requires a network of locations as trip origins and destinations in the local) or car club (due to the very limited population within walking distance, as car clubs are typically used by those within walking distance of the location) are limiting the potential for a viable Mobility Hub implementation at the station. There could be potential for the introduction of more services in the future, depending on demand in the area, potential new housing developments and future use of the rail station. 
Integration into existing cycling links is required, in particular, connection to the proposed Active Travel network, which is to be developed in Levenmouth area as part of the Levenmouth Connectivity Project and provision of footpath and cycling routes to the key employer sites particularly Diageo and Cameron Hospital. 
There is a proposed link over the River Leven, associated with the Cameron Bridge Railway Station proposals, although this has yet to be agreed and funding secured. If the link was in place, a large proportion of Methilhill would be able to access the station within reasonable walking times which would improve the case for services in future such as a car club but would be likely to require revenue support (or guaranteed usage from key local employers) to be commercially feasible. 
The appraisal suggests that the economic performance of suggested improvements is strong, demonstrating a cost-benefit ratio of 9.2. The economic appraisal of Cameron Bridge improvements is compelling and achieves a positive economic performance. 
Overall, the economic appraisal supports the case for investment based on its value for money performance.  
While our assessment is that currently Cameron Bridge will not be able to support the shared mobility services required to define the station as a Mobility Hub, based on our analysis, we think there is a good case for addition investment for facilities and services above and beyond those planned by Network Rail.
Over time, depending on the decision for improved pedestrian connectivity to Methilhill, there may be sufficient demand to add a shared mobility option such as a car club.  


Appendix A. Levenmouth area: technical assessment 
Introduction
This Appendix presents the results of the technical assessment for the feasibility study to establish how Mobility Hubs could be delivered in conjunction with key proposed rail (and bus) interchanges at Leven and Cameron Bridge. 
Study Area
The coastal town of Leven and the village of Cameron Bridge are part of the Levenmouth conurbation, which comprises of a network of small settlements on the north side of the Firth of Forth, in Fife on the east coast of Scotland. It consists of three main coastal towns; Buckhaven, Leven and Methil. Cameron Bridge lies approx. 2 miles to the west of Leven town centre.  Leven has a population of approx. 9,000 (2016 estimate), with the Levenmouth conurbation having a populating of approx. 38,000. There are a number of proposed developments in the Levenmouth area, including housing developments.
Transport Links
Levenmouth suffers from poor connections to the rail and main road network of Central Scotland, particularly since the closure of the last railway link in 1969, which came at the same time as the collapse of coal mining. However, on August 2019, Transport Secretary Michael Matheson MSP announced re-opening of the rail line. More recently, on 15 June 2021, the transport minister Graeme Dey announced that rail services would be reintroduced to Leven and Levenmouth with an electrified dual-track railway[footnoteRef:55].  [55:  https://www.transport.gov.scot/news/levenmouth-rail-link-plans-unveiled/] 

There are good bus links to the main railhead at Kirkcaldy (8 miles (13 km)) and regular express bus services to the neighbouring settlements of East Neuk and St Andrews. The main bus station centre Leven at the foot of the High Street opposite the Leisure Centre.
Figure 17 below shows the key trip attractors within the Levenmouth area. 
[bookmark: _Ref82112998]Figure 17. Levenmouth area trip generators
[image: ]
Source: Levenmouth Connectivity project final report - active travel report
Key Employers
Since the collapse of the coal industry, drinks manufacturer Diageo (distillery located in Cameron Bridge) has been one of the major employers in the area. Other major businesses highlighted include Donaldson Timber Engineering Ltd, Sainsburys and B&Q retailers. The latter two are located within Leven retail park. Cameron Hospital is also a key source of employment for the local area and is located in Cameron Bridge.
Burntisland Fabrications produces fabrications for offshore oil and gas industries. Within the economic profile, it is stated that 400 core staff and 1000 contractors were laid off at the Methil yards. Energy Park Fife is in Methil and encompasses Methil docks alongside a large area of land adjacent to Buckhaven. The site will be used to support a large renewable sector business, and future developments are planned at this premises that will enhance business and the economy within this sector, as well as create new jobs. 
Levenmouth Campus is a key hub located centrally in Levenmouth. It combines Levenmouth Academy, the only secondary school within the area, and Fife College’s Levenmouth Campus.  It also used for other community uses, including sports, leisure, and adult education classes. There are several nurseries and eight primary schools within the study area, with seven of the education facilities located within Methil. These have been highlighted as main trip generators which would benefit from an improvement in active travel facilities.
Demographics
As shown in Figure 18 below, large parts of the Levenmouth area suffer from high levels of deprivation, with many areas falling within the most deprived 10% in the country according to the Scottish Index of Multiple Deprivation (SIMD). 
[bookmark: _Ref82112895]Figure 18. Deprivation levels in the Levenmouth Area (SIMD)
[image: ]
Source: SIMD
In March 2021, it was announced that social enterprise Levenmouth Together is set to create a new community hub inside a carved out High Street retail unit.[footnoteRef:56] The scheme is funded by the Scottish Government’s Town Centre Fund and will be located in the former WH Smith retail unit, on Leven High Street. The hub will become a new community space for Leven, offering a variety of activities and community space. [56:  https://www.fifetoday.co.uk/news/politics/council/new-role-for-leven-high-streets-former-whsmith-store-3177183] 

Multi-modal transport analysis
This section analyses the existing and proposed multi-modal transport network within the Levenmouth area and beyond. This includes walking and cycling, bus, train and private vehicles. Datashine Scotland census data is also presented to show how people in the area travel to work.  This analysis will allow for informed decisions about the location and nature of potential Mobility Hubs in the Levenmouth area.
Walking and Cycling
Figure 18 below shows the existing active travel network for the Levenmouth area. The proposed station at Leven is served by a good coverage of footways connecting it to the town centre, although public realm improvements are recommended to open up the access alongside the Leisure Centre and improve the two road crossings to connect to the bus station.  There is also a cycleway along the promenade, although existing cycle links to the station site are poor. The Cameron Bridge proposed station site is in close proximity to the surrounding path network, which could be extended to connect with the station. There are nearby connections to cycleways on the A915 towards Windygates and Leven. The Network Rail’s plans for Cameron Bridge station include a new footway on the A915 (to be confirmed by Network Rail and Fife Council), for access to the station. The plans also include areas of cycle parking at the station.
[bookmark: _Ref82113097]Figure 19. Existing Active Travel Network
[image: ]
The Levenmouth Connectivity Project includes development of the wider active travel network within Levenmouth. The proposed network identified from the appraisal is approximately 24km[footnoteRef:57] in length and provides links between key communities such as Leven, Methil, Buckhaven and Kennoway to key trip generators such as new rail stations, bus station, schools, areas of employment and retail (see Figure 20 below). There is a need for this proposed network to be improved through direct connections to the proposed Cameron Bridge Station from Methilhill, Cameron Hospital and Diageo sites.  [57:  There is additional work planned which could extend the network to approx. 24 km ] 

For Leven, integration into existing cycling links is required, in particular, a connection to The Fife Coastal Path which goes through Leven. There is a need to open up access from Leven bus station to the rail station alongside the Sports Centre. It is recommended that this area is re-designed in terms of active travel provision. 
[bookmark: _Ref85435750]Figure 20. Levenmouth Connectivity Project Proposed Active Travel Network
[image: ]
Source: Levenmouth Connectivity project final report - active travel report
Walking Journey Times to Proposed Leven Station
Figure 21 below shows the walking times to the proposed Leven Station site, for 5, 10, 15 and 20-minute durations. There are approx. 450 people within a five-minute walk of the site, approx. 2,200 within a 10-minute walk, approx. 6,500 within a 15-minute walk and approx. 9,900 within a 20-minute walk. This shows that a large proportion of the population of Leven live within realistic walking distances to the proposed station site. This means that walking is a viable mode of transport for accessing the proposed Leven Station site, for a large proportion of the residents of Leven. Large parts of Methil are also 20 minutes or more walking distance from the proposed site. This may make cycling or public transport more favourable modes of transport for accessing the station. 
[bookmark: _Ref85435775]Figure 21. Walking Journey Times to Proposed Leven Rail Station
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Source: Jacobs
Walking Journey Times to Proposed Cameron Bridge Station
Figure 22 below shows the walking times to the proposed Cameron Bridge Station site, for 5, 10, 15 and 20-minute durations. There are no people living within a five-minute walk of the site, approx. 550 within a 10-minute walk, approx. 2,200 within a 15-minute walk and approx. 3,400 within a 20-minute walk. This shows that there is not a significant population living within a 5-10-minute walk of the station. There are however, over 6,000 within a reasonable walking distance of 20 minutes. This duration of walk may make cycling a more favourable mode of transport, if facilities are in place at the station. 
There is a proposed link over the River Leven, associated with the Cameron Bridge Railway Station proposals, although it is not yet funded. Figure 23 below shows the walking times if the link was in place. It shows that a large proportion of Methil would be able to access the station within reasonable walking times. 1,100 would be within a 5-minute walk, 3,300 within a 10-minute walk, 6,700 within a 15-minute walk and 8,400 within a 20-minute walk. 
Figure 24 shows how the stations interact in terms of walking catchments, with the proposed river crossing in place. Cameron Bridge Station becomes more accessible via walking compared to the proposed Leven Station, for large parts of Methil and Methilhill. It shows that for eastern parts of Methil, Leven Station would be more accessible via walking, and for western and northern parts of Methil, Cameron Bridge Station would be more accessible via walking.
[bookmark: _Ref85435789]Figure 22. Walking Journey Times to Proposed Cameron Bridge Station
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Source: Jacobs
[bookmark: _Ref85435816]Figure 23. Walking Journey Times to Proposed Cameron Bridge Station
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[bookmark: _Ref85103280]Figure 24. Walking Journey Times to Proposed Leven Station and to Proposed Cameron Bridge Station with Proposed Bridge
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Cycling Journey Times to Proposed Leven Station
Figure 25 below shows the cycling times to the proposed Leven Station site, for 5, 10, 15 and 20-minute durations. There are approx. 14,400 people within a five-minute cycle of the site. The majority of the population of the Levenmouth area (approx. 26,300) live within a 10-minute cycle, with approx. 36,700 living within a 20-minute cycle of the site. This shows that cycling is a viable mode of transport for accessing the proposed station, in terms of journey time, for a large proportion of the Levenmouth area. 
[bookmark: _Ref85435847]Figure 25. Cycling Journey Times to Proposed Leven Station
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Cycling Journey Times to Proposed Cameron Bridge Station
Figure 26 below shows the cycling times to the proposed Cameron Bridge Station site, for 5, 10, 15 and 20-minute durations. There are currently approx. 5,500 people within a five-minute cycle of the site. There are approx. 30,100 people within a 10 minute cycle of the station, however, the proposed Leven Station is the closest station in terms of journey time, for a large proportion of the Levenmouth population. 
There is a proposed link over the River Leven, associated with the Cameron Bridge Railway Station proposals, although it is not yet funded. Figure 27 below shows the walking times if the link was in place. It shows that a large proportion of Methil would be able to access the station within reasonable walking times. 11,300 would be within a 5-minute cycle, 31,500 within a 10-minute cycle, 34,500 within a 15-minute walk and 45,500 within a 20-minute cycle. For the majority of people in the Levenmouth area, Leven Station would be the nearest station in terms of cycle time. It will be important that the road network is improved to accommodate cyclists. 
Figure 28 shows the cycling journey times for both the Cameron Bridge and Leven station combined. It shows that for Leven, eastern areas of Methil, Lundin Links and Upper Largo, Leven Station would be the most accessible station via cycling, all within a 20-minute cycle. West of central Methil, Cameron Bridge becomes more accessible by bike compared to Leven Station. Areas such as Buckhaven, East Wemyss, Coal Wemyss and West Wemyss are all within a 10 to 20-minute cycle of Cameron Bridge Station. Cameron Bridge Station would also be the most accessible station by bike for areas to the north such as Baintown and Kennoway. To the west of Milton of Balgonie, Markinch and Glenrothes with Thornton become more accessible stations by bike.
[bookmark: _Ref85435870]Figure 26. Cycling Times to Proposed Cameron Bridge Station
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[bookmark: _Ref85435900]Figure 27. Cycling Times to Proposed Cameron Bridge Station with Proposed Bridge
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[bookmark: _Ref85103260]Figure 28. Cycling Journey Times to Proposed Leven Station and to Proposed Cameron Bridge Station with Proposed Bridge
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Public Transport
Within the Levenmouth area, the main bus station is in Leven, less than a five-minute walk from the proposed Leven Rail Station. There are several prominent bus routes within Levenmouth, providing links between Kennoway, Windygates, Methilhill, Methil, East Wemyss and Leven as well as to other destinations within Fife. Figure 29 below shows the current bus route map for the Levenmouth Area.
It should be noted that bus services may be affected by the completion of the Levenmouth Rail Link. It is not yet known whether bus timetables will be integrated with rail timetables. The nearest train station currently, is at Markinch, an approx. 30-minute bus journey from Leven.  
[bookmark: _Ref85435934]Figure 29. Levenmouth Bus Network
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Proposed Levenmouth Rail Link
In August 2019, the Scottish Government announced that detailed work was to go ahead in preparation for the opening of the Levenmouth line, along with improved bus links and walking and cycling improvements for the area. It is expected that the line will open in December 2023 with stations at Leven and Cameron Bridge. It is expected that journey times to Edinburgh will take 70-75 minutes. The line will join the existing network at Glenrothes. Figure 30 shows the proposed Levenmouth Line and how it connects to the existing line. 
[bookmark: _Ref85435952]Figure 30. Proposed Levenmouth Rail Link
[image: Levenmouth rail link to reopen in £70m project - BBC News]
Public Transport Journey Times to Proposed Leven Station
Figure 31 below shows the public transport journey times to the proposed Leven Station site, for 0-5-, 5-10-, 10-15- and 20–30-minute durations. The journey times have been produced using the TRACC software, which is the market leader in public transport analysis. The data shows that for the proposed Leven site, the majority of the Leven, Methil and Buckhaven areas, public transport access times are under 15 minutes. Large parts of Leven and Methil are within a 10-minute public transport journey of the Leven Site.  
[bookmark: _Ref85435973]Figure 31. Leven Rail Station Public transport time in minutes
[image: ]
Source: Jacobs
Public Transport Journey Times to Proposed Cameron Bridge Station
Figure 32 below shows the public transport journey times to the proposed Cameron Bridge site, for 0-5, 5-10, 10-15 and 20-30 minute durations. The data shows that for the proposed Cameron Bridge site, the majority of the Levenmouth area is within a 30-minute bus journey. There are, however, currently no direct buses directly serving the site, so the public transport journey times showing will also include 10-15 minute walks from either Methilhill or within the settlement of Windygates. It is anticipated that with planned improved bus services, the Cameron Bridge Station site will become more accessible for more people within the Levenmouth area, particularly to the north and west of the area.  
For those to the west of Leven and Methil, the proposed Cameron Bridge Station site becomes more accessible via public transport. It is also important to note that the analysis is based on existing public transport services. It is anticipated that with panned improved bus services, the Cameron Bridge site will become more accessible via public transport for larger areas of the Levenmouth area. This will have an effect on which station people choose to access via public transport.  
[bookmark: _Ref85103572]Figure 32. Cameron Bridge Rail Station Public transport time in minutes
[image: ]
Source: Jacobs
Road Network
The A915 is the main north-south distributor road that serves the area, connecting Levenmouth to Kirkcaldy southbound and St Andrews northbound. The A911 provides a link to Glenrothes and the A92 which is the main north-south trunk road. The A916 provides a link to the village of Kennoway which is in the north west of the study area. The A955 runs through Methil and Leven, connecting surrounding communities together such as Leven, Buckhaven, Methilhill and East Wemyss.
The proposed Leven and Cameron Bridge station sites are within a 10 minute drive for the majority of residents within the Levenmouth area. Network Rail’s proposed plans for the Leven Rail Station can be found in Figure 33. The plans include 71 standard car parking bays, 5 disabled parking bays and 15 electric car parking bays. Other nearby electric car charging points are at South Street Car Park in the centre of Leven; at Fife Renewables Innovation centre and Methill; and at The Hydrogen Office Ltd in Methill. 
[bookmark: _Ref85436008]Figure 33. Proposed Leven Station Site Network Rail Plans
[image: ]
Source: Network Rail
Figure 34 shows Network Rail’s plans for Cameron Bridge Station. There is to be between 100 to 300 car parking spaces, including 15% of electric vehicle spaces. 
[bookmark: _Ref85436020]Figure 34. Proposed Cameron Bridge Station Site Network Rail Plans
[image: ]
Source: Network Rail
Datashine Commute Data
DataShine Scotland utilises the DataShine framework to map selected Quick Statistics and Key Statistics for Scotland’s 2011 Census. Table 45 below shows the number of commuting trips by mode from various areas of Levenmouth. Table 46 shows the mode share for each area.
The data shows that there is a relatively high percentage of car commute trips in the Levenmouth area, with Windygates and Coaltown having the highest percentage (89%). This is significantly higher than the average car mode share for Fife (approx. 63%). These areas are in close proximity to the proposed Cameron Bridge Station. 
Methill West has the lowest percentage of commuting trips via driving, with a relatively higher percentage in car sharing in this area. The highest percentage of walking commuting trips are in Leven West and only the Methilhill area has people reporting to commute by bicycle, with the Levenmouth area generally have a 0% cycle mode share. The average cycle mode share for Fife is approx. 5%. 
[bookmark: _Ref85436070]Table 45. Datashine Commute Totals by Mode
	 
	Leven East
	Leven West
	Leven North
	Methil East
	Methil West
	Methil Methilhill
	Buckhaven Denbeath and Muiredge
	Windygates and Coaltown
	Kennoway and Bonnybank
	Overall

	Train
	7
	0
	11
	6
	0
	6
	11
	10
	8
	59

	Bus
	26
	22
	6
	22
	31
	74
	98
	53
	81
	413

	Car (driving)
	665
	745
	628
	627
	318
	903
	1122
	1091
	1435
	7534

	Car (passenger)
	32
	42
	34
	34
	65
	134
	112
	40
	98
	591

	Bicycle
	0
	0
	0
	0
	0
	7
	0
	0
	0
	7

	On foot
	147
	153
	78
	127
	77
	132
	143
	28
	96
	981


[bookmark: _Ref85436096]Table 46. Datashine Commute Percentages by Mode
	 
	Leven East
	Leven West
	Leven North
	Methil East
	Methil West
	Methil Methilhill
	Buckhaven Denbeath and Muiredge
	Windygates and Coaltown
	Kennoway and Bonnybank
	Overall

	Train
	1%
	0%
	1%
	1%
	0%
	0%
	1%
	1%
	0%
	1%

	Bus
	3%
	2%
	1%
	3%
	6%
	6%
	7%
	4%
	5%
	4%

	Car (driving)
	76%
	77%
	83%
	77%
	65%
	72%
	76%
	89%
	84%
	79%

	Car (passenger)
	4%
	4%
	4%
	4%
	13%
	11%
	8%
	3%
	6%
	6%

	Bicycle
	0%
	0%
	0%
	0%
	0%
	1%
	0%
	0%
	0%
	0%

	On foot
	17%
	16%
	10%
	16%
	16%
	11%
	10%
	2%
	6%
	10%


Figure 35 below shows the percentage of people travelling to work by foot (Datashine). Those living closer to the centre of larger settlements such as Leven and Methill are more likely to walk to work than those outside of the centre.
[bookmark: _Ref85436124]Figure 35. Commute by Walking (Datashine) 
[image: ][image: ]
Figure 36 below shows the percentage of people travelling to work by Bicyle (Datashine). The highest cycle mode share is in the area just to the west of the centre of Leven. This area is adjescent to where the proposed station at Leven will be located. As shown in Table 2 actual cycle trips numbers are generally low throughout the Levenmouth area. Providing adequate infrastructure at the two proposed stations would allow for those commuting by train to make part of their journey by bike. This combination of modes may be able to replace some car commute trips.
[bookmark: _Ref85436135]Figure 36. Commute by Cycling (Datashine) 
[image: ][image: ]
Figure 37 below shows the percentage of people travelling to work by bus, minibus or coach (Datashine). There is generally quite a low mode share for bus throughout the Levenmouth area. There is potential for this to increase in combination with train journeys, once the Levenmouth Rail Link is in operation.
[bookmark: _Ref85436146]Figure 37. Commute by Bus (Datashine)
[image: ][image: ]
Figure 38 below shows the percentage of people travelling to work by train (Datashine). There is generally quite a low mode share for train throughout the Levenmouth area, with the centre of Leven having the highest percentage. The mode share will increase with the opening of the Levenmouth Railway Link, with the potential for rail journeys to replace medium to longer distance car trips. 
[bookmark: _Ref85436156]Figure 38. Commute by Train (Datashine)
[image: ][image: ]
Figure 39 below shows the percentage of people travelling to work by car (Datashine). Driving is by far the most popular mode of transport for commuting, in the Levenmouth area, with areas outside of the main centres having the highest percentage. There is potential to reduce the car mode share with the opening of the Levenmouth Railway Link, with the potential for rail journeys to replace medium to longer distance car trips. Rail could also replace car journeys for the main leg of the trip, with cars being used to access the station. 
[bookmark: _Ref85436168]Figure 39. Commute by Car (Datashine)
[image: ][image: ]
Figure 40 shows the destination of car commuting trips from Leven (Datashine). Popular locations include Glenrothes, Dunfermline, Rosyth, Cupar, Dundee and St Andrews. There is potential for the majority of these trips to be replaced by rail, or the combination of other modes and rail. It will be important to ensure that appropriate facilities are provided at the stations to allow people to access by all modes. 
[bookmark: _Ref85436182]Figure 40. Car Commuting Trips from (red) and to (blue) Leven (Datashine)
[image: ]
Figure 41. Car Commuting Trips from (red) and to (blue) Cameron Bridge (Datashine)
[image: ]

Planning
Local development plan proposals
Fife Council’s Local Development Plan Proposals and Development Requirements for Leven and Windygates are shown in Figure 42. 
[bookmark: _Ref85436331]Figure 42. Levenmouth Local Development Plan Proposals[footnoteRef:58]  [58: http://arcgisweb.fife.gov.uk/LocalViewEXT/Sites/LDP1adopted/?extent=347508,714727,352521,717859&sr=27700] 

[image: ]
Table 47 below shows further details of the proposed developments. The estimated capacity for housing gives an indication of the level of growth expected in the area, in the near future. 
[bookmark: _Ref85436375]Table 47. Levenmouth Local Development Plan Proposals
	Ref
	Location
	Area (ha)
	Description
	Est Capacity (housing)
	Lead Agency

	LEV 001
	Leven Vale South
	3.1
	Housing
	75
	Private Sector

	LEV 002
	Leven Vale West
	11.0
	Housing
	200
	Private Sector

	LEV 003
	Land at Cupar Road
	5.4
	Housing
	100
	Private Sector

	LEV 004
	Mountfleurie
	1.2
	Employment
	-
	Private Sector

	LEV 005
		
Thornton to Leven and Thornton to Westfield rail lines
	-
	Rail line safeguarding
	-
	Fife Council

	LEV 006
		
Former Gasworks site
	0.4
	Development Opportunity
	8
	Private Sector

	LEV 007
		
Former Threeways Inn/North Street Gap Site
	0.4
	Development Opportunity
	-
	Private Sector

	LEV 008
	8

Bawbee Bridge, Leven
	-
	Rail halt safeguarding
	-
	Fife Council

	WDY 001
	Balcurvie Meadows
	2.9
	Housing
	56
	Private Sector

	WDY 002
	Land at Temple
	3.4
	Housing
	75
	Private Sector

	WDY 003
	Cameron Bridge
	2.8
	Rail freight facilities
	-
	Private Sector




Appendix B. Stakeholder engagement plan 
This document presents a Stakeholder Engagement Plan, which is designed to support stakeholder engagement through the delivery of Mobility Hubs in East Fife. This plan should be followed throughout the implementation of the hubs at different stages, and it is designed to include different audiences.
The key objectives of the stakeholder engagement include:
· Ensure that the vision and objectives for each Mobility Hub align with national, regional and local visions and objectives;
· Build consensus and support from local stakeholders for the concept and benefits of Mobility Hubs in each of the four specific locations;
· Collect feedback from transport operators (both public and private), other service providers such as EV charging providers, technology providers and the local community;
· Assess operational and maintenance requirements and procurement routes; and
· Engage local media and all stakeholders, for example inviting them to an official opening ceremony.
For a Mobility Hub to be planned, constructed, operated and monitored successfully, a wide range of stakeholders must be approached and engaged. Key stakeholders have a significant influence on the project and must be managed closely, which can be done by following a stakeholder engagement plan. 
The stakeholders may include government authorities, public transport operators, community groups, and many other stakeholder types. For this project, a Stakeholder Register was developed with relevant contacts for the planning phase (attached as a separate spreadsheet). The Stakeholder Engagement plan explores the relevance of each stakeholder type as well as the role or activity performed at different stages of the project. 
Stakeholder engagement plan
The success of Mobility Hubs requires significant involvement of key stakeholders at all phases, from planning through to implementation and evaluation. A Stakeholder Register has been prepared for the planning phase with the relevant contacts (the Register is attached as a sperate spreadsheet).
There are two main variables that define stakeholders and how they influence the project:
· Power: the ability of the stakeholder to stop or change direction of the project; and 
· Interest: directing the amount of the involvement each stakeholder has in the project. 
Levels of Power and Interest are used in a common stakeholder analysis technique – a Power-Interest matrix, as shown in Figure 43 below.
In the matrix, there are four quadrants each associated with different management characteristics: those with low power and low interest must be monitored; those with high power and low interest must be kept satisfied; those with low power and high interest must be kept informed; and those with high power and high interest must be managed closely as they have a major influence on the project. 
[bookmark: _Ref85436477]Figure 43. Power-Interest Matrix
[image: ]
Table 48 below explores the key stakeholders and their roles in the implementation of Mobility Hubs in the East Fife region. The Power-Interest Matrix is used to populate the Approach/Classification field.
The Stakeholder Engagement Plan shown in Table 46 presents each stakeholder group and provides examples of the stakeholders that fall under the group. It then explores their relevance and why they should be involved and engaged. 
Finally, there are details on the role or activities performed at different phases of Mobility Hubs development such as Planning, Construction, Operation and Monitoring. The Stakeholder Engagement Plan presents various stakeholders and type of engagement required at each phase of Mobility Hubs development.  
It should be noted that the precise role of each stakeholder in operation phase of the Hubs may vary between each hub and will be defined on the completion of the planning phase.  
Planning Phase
During the planning phase, the development of a detailed implementation plan is required. It will include a wide range of elements, and discussions and partnerships needed to implement the area specific plans over time. 
The activities to be undertaken include land use and site selection, a technical assessment such as multi-modal transport analysis, and an assessment of key arrangements and contracts required for operation and maintenance of a hub. 
A major part of stakeholder engagement takes place during this phase, as feedback is needed from public and private transport operators and buy-in is needed from local stakeholders. Stakeholders will be contacted via email; phone calls will be scheduled, and workshops organised as required. 
Construction
Construction phase will include procurement activities, detailed design and construction of the hubs. Procurement and construction can be arranged by the local authority or any other type of stakeholder depending on operational and contractual agreements for each hub. Engagement with the authority will continue throughout this phase, where progress updates could be made by phone calls. Progress of the contractor/s would be monitored ensuring that the contractor/s stick to the budget and timeline for construction of the hubs.
Operation
In order for a Mobility Hub to offer a coherent and seamless experience for users, there should be a stakeholder overseeing the services provided. Comprehensive arrangements should be made for governance as well as agreement on which organisation monitors and manages contractual relationships with partners.
The Operation phase includes the day-to-day operation of a Mobility Hub, as well as maintenance, which includes checking that the different components are running correctly and having a regular cleaning schedule. The operator of the hub may be required to collect data on usage of the hub’s components. This will be used in the Monitoring phase of the project. 
Monitoring
The impact of Mobility Hubs on travel behaviour, usage and wider transport objectives such as carbon emissions and congestion should be monitored to build an evidence base for planning the future expansion/continuation of service provision. Data collected could include number of car club vehicles or bikes rented per day, distance travelled by cars or bikes, number of EV charging instances, etc. 
Government agencies or transport authorities may commit staff resources to analysing the data, as this would be useful for determining the demand for services, whether there has been any travel behaviour change, or impact on emissions. Defending on a selected operation model, agreements with the Hub operator and mobility providers could be made to ensure the data is collected and shared in a required format.


[bookmark: _Ref85436398]Table 48. Stakeholder engagement plan 
	[bookmark: _Hlk77849847]Stakeholder group
	Relevance for engaging
	Stakeholders
	Areas of influence 
	Approach / Classification
	Role/Activity 

	
	
	
	
	
	Planning
	Construction
	Operation
	Monitoring

	Local and regional authorities 
	Local authorities should be consulted for identifying key locations for Mobility Hubs, based on their role in improving access to employment, education, healthcare and other services. They should also be consulted in relation to any planning requirements associated with implementation of a new Mobility Hub. A Mobility Hub should also be linked to a local legibility/wayfinding strategy. 

	South East Scotland Transport Partnership (SEStran), 
Fife Council 

	Planning and development
Acquisition of land
Procurement of infrastructure
Procurement of services
Marketing and promotion
Monitoring
Ongoing management
Staffing
Capital funding
Revenue funding
	These stakeholders would have a medium to high Power and Interest, making them a major influence on the project who need to be Managed Closely.
	Inform all departments and utilise council networks to raise awareness. 
Actively participate in selecting locations and required components of the hubs.
Approve the final feasibility study 
Secure funding for the hubs
Allocate land for Mobility Hubs (if applicable) 
	Manage procurement and tendering process and assign contractor(s) for construction (depending on governance model selected).



	Depending on the governance arrangements and operational model selected, support Mobility hubs operations

Commit staff resources to continue support the operators in joint promotions (including in any Council publications) and making links to other partners inside and outside the Council. 

	Undertaking monitoring and evaluation activities allocating required resources.
Engage with users via user satisfaction surveys

	Government 
	Transport Scotland should be consulted in terms of ensuring Mobility Hubs development and business case occurs within the Strategic Transport Appraisal process
Funding can be allocated from the government to sponsor hubs implementation and operation 
	Transport Scotland, 
MSPs,
Scottish Enterprise,
SEPA



	Planning and development
Ongoing management
Marketing and promotion
Monitoring
Capital funding
Revenue funding



	Other public bodies have high power but lower level of interest, and need to be Kept Satisfied
	Inform all stakeholder departments and utilise council networks to raise awareness. 
Review proposal and plans for Mobility Hubs. 
Allocate funding as required 
	Receive updates on the key procurement and construction timescales and plans 
	Support promotional activity.
Support with funding if required
	Assess results of monitoring and evaluation activities.

	Other government agencies 
	Other government agencies should be informed and aware of the Mobility Hubs implementation in the area.
	Police Scotland, 
Scottish Fire and Rescue Service, 
Visit Scotland, 
NatureScot
VisitScotland
Cycling Scotland 
	Planning and development
Construction 
Ongoing management
Marketing and promotion
	These stakeholders could have low power and low interest, and need to be Monitored
	To be aware of the plans to develop Mobility Hubs 
	Receive updates on the key procurement and construction timescales and plans
	Support promotional activity
	N/A

	Public transport operators
	In addition to providing services, operators may also share real-time data on fleet, timings, ridership and utilisation of Mobility Hubs. This will help to monitor performance and identify challenges of Mobility Hubs once implemented.
Operators could also be approached for funding, or managing some locations, as the implementation of the hubs could positively impact the operators’ ridership and revenue.
	ScotRail, Stagecoach, 
Other local bus operators 
	Planning and development
Provision of services
Service level agreements
Information provision
Marketing & promotion
Provision of monitoring data Funding 
Management

	Operators need to be Kept Satisfied or Managed Closely.
	Create a common positive narrative and listen to feedback. Participate in the development and design of the hub.
Contribute to funding 




	Keep informed on the progress of construction, providing input as needed.
	Depending on the governance arrangements and operational model selected, support Mobility hubs operations. 
Support promotional activity


	Engage with users via user satisfaction surveys. Collect data on usage and travel behaviour.

	Shared mobility and other private transport operators
	Mobility services, such as bike share, car clubs, on-demand bus services, taxi/private hire vehicles, and shared e-scooters are pivotal to deliver improved connectivity which does not rely on private cars. Additionally, first mile / last mile freight services can also be offered through Mobility Hubs, such as e-cargo bikes.
The suppliers of shared mobility services will need to be consulted to consider the commercial aspects of potential Mobility Hubs and the extent to which these services can be provided commercially, or whether funding is required.
	Go e-bike scheme,
St Andrews Bike Pool, 
Car club operators (Co-wheels, Enterprise, Ubeeqo),
Bike share providers
	Planning and development
Provision of services
Service level agreements
Information provision
Marketing & promotion
Provision of monitoring data 
Funding
Management
	Shared mobility and private operators would need to be Kept Satisfied or Managed Closely depending on how much input is required
	Create a common positive narrative and listen to feedback. Participate in the development and design of the hub.
Contribute to capital funding 

	Keep informed on the progress of construction, providing input as needed.
	Depending on the governance arrangements and operational model selected, support Mobility hubs operations
Support promotional activity
Contribute to revenue funding 

	Engage with users via user satisfaction surveys. Collect data on usage and travel behaviour.

	Local community groups including residents and businesses
	The local community and businesses are the primary users of Mobility Hubs. They should be consulted at an early stage of development to understand their current mobility needs and challenges. 
In order to get political buy-in, involvement of local councillors is also recommended. This can have the added benefit of increasing the profile of Mobility Hubs and securing public support and take-up. 
	CLEAR Buckhaven & Methil,BRAG, 
Community Councils, 
Families First St Andrews,
Fife Voluntary Action, Leuchars Community Council, Levenmouth Rail Campaign (LMRC), 
The Leven Partnership, 
Local Community Planning Partnership, 
Fife Councillors, 
Local business groups 
	Planning and development
Provision of land/infrastructure
Marketing & promotion
Capital funding contribution 
Revenue funding contribution 
	These groups have high power and lower or high interest and must be Kept Satisfied or Managed Closely 
	Contribute to specifications and design of the hubs.


	Keep community groups informed on progress of the project, for example if there are delays
	Depending on the governance arrangements and operational model selected, support Mobility hubs operations
Potential to manage the hub or services depending on their location.
Support promotional activities. 
Continue to share information in premises and online in particular with special events.
	Work with the operator and Council to keep informed on take up of Mobility Hub features, making use of collected data to keep members, residents and businesses informed.

	Not-for-profit organisations including disability and other community groups
	Mobility Hubs aim to improve accessibility for all transport users. Hence, feedback on needs and challenges from those who may be most impacted by poor accessibility would help in developing inclusive services that cater to the requirements of the wider community. Key groups to consider would include those with mobility difficulties, the elderly, younger people, those from areas of high deprivation. 
Consultation with organisations such as CoMoUK  and Sustrans would be essential. 
	CoMoUK, 
Fife Centre for Equalities, 
Forth Rivers Trust, Fife Coast & Countryside Trust, Go e-bike scheme, Green Action Trust, Keep Scotland Beautiful, Paths for All, Sustrans, Zero Waste Scotland, 
Levenmouth Local Tourist Association, 
Transition St Andrews, 
Stay St Andrews Tourist Board, 
Living Streets 

	Planning and development
Provision of land/infrastructure
Marketing & promotion
Capital funding contribution 
Revenue funding contribution
	These groups have a high interest and low to high power and must be Kept Informed or Kept Satisfied
	Contribute to specifications and design of the hubs.
Contribution to capital and revenue funding 

	Keep informed on the progress of construction
	Depending on the governance arrangements and operational model selected, support Mobility hubs operations 

Encourage members to attend launch events and try the scheme
Support promotional activities 
	Monitor and evaluation activities 

	Major employment sites, property developers and other key trip generators
	Major employment sites (such as large business parks) or other key generators such as a large hospital or educational sites, are key stakeholders.
 A local authority needs to make them aware of a potential for a Mobility Hub to be developed in the areas and gather their feedback and thoughts. 
	Diageo
James Donaldson Timber, 
Cameron hospital, NHS Fife
University of St Andrews,
James Donaldson Timber, 
British Army,
housing developments
	Planning and development
Provision of land/infrastructure
Marketing & promotion
Capital funding contribution 
Revenue funding contribution 
	These stakeholders would have high power and lower or high interest depending on an individual hub 
They should be Managed Closely or Kept Satisfied 
	Contribute to design of mobility hubs and its components.
Influence section of the sites for the hubs 
Contribute to funding of the hubs
Allocate land for Mobility Hubs (if applicable) 

	Manage procurement and tendering process and assign contractor(s) for construction (depending on governance model selected)/ or 
Be informed about construction plans 
	Depending on the governance arrangements and operational model selected, support Mobility hubs operations

Share scheme information through internal networks, host try out sessions.
Promote particularly to new residents/employees and at times of special events.
	Receive data on Mobility Hub usage and travel trends.

	Technology providers

	The back-end technology that supports and manages journey planning, payment systems, real time information, user interfaces such as mobile applications and contact centre, also plays a significant role in user demand and user acceptance of Mobility Hubs. In addition, mobile service providers should be appropriately involved to power the systems or provide wi-fi connections at the hubs.
	Wi-fi providers, 
MaaS operators, journey planning apps, ticketing providers
JustPark, RingGo
	Planning
Back-end Technology
User Interfaces
Data Sharing
Payment Solutions
	These stakeholders would have low Power and high Interest, needing to be Kept Informed.
	To be consulted during the planning phase
	Involved as required to ensure relevant communications connection are in place 
	Operate their services at the hubs
Support operator’s promotional activity
	Collect and share data on usage and travel behaviour.

	Assets, infrastructure and utility companies 
	Physical assets and infrastructure, including charging stations for EVs, and smart kiosks/ information pillars for wayfinding and ticketing, can be included at Mobility Hubs. Additional features such as vending machines, coffee carts, co-working spaces and others can be further developed at Mobility Hubs.

	ChargePlace Scotland, 
Network Rail
Scottish Water
	Planning and development
Provision of infrastructure
	Kept informed/ Managed Closely depending on the level of involvement.
	The suppliers could be consulted in the planning phase to explore key features that can be built at the hubs. 
In case of Network Rail  - collaborate on the final design of the station in Levenmouth area, agree on funding and key features of the hubs
	Involved as required depending on procurement outcomes 
In case of Network Rail – build the station and provde required assets for the hubs as agreed in the planning phase 

	Operate their services at the hubs
Support operator’s promotional activity
	Collect and share data on usage (if applicable depending on each stakehodler) 

	Local media
	Local media could contribute to raising the profile of the launch or circulating information about special offers and opportunities. For example, a journalist could test ride different modes of transport or components of the Mobility Hub and thus generate interest from the media and community.
	Local media and newspapers 
	Marketing and promotion
	Media would be low power and potentially high interest depending on marketing and relationships with the public authorities, for example, needing to be Kept Informed.
Could be Managed Closely depending on how vocal/influential the local media is
	N/A
	Echo narrative of the scheme development with positive news stories.
Raise profile of the launch, PR stunts, special offers and try out opportunities.


	Promote new hubs, special offers, milestones and good news stories /case studies.
	N/A

	Other established Mobility Hubs
	There is a growing range of Mobility Hubs implemented internationally and in the UK. Each site presents a potentially valuable stakeholder in terms of sharing knowledge and expertise on best practice for implementation and operation of Mobility Hubs in East Fife. Ongoing engagement will be valuable to share lessons learnt and identify how challenges have been overcome and how opportunities have been harnessed. 
	Hubs in Redbridge, UK
BP Mobility hub in London, 
WECA, UK (planned Mobility Hubs)
Solent, UK (planned Mobility Hubs)
Derby and Nottingham, UK (planned Mobility Hubs) and other locations[footnoteRef:59] [59:  Where - CoMoUK] 

Hubs in Austria, 
Germany, Norway, Netherlands 
	Planning Experience
Operational Experience
Monitoring and evaluation 
	These stakeholders could be low power and low interest, needing to be Monitored
	Knowledge share 
	Knowledge share
	Knowledge share
	Knowledge share
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Step 1 - Establish 'Base' Demand


1a. Existing / forecast 'base' demand at Mobility Hub  


1b. Demand by access mode 


Step 2 - Identify Mobility Hub Elements that enahnce facilities for 'base' users vs. those encouraging additional modal shift


2a. Benefits to 'base' demand -
quality / facility / ambience / environment


2b. Benefits from Modal shift 
- Bike hire/share / spaces / car clubs


Step 3 - Calculate Benefits 


3a. User benefits - to 'base' demand. 


3b. Non-User / Externality. 
Externality benefits based on reduced car / road km



Stage 2:
Initiation


Stage 3:
Implementation


 Procurement


Stage 4:
Operations


Stakeholder engagement


Stage 1: 
Planning


Scoping and business case development


Construction and installation works


 Design development process
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Figure 5 Levenmouth area trip generators — Refer to Appendix A for larger version of this Figure
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