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1 Introduction  

Reason for the study 
1.1 JMP was commissioned by Warwickshire County Council to undertake this study. The County 

Council has entered into a partnership with the District and Town Councils and other key 
stakeholders to examine the options for developing a new bus station in Stratford-upon-Avon.  

1.2 The old bus station in Stratford-upon-Avon, located at Bridgefoot, closed many years ago as part of 
the changes to the public realm in the main tourist area of the town centre.  Since its closure, bus 
services have operated from on-street stops located in the shopping areas of the town – Bridge 
Street and Wood Street.     

1.3 There is a general view that passenger waiting facilities and bus operational arrangements in the 
town centre are in need of improvement. The current on-street arrangements do not provide a good 
quality passenger waiting environment. Also, there is limited provision for bus layover between 
services. This study therefore considers these issues and seeks to identify suitable location(s) for 
coach drop off and pick up close to the main tourist destinations.   

Management of the study 
1.4 An investigative study of this type requires an inclusive approach. A steering group, comprising 

elected members and officers of the local councils together with key stakeholders, was established 
to give overall direction to the study and to provide a sounding board for the study outcomes.  

1.5 The initial review of the study requirements conducted by JMP highlighted the following key issues: 

• Locating a new bus station in a historic town centre poses many challenges;   

• Proximity to key destinations, effect on the bus network and its operation, changes in traffic 
flows and stakeholder / public acceptability all need be considered before a suitable site can be 
chosen. Informing emerging Local Transport Plan (LTP) policy will also be a key aim of the 
study;  

• Providing a new bus station for Stratford-upon-Avon will require a workable delivery plan and 
agreement on what role the bus station plays within the wider transport and economic 
circumstances of the town; 

• Assessing the benefits of the bus station will be key to making a case for the bus station’s 
development to be a priority; 

• Identifying possible funding streams will be necessary to future delivery.  The current economic 
climate presents significant funding challenges that will need to be overcome.     

1.6 A study inception meeting with the steering group was held on 3rd November 2011.  The meeting 
highlighted the aspirations of the steering group and undertook a review of potential bus station 
sites previously identified.       
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2 Study Background 

General background  
2.1 The old bus station in Stratford-upon-Avon was located at Bridgefoot and closed many years ago 

as part of the changes to the public realm in the key tourist area of the town centre.  Since the 
closure of the bus station, bus services have operated from on-street stops located in the main 
shopping areas of the town – Bridge Street and Wood Street.    

2.2 Stratford District lies at the heart of England. The total population of the District is 117,800 (2008 
estimate). The town of Stratford-upon-Avon is the largest settlement, with a population of circa 
23,000.    

2.3 The Local Development Framework (LDF) Consultation Draft Core Strategy for the district 
describes Stratford-upon-Avon, the town of Shakespeare, as ‘the international market town’. Whilst 
this provides significant economic benefits, there is also a challenge involved in managing the 
estimated 3 million visitors that come to the town each year alongside retention of the character of 
the town and the quality of life for its residents.   

2.4 The town, as a whole, is relatively affluent, with higher than average incomes (about £3000 above 
the national average) and higher than average car ownership. Only 20% of households have no 
car. Census data indicates relatively high numbers of workers travelling 10-30km to work in 
Stratford, and just 1.8% of the Stratford-upon-Avon workforce using the bus to travel to work. 

2.5 Major initiatives to improve the public realm of the town have been considered for a number of 
years. ‘World Class Stratford’, a regional and locally funded initiative, has generated some 
improvements and the concept of a major transport scheme has been carried forward into a 
number of associated improvements. 

2.6 More recently, the development of proposals to improve the public realm in the town centre has led 
to the establishment of the principle of the ‘historic spine’.  This is a clear route from Shakespeare’s 
birthplace to his grave, which forms the most important literary walk in Europe and which has 
significant un-exploited potential.     

2.7 Getting bus facilities in Stratford-upon-Avon in the right location is key to the future development of 
the bus network in the area. The town is a ‘world class’ tourist centre and deserves appropriate 
facilities to cater for the visitor requirements, whilst also meeting the needs of the local population. 

Policy Review 
Planning Policy  

2.8 The development plan for the Stratford-upon-Avon District comprises the West Midlands Regional 
Spatial Strategy (following the Cala Homes court case), the saved policies of the Stratford Local 
Plan, the emerging Stratford Local Development Framework (LDF) and the appropriate waste and 
minerals plans of Warwickshire County Council.   

2.9 The Stratford District LDF Consultation Draft Core Strategy will set targets for growth in the town 
and surrounding area. Further work on developing the Core Strategy is anticipated after the 
revocation of the Regional Spatial Strategy. Therefore, certainty over growth will be needed to fully 
assess the capacity of any proposed bus station. In the interim, the abolition of regional spatial 
strategies has been suspended pending the passing of the Localism Bill by Parliament and 
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therefore the saved Local Plan polices represent the most up-to-date information on growth in the 
district. 

2.10 The saved Local Plan indicates that the District would have to accommodate an additional 1464 
houses. In the urban area, the key site allocations are:- 

• Land west of Shottery; 

• The Egg Packing Station – Bishopton Lane; and 

• Land south of Kipling Lane.  

  

Transport Policy    

2.11 The Warwickshire Local Transport Plan 3 (LTP3) sets out the aspirations for bus service provision 
from 2011 onwards. The aim is to provide “An affordable, accessible, safe, convenient, 
environmentally friendly and integrated network of bus services, capable of attracting an increasing 
market share for buses”.  Stratford-upon-Avon is expected to benefit from Inter-Urban Quality Bus 
Corridors, which aim to extend the benefits of existing urban Quality Bus Corridors to inter-urban 
services.    

2.12 As around half the bus services in Stratford-upon-Avon receive some support from the County 
Council, the criteria for supporting services are important in determining the quantum of services a 
new bus station would need to cater for.  The criteria reflect the need for people without access to a 
car to be mobile and benefit from access to a wide range of facilities, including work, education and 
training, healthcare, shopping, and social activities.    

2.13 The associated Passenger Transport Interchange Strategy indicates the County Council will 
encourage the provision and quality of interchange facilities that are: 

•   Accessible; 

•   Acceptable; 

•   Simple to use. 

2.14 The current on-street bus stopping arrangements do not provide a good quality passenger waiting 
environment. Also, there is limited provision for bus layover between services. To fully meet the 
aspirations of the draft LTP3, it is understood that there is a consensus amongst stakeholders for a 
single dedicated bus (and possibly coach) station to give a step-change in the quality of bus 
infrastructure provision in the town.   

2.15 A key question is whether the provision of a bus station should be a LTP3 policy commitment for 
the area strategy covering Stratford-upon-Avon. 

Current Situation   
2.16 Bus operations comprise inter-urban local services to Warwick and Leamington Spa, Birmingham, 

Redditch and Evesham, town services, park and ride services, and various rural services to the 
surrounding area. There are also some community transport operations, including a community 
minibus scheme which is supported by the District Council. Limited scheduled coach operations 
serve the town, with 11 National Express departures daily to destinations including London, 
Bournemouth and Edinburgh. 
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2.17 Given Stratford-upon-Avon’s role as a major tourist destination, the number of visiting coaches is 
significant. Current coach parking provision is 69 spaces at Bridegway (shared with lorries) and 11 
short stay spaces at Windsor Street.  Work for the ‘World Class Stratford’ initiative indicated that at 
the height of the summer, around 60 coach movements per day occur at Windsor Street.    

2.18 The pattern of bus operations in the town centre will be affected when the redevelopment of the 
Cattle Market site occurs – this will provide high quality rail / bus interchange and some bus layover 
capability but is remote from the main centre of the town.   

2.19 It is unlikely that bus operations will increase in the foreseeable future. The proposed 
developments set out in the saved Local Plan and the aborted draft core strategy may require 
additional bus services serving new areas. However, pressures from the Government’s Spending 
Review are resulting in reduced levels of funding to support bus services, which may see some 
reductions in levels of bus provision. On this basis, the overall number of bus departures from 
Stratford town centre is unlikely to increase to any extent in the foreseeable future. 
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3 Study Approach   

Introduction 
3.1 Providing bus facilities in Stratford-upon-Avon in the right location is key to the future development 

of the bus network in the area. The town is a ‘world class’ tourist centre and deserves appropriate 
facilities to cater for visitor requirements, whilst also meeting the needs of the local population. 

3.2 Locating a new bus station in a historic town centre poses many challenges. We have taken a 
holistic approach to the study, considering a range of aspects including the proximity to key 
destinations, effects on the bus network and its operation, changes in traffic flows, stakeholder and 
public acceptability and local policies. We believe that an inclusive assessment process will allow a 
consensus to be reached as to the preferred location for the new bus station and the level of 
facilities to be provided. 

3.3 Once a preferred location is identified, an assessment of the benefits of the bus station against the 
likely cost and possible funding streams will be key in making a case for the bus station’s 
development.  

Stakeholder Engagement 
3.4 In addition to understanding the requirements of the steering group in the inception meeting, the 

following organisations were contacted to obtain information, understand their concerns and 
requirements, and establish factors that needed to be considered in relation to the study.  

• Stagecoach in Warwickshire;  

• WCC Passenger Transport Unit; 

• WCC Transport Planning Unit; 

• SDC Planning Department; 

• Town Trust (owner of site 12); 

• Boyden Trust (owner of site 7); 

• Birthplace Trust (owner of site 2); 

• Stratford Voice; 

• Shakespeare Theatre; 

• Johnsons Coaches; 

• Stratforward; 

• World Class Stratford; and 

• Confederation of Passenger Transport (CPT). 

3.5 A survey was also undertaken to gauge the opinions of bus users about a potential bus station, as 
well as their thoughts on current arrangements and the importance of factors such as distance, 
access, interchanging and facilities. 

3.6 In parallel, the following were considered: 



 

     

Page Job No Report No Issue no Report Name 

6 MID3050 002 001 Stratford-upon-Avon Bus Station 
 

• ‘Walkable Core’ study, which includes the development of the ‘Historic Spine’; 

• Plan of listed buildings; 

• Plans for traffic management; and 

• Retail assessment. 

Technical Assessment  
3.7 An assessment of the traffic impact of bus operations in the town centre was conducted in order to 

assess the overall impact of bus operations on traffic flow. 

3.8 A technical assessment was undertaken of pre-identified sites and of sites which were identified as 
a potential for a bus station during the course of this study. Bus timetables were considered, and a 
survey undertaken, to determine the capacity requirements of a bus station both in terms of 
number of stands and layover spaces. 

3.9 The sites were then assessed according to the following criteria: 

• Area; 

• Distance from town centre; 

• Traffic impact; 

• Affect on the bus network; 

• Access to the site for vehicles and bus users; 

• Cost implications; 

• Planning issues; and 

• Environmental issues. 

3.10 Each of these criteria were assessed on a scale of 0 to 5, with 0 being the least positive impact and 
5 the greatest.    
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4 Traffic Assessment 
4.1 In order to assess the impact of buses on the general traffic flow in the town centre, a series of 

tests was conducted using the ‘Paramics’ traffic model of the town centre road network that has 
been developed by the County Council.   

4.2 To give an overall view on the effect of bus operations on traffic, a series of journey time 
assessments on 4 fixed cross-town routes was undertaken, with and without buses, in 2013, which 
is the possible year of opening for the bus station.  

4.3 In effect, a comparison of the traffic system operating in a bus free environment was made with the 
current traffic network including buses.  The four routes cover all the main approaches to the town 
centre and the core town centre thoroughfares of Birmingham Road and Bridge Street / Wood 
Street.   The routes are shown in Figure 4.1 

Figure 4.1  Traffic Assessment Routes 

 

4.4 The model produced journey times in seconds for a typical vehicle travelling the full length of each 
route. Both morning (0700 – 0900) and afternoon (1600 – 1800) peak periods were assessed, to 
provide a clear picture of journey times when traffic is at its busiest.  Table 4.1 sets out the key 
findings. 

  

P+R 
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Table 4.1  Traffic Journey Times 

 
period direction 

time with 
buses 
(seconds) 

time without 
buses (seconds) 

Change 
(seconds) 

% 
change 

Route 
1 

am east 547 537 -10 - 1.80% 

am west 1,175 1,176 +1 + 0.01% 

pm east 573 572 -1 -0.17% 

pm west 2,389 2,380 -9 -0.37% 

average ---- ---- ---- -4.75 -0.58% 

Route 
2 

am south 465 459 -6 -1.29% 

am north 399 391 -8 -2.00% 

pm south 552 542 -10 -1.81% 

pm north 464 456 -8 -1.72% 

average ---- ---- ---- -6.88 -1.71% 

Route 
3 

am east 379 374 -5 -1.32% 

am west 384 381 -3 -0.78% 

pm east 454 442 -12 -2.64% 

pm west 381 376 -5 -1.32% 

average ----   -6.25 -1.52% 

Route 
4 

am east 391 388 -3 -0.76% 

am west 399 395 -4 -1.00% 

pm east 495 491 -4 -0.80% 

pm west 470 476 +6 +1.28% 

average ---- ---- ---- -1.25 -0.32% 

Overall average ---- 825 820 -4.78 -1.03% 

 

4.5 Across all routes, the average current journey time is 825 seconds (13¾ minutes).  Removing all 
buses from the town centre and its approaches reduces journey times across all routes by an 
average of 4.78 seconds, or 1%.      

4.6 Given the variations in traffic flow experienced in the town centre by day of the week and school 
term / non-term days, this change in journey times is unlikely to make a material change in the 
observed traffic flow in the town centre. It is unlikely that motorists would perceive any difference in 
their peak hour journey times if buses were removed from the town centre.  

4.7 Notwithstanding the limited effect of buses on general traffic flow, there are a small number of bus 
stop locations where at certain times of the day (e.g. at school finishing times) there are some local 
problems, particularly with respect of pedestrian movements.  An example of this is Wood Street in 
the afternoon where pupils from a number of schools congregate and block footways whilst waiting 
for departing bus services.    
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5 Site Assessment 

Sites Identified for Assessment 
5.1 The following sites were outlined in the brief as those to be assessed in this study. 

1. Market Place / Rother Street surface car park; 

2. Windsor St Coach Park; 

3. Arden St car park; 

4. Bridgeway motorcycle park; 

5. Bridge Street North (near the current taxi rank); 

6. Bridgeway multi-storey car park; 

7. Greenhill St car park; 

8. Rother St multi-storey car park; 

9. Bridge Street South (near the current bus stops); and 

10. Riverside car park. 

5.2 It was agreed in the inception meeting that site 5 would be too small to be considered for a bus 
station.  

5.3 As a benchmark against what currently happens in terms of bus operation in the town, the whole of 
Bridge St was considered in the assessment, rather than considering sites 5 and 9 separately as 
contenders for a bus station. 

5.4 In addition to the sites outlined in the brief, three sites were identified during the course of the study 
as potential contenders worthy of assessment. These are: 

1. Unicorn Meadow car park;  

2. Civic Hall car park; 

3. the old bus station, which is effectively the Red Lion pub car park; and 

4. area next to the Pen & Parchment. 

5.5 All the sites assessed are shown In Figure 5.1. 
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Figure 5.1  Site Locations 

 

Stakeholder Views 
5.6 The views of stakeholders are summarised under common headings below. 

Location 

5.7 All stakeholders agreed that it was crucial to have a bus station which was within easy access of 
the main shopping area, namely Bridge Street, particularly if the stops on Bridge St and/or Wood St 
were removed.  

5.8 The Department for Transport Inclusive Mobility guide (2002) states that bus stops in residential 
areas should be located ideally within 400 metres walking distance from anyone’s home. However, 
research shows that the general use of bus services decreases if the distance is more than 250 
metres (200 metres for disabled people). This is a good guide when considering the distance of the 
bus station from the main attractors in the town. 

5.9 Most of the passengers surveyed said they considered a walk from the bus station to the town 
centre of below 7 minutes to be acceptable. This relates to a distance of up to 600m, which is more 
than that suggested in the guidance. However, the survey was only a snapshot of views and may 
not be representative of all bus users.  

5.10 Access is a key consideration, both in terms of vehicles and bus users. Access needs to be safe 
and footways must be able to accommodate all bus users, particularly in the afternoon when there 
are large numbers of school and college students. 

5.11 Bus operators were concerned with the potential sites, particularly with the additional mileage that 
could be incurred, resulting in extended timetables and potentially an increase in the peak vehicle 
requirement (PVR). Stagecoach indicated that only sites 1 and 2 would be acceptable; the sites 
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further west would increase route lengths and sites on the gyratory would result in significant 
delays to services. 

5.12 For coach facilities, the need for a well-signed, dedicated coach drop off / pick up point in the town 
centre was identified.  

Facilities 

5.13 If the bus station is close to the shopping facilities, the need for driver facilities in the bus station will 
be reduced, as drivers will have their breaks in the town as they do now, or at their depot.  
However, CCTV was seen to be essential, as was information facilities. 

5.14 Passenger views were mixed but all those surveyed said that fully sheltered stops and information 
facilities were very important.  

5.15 Most stakeholders considered a cafe would not be an important facility in the bus station, if it was 
located close to the town centre. 

5.16 Above all, the bus station must be fully accessible to all users.   

Traffic 

5.17 All stakeholders agreed that traffic in the centre of Stratford is an issue. There is particular concern 
on Bridge Street with buses double parking, delivery vehicles and buses idling. All agreed that it 
was important to find a solution which would at least not exacerbate the current traffic problems, 
and hopefully alleviate them. 

Planning 

5.18 It is unlikely that the draft core strategy currently being developed will affect the town centre. 

5.19 Although planning permission hasn’t been granted for developments on any of the sites assessed 
in this study, there are aspirations to develop certain areas of the town centre which will incorporate 
some of these sites. It is expected that the town square will be developed into an area with new 
shops and cafe culture. This encompasses site 8; a bus station would not be suitable as part of 
these plans.  

5.20 There is some potential to redevelop Bridgeway / Bridgefoot in the medium term. Concepts include 
reducing the multi-storey car park by half to include some retail. There cannot be any more building 
in this area due to flood risk; therefore a bus station may be a good utilisation of land. Also, the 
retail element could contribute to the cost of a bus station in this area. 

5.21 Sites 7 and 12 fall within the Rother Quarter and are owned by the Boyden Trust and Town Trust 
respectively. There are plans afoot to redevelop this area which will probably include a hotel and 
some retail. Again, a bus station would not fit in with these plans and would be strongly opposed by 
the site owners. 

5.22 The whole town centre is a conservation area and covers all sites but 3 and 10. In addition, most 
buildings in the town centre are listed or of significant importance, including the pub next to site 13, 
the monument in site 1 and the building falling within site 7. 

‘Future proofing’ 

5.23 It is important that this study recognises future aspirations for the town and ensures that any plans 
for a bus station fits with these. In particular, preservation of the historic spine is seen to be very 
important. This stretches from Shakespeare’s birth place, through Henley St, High St, Chapel St 
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and Church St to the Holy Trinity Church and encompasses the historic places of interest in 
Stratford. 

5.24 There is also an aspiration to prioritise Bridge Street for pedestrians. 

Technical Assessment  
Routing / operational issues 

5.25 A study of the bus routes was undertaken to compare the current routes with the changes required 
for routes to serve a bus station at each of the sites. These changes were assessed in terms of 
additional mileage required.  

5.26 Clearly, additional mileage will affect bus operations and may require changing the timetable or 
introducing extra vehicles into the network, which is a concern for bus operators. This is a particular 
concern where the sites are located in congested areas or where buses will encounter difficulties 
entering or leaving the site.  

Capacity requirements 

5.27 A study of bus timetables identified that, at the busiest times (1200 - 1300 and 1300 - 1400), there 
was a maximum of 34 2-way movements per hour at the town centre stops. To cater for this 
number of bus movements, and allow some for slack in the timetable to account for late running, 
this equates to a requirement for 6 bus stops in a new bus station.  National Express coaches 
make 11 departures each day from Stratford; these could be accommodated within the 6 bus 
stops.  From discussions with operators and the County Council, it was envisaged that there would 
be a need for 3 additional layover spaces. 

5.28 Windsor Street coach park has 11 bays and is at full capacity at busy times. A 30 minute waiting 
limit applies.   The Birthplace Trust owns the site and considers it essential for their business that 
this level of coach parking is retained. 

Layover 

5.29 The nature of commercial services is such that they are timetabled as tightly as possible to ensure 
maximum use of vehicles and revenue intake. However, operators must meet performance 
standards set by the Traffic Commissioner in order to avoid the risk of financial or other penalties. 
For services operating at a frequency of more than 10 minutes, buses should depart not more than 
1 minute early or 5 minutes late for 95% of the time.  

5.30 In order to meet these standards in congested areas, timetables need to be designed such that 
there is flexibility to account for late running. Similarly, buses are not able to depart early, should 
they reach the stop before the scheduled departure time.  

5.31 To overcome the issues above, Stagecoach has allowed up to 10 minutes in its timetables for 
commercial services to allow for late running into Stratford. Depending on the length of time 
allowed on the bus stand, it was considered that 2 bays would be sufficient to cater for short-term 
layover. 

5.32 The tendered services operate differently as they address shortfalls in services, be it geographical 
coverage, times of day or days of the week. These, by their nature can be ad-hoc and can be 
tendered at different times to different operators, thus the potential for layover is greater. However, 
as they are under the control of the County Council, there is the potential to change services to 
change the routes and times of the services to be better accommodated into any resulting 



 

   

 Job No Report No 

 MID3050 002 
 

proposal. At the moment, WCC considers 2
operations. For longer term layovers in excess of 30 minutes, a time restriction should be imposed 
to encourage operators to ta

Distance 

5.33 All parties consulted agreed the importance of the bus station to be accessible from the shopping 
area of the town centre. Each site was therefore assessed in terms of its distance from the town 
centre, specifically, the walkable distance to the roundabout at the top of Bridge Street.

Physical access 

5.34 The ability to access the site for both vehicles and pedestrians is of paramount importance. Each 
site was assessed for the ability for vehicles to access the site and wha
overcome. The ability for the site and surrounding network to cater for the footfall of bus 
passengers, and the safety of the routes from the town centre to the sites was also assessed.

Traffic assessment 

5.35 In addition to assessing the with
effect on traffic was also assessed when buses were diverted to serve the potential sites for a bus 
station. Due to their proximity to each other, some sites were grouped together 
this assessment.  Figure 5.2 shows which sites were grouped together and the where the buses 
were re-routed in order to serve these sites. 

Figure 5.2  Traffic Assessment 

 

5.36 The Bus re-routing options used are set out in Table 5.1.
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the walkable distance to the roundabout at the top of Bridge Street.
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site was assessed for the ability for vehicles to access the site and what barriers would need to be 
overcome. The ability for the site and surrounding network to cater for the footfall of bus 
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effect on traffic was also assessed when buses were diverted to serve the potential sites for a bus 
station. Due to their proximity to each other, some sites were grouped together 
this assessment.  Figure 5.2 shows which sites were grouped together and the where the buses 

routed in order to serve these sites.  

Traffic Assessment - Site Groupings 
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Table 5.1  Bus Re-routing Options  

Route  

Option 1 Buses re-route to use gyratory (Warwick Road/Bridgeway)  

Option 2 Buses re-route to use Windsor Street 

Option 3 Buses re-route to use Arden Street and Guild Street 

Option 4 Buses re-route to use Rother Street 
 

5.37 Table 5.2, below, summarises the outcomes of this assessment. The results were based on the 
impact on total average delay across four main routes within the town centre, during the morning 
peak period (0700 – 0900); these are the routes within the Paramics model identified as 
strategically important by Warwickshire County Council. The results show that the impact on the 
average traffic delay across all four routes was not significant for any of the scenarios tested. 
Option 1, which tested the services diverting via the gyratory, showed the biggest delays, and 
Option 4, which tested the services diverting via Rother Street, showed an improvement in traffic 
flow.  

Table 5.2  Traffic Impact 

 Total Average Delay (seconds) Difference (seconds) Difference (%) 

Reference Case  3768.5 ----- ------ 

Option 1 3828.7 +60.2 +1.60% 

Option 2 3754.2 -14.3 -0.37% 

Option 3 3785.7 +17.2 +0.46% 

Option 4 3709.8 -58.7 -1.55% 
 

Environmental concerns 

5.38 National and international statutory and non-statutory designations help to protect the natural 
environment. The following designations have been researched and none are present at any of the 
potential sites: 

• Special Areas of Conservation; 

• Special Protection Areas; 

• Sites of Special Scientific Interest; 

• Ramsar Sites; 

• National Nature Reserves; 

• Local Nature Reserves; 

• Geological Sites; and 

• Biodiversity Action Plan Habitats. 

5.39 As the whole of the town is designated as a conservation area, concern has been raised regarding 
the affect that bus emissions might have on buildings neighbouring the sites, if these will be 
additional to the level of traffic emissions currently at those sites. 
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Cost implications 

5.40 For comparative purposes and indicative assessment was carried out on the costs for development 
of the sites.  Key factors affecting the costs include the need to compulsorily purchase sites owned 
by third parties and demolishing multi-storey car parks. 

5.41 If the sites are not currently suitable for bus movements, or if traffic management will be required, 
there will be major costs associated with road/access improvements. 

5.42 As a number of the sites are District Council car parks, there will be an additional cost associated 
with lost car parking revenue. There may also be an effect on the number visitors to the town 
centre if the number of car parking spaces is reduced.  This may in turn affect the economic 
viability of the town. However, it is recognised that there is a Park & Ride in Stratford which is 
under-utilised and could accommodate the additional level of parking which would be displaced. 

Assessment Summary 
5.43 Once the sites were assessed for the criteria outlined above, a simple scoring system was applied 

to compare each site. This can be shown in tabular and graphical format in the following two 
Figures. 
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Table 5.3  Site Assessment Summary 

Site  1 2 3 4 5/9 6 7 8 10 11 12 13 14 
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Site area √√√√ √√ √√√√√ 0 √√√√ √√√√√ √ √√ √√√√√ √√√ √√√√ 0 √ 

Distance √√√ √√√ 0 √√ √√√√√ √√ √√ √√√ 0 0 √ √√ √√√ 

Traffic 
impact √√√√√ √√√ √√ √ √√√√ √ √√ √√√√√ √ √ √√√√√ √ √ 

Attractivene
ss to bus 
operators √√√√ √√√ √ √ √√√√√ √ √√ √√√ √ √ √√ √ √ 

Diversion 
from routes √√√ √√ √ √√√ √√√√√ √√√ √ √ √√√ √√√ √ √√√ √√√ 

Physical 
access 
(vehicular) √√√√ √√ √√√ √√ √√√√ √√ √ √√ √√ √√ √√√ √√ √√ 

Physical 
access 
(pedestrian) √√√√ √√√ √√ √√ √√√√ √√ √√√ √√√ √ √√ √√√ √√ √√ 

Cost 
implications √√√√ √√√√ √√√√ √√√√√ √√√√√ √ √√√√ √√√ √√ √√√√√ √√√√ √√√√ √√√√ 

Planning 
issues √√√ √√√√ √√√√ √ √√√√√ √√√√√ 0 0 √√√√ √√√√ 0 √√ √√ 

Score 34 26 22 17 41 22 16 22 19 21 23 17 19 
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Figure 5.3  Option Assessment 

 
 

5.44 The initial factual assessment of the 14 sites identified Bridge Street as being the most favoured in 
terms of bus operations and accessibility terms for passengers. However, given the key objectives 
of the study included the need to reduce idling and congestion in Bridge Street, it was clear that a 
solution in this location alone could not address all the requirements.  

5.45 A possible solution to this could be re-modelling and improving Bridge Street for bus stopping only, 
in conjunction with developing other off-road sites in the town centre for terminus points and 
layover.  

5.46 During the presentation of these interim findings on 15th December 2010, the Steering Group 
indicated that a fragmented approach was not acceptable and would be viewed by the local 
community as a compromise.  The Steering Group’s view was that local people in Stratford-upon-
Avon wish to see a dedicated, off-road bus and coach station provided for the town, and that 
anything less than this would have significant ramifications. Therefore, whilst the proposed 
fragmented approach was operationally acceptable, and would meet the needs of bus operators, it 
was agreed that the next stages of the study should look to identify a single site which most 
suitably meets all the requirements of the town. 

Options Proposed for Further Assessment  
5.47 Although in the initial assessment most sites were either too small or too far away to be suitable for 

a bus station, by combining some sites and reviewing the list of sites assessed, three definitive 
areas were identified for further assessment: 

• The Windsor Street parking facilities (site 2) including the multi-story car park; 

• The Civic Centre car park (site 12) and Greenhill Street car park (site 7) combined; and  

• The Bridgefoot multi-story car park. 
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6 Phase 2 Assessment 
6.1 The three selected sites were subjected to further assessment, with a view to recommending a 

single site for more detailed analysis. As well as taking on board the findings of the initial site 
assessment, an indicative plan of a bus station was developed to show the number of bus stands 
and layover spaces that could be accommodated, the types of facilities which could be 
incorporated, and the safety issues associated with such plans. Access issues and costs were also 
considered in more detail. 

6.2 The results of the assessment of these sites are outlined below.  

Windsor St Site Assessment 

6.3 The Windsor Street multi-storey car park currently lies behind the coach park and is bounded by 
adjacent properties and garages. The multi-storey car park was recommended for closure in the 
Stratford District Local Plan due to, it is understood, the condition of the structure. 

6.4 An assessment of the size of the site was undertaken. The assessment shows that there would be 
enough space to accommodate 6 bus stops and up to 6 layover spaces, which would cater for the 
level of bus and coach operations anticipated.  In order to accommodate the required number of 
stops, a central island for passengers would be necessary.  This would need to be linked to the 
surrounding footways by a series of pedestrian crossing points, but experience elsewhere (such as 
in Warwick) suggests that can be managed safely.  The passenger island could be up to 8 metres 
wide and therefore provide adequate waiting areas for passengers and the opportunity to provide 
an overall roof and appropriate facilities. 

6.5 Buses would not be able to access the site through the entrance as it is now; they would need to 
encroach on the coach park, owned by The Birthplace Trust.  However, as the current car park exit 
onto Windsor St would not be usable for bus operations, the whole area including the coach park 
could be remodelled to provide the level of bus access required and a level of coach parking similar 
to that enjoyed today.  This, of course, will need negotiation with The Birthplace Trust, otherwise 
the area may need to be compulsorily purchased. 

6.6 If the garages to the south of the site were to be used within the footprint, there would be a greater 
area in which to work.  If this larger area was completely redeveloped, it would be possible to 
achieve more stands, safer operation, increased facilities and potentially a larger area for coaches.  
A redevelopment scheme could also potentially generate investment. 

6.7 Of the three sites assessed, bus operators have indicated that Windsor Street would be their 
preference.  A bus station in this location would have less impact on bus services, running times 
and vehicle numbers, and is relatively central to serve the needs of passengers.  Furthermore, 
there may not be a requirement to stop on Wood Street, thus overcoming issues of footway 
overcrowding at peak times. 

6.8 Although it is envisaged that most passenger movements would be via High Street and Henley 
Street, for those who wish to walk along Windsor Street towards the market place, the footway is 
quite narrow and may have implications for safety. 

Rother Quarter Site Assessment 

6.9 Combining sites 7 and 12 allows for a greater area for bus stopping facilities. It also allows for two 
entrance/exit points which would make bus operations more effective and reduce the need for 
turning movements. This combined site allows for at least 6 bus stops and 6 layover spaces, and 
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would have enough space for the associated facilities. A drop-off / pick up stand for coaches could 
be accommodated, but there would be no layover space for coaches.  

6.10 Due to the shape of the site, all bus movements would need to enter via Grove Road and exit via 
Greenhill St. This increases the number of vehicle movements on the roads around the site for 
vehicles that require a short-term layover. This could also cause problems for operators in terms of 
reliability should the vehicles be caught up in congestion around the site. 

6.11 Aside from this, operators showed some concern over access/egress in general at these points, 
given the congestion that currently occurs at this location. 

6.12 The land is owned by the Boyden Trust and the Town Trust, both of whom have indicated strong 
opposition to the proposals of a bus station in this area. There are plans, although not approved to 
date, to redevelop the Rother Quarter to include a hotel, retail units and leisure facilities. The aim 
would be to make this an attractive area for people visiting the town and thus ‘extend’ the current 
area of attraction. It is considered by the land owners that a bus station would not fit in with these 
plans. The land could, of course, be purchased compulsorily or the bus station designed into any 
masterplan of the area.  

Bridgeway Multi-storey Site Assessment 

6.13 This is a large site and can cater for all requirements. It is close to the town centre, but the gyratory 
needs to be crossed to access the shopping and some of the tourist facilities in the town centre. 
There would be space for at least 12 bus stops and 6 layover spaces which would more than 
accommodate the current and future bus operations.  A dedicated coach pick up/drop off could 
easily be accommodated, together with some coach parking.  

6.14 The site is located in an area with flood risk issues, which could limit the extent of passenger 
facilities that might be provided.  Although there are plans to redevelop this area in the future to 
extend the cultural core of the town, the amount of building permitted is likely to be limited; a bus 
station could therefore be potentially acceptable. Alongside the potential for redevelopment comes 
the potential of funding towards a bus station. 

6.15 The major issues with this site relate to the traffic and safety concerns of the gyratory. Operators 
have indicated opposition to a bus station at this site. However, with suitable bus priority measures 
to ease the ability of buses to get to and leave the site, operators might give it further consideration.  
Any priority measures would need to avoid adding to the congestion that already exists, which 
might impact on bus operations more generally. Equally, the situation could be exacerbated by 
additional pedestrian crossing facilities which would be required to ensure the safety of bus users 
accessing the town. 

6.16 The outcomes of the 2nd phase assessment are set out in Table 6.1. 

Table 6.1  2nd Phase Assessment Summary 

 
Windsor St multi-
storey 

Bridgeway multi-
storey Rother Quarter 

Number of stands 
in area available 

6 stands + up to 6 
layover spaces 

At least 12 stands and 6 
layover spaces 

At least 6 stands 
and 6 layover 
spaces 

Walkable distance 
from town centre 
(Bridge Street / 
Union Street / 

340m 350m 440m 
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Church Street 
junction)  

Traffic impact 

localised impact on 
Windsor Street, possible 
increase in bus 
movements on Arden 
Street 

Large traffic impact due 
to priority signals 
required at bus station 
exit. 

Increased 
movements from 
layover vehicles 
could impact on 
traffic in the area; 
may need to look at 
signalling 
arrangements. 
Traffic in general in 
the town may be 
improved because 
of the location, 
although this will be 
negligible. 

Comments from 
bus operators 

Preferred site for bus 
operators. 
Could potentially discard 
Wood St stops but 
would still need to stop 
on Bridge St. 

Reluctance to using the 
gyratory – traffic impact 
and additional time. 
Would still need to stop 
on Bridge St and Wood 
St. 

Some concerns 
over traffic at key 
junctions. 

Diversion from 
routes 

Some additional 
mileage, may have an 
impact on PVR 

Least additional mileage 
required and unlikely to 
increase PVR. 

Significant 
additional mileage; 
may increase PVR. 

Access 
issues/constraints 
(vehicular) 

Buses unable to access 
through existing coach 
park arrangements – 
would need to ‘move’ 
the coach park and 
encroach on land 
currently occupied by 
car park access road. 
Windsor St would need 
to remain one-way. 

Crossing lanes of traffic. 

Listed building and 
shape makes 
movements difficult 
 

Access issues / 
constraints 
(pedestrian) 

Pavements not very 
wide along Windsor St 

Would need to cross  
the gyratory 

 

Cost of 
redevelopment 

Around £3.3 million 
(including  around £300k 
for CPO) 

Around £3.1 million Around £2.5 million 

 Barriers 

Would require 
negotiations with 
Birthplace Trust 
regarding 
moving/encroaching 
onto coach park; may 
need a CPO. 

Traffic impact a serious 
concern particularly with 
increased signalling and 
prioritisation to buses 
and pedestrians, and 
crossing lanes. 
Bus operators may still 
refuse to use the site. 

Land owned by 
Town Trust and 
Boyden Trust, so 
will need a CPO. 
Strong opposition 
from land owners. 
There are already 
plans for 
redevelopment of 
this area, although 
nothing has been 
approved to date. 

Positives 
Central location. 
Next to the current 

Large enough site to 
cater for all bus stands 

May be some 
opportunities of 
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coach facility meeting 
the steering group’s 
aspirations of being 
together and having 
shared facilities 
The car park is in 
disrepair and would 
need demolishing 
anyway 
There is additional land 
adjacent to the car park, 
currently used as 
garages, which is owned 
by the council and could 
be used if necessary for 
extra capacity. 

and layover 
requirements; potential 
to also offer some coach 
facilities. 
May be some 
opportunities of 
developer funding if 
used as part of a 
redevelopment of the 
whole area to include 
some retail/offices. 

developer funding if 
used as part of a 
redevelopment of 
the whole area to 
include some 
retail/offices. 

 

6.17 All three sites that have been subject to further assessment could accommodate the required 
number of bus stops, layover spaces and facilities of a bus station. However, there are barriers to 
overcome at each.  

• The Rother Quarter site is likely to receive strong opposition because of alternative 
development proposals. There may be resultant traffic problems. Operators may refuse to use 
the site.  

• Operators have shown strong opposition to the Bridgeway car park, and again may refuse to 
use the site, particularly if congestion on the gyratory increased due to additional signals for 
bus priority and pedestrian crossing. 

• Windsor Street would need the agreement of the Birthplace Trust and careful design to 
manage pedestrian movements.  

6.18 On the whole, therefore, we consider the Windsor Street multi-storey car park to be the most 
appropriate site to take forward to the full assessment stage. It is the favoured site for operators 
and is the most convenient for passengers. Although it would need the agreement of the Birthplace 
Trust, this may be achievable, particularly if the overall quality of the facilities and the site itself was 
more attractive. It has the added benefit of removing the bus stopping facilities on Wood Street 
which would ease the traffic and passenger congestion in this location. 
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7 Assessment of Recommended Site 

Introduction 
7.1 Further to conclusions of the phase 2 assessment, it was agreed that the Windsor Street site would 

be considered in more detail. This encompasses four areas of further work: 

• A bus operations plan to include an indicative design of the bus station with allocated stops and 
facilities;  

• A detailed economic assessment of the impact of the bus station on traffic, bus routes and 
pedestrian flows in the town and the effect on the town centre parking offer;  

• The development of a business case for the preferred site; and 

• Assessment of delivery methods and funding options.  

Bus Operations Plan 
7.2 Utilising the area available, a bus station could be accommodated with 6 operational bays, and up 

to 6 layover bays, depending on the facilities to be incorporated. This assumes the coach facility 
area will remain largely unchanged. 

7.3 Figure 7.1 shows an indicative layout based on the services operated as of November 2010. The 
timetables as they are show buses arriving mostly around the same time, so the bus station could 
become more efficient if timetables changed. To account for this, a ‘drop off’ only bay has been 
assigned, and a number of layover spaces included for ‘waiting’ time. At least 10 minutes has been 
allowed for loading passengers.  

Figure 7.1  Bus Station Layout 
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7.4 The bus station design shows that the current level of services could be accommodated in the 
space available. The exact design and bus stop allocation should be subject to detailed design 
should the proposal to build the bus station go ahead.   

7.5 The number of passengers anticipated, especially in the afternoon school peak period would be 
capable of being accommodated in the bus station. 

7.6 It was requested that provision was made for information points, toilets, and preferably a cafe. 
There is space to accommodate these in the central island adjacent to the bus stops; the exact 
nature of these however, would be covered in the detailed design stage. 

Safety Issues 

7.7 Any interface between people and vehicles poses a safety risk, and these risks need to be 
minimised as far as is practically possible. The major risk associated with this design is associated 
with passengers crossing the path of the buses to access the bus stands. This has been managed 
elsewhere at Warwick where a series of islands have been linked by the use of pedestrian 
crossings. Additionally, there will be barriers separating the buses from the central island and thus 
minimising passengers crossing elsewhere in the bus station. As the bus station is set back and 
self contained, the need for passengers to cross at other points in minimal. These measures should 
be adequate given the number of departures, but more expensive measures could be incorporated, 
such as a glass enclosure with automated doors opening directly onto the bus doors.  

Alternative Design 

7.8 Although the concept in Figure 7.1 is considered to be safe and is operational in many bus stations 
elsewhere in the country, there is an alternative design which totally segregates passengers from 
bus movements by having the bus stops around the side of the bus station. This is illustrated in 
Figure 7.2. However, in this design only 3 layover bays can be accommodated, so there may need 
to be some operational changes to timetables or bus schedules to reduce the need for layover. 
Additionally, with the layover spaces being around the central island, there will be person/vehicle 
conflicts with drivers using the facilities or changing vehicles, although this is significantly lower 
than the passenger/vehicle conflicts in Figure 7.1. 

Figure 7.2  Bus Station Layout Option 2 
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7.9 The option of a drive and reverse out (DIRO) bus station has been considered.  This design would 
totally segregate passengers from bus movements, but would raise issues in respect of conflicts 
between bus movements.  Stagecoach indicated that it would not use a DIRO facility on safety 
grounds. However, JMP examined the location for the suitability of this approach. It was found that 
up to 8 stands could be accommodated, but layover parking would be limited. Use of the site was 
found to be no more efficient than options 1 and 2, due to the need to provide a safe reversing area 
with a number of conflicting bus movements occurring.           

Bus routes  

7.10 As part of the new bus station proposal the majority of routes will need amending to serve the bus 
station. Table 7.1 sets out indicative changes in routes that will be needed to serve the new bus 
station. 

Table 7.1  Indicative, Revised, Bus Routes 

Route Proposed Route 

16 Warwick Rd, Gyratory, Birmingham Rd, Windsor St, return Wood St, Bridge St  

19 Alcester Rd, Wood St, Bridge St, Birmingham Rd, Windsor St, Alcester Rd 

24 Warwick Rd, Gyratory, Birmingham Rd, Windsor St, return Wood St, Bridge St  

26 Alcester Rd, Wood St, Bridge St, Birmingham Rd, Windsor St, Alcester Rd 

50 Evesham Pl, Rother St, Wood St, Bridge St, Birmingham Rd, Windsor St, Rother St 

229 (out)Windsor St, Greenhill St, Alcester Rd (in) Warwick Rd, Gyratory, Birmingham Rd.  

21/22 Clopton Br, Birmingham Rd, Windsor St, Rother St, Evesham Place 

222 north Clopton Br, Birmingham Rd, Windsor St, Greenhill St, Arden St, Birmingham Rd 

222 south Birmingham Rd, Windsor St, Wood St, Bridge St, Clopton Br 

23 / 23a Clopton Br, Birmingham Rd, Windsor St, Rother St, Evesham Place 

269 / 270 Clopton Br, Birmingham Rd, Windsor St, Wood St, Bridge St, Clopton Br 

27 / 28 /28a Evesham Pl, Rother St, Wood St, Bridge St, Birmingham Rd, Windsor St, Rother St 

x15 / x18 Clopton Br, Birmingham Rd, Windsor St, Wood St, Bridge St, Clopton Br 

x17 one journey per day, route as 16   

x20 Birmingham Rd, Windsor St, Wood St, Bridge St, Birmingham Rd, 

 

7.11 These revised routings would allow buses to be removed from Bridge Street (northbound) if a stop 
for set down only could be provided in Birmingham Road near to the rear entrance of Marks and 
Spencer. The provision of this stop would need to be subject to an assessment of safety and traffic 
/ pedestrian flows.    Alternatively, and also subject to further assessment, buses from the gyratory 
and Clopton Bridge could be routed through Bridge Street (northbound) and Union Street to reach 
Birmingham Road and Windsor Street.  This further assessment would need to consider the 
suitability of the roundabout at Bridge Street / Wood Street / Church Street junction for buses 
making right turns and the operation of the Union Street / Birmingham Road junction.    

7.12 The current bus service provision and waiting requirements have been assessed in detail.  In 
Bridge Street and Wood Street the busiest hours for bus movements are 12:00 to 12:59 and 13:00.  
At the busiest time maximum of 34 2-way movements per hour at the town centre stops.   An 
assessment of likely stand occupation has been made to show the number of stands required.   
Factors also considered have been the requirement of Stagecoach for a ten minute layover, the 
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possible southern park and ride and a service to the new developments west of Shottery. The 
outcome is shown graphically is Figure 7.1    

Figure 7.3  Stand Allocation 
arr dep arr dep arr dep arr dep 0 5 10 15 20 25 30 35 40 45 50 55

Route

16 35 45 10 20 1 1 1 1

19 56 02 26 32 1 1 1 1

24

26 0 10 1 1

50 / 50a 0 10 2 2

229 15 35 L1 L1 L1 1

21/22 0 10 3 3

P+R north 4 14 14 24 etc 2 4 4 2 2 2 2 2 2 2 1 2

222 2 14 12 24 etc 3 5 5 3 3 3 3 3 3 3 2 3

23 / 23a

269 / 270

27 / 28 /28a 50 00 20 30 4 4 4 4

27 15 35 L2 L2 L2 4

x15 / x18 22 32 00 10 5 6 5 5

x20 35 50 L1 L1 3

Nat Ex Coach

P+R south 55 0 10 15 25 30 40 45 6 4 4 4

Shottery 15 25 45 55 5 5 5 4

irregular intervals

irregular intervals

irregular intervals

irregular intervals

 

Capital Cost 
7.13 The capital cost of the scheme, including demolition of the exiting car park is set in Table 7.2 

Table 7.2  Capital Cost 

Item  Cost 

Preliminary costs £358,891 

Demolition   £617,865 

Construction £1,092,588 

Construction cost including preliminaries and demolition £2,069,344 

  

Land Purchase £312,150 

Design & Management £516,989 

Non–construction Cost  £829,139 

  

Risk and Contingency £434,772 

TOTAL £3,333,256 

Operational Costs and Income 
7.14 To operate the bus station a number of costs are incurred.  Should a high quality facility that 

includes a café be provided there will rental income (provided the business was commercially 
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viable) to complement the departure charges that would be charged.  A further source of income 
could be advertising around the site but this would need special consent from the District Council 
as the planning authority due the restrictions in place in the town centre conservation area.  Income 
and operational costs are set out in Tables 7.3 and 7.4.  

Table 7.3  Bus station income 

Item  Income 

Departure charges Monday – Friday 
20p £17,539 

Departure charges Saturday 20p £2,600 

Departure charges Sunday / Bank 
Holidays 20p 

£0 

Advertising and other sources1 £10,000 - maximum and subject to conservation area 
issues for advertising consent 

TOTAL  £40,139 
1 – The possible rental income from a Café or other retail unit on the site has been omitted due to 
the large variation in income that may be forthcoming.   

Table 7.4  Bus Station Operational Costs 

Item  Cost 

Building  Maintenance £2,500 

Security £10,000 

Rates / UBR £5,000 

Water £1,000 

Refuse £2,000 

Electicity  £4,000 

Site Maintenance £2,000 

Shelter maintenance £10,000 

Publicity / marketing £500 

Renewals General (40 year cycle) £16,415 

Renewals Building (60 year cycle) £7,500 

TOTAL  £60,915 

 

7.15 Thus, if renewals are included, the scheme would make an operating loss of £20,776 annually.  If 
renewals are excluded, a surplus of £3,139 is predicted with a 20p departure charge.  These 
figures are based on the maximum income being obtained from rentals and advertising.   Should 
departure charges only be considered, an annual loss is predicted irrespective of whether renewals 
are included.    In order ensure certainty over costs a regime for managing the bus station would 
need to be identified prior to the development commencing.    

Conclusion  
7.16 The site is capable of being developed as a bus station to accommodate current known bus service 

requirements. The inclusion of a southern Park and Ride service and a new service to Shottery 
represents the future bus service requirements that may occur.  An increase beyond this level of 
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predicted future bus movements would require reconsideration of the site’s suitability for a bus 
station. 

7.17 The capital cost of the scheme included the elements suggested as desirable by the Steering 
Group is £3.333 million.  The consideration of renewal costs is key to understanding whether the 
running costs of the scheme could be self financing.  
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8 Economic Assessment and Business Case  

Introduction 
8.1 The aim of the business case is to assess the benefits of the scheme in comparison to the capital 

and operational costs involved. This includes the assessment of non-financial benefits which are 
expressed as monetary values to allow a cost-benefit assessment to be made.  

8.2 Further to the steering group’s approval of the preferred bus station site, JMP has produced an 
economic and financial assessment of the preferred option leading to the production of a Business 
Case for the potential scheme. The business case incorporates financial projections and develops 
an economic case for the scheme.  

Approach and Assumptions 
8.3 This section of the report outlines the methodology employed and the assumptions behind the 

economic assessment. It describes the concept of cost benefit analysis (CBA), benefit to cost ratios 
(BCR), and net present value (NPV). 

8.4 The business case for the preferred option has been based on a HM Treasury standard 60 year 
cost benefit assessment. The economic business case tests the ‘do minimum’ option (no bus 
station) against the future year ‘do something’ (with bus station) option. Extrapolations have been 
made from this forecast years to derive a standard 60 year economic and financial appraisal.  

8.5 The economic appraisal will be discounted as according to the appropriate Treasury ‘Green Book’ 
factors of 3.5% for the first 30 years, and 3.0% for the remaining 30 years. A possible opening year 
of 2013 has been assumed.  

8.6 The current guidance for DfT major scheme business cases was issued in June 2010 and 
suspended the previous guidance which included requirements for ‘optimism bias’ to be applied to 
capital costs.  In the next phase of reassessment of major schemes the current government moved 
towards an approach based on local transport authorities bearing full risk for capital cost overruns 
and a ‘best and final offer’ approach to funding bids. Therefore, notwithstanding the unchanged 
advice in WebTag regarding the application of optimism bias, no allocation for ‘optimism bias’ has 
been made in economic assessment.   

Methodology 
8.7 The financial and economic business case for the project is based on the following methodology. 

Generalised Cost 

8.8 The assessment has been based around the concept of Generalised Journey Cost (GJC). The 
concept of GJC combines elements of both time and financial cost to arrive at a composite cost of 
travel. Average trip ‘costs’ in terms of GJC were calculated on a route by route basis for ‘do 
minimum’ (DM) and ‘do something’ (DS) scenarios. The components of GJC which have been 
modelled are: 

• Walk time; 

• Wait time (including interchange time); 

• In vehicle time; and 
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• Fares. 

Time 

8.9 Time is modelled with reference to in-vehicle time (IVT). The average IVT has been assumed as 
33.5 minutes1. The following weightings as set out in Table 8.1 have been applied to account for 
people’s aversion to walking and waiting over in-vehicle time. 

Table 8.1 Walk and Wait Time Weightings 

Component Weighting Relative to IVT 

IVT 1 

Walking Access / Egress 1.682 

Wait Time 1.763 

 

8.10 All time values have been translated into monetary values using the DfT guidance in WebTAG unit 
3.5.6.  

Walk Time 

8.11 A small increase in walk time is anticipated due to the bus station being slightly further away from 
key trip attractors in the town centre.  

8.12 In order to calculate a figure for forecasting purposes, walk times have been weighted according to 
commuter destinations in the town centre (according to output-area level Journey to Work census 
data.) It was found that on average walk time increased by around 1 minute in the do something 
scenario. There is no suitable data to weight according to leisure activities, so the same weighting 
of one minute additional walk time has been assumed for both commuting and leisure uses.   

Interchange 

8.13 Drawing on data from the National Travel Survey it can be inferred that 6% of bus journeys in the 
UK involve more than one vehicle. Interchanging journeys may be particularly affected by a bus 
station because of the reduced walk time involved in changing services; however it is considered 
that due to the relatively infrequent services in Stratford, there would be no overall reduction in the 
combined walk and wait time for interchanging users. Therefore the benefits for this group of users 
are considered to be the same as that for passengers making only a single stage journey.  

Demand Forecast 

8.14 In order to calculate the change in demand, the do-something GJC will have a ‘modifier’ applied in 
order to calculate the demand impact of the ambient factors for the bus station including CCTV, 
based upon research into people’s valuation of these ‘soft factor’ improvements. From this, 
standard elasticities with respect to the change in GJC will be applied to the do-minimum bus 
passenger demand forecast in order to calculate the change in bus passenger demand. The 
elasticities set out in Table 8.2 have been applied to the change in GJC. 

Table 8.2  Elasticities  

 0700- 1000- 1600- 1900- 1900-

                                                      
1 National Travel Survey: Average time spent travelling by main mode: Great Britain, 1995/97 to 
2009 Table NTS0310 Value for 2009: other local bus 
2 TRL, The Demand for Public Transport 2000, Table 7.1 
3 TRL, The Demand for Public Transport 2000, Table 7.14 
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1000 1600 1900 0700 0700 

GJC Elasticity (Weighted to time 
Period)4 

-1.20 -1.38 -1.14 -1.11 -1.43 

 

8.15 The initial shift in bus passenger demand has been assumed to have a 3 year lead in period as 
follows, which represents the natural delay in response to improvements: 

• Year 1 - 50%; 

• Year 2 - 70%; and 

• Year 3 - 85%. 

Fares 

8.16 Average fares, taken from the TAS National Bus Fares Survey 2009 per trip have been assumed. 
In this instance, because no concessions have been included, they are equivalent to average 
revenue. These have been adjusted to give average fares per time period (2011 prices) as shown 
in Table 8.3. 

Table 8.3 Standard Fare Assumptions 

Period 0700-1000 1000-1600 1600-1900 1900-0700 Week end 

Average Fare £1.72 £1.77 £1.70 £1.69 £1.79 

 

8.17 A proportion of concessionary passengers has been assumed in each time period as shown in  
Table 8.4. 

Table 8.4 Proportion of Concessionary Passengers 

Default Fares 0700-
1000 

1000-
1600 

1600-
1900 

1900-
0700 Weekends 

Proportion of concessionary 
passengers 

5% 40% 20% 5% 20% 

 

8.18 Combining the figures in the previous two tables generates the set of average fares set out in Table 
8.5. 

Table 8.5 Resultant Average Fare 

Period 0700-1000 1000-1600 1600-1900 1900-0700 Week ends 

Average Fare £1.63 £1.06 £1.36 £1.69 £1.43 

 

8.19 These fares form part of the average generalised cost for each service.  

Demand & Passengers Flows 

8.20 The appraisal model is based on a flexible system where an estimate of overall passenger demand 
is segmented by different services which can have certain parameters pertaining to the 

                                                      
4 Elasticities derived from TRL, The Demand for Public Transport, 2002 Table 7.23 based on 
medium income bus category. Proportions of travel time taken from WebTAG 3.5.6. 
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Generalised Cost of the service, such as wait time and fares. The default weighting for each 
service is based on an average of 9.2 passengers per bus which has been derived by dividing the 
number of passenger kilometres in the UK by the number of bus kilometres. These figures were 
taken from National Bus Statistics 2009.  

8.21 In order to obtain an estimate of bus journeys starting and ending within Stratford upon Avon town 
centre, figures have been obtained from TEMPRO for the area of Stratford-upon-Avon (44UE2). A 
cordon was drawn around the town centre in a GIS package to estimate the journeys starting or 
ending within walking distance of the bus station. 71.6% of journeys were found to start or end 
within this area. Bus passenger growth has been assumed to be in line with the growth in origins 
and destinations taken from TEMPRO. Bus passenger flows have been scaled and balanced to 
TEMPRO figures for journeys in this area.  

Inflation 

Historic inflation in the model is based on the CPI measure. Forecast future inflation is set at 2.5% 
per annum following a analysis of long-run inflation indices.  A sensitivity test using a higher level of 
fare inflation (4.3%) has also been made to reflect an extrapolation of recent trends in bus ticket 
prices.    

The ‘Value’ of a Bus Station 

8.22 Increasing emphasis has been placed on research into determining the value of ‘soft factors’ as an 
element of bus demand in the recent decade. These are in contrast to the ‘hard factors’ which are 
more easily quantified in terms of changes in walk, wait and in-vehicle time and reliability. 

8.23 In this instance the ‘soft factors’ being considered relate to the improved waiting environment. 
Passengers tend to place a reasonably high value on the attributes of a new bus station. The 
‘value’ of a bus station in terms of minute equivalent is therefore likely to counter the slightly longer 
walking distances to town centre destinations. The report ‘The Role of Soft Measures in Influencing 
Patronage Growth and Modal Split in the Bus Market in England’5 undertaken for the Department 
for Transport suggests that a value of 1.27 minutes is the net time value of an interchange facility.  

8.24 This report indicates that an even higher value is placed upon the presence of CCTV. Safety tends 
to be ranked highly in passenger priorities, although this is likely to vary dependent on the local 
context. A proportion of Stratford town centre is already covered by CCTV and this would cover 
some of the existing bus stops. The CCTV scheme which would be implemented at the bus station 
would, however, be both more highly visible and more focused on the immediate vicinity of the bus 
stands. Therefore it is considered that a conservative assumption for the CCTV improvement is 
that 50% of the total valuation could be attributed to new CCTV system. Table 8.6 indicates the 
‘value’ of Interchange and CCTV. 

Table 8.6  Soft Factor Attribute Values in In-Vehic le-Time equivalent minutes 

 Value in 
IVT 

Proportion of Value Claimed for 
Stratford Bus Station 

Resultant Value 
IVT 

Bus Interchange 1.27 100% 1.27 

CCTV 2.91 50% 1.46 

TOTAL   2.73 

                                                      
5 AECOM for DfT - The Role of Soft Measures in Influencing Patronage Growth and Modal Split in the Bus Market in 
England 
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AECOM for DfT - The Role of Soft Measures in Influencing Patronage Growth and Modal Split in the Bus 
Market in England 

Treatment of the Existing Multi-storey Car Park  

8.25 The existing use of the site is as a multi storey car park which will require demolition as part of the 
scheme. The car park still has a useful purpose and therefore there will be an opportunity cost of 
using the land as a bus station rather than a car park. 

8.26 Work for the southern Park and Ride indicates that an over-provision of off-street car parking 
currently exists in the town centre.  It therefore has been assumed that there would generally be 
sufficient parking elsewhere in the town in the event of closure, with an estimated 5% of users of 
Windsor Street car park choosing not to park. The revenue foregone has been included in the 
present value costs. The cost to users has been calculated using the ‘rule of half’ on the revenue 
change and has been included net of the transport user benefits.  

8.27 This has been assumed up until 2020 when the car park could reach life expiry, and for the 
purposes of the appraisal would otherwise require demolition in 2021.  

8.28 Initially, the demolition of the multi-storey car park will lead to a saving on car park operating costs. 
The value for 2006/7 has been taken from the Stratford on Avon Draft Parking Strategy 2008, 
which suggests that in 2006/7 the car park’s total operating cost was £119,752. This annual saving 
has been assumed up until the assumed life expiry of the car park in 2020. 

Mode Shift and Decongestion Benefits 

8.29 Due to the improvements, the bus station has the potential to generate a small amount of mode 
shift away from private vehicle which will generate some environmental benefits. From predicted 
changes in bus passenger demand, a figure for the amount of vehicle kilometres removed from the 
road network due to mode shift has been derived.  

8.30 41% of new bus users are assumed to have previously travelled as drivers of private vehicles6 This 
figure is taken from the National Travel Survey.  Car occupancy values are taken from WebTAG 
3.5.6, Table 4, and adjusted for the recommended forecast yearly decline in passenger occupancy 
rates.  

8.31 For the calculated volume of vehicular abstraction, values contained in WebTAG 3.9.5 have been 
used to calculate the economic benefits from decongestion, including infrastructure wear, 
accidents, local air quality, noise, greenhouse gases and indirect taxation. The ‘other urban’ 
category has been used which applies to settlements greater than 10,000 in population. The 
following pence per kilometre values have been derived for decongestion benefits, in terms of 
pence per vehicle kilometre saved as shown in Table 8.7.  

Table 8.7 Decongestion Benefits in Pence per Kilome tre 

Cost type 2013 Pence / trip 2025 Pence / trip 

Congestion 73.5 109.5 

Infrastructure 1.0 1.0 

Accident 31.4 39.0 

Local Air Quality 4.6 3.0 

Noise 2.0 2.5 

                                                      
6 National Travel Survey 2009 – Travel By Mode (Average Number of Trips) 
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Greenhouse Gases 3.0 3.0 

Indirect Taxation -36.0 -30.4 

TOTAL 73.5 109.5 

 

Construction Costs 

8.32 The ‘do minimum’ scenario assumes that the multi storey car park will be demolished in 2020. For 
the purposes of the appraisal it will be assumed that the multi storey car park will be demolished 
and associated construction works for the bus station will be started and completed in 2012. The 
demolition costs to the Council are therefore assumed to be to undertaken in any case in the ‘Do 
Minimum’ scenario, albeit at a later date.  

Maintenance and Operating Costs 

8.33 Forecast annual operating and maintenance costs for the bus station are detailed in Table 8.8, and 
are given in 2011 prices: 

Table 8.8 Components of Bus Station Operating Cost 

OPEX Component Value 

Building  Maintenance £2,500.00 

Security £10,000.00 

Rates / UBR £5,000.00 

Water £1,000.00 

Refuse £2,000.00 

Electicity  £4,000.00 

Site Maintenance £2,000.00 

Shelter maintenance £10,000.00 

Publicity / marketing £500.00 

TOTAL £37,000.00 

 

Bus Operating Costs 

8.34 Bus operating costs have been initially assessed with a review of the JMP developed PARAMICS 
traffic model to ensure that it has the most up to date bus timetables and routes coded and to 
ensure that the ‘do minimum’ scenario reflects current timetables. A review of the modelling of 
current bus operational issues pertinent to the bus station in the PARAMICS model has been 
made.  

8.35 The ‘do something’ scenario differs by examining the implications of rerouting relevant bus routes 
in PARAMICS to the proposed bus station. The future year ‘do minimum’ and ‘do something’ 
PARAMICS model outputs would be used to determine changes in vehicle time and bus time.  

8.36 Changes to bus operating costs will be measured by analysing any significant changes in journey 
times from the PARAMICS outputs, with the spreadsheet bus cost model, which would assess any 
changes in PVR, operating costs and staffing requirements. Changes in bus operating costs will be 
assessed only where PARAMICS modelling suggests that there is more than a 2 minute change in 
round journey times on a route or where operational knowledge of a route suggests that a change 
in PVR would result.  
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8.37 Table 8.9 shows the anticipated change in journey times for various affected services in Stratford. 
Only one service has more than a two minute increase in journey times. The 27, operated by 
Johnsons Coaches operates at a fairly infrequent timetable throughout the day, with an hourly 
frequency at most. It is currently scheduled for 5 minutes layover / recovery time in Stratford. It is 
considered that there would be adequate scope in the timetable to accommodate the additional 
loop time in Stratford.  

Table 8.9 PARAMICS - Change in Bus Journey Times 

Route 16 19 26 27 50 X17 X18 X20 

Absolute Change In Minutes 0.46 0.60 -1.14 2.20 0.74 -0.50 1.04 -0.32 

Relative change in route time. 2.4% 3.1% -5.1% 10.0% 4.8% -2.4% 4.5% -1.3% 

 

Summary 

8.38 Overall, it is considered that a bus station on Windsor Street would not have a significant impact on 
bus operations in the town centre. Therefore it has been assumed that there would be no impact on 
peak vehicle requirements for services using the bus station, and that any changes in mileage 
based costs will be negligible. The economic appraisal does not therefore reflect any changes in 
bus operating costs.  

Assessment Outcomes 
8.39 The aim of the business case will be to assess the benefits of the scheme in comparison to the 

capital and operational costs involved. This includes the assessment of non-financial benefits 
which are expressed as monetary values to allow a cost-benefit assessment to be made.  

8.40 Standard monetary values for a number of factors in the assessment are taken from the DfT’s 
WebTAG appraisal guidance on the conduct of transport studies and parameters and valuations 
from TRL – The demand for public transport: A practical guide’, and AECOM for the Department for 
Transport - The Role of Soft Measures in Influencing Patronage Growth and Modal Split in the Bus 
Market in England.  The business case examines funding options and possible procurement 
strategies. 

Economic Assessment 
8.41 The economic appraisal suggests that the scheme does not have an overall economic benefit, with 

a Benefit to Cost Ratio of 0.41. Table 8.10 shows the outcomes of the assessment. 

Table 8.10  Economic Assessment Outcomes 

Item Value 

PV Benefits  £395,825  
PV Costs  £973,370  
NPV -£577,545.00 
BCR 0.41 

 

8.42 The benefit to cost ratio is defined as ‘the benefits to society divided by the overall net costs to 
Government’.  A BCR of 0.41 would indicate that for every £1 invested by public funds only 41p is 
returned in benefits from the scheme.  
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8.43 The Net Present Value (NPV) of the scheme is -£577,545. Net Present Value is a representation of 
the absolute level of net, 60 year, lifetime benefits of a scheme, weighted by time preference, 
calculated by deducting present value costs from the present value benefits. This is shown 
graphically in Figure 8.1. 

8.44 The sensitivity test using a higher level of fare inflation reduces the BCR to 0.36. This is due to 
reduction in bus passenger numbers caused by a greater rate of increase in the cost of travel than 
in the base, 2.5% inflation, scenario.  Table 8.10 indicates the outcomes of this test. 

Figure 8.1  Present Value of Costs and Benefits 

 
 

Table 8.11  Effect of 2.5% and 4.3% Fare Inflation 

Item 2.5% fare inflation  4.3% fare inflation  

PV Benefits  £395,825  £352,740 
PV Costs  £973,370  £973,370 
NPV -£577,545 -£620,630 
BCR 0.41 0.36 

 

Benefits 

8.45 Benefits are defined as the ‘benefit to society’. The economic benefits of this scheme are small 
relative to the scheme cost. The primary benefit of this scheme will be through its potential to cause 
mode shift, and thus cause indirectly decongestion and associated environmental benefits.  

8.46 A small amount of indirect taxation will be lost as a result of reduced petrol duty receipts. The 
convention is to count this as a ‘negative benefit’ rather than a ‘cost’ since the Department for 
Transport undertook NATA refresh in 2009. The calculation in this context is closely related to the 
decongestion benefits, and therefore decongestion in the graph below has been represented net of 
indirect taxation. The scheme is forecast to result in a 2% increase in bus patronage by 2016 with a 
modest mode shift from private vehicle to bus of 66 one way vehicle trips per day in 2016. 
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8.47 There is a small benefit to transport users who value the improvements of public transport 
infrastructure, although in the early years of the scheme this is negated by the opportunity cost of 
the loss of the multi storey car park. As discussed previously, there are also some benefits forecast 
relating to the effects of road decongestion as shown in Figure 8.2. This will particularly benefit 
Stratford-upon-Avon itself.  

Figure 8.2 Composition of NPV Benefits (2002 Prices ) 

 
 

Costs 

8.48 The NPV costs total £973,370. The main costs to the public finances are the capital cost of 
construction and the maintenance (and potentially renewals) over a 60 year period. The revenue to 
government which is forecast to accrue to the council based on a departure charge of £0.20 from 
the bus station, and also the value of leasehold of the commercial premises on site is deducted 
from the capital cost and the operating cost to arrive at the net cost to the public finances.  

8.49 NATA recognises revenues coming into the scheme as ‘negative costs’, however, the departure 
charge in effect represents a financial transfer from bus operators to the council rather than a ‘new’ 
benefit. It is anticipated that bus operators will be indirectly compensated for this fully through the 
expected increase in patronage. Projections show that the financial position across all operators 
would be £51,300 in total better off annually as a result of the scheme in 2016. 

Financial Assessment 

8.50 In terms of financial assessment, the scheme is forecast to operate with around 30% more revenue 
than operating costs (excluding renewals) year on year in the long run, with an operating profit of 
£15,266.47 in 2023. This suggests that the bus station operation would be self financing as far as 
operational costs in the long run. However, this is dependent on the level of bus services not 
declining over the 60 year period.  Additional capital finance would need to be secured for renewals 
after a 40 year period.  If renewals are considered to be an annual cost the scheme would operate 
at a financial loss on the basis of the assessed 20p departure charge.  



 

     

 Job No Report No Issue no Report Name Page

 MID3050 002 001 Stratford-upon-Avon Bus Station  37
 

Summary 

8.51 The result of the economic appraisal is that the scheme does not have a positive economic case. 
The Net Present Value (NPV) of the scheme is -£577,545. The BCR of the scheme is 0.41. The 
Department for Transport currently has four Value for Money categories:  

• ‘Poor’ value for money if a scheme’s VfM BCR is less than 1; 

• ‘Low’ value for money if a scheme’s VfM BCR is between 1 and 1.5; 

• ‘Medium’ value for money if a scheme’s VfM BCR is between 1.5 and 2; 

• ‘High’ value for money if a scheme’s VfM BCR is greater than 2. 

8.52 On this scale, the scheme with BCR of 0.41 would represent poor value for money.   For each £1 
invested in the scheme only 41 pence of benefits are delivered.   The scheme fails criteria for 
investment in transport schemes set by central government.    

8.53 There are however, benefits to the scheme which could be considered important but which cannot 
be monetised due to limitations of existing appraisal methodology. The following are some of the 
additional benefits which have not been assessed in the economic appraisal: 

• Noise and Pollution reduction along Wood Street and Bridge Street due to the removal of idling 
buses, improving the urban environment;  

• Any visual improvements in the Windsor Street area as part of the scheme;  

• Improvements to health as a result of increased walking distances, and more people taking the 
bus; and  

• Any Wider Economic Impacts including the impact on tourism.  

Funding and delivery 
8.54 The significant capital cost of the scheme requires that a number of options for funding are 

assessed in order to ensure that best way forward is proposed. 

8.55 The funding options broadly split into two streams:-   

• public sector funds; and  

• private sector investment. 

8.56 A more detailed analysis of funding sources is set out in Table 8.10. 

Table 8.12  Funding Options 

Sector  Fund Positives Negatives Outcome 

Public  LTP IT Block 
capital  

No revenue stream 
required.  No interest 
payment at source as 
funds arrive as grant  

Block funding 
allocated – bus station 
may not be a priority – 
unlikely to cover the 
full capital cost. 
Operational costs not 
included  

No funding possible  
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Prudential 
Borrowing 

Not limited by previous 
commitments  

Revenue stream 
required to support 
borrowing. Operational 
costs not included 

No funding possible 

LSTF Bid Government grant, 
2nd round of bidding 
in 2011/12. 
Operational costs 
could be  included as 
mixed capital / 
revenue funding 
available  

Warwickshire bid in 
round 1 likely to 
preclude a second 
round bid.  

No funding possible 

RGF Bid Government grant, 
2nd round of bidding 
in 2011/12   

Unlikely to meet jobs 
generated criteria set 
by Department for 
BIS.  A private sector 
contribution will be 
required which causes 
issue of borrowing 
repayments  

No funding possible 

Major 
scheme bid 

Government grant, no 
revenue income 
needed to support 
capital spending   

Unlikely to be 
available until 2014/15 
- Value of scheme as 
currently developed 
below minimum 
threshold. Complex 
approval process adds 
uncertainty. 
Operational costs not 
included 

No funding possible 

EU funding Government grant, no 
revenue income 
needed to support 
capital spending     

Uncertain – usually 
targeted at areas with 
high IMD scores – 
Stratford District / 
Town is unlikely to 
qualify 

No funding possible 

S106 money 
/ CIL 

Money from 
developers – SPD for 
pooling of s106 
monies already in 
place  

Would need to have 
SPD to be re-written – 
other worthwhile 
schemes already 
included. Unlikely to 
finance whole 
scheme.  Current SPD 
is for capital spending 
only.  Funding would 
have to be justified on 
decongestion.    

Funding potentially 
available 
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Tax 
Increment 
Finance 

New funding option – 
based on local use of 
UBR. Funding levy 
would be spread 
across UBR payers. 

New legislation 
needed but promised 
by the coalition. Given 
this is a new method 
of funding 
consultation, process 
requirements and split 
of capital and revenue 
funding are not clear.   
It is uncertain whether 
this is really a potential 
source, as this funding 
source is more aimred 
at capital required to 
facilitate development.  

Funding potentially 
available 

PFI Moves risk of delivery 
and operation to the 
private sector.  Whole 
life operational costs 
included 

Lack of positive 
revenue stream 
mitigates against 
borrowing 

No funding possible 

Private 
  

Third Party 
Private 
Equity 

Passes the risk of 
delivery and 
management to a third 
party 

Lack of positive 
revenue stream 
mitigates against 
borrowing, lack of 
certainty of use over 
investment period due 
to deregulated market 
for buses heightens 
risk.    Operational 
costs not included as 
part of the investment 
model – equity debt 
would have first call on 
income  

No funding possible 

Part private 
equity 

Passes some of the 
risk of delivery and 
management to a third 
party 

Lack of positive 
revenue stream 
mitigates against 
borrowing, lack of 
certainty of use over 
investment period due 
to deregulated market 
for buses heightens 
risk. Operational costs 
not included as part of 
the investment model 
– equity debt would 
have first call on 
income 

No funding possible 
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Area-wide 
re-
Development  

Passes the risk of 
delivery and 
management to a third 
party. Could involve 
other property which 
SDC may wish to see 
improved as a matter 
of policy with .a bus 
station provided as 
part of the package   

Current land values 
make this unlikely in 
the medium term.  
Long term operational 
management likely to 
be an unresolved 
issue.    Planning 
policies would need to 
be revised to support 
this approach at the 
preferred location.   
Operational costs 
allocation unclear at 
this stage 

Funding potentially 
available  

Bus 
Operator 
Investment 

Gives a full stake to 
operational side of the 
development. May 
pass some of the risk 
of delivery and 
management to a third 
party 

Lack of positive 
revenue stream 
mitigates against 
borrowing, lack of 
certainty of use over 
investment period due 
to deregulated market 
for buses heightens 
risk.  Bus companies 
have sought in the 
recent past to reduce 
their property 
portfolios.  
Competition issues 
may arise from 
operator ownership / 
investment   

No funding possible 

 

8.57 From the above assessment of funding options only the use of section 106 funding and tax 
increment financing would appear to offer a solution to funding required.  The majority of public 
sector funding solutions would require the commitment of significant resources, the majority of 
which are already committed to other policy areas within the transport portfolio or bids for funding 
from other agencies which carry no certainty of success and are likely to be significantly 
oversubscribed.      

8.58 Tax increment financing is dependent on the emerging policy framework that would support this 
and the locking of development value across the town centre to secure the necessary increase in 
business rate revenues that would fund this investment.   

8.59 Private sector investment, unless funded through significant property re-development, is unlikely to 
be a viable option given the revenue loss projected on day-to-day operations which would not leave 
a surplus to service the capital debt of private sector investment.    

8.60 Direct investment by bus companies has the additional issue of open competition requirements 
being imposed on the operation of the bus station. A local authority controlled bus station, 
irrespective of funding would need to meet the requirements of ‘open and fair access’ as defined in 
section 82 of the Transport Act 1985; a privately funded / run bus station would not statutorily be 
required to meet this standard but a restriction of competition could lead to a legal challenge.     
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8.61 The use of Section 106 funds or Community Infrastructure Levy (CIL) for funding the capital cost of 
the bus station would require the rewriting and approval of the current Supplementary Planning 
Guidance (SPD) approved by Warwickshire County’s Stratford Area Committee in January 2011 
and formally adopted for public consultation by Stratford District Council in March 2011. The 2011 
version adopted includes the option of using the pooled Section 106 money from town centre 
developments for a series of named schemes, including a southern Park and Ride and Stratford 
Parkway railway station.  Thus, the principle of using Section 106 from this pool for transport 
improvement schemes is well established and could be applied to the development of the bus 
station if the SPD is revised.  CIL is likely to come forward as part of the ‘contributions’ DPD that 
will follow completion of the Core Strategy process for Stratford-on-Avon District.    

8.62 Tax Increment Financing is a potential new funding stream that could be available, if the guidance 
that will accompany it dictates that a bus station project could be funded from this source.  This 
funding mechanism will allow local authorities to borrow against predicted growth in their local 
business rates.  The borrowing is to fund key infrastructure and other capital projects, which will 
support locally driven economic development and growth.  This represents a key funding stream for 
long term projects that benefit an area.  However, at present, it is unclear whether funding of a bus 
station would comply with the principles of this funding stream. 

8.63 As the County Council would wish to place commercial and construction risk with the party best 
able to deal with it (if it were the delivery agency for the bus station) a contract structure that gives 
a fixed price for defined output is essential. This would also appear to be true for the District 
Council if they acted as the organisation charged with delivery of the bus station.  

8.64 Given the relatively straightforward nature of the construction work it is recommended that a fixed 
price contract should be achievable. This may entail the promoter undertaking a degree of design 
work ‘at risk’ to ensure the robustness of the final price offered by a contractor. Due to the limited 
scale of works envisaged, ECI or emerging cost contracts are not recommended in this instance.  
In order to ensure that maximum protection from cost overruns can be contractualised it is 
essential that a single organisation / Joint Venture is identified to be the contracting entity and 
manage any risk contingency funding.     

Benchmarking 
8.65 The costs associated with developing this bus station were compared to those associated with 

another recently built bus station in the West Midlands at Wolverhampton. 

8.66 The most recent bus station to Stratford-upon-Avon that JMP have worked through to the 
implementation stage is Wolverhampton Interchange Phase 1. By way of comparison the new bus 
station at Wolverhampton has 19 bus stands but no layover facilities in the bus station itself. Whilst 
the total cost of Phase 1 is £14.8 million the projects includes a new footbridge, remodelling of 
surrounding roads, refurbishment of a listed building, public realm improvements and construction 
of a commercial building. Therefore the cost of the bus station on its own is in the region of £7.75 
million.  

8.67 The specification of the bus station at Wolverhampton is to a very high standard with complete 
weather protection to passenger areas, segregation between buses and passengers by a glazed 
curtain wall with automated doors at every stand. It also includes a CCTV system, Customer 
Information System and Drivers’ Mess facilities.  
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8.68 In order to give an indicative comparison of the cost between the bus station at Wolverhampton 
and the proposal for Stratford it is worth considering that the Stratford scheme is approximately a 
third of the size of Wolverhampton. Therefore a scaled down of the Wolverhampton bus station 
would costs in the region of £2.58 million. This generalised comparison would show that the cost of 
a new bus station in Stratford-upon-Avon of £3.3 million is broadly in proportion to those of 
Wolverhampton when the demolition cost of the current multi-story car park is excluded. 

8.69 In terms of finance the Wolverhampton Interchange Phase 1 was brought forward using £9.8 
million of DfT funding sourced through the West Midlands Regional Investment Fund. This funding 
was part of the Governments fiscal stimulus package to counteract the down turn caused by the 
credit crunch. This particular package is now suspended due to the Government’s restrictions on 
public expenditure.   
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9 Coach Operations Assessment 

Introduction 
9.1 Given Stratford-upon-Avon’s role as a major tourist destination, the number of coaches arriving is 

significant. There are several attractors for visitors in Stratford ranging from the Birthplace to Trinity 
Church and the Royal Shakespeare Theatre. 

9.2 Although the original remit of the study was to find an all-encompassing site for buses and 
coaches, the steering group advised that although it was still preferable to find such a site, it was 
not essential. 

Current Operations 
9.3 There are currently two facilities for visiting coaches in Stratford. The coach park on Windsor 

Street, owned by the Birthplace Trust has 11 short stay spaces designed predominantly for people 
visiting the Birthplace Trust. This is full to capacity. Work for the ‘World Class Stratford’ initiative 
indicated that at the height of summer around 60 coach movements per day took place at Windsor 
Street. 

9.4 The Riverside coach park has 69 unlimited stay spaces (shared with lorries). There is plenty of 
capacity at this facility, even at the busiest times. Coach drivers tend to only drop off and pick up 
from this site as the charges to park are high. However, there have been initiatives to encourage 
parking such as free use of the leisure centre and a free meal there, but there has been very little 
take up of such initiatives.  

9.5 The site is a long way from the town centre, so operators often drop off in the centre and arrange 
for a pick up at Riverside. This adds to the congestion on Bridge St / Wood St / High St.  A shuttle 
bus was introduced in the past but proved unsustainable. 

Stakeholder Views 
9.6 Preserving the Historic Spine and ensure traffic flow is maintained in the town centre is a key 

element of the study. The CPT awarded Stratford-upon-Avon its prestigious coach friendly award 
some years ago, but latterly the CPT has received members’ comments concerning their 
experience of the town. The main concern revolves around the lack of setting down and picking up 
provisions in the town centre and theatre, the walking distance to the Riverside car park being too 
great for visitors to have to endure.  

9.7 There are issues at Shakespeare Theatre, particularly at show finish times. Coaches prefer to pick 
up from the theatre so, depending on numbers, congestion is caused. There are only 1-2 bays built 
for coaches in the new development at the theatre which will not cater for all visitors coaches. 

9.8 The Old Town / Trinity church area has congestion issues due to the narrow streets, but this is an 
area that visitors wish to see and therefore coaches drive to here. Some coaches will drop off at 
Windsor St then drive to Trinity Church to pick up, allowing 30 minutes for people to walk down the 
historic spine. This does not help the economy of the town.  

9.9 From a visitors point of view, stakeholders considered that coach pick up points need to be 
significant, unique and well signed so they are easily identifiable for strangers to the town. 
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Options  
9.10 Further to the conclusions from the assessment of sites for a bus station, there is potential to 

redevelop the current coach park at Windsor Street as part of the bus station redevelopment. Given 
the size of the area, it will not cater for the parking of all coaches, but given the availability of 
parking at Riverside, this is not necessary. 

9.11 A key issue to address is a drop off and pick up point in the town centre. Given the location of 
Windsor Street, in relation to the shopping area and historic spine, it would make sense to 
introduce a clearly identifiable coach stop in the new facility. This has the added benefit that coach 
drivers and visitors will have use of the new facilities in the development. 

9.12 Coaches staying more than 30 minutes will be able to drop off and pick up at Windsor Street but 
park at Riverside. There should be enough parking facilities at Windsor Street for coaches stopping 
short-term, which will predominantly cater for those visiting the Birthplace only.  

9.13 Clearly, as owners of the current coach park, the Birthplace Trust will need to be in acceptance of 
the new proposals, or the site compulsorily purchased. 

9.14 Management of combined site catering for both coach and bus movements is likely to require 
careful management to ensure that bus and coach operations can be safely and effectively 
maintained. Enforcement of the current 30 minute parking regime should be considered as part of 
these arrangements. It is recommended that these arrangements be agreed by the promoters of 
the bus station with the Birthplace Trust prior to any development commencing.       

9.15 The road layout and infrastructure will mean there will always be congestion problems around 
Trinity church associated with coaches. Coaches will drive to where people want to go unless there 
are restrictions preventing them from doing so. The problems may lessen with a dedicated drop off 
and pick facility at Windsor Street and if people are encouraged to spend more time in the town 
rather than being dropped off at the Birthplace Trust and walking the historic spine to be picked up 
at Trinity church. Alternatively, restricting coach movements in this area of the town centre, will be 
the ‘stick’ approach. 

9.16 Similar problems surround the Royal Shakespeare Theatre. Theatre-goers want to be dropped off 
and picked up at the theatre, but with only 1-2 coach bays at this location, there are capacity 
issues. Again, improved facilities at Windsor Street will help to some extent, but there will need to 
be some level of traffic management and policing to cope with all coaches and establish a system 
that minimises the effect of coaches in the evening in what is also a residential area of town centre.  

9.17 The long term solution to coach management in Stratford-upon-Avon has two alternative themes.  
Firstly the development of coach parking near key attractions or secondly greater restriction of 
coach movement in the town centre.  The former option is restricted by planning requirements and 
the availability of suitable land in the town centre. The second option would require a 
comprehensive management plan to be developed in conjunction with the coach industry that 
allowed access to the key destinations.        
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10 Conclusions  
 

10.1 The planning and transport policy context pertaining to Stratford-upon-Avon generally supports the 
principle of developing a bus station in the town.  The specific site would require allocation of the 
site in the appropriate planning policies.  

10.2 Bus movements in the town centre do not create significant traffic problems.  An appraisal of traffic 
flow with no bus movements indicates that traffic speeds (and hence delay) would change by circa 
1% if buses were not present in the town centre. Given the day to day variations in traffic levels this 
change would not be noticeable.  Localised pedestrian problems at bus stops, especially at school 
times, exist. 

10.3 In purely operational terms the current arrangement of on-street facilities has much to commend 
with the main journey objectives for bus passengers close by.   However, this creates no clear 
focus for passengers and a lack of quality facilities.   Even if a bus station is developed a number of 
bus stops around the town centre will still be required for access to the main destinations in the 
town centre.  

10.4 The Windsor Street multi-story car park site represents the optimum location for a single site bus 
station for Stratford-upon-Avon and is the only site identified that would be acceptable to bus 
operators. 

10.5 At present no economic case based on central government funding criteria for the development of 
the bus station can be established.  The proposed scheme as defined does however benefit from 
local support. The local social and amenity benefit of a new bus station may outweigh the lack of a 
formal business case for external funding.  Therefore in a local context the matter of funding, 
developing and delivering a new bus station could be explored through the local decision making 
process.    

10.6 Notwithstanding the current position, local factors such as changes in planning policy and / or a 
significant increase in bus patronage (such as that which the proposed new cinema complex and 
the redeveloped theatre may bring) would enhance the prospects for the scheme.  Locally sourced 
potential funding, such as Section 106 funds (and possibly Tax Increment Financing), which may 
reflect the local amenity value of a bus station to the town and are not dependant on more formal 
investment criteria, could be explored further. 

10.7 Private sector investment is unlikely unless a redevelopment proposal for the site and the 
surrounding area could be established in order to release funds for the bus station development. 

10.8 Consideration would need to be given to operational management of the bus station should a 
locally funded scheme be developed.   The issue of funding renewals would need resolution at the 
outset to avoid costly investment in later years. If renewals are funded from the operation of the 
bus station significantly higher departure charges than the 20p fee envisaged would be needed.          

10.9 The wider context of developing a bus station could be considered. The possible re-development of 
Windsor Street car park into a bus station could have a beneficial effect on the case for a southern 
Park and Ride due to the change in parking demand and supply.  This merits further assessment.    

 


