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Executive Summary

The aim of this study was to forecast the future passenger, vehicle and freight demand for a set of eight
‘lifeline ferry’ services, in order to design suitably sized vessels to meet the needs of eight isolated
communities.

There are a number of factors which can affect demand over time and which therefore were taken into
account in the demand forecasting. These demand drivers included: vessel capacity, vessel quality,
prices, crossing time, population changes and tourism levels.

In order to identify the likely future transport requirements of the eight communities, consultations were
carried out with stakeholders, such as Community Councils and Councillors, for the relevant areas. A
range of issues were discussed including travel patterns, vessel capacity, peak periods of demand and
service timetables, as well as other factors such as tourism and changes in population.

Data collected for the Scottish Lifeline Ferries Review was also used to ascertain ‘typical’ travel patterns
for each community, with patronage data and relevant census data being used to consider recent or likely
future changes which may affect these travel patterns.

A demand forecasting model was built and used to forecast passenger, car and commercial vehicle
demand for each route over the next 25 years, based on current demand and the various growth
assumptions. Current demand was split into three seasons - low (mid-October to mid-April), shoulder
peak (mid-April to June; September to mid-October) and peak (July and August) - and an average
weekly demand by season calculated for each route. Two growth assumptions were used - current trend
growth and high growth.

Forecast demand data was then allocated across each sailing based on current timetables, giving the
highest passenger demand, and longest combined vehicle length on a single sailing, for each route by
season. The results for combined vehicle length showed that the routes fell into two categories - busier
routes and quieter routes. Due to this, a vessel size for each category was recommended based upon the
forecast demand. These are shown in the following table.

) Vehicle Capacity Vehicle Capacity
Boat Passenger Capacity
(metres) (cars)
Small 25 - 52 36 - 48 8§-11
Large 60 - 104 93 - 104 21 - 23

The following tables summarise the demand forecasting results, capacity analysis and subsequent vessel
recommendations for each of the eight ‘lifeline ferry’ routes.
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Arranmore Demand Forecasting Results

Arranmore LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 779 649 909 1123 963 1351 1580 1381 1940
Cars (weekly) 211 175 244 268 229 321 409 356 497
Commercial Vehicles
23 22 28 30 28 36 22 21 27
(weekly)
Maximum Passenger
- 26 25 36
Demand per Sailing
Longest Combined 42m 36m 48m
Vehicle Length per or or or
Sailing (metres & cars) 9 cars 8 cars 11 cars

Vessel Capacity

Small Vessel: 25-52 Passengers; 36-48 lane metres (or 8-11 cars)

Recommendations

Tory Demand Forecasting Results

Tory LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 78 64 90 369 356 499 1296 1295 1818
Cars (weekly)
Commercial Vehicles
(weekly)
Maximum Passenger
4 20 52

Demand per Sailing

Longest Combined
Vehicle Length per
Sailing (metres & cars)

Vessel Capacity

Small Vessel: 25-52 Passengers; 36-48 lane metres (or 8-11 cars)

Recommendations

=
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Rathlin Demand Forecasting Results

Rathlin LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 300 385 540 1361 1746 2454 2681 3438 4834
Cars (weekly) 47 61 85 65 93 130 66 85 118
Commercial Vehicles
7 9 12 13 17 21 8 10 13
(weekly)
Maximum Passenger
- 12 53 104
Demand per Sailing
Longest Combined 12m 19m 15m
Vehicle Length per or or or
Sailing (metres & cars) 3 cars 5 cars 4 cars

Vessel Capacity

Recommendations

Large VesseIT: 60-104 Passengers; 93-104 lane metres (or 21-23 cars)*

T
Default ‘small vessel’ insufficient to meet foot passenger demand

* Vehicular capacity of the default ‘large vessel’ exceeds requirement and may need to be restricted to reflect the
policy to limit vehicular access to the island

Portavadie Demand Forecasting Results

Portavadie LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 609 698 1387 1455 1770 3519 2101 2589 5071
Cars (weekly) 240 275 554 512 619 1275 736 901 1786
Commercial Vehicles
8 9 11 11 13 17 9 11 14
(weekly)
Maximum Passenge
ximu naer 34 55 64
Demand per Sailing
Longest Combined 64m 93m
104m
Vehicle Length per or or or
Sailing (metres & cars) 14 21
23 cars
cars cars

Vessel Capacity
Recommendations

Large Vessel: 60-104 Passengers; 93-104 lane metres (or 21-23 cars)

=

small Ferries Project
Proiseict nan aiseagan beaga
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Gigha Demand Forecasting Results

Gigha LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 665 878 1506 1403 1634 2812 1848 2095 3576
Cars (weekly) 187 266 450 319 398 690 382 468 800
Commercial Vehicles
25 27 35 31 34 44 25 28 35
(weekly)
Maximum Passenger
- 40 60 77
Demand per Sailing
Longest Combined 66m 79m
i 88m
Vehicle Length per or or or
Sailing (metres & cars) 15 18
20 cars
cars cars

Vessel Capacity
Recommendations

Large Vessel: 60-104 Passengers; 93-104 lane metres (or 21-23 cars)

Lismore Demand Forecasting Results

Lismore

LOW SEASON

SHOULDER PEAK SEASON

PEAK SEASON

Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 770 867 1290 1197 1298 1944 1662 1761 2660
Cars (weekly) 38 43 64 44 49 78 56 63 96
Commercial Vehicles
10 10 13 13 13 17 15 16 20
(weekly)
Maximum Passenger
13 18 22
Demand per Sailing
Longest Combined 15m 19m 23m
Vehicle Length per or or or
Sailing (metres & cars) 4 cars 5 cars 6 cars

Vessel Capacity
Recommendations

Small Vessel: 25-52 Passengers; 36-48 lane metres (or 8-11 cars)

=
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Kilchoan Demand Forecasting Results

Kilchoan LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 239 307 540 925 1006 2347 1792 1890 3716
Cars (weekly) 25 35 55 147 163 434 277 296 653
Commercial Vehicles
0 0 0 0 0 1 0 0 0
(weekly)
Maximum Passenger
- 28 47 74
Demand per Sailing
Longest Combined 13m 39m 59m
Vehicle Length per or or or
Sailing (metres & cars) 3 cars 9 cars 13 cars

Vessel Capacity

Recommendations

Large Vessel: 60-104 Passengers; 93-104 lane metres (or 21-23 cars)

Raasay Demand Forecasting Results

Raasay LOW SEASON SHOULDER PEAK SEASON PEAK SEASON
Current Trend High Current Trend High Current Trend High
Demand Growth Growth Demand Growth Growth Demand Growth Growth
Passengers (weekly) 940 1103 2020 1494 1716 3141 1632 1874 3420
Cars (weekly) 354 415 783 507 586 1108 608 702 1285
Commercial Vehicles
26 28 36 28 30 38 29 32 41
(weekly)
Maximum Passenger
54 50 55
Demand per Sailing
Longest Combined 106m 88m
103m
Vehicle Length per or or or
Sailing (metres & cars) 24 20
23 cars
cars cars

Vessel Capacity
Recommendations

Large Vessel: 60-104 Passengers; 93-104 lane metres (or 21-23 cars)

=

small Ferries Project
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Background to the Study
Background

The Department for Regional Development in the North of Ireland, the Irish Department of
Community, Rural and Gaeltacht Affairs and Caledonian Maritime Assets Limited (CMAL) are
collaborating on a Small Ferries Project which aims to develop a programme to design and
procure a new fleet of small ferry vessels to serve remote communities off the Scottish and
Irish coasts. The Project is supported by INTERREG IVA.

The Small Ferries Project is sponsored by the INTERREG IVA Programme which is a Cross-
Border Territorial Cooperation Programme for Northern Ireland, the Border Region and
Western Scotland. The overall aim of the INTERREG IVA Programme is to: 'Support strategic
cross-border co-operation for a more prosperous and sustainable region.'

One of the early tasks of the project is to forecast the future passenger, vehicle and freight
demand for ‘lifeline ferry’ services in order to design suitably sized vessels to meet the needs
of eight isolated communities in the Programme Area. These eight routes are described later
in this chapter. The Small Ferries Project requires projections of their likely needs over the
next 25 years.

This project allows the three jurisdictions to work together in a collaborative manner in
planning for a new generation of ‘lifeline ferries’, developing best practice in this field and
providing opportunities to deliver economies of scale in the procurement of a new generation
of small ferries. The client is the Small Ferries Project Team, which comprises a
consortium of relevant authorities and organisations from the three jurisdictions.

The requirements for the Study were set out in the Study Brief, a copy of which is attached
in Appendix A.

MVA Consultancy tendered for this work and was awarded the contract on 1 June 2009.

Summary of the Requirements of the Study

The aim of the study is to forecast the future passenger, vehicle and freight demand for a set
of eight ‘lifeline ferry’ services, in order to design suitably-sized vessels to meet the needs of
eight isolated communities in the programme area.

The relevant ‘lifeline’ ferry routes to be considered in this study include:
Ireland (South)
Leab Gharbh to Ailt an Chorrain - connecting Arainn Mhor to the Donegal mainland.

Arainn Mhor is currently served by two competing services, one commercially operated and
the other subsidisied. Both services operate between the same two ports. The commercial
service has been in operation approximately two years. Our demand forecasting exersice
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1.2.5

1.2.6

1.2.7

1.2.8

1.2.9

1.2.10

1.2.11

1.2.12

1.2.13

1.2.14

1.2.15

1.2.16

considers the total demand for travel between the island and the mainland, not just that
carried by the subsidised lifeline service.

Toraigh to the Donegal mainland - the Brief suggested Toraigh to Ailt an Chorrain,
implying that the study should focus on the demand for the infrequent (typically fortnightly)
subsidized lifeline freight service, rather than the more-frequent (several times per day)
commercial foot passenger-only services which operate between Toraigh and Bunbeg/An Bun
Beag and Magheroarty/Machaire Ui Rabhartaigh.

We have provided demand forecasts for the regular passenger-only service only.
Routes in Northern Ireland
Ballycastle to Church Bay, Rathlin, connecting Rathlin to the Northern Ireland mainland.

This service is currently operated by Rathlin Island Ferry Ltd and offers nine return daily
sailings in summer and five return sailings in winter. The journey time is 45 minutes by the
vehicle ferry (provided by MV Canna, which is being leased from CMAL) and 20 minutes by
the faster passenger-only vessel (MV St Sorney).

The faster passenger-only MV St Sorney vessel was brought on to the route in July 2008 to
supplement the service previously offered by the MV Canna alone. The MV St Sorney has
recently been replaced by a new, larger vessel, the Rathlin Express, with a capacity of 100
seated passengers and wheelchair facilities.

Routes in Scotland

Tarbert to Portavadie (improving accessibility for the Cowal Peninsula (improved links to
Lochgilphead and Oban) and the Mull of Kintyre, Islay and Gigha (as part of multi-stage ferry
route to Glasgow).

Gigha to Tayinloan (connecting Gigha to the Scottish mainland).

Oban to Lismore (one of the two ferries connecting Lismore to the Scottish mainland - the
other being a passenger-only service from Lismore to Port Appin).

We have recently completed a review of Lismore’s ferry services for CMAL and are aware
that the existing two-ferry pattern may change at some point in the foreseeable future. We
have therefore extended the scope of the Study to include the Port Appin passenger-only
demand within the overall forecast demand for travel to/from Lismore.

Tobermory to Kilchoan (connecting Mull to the Scottish mainland, but its primarily role is
providing the communities on the Ardnamurchan peninsula with a link to the schools and
services in Tobermory).

Sconser to Raasay (linking Raasay to Skye and the Scottish mainland).

These routes are illustrated in Figure 1.1.
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Introduction

Legend
@  Small ferry ports
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Figure 1.1 Location of the 8 Ferry Routes
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Introduction

1.3 Summary of the Structure of this Report

1.3.1 The remainder of this report is as follows:

[ ] Chapter 2 provides an overview of our approach to the Study;

u Chapter 3 summarises the consultation with relevant stakeholders;

[ ] Chapter 4 provides an overview of the demand forecasting methodology;

] Chapter 5 summarises the demand forecasts based on trend and/or ‘no change’

assumptions;

[ ] Chapter 6 provides corresponding demand forecasts for a ‘High Growth’ scenario
involving more increase in the relevant demand drivers; and

u Chapter 7 summarise the implications for vessel capacity required to meet the
predicted demand for the eight routes.

1.3.2 Additional background material and supporting analysis is provided in a number of
Appendices, as follows:

[ ] Appendix A contains a copy of the Study Brief;

[ ] Appendix B provides a list of the individuals and/or organisations consulted as part of
this Study;
[ ] Appendix C contains print-outs from the demand modelling spreadsheet model listing

the main assumptions regarding the main demand drivers for the eight routes;

u Appendix D summarises the predicted weekly demand under two alternative scenarios
(Trend_Growth and High_Growth) for the three seasons; and

[ ] Appendix E provides details of the corresponding estimates of passenger and lane-
length demand for the busiest sailing for each season and route.
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Overview of Our Approach to the Study

2.1 Introduction

2.1.1 In this chapter we set out our approach to meeting the requirements of the study as a series
of discrete tasks, each with a specific objective, key inputs, proposed approach and key
outputs, followed by additional discursive text, where relevant.

2.2 Tasks Undertaken

Task 1 Project Inception

Objective To get the project started smoothly and efficiently, to ensure our full
understanding of your requirements and to clarify and confirm our
proposed approach.

Inputs MVA'’s Proposal and the Study Brief.

Processes Inception Meeting, MVA Project Management and Quality Assurance
procedures.

Outputs An Inception Report incorporating minutes of the Inception meeting.

Completed By 23 June 2009

2.2.1 This Inception stage was particularly important for this project, given the very short
timescales available to undertake the remainder of the project.

2.2.2 The Inception meeting held on 16 June in Department for Regional Development’s offices in
Belfast:

| allowed us to meet the key players from the Department of Regional Development
Northern Ireland and the Irish Department of Community, Rural and Gaeltacht Affairs
and to establish relevant lines of communication;

| ensured that we had fully understood your requirements;

u enabled us to ‘tap into’ your existing knowledge of the key issues, stakeholders,
political commitments, operational constraints etc;

[ | included discussion and agreement of the scope and timescale of any inputs from you
and others;

[ ] enabled you to discuss/understand/amend and confirm our proposed approach
(including dates for delivery of key deliverables, our proposed invoicing schedule, the
scope of our consideration of alternatives etc); and

[ ] reviewed the key risks and proposed risk mitigation measures.

2.2.3 We produced the draft Inception Report on 23 June, a week after the Inception meeting.
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Overview to Our Approach to the Study

Task 2 Identify Future Community Needs

Objective To identify the likely future transport requirements of specific
communities.

Inputs Data collected for Scottish Lifeline Ferries Review, all available patronage
data, relevant UK and Irish Census data (and demographic projections).

Processes Consultations with relevant stakeholder representatives and desk-top
research to determine ‘typical’ travel patterns for each community — with
an indication of volumes, seasonality, etc.

Consider recent or likely future changes which may affect these travel
patterns (as per the list in Section 4.4 of this proposal.

Identify the important demand drivers for key user groups - focused on
aspirations for quality, the impact of frequency vis-a-vis reliability, the
needs of different user groups, etc.

Outputs A clear understanding of the key features and changes likely to affect
future demand for the relevant ferry services.

Completed By 10 July 2009

2.2.4 The 17 July deadline specified for the final report for this project ruled out any significant
consultation with residents of the relevant island and peninsular communities. We therefore
limited our consultation to phone calls and exchanges of emails with appropriate (elected)
representative and/or Local Authority officers responsible for transport-related provision in
the relevant areas, supplemented by inputs from the Small Ferries Project team.

2.2.5 Chapter 3 of this report summarises the main issues affecting current and future demand for
the eight routes.

Task 3 Agree Demand Forecasting Methodology

Objective To define and agree the spreadsheet-based approach to predicting future
demand for each route, including the ability to undertake relevant
sensitivity tests.

Inputs Outputs from Task 1.

Processes Understanding and documentation of Excel-based demand forecasting.

Outputs A technical note specifying the functionality of the demand forecasting
spreadsheet.

Completed By 26 June 2009

2.2.6 The demand forecasting methodology is summarised in Chapter 4 of this report.
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Overview to Our Approach to the Study

2.2.7 Task 2 allowed us to adapt, extend and calibrate this methodology for the eight routes,
taking account of the key factors which are likely to affect the demand for each individual

route.

Task 4 Creation of the Demand Forecasting Tool

Objective To create the relevant demand forecasting spreadsheet tool.

Inputs Outputs from Tasks 2 and 3.

Processes Excel spreadsheet modelling.

Outputs An Excel spreadsheet demand forecasting tool capable of predicting
demand for each of the eight routes under a range of relevant sensitivity
test assumptions.

Completed By 10 July 2009

2.2.8 The resulting demand-forecasting spreadsheets allow the user to extrapolate forward from
current patronage estimates for each of the eight routes, taking account of all input
assumptions regarding how the key attributes (frequency, fare, etc.) might change over
time.

2.2.9 It also predicts the allocation of the average daily demand to specific sailings, to help
determine the vessel capacity required to cater for the predicted demand profile for each
route and season.

Task 5 Vessel Capacity Recommendations

Objective To use the demand forecasting tool and our ferry operations knowledge
to make recommendations about future vessel capacity for each of the
eight routes.

Inputs The demand forecasts from Task 4.

Processes Ferry operations expertise and use of the spreadsheet demand model
outputs.

Outputs Recommendations regarding vessel capacity for each of the eight Routes.

Completed By 13 July 2009

2.2.10 The key output from this task is a consideration of the future vessel capacity needed for each
route under the different sensitivity test scenarios, including consideration of the demand for
specific ‘peak’ sailings.

2.2.11 The output from this task is summarised in Chapter 7 of this report.
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Overview to Our Approach to the Study

Task 6 Reporting and Dissemination

Objective To document and disseminate the analysis and recommendations.
Inputs Outputs from Tasks 4 and 5.

Processes Report writing, face-to-face presentation.

Outputs This final report plus a PowerPoint presentation.

Completed By  Draft report submitted by 13 July, presentation delivered on 17 July

Task 7 Project Management and Client Communication

Objective To ensure the project delivers a high quality ‘product’ on time and to
budget, and to ensure each of the client organisations are kept informed
of progress throughout the duration of the Study.

Inputs None

Processes MVA'’s standard Project Management and Quality Assurance processes
(inc Risk Monitoring) — see Chapter 7 of this proposal document for
further details.

Regular contact with you (email, phone calls and progress meetings).

Outputs Weekly written progress reports (in bullet point form) and three satisfied
clients.

Completed By  Study Completion (end July)
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Stakeholders Consultation

3.1

3.1.1

3.1.2

3.1.3

3.1.4

3.1.5

3.1.6

Introduction

In this chapter we summarise the conversations, emails and meetings held with relevant
stakeholders for this project.

We undertook consultation with relevant stakeholders in order to obtain a first-hand account
of the problems and issues associated with the existing transport links in the area and as
experienced by ferry users. In particular, we sought to discuss any issues and factors which
can affect demand for the ferry service over time and which therefore need to be taken into
account in demand forecasting.

The 17 July deadline specified for the final report for this project ruled out any significant
consultation with residents of the relevant island and peninsular communities. Our
consultation was therefore limited to telephone discussions with representatives of
Community Councils and Councillors for the relevant areas.

A range of issues and factors that currently affect and are likely to influence future demand
for the relevant ferry services were discussed, including:

[ | the balance of demand flow and peak periods of demand;

u the frequency of the sailings, the schedule of crossings and any gaps in sailing times;
[ ] the capacity of the vessel(s) providing the service;

[ | the prices charged for the various types of ferry user;

u the ‘quality of vessel’ (eg age, on-board comfort, etc.);

[ ] the reliability of the service; and

[ | the crossing time.

In addition, we asked representatives about factors that might boost / hold demand for the
relevant ferry service, which included:

[ | changes in the populations;
u tourism initiatives;
[ ] changes in facilities and services provided on the relevant island or pennisula (shops,

secondary schools, GP, etc); and

u changes in employment opportunities (either on the island or in the vicinity of the
mainland port).

The consultation responses for each route are summarised below. The list of consultees is
shown in Appendix B.
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3.2

3.3

Tarbert — Portavadie

the existing ferry service is used for daily commuting to the secondary school in
Tarbert and by some to commute to work. It was noted that currently workmen use
the service to travel to Portavadie (where a new marina and a hotel are being
developed), but that council employees may also use the service to travel to offices in
Lochgilphead. In addition, the service is used for shopping, travel to health (dentist in
Tarbert), and day trips to Kintyre/Gigha. It is also used by passing holiday makers,
tourists and freight (travelling to Tarbert and to Campbeltown);

it was thought that in summer some sailings were running to capacity. It was noted
that the operator was investigating scope for employing a new vessel on the route with
a bigger car capacity;

the frequency (10-12 sailings a day) and scheduling of the service was perceived as
adequate;

the service/vessel was perceived as reliable. Facilities on-board were considered basic
but adequate for the length of crossing;

there is proposed development of the marina in Portavadie. In addition, there is a
proposal to build a new hotel and 270 houses next to the terminal in Portavadie and
some housing development is also proposed for Tighnabruaich. These were identified
as factors that should be taken into account when predicting demand;

it was also thought that if the proposed Ballycastle - Campbeltown ferry service went
ahead, the demand for the Tarbert - Portavadie service would increase significantly.
However, when the route operated seasonably from 1997-1999 there was no
appreciable impact on carryings; and

overall, the current Tarbert - Portavadie service was considered by many as ‘lifeline’.
For instance, an accident on the accident prone road to Inverary (which may be closed
for several hours) puts pressure on the ferry service as it becomes the only option to
travel eastwards.

Raasay — Sconser

the ferry service is currently used for commuting to work, for travel to health,
education and shopping. However the scheduling/timetable of the services makes it
difficult for the island residents to commute to work as the first service to depart
Raasay is too late for people to be able to start their employment on Skye at 08:00
(NB this refers to manual jobs rather than office jobs). This issue has been addressed
and is with the Scottish Government for consideration;

it was noted that the Raasay community requested to extend the sailing day. However
this has implications for the operator’s ‘Hours of Work’ regulations and two additional
crewmen would need to be employed on the route;

it was noted that there were car capacity constraints during 2008 due to large
construction projects being undertaken simultaneously. Whilst these have eased in
2009, ideally a larger vessel capable of carrying at least 18 vehicles may be needed;

the service/vessel was perceived as reliable. It was noted that the current issues with
docking in Raasay in high south/south—west winds would be overcome once the
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refurbishment of the slipway was complete. It was highlighted that there was a need
to also improve facilities in Sconser. If works could be done simultaneously/in the
near future, further benefits/demand could be achieved; and

it is expected that the new outdoor centre (‘Raasay House’) that is currently being
rebuilt in Raasay and due to open in April 2010 will also boost the demand for the ferry
service.

3.4 Kilchoan — Tobermory

the ferry service was considered as ‘lifeline’ for Kilchoan/the Ardnamurchan peninsula
and as a socially important service for Tobermory. However, it is not a ‘lifeline’ service
in the context of the CHFS contract as Kilchoan and surrounding communities can be
reached by road;

the existing ferry service is mainly used for commuting to the secondary school in
Tobermory (currently this travel is provided free as fares are paid for by Highland
Council, but there is uncertainty about this when this arrangement expires in three
years time). It was suggested that is also used by some to commute to work. In
addition, the service is used for shopping (Tobermory), for travel to health (dentist in
Tobermory) and for weekend daily family trips to Ardnamurchan;

while for the Mull residents the number amount of sailings and times seemed
appropriate, the winter timetable makes it difficult for people from Ardnamurchan to
commute to Mull;

the Ardnamurchan community noted car capacity constraints especially in the peak
season (July/August) although CalMac suggest sufficient capacity is available and the
demand is not constrained. With regards to the Mull community, it was thought that if
no booking system is in place that it might have a negative impact on the demand
(there was a feeling that people/tourists may choose the Lochaline — Fishnish crossing
due to a larger vessel employed on the route, hence having a better chance to get a
space on board when required);

it was thought that in order to increase the sustainability/viability of the service that
the hopscotch tickets should be more widely advertised (which could increase the
demand). It was noted that currently the service was advertised together with the
Mallaig—Armadale service which was no good for those who did not intend to travel to
Skye, although CalMac indicate that wider marketing is undertaken. In addition, there
was a feeling that if group tickets/packages (eg a car with four people) were
introduced, the demand for the service would increase;

the service/vessel was perceived as reliable. The vessel was thought to have basic
facilities but sufficient for the length of crossing; and

it was noted that the Gaelic Rings initiatives (introduced last year) could also possibly
increase demand. No other major developments/proposals that would significantly
change the demand for the ferry service were noted.
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3.5

3.6

3.6.1

Gigha — Tayinloan

[ ] the existing ferry service is a lifeline connection with the mainland and is mostly used
for day trips - commuting to the secondary school and by some to commute to work
and for shopping in Kintyre. It was highlighted that freight was solely dependent on
the ferry service;

[ ] frequency and schedules of the ferry service were perceived as adequate for the size
of the island and the island’s short tourist season. However, the community previously
requested late Friday sailings to be provided from the mainland. An additional later
sailing has been requested and approved for inclusion in the 2009/10 timetables;

u although there aren’t any foot passenger capacity constraints on the sailings, some car
capacity limits on certain sailings which are booked/used by freight were noted
(generally island residents are aware which sailings are used by freight, but for those
who are not aware this could have implications/cause problems especially for
pre-arranged health appointments, etc.);

[ ] the costs for freight (which is solely dependent on the ferry service) were perceived as
very expensive given the short crossing time (20 minutes);

[ ] the service/vessel employed on the route was perceived as reliable;
[ ] on board facilities were perceived as more than adequate for the short sailing time;
u it was noted that a lack of work possibilities/opportunities drove people to move away

from the island. However, the island population is increasing; and

[ ] no new businesses/opportunities that would considerably change the demand were
noted.

Lismore — Oban

Although the Lismore Community Council was contacted, we have suggested to primarily use
the findings from the major consultation with all Lismore residents that took place in October
2008 as part of the Oban - Lismore STAG undertaken by MVA on behalf of CMAL. However,
it is important to note that this was largely undertaken prior to the implementation of the
revised timetable in October 2008. The findings from this consultation are shown below:

[ ] the consultation responses suggested that around 60% of people primarily use the
Port Appin ferry, 25% primarily use the Oban ferry, with the remainder using both
ferries about equally. In terms of frequency of use, 70% used the ferries between 0-
two times per typical week (return trips). Only 10% of respondents said they typically
used the ferries frequently, ie five-10 times per week. This suggests that regular
commuting from the island is not currently commonplace, in line with the Census
evidence and local perceptions. Recent data have shown an increase in demand which
could be indicative of additional travel being facilitated through the timetable revision;

u it was noted that characteristics of the ferry service perceived most often as ‘less than
adequate’ were: Cost of fares for cars; on-board quality of service; quality of service
at the terminal; and timetable and running hours;
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Timetables — hours of operation, frequency etc: It was noted that the new (October
08) timetable was of benefit to most, but less convenient for some; there is a lack of
late and early services on both services, especially in winter. This impacts upon
evening activities and can require an overnight stay in Oban if the last sailing is missed
- particularly when travelling back from the central belt, etc. Even with the new
timetable, the last sailing from Oban is at 1700, limiting the scope for daily
commuting. However, agreement has now been reached to delay this to 1715 to
increase flexibility for commuters. Schoolchildren living on Lismore who attend Oban
High School can commute daily and there are also now regular commuters who live on
Lismore and work in Oban;

Reliability / Punctuality of service operating: there was some concern over
weather-related and mechanical breakdowns, but both services were generally seen as
reliable. One issue with reliability was that at Port Appin, information relating to
cancellations is not disseminated as effectively as it might be;

Cost of fare: the cost of car fares on the Oban route was routinely seen as too high to
make regular commuting or indeed general use by car feasible. In contrast, passenger
fares were generally seen as reasonable. ‘Out of hours’ fares at Port Appin (£52
before midnight and £67 after midnight) were seen as too high and restricted peoples’
ability to attend events such as parents’ evenings, farmers’ meetings, evening classes
and social events on the mainland. The cost of taking a goods vehicle on the ferry was
also seen as a significant issue in terms of moving livestock and this affected the
competitiveness of these businesses;

Quality of service — onboard the ferry, physical access etc: the main concern here
related to the lack of any disabled or medical emergency access on both routes.
Neither vessel is capable of accommodating a wheelchair, and with the high average
age on Lismore, this is of concern. The Lismore GP is based in Port Appin and, in the
case of emergencies, patients are collected at Point by the Port Appin ferry. The Port
Appin ferry is unable to fit wheelchairs or stretchers into the cabin, therefore
stretchers are placed on the open deck, exposed to the elements. To a lesser extent
the design of the Appin boat also makes it difficult to access when travelling with
young children, prams, shopping and luggage - any baggage has to be relayed from
parked cars down the open and exposed pier prior to boarding, a process which is
repeated at the other side, and the cabin itself is quite confined. 60% felt that the
on-board quality of service on the Oban route was inadequate. This reflects the age of
the MV Eigg, its poor levels of accessibility, and its rudimentary and uncomfortable
on-board passenger accommodation. Around one third also felt the MV Lismore was
inadequate in this regard;

Quality of service — at the ferry terminals (e.g. parking, waiting environment): 71%
indicated that terminal facilities on the Port Appin route were inadequate. Waiting
facilities at all terminals except Oban are very basic indeed and of poor quality, but of
greater concern is the issue of parking at both Point and Port Appin. As previously
mentioned, many households keep at least one vehicle on the island and another
vehicle at Port Appin, resulting in a high number of parked cars at Port Appin. This
problem was partly relieved by the recent construction of a car park at Port Appin, but
there are still capacity issues and the lack of parking spaces, especially in the summer,
was frequently cited as an issue that needs to be addressed. Although the terminal at
Oban is recognised to be of a high quality, it was described as being a long walk from
the Lismore slip, especially for the elderly. The Lismore slip itself was also described
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as being too small with not enough space for waiting ferry traffic. A further issue
raised was the standard of the road link between Appin and Port Appin. The lack of
(free) overnight parking in Oban was also cited as an issue;

Ease of changing to onward travel (i.e. public transport): 80% stated that the
opportunities for onward travel were poor at Port Appin. This means that to use the
Port Appin ferry, a car on the mainland is required for any onward travel. This has a
significant impact on the elderly or children who don't or can’t drive and the Oban ferry
is seen as an essential service which gives this section of the community direct access
to shops, banks, post office, schools and the hospital. Conversely, only 24% thought
the public transport available from Oban was poor, and this concerned links between
the ferry times and specific trains. However, improved connectivity with other modes
of transport was one of the objectives of the new timetable, with opportunities for
onward travel to Glasgow provided twice a day by either First ScotRail or Scottish
Citylink services;

Convenience of location of ferry terminals: there were no significant issues raised, with
current locations seen as convenient;

Ferry capacity — can you always get on the ferry?: the vehicle capacity of the MV Eigg
was cited as impacting directly on islanders’ lives and a restriction to businesses on
Lismore - this applied mainly to the movement of agricultural material and livestock,
and can be a particular problem at certain times of year when (eg when livestock is
being taken off the island to market in Stirling). It was commented that cars require
to be booked in advance which can prove difficult, especially during the summer
months, when there are block bookings or when there is a market on. General issues
and difficulties with the booking system were also raised. This problem can have
serious impacts on the island businesses because islanders are unable to get livestock
or goods to the mainland as and when required. CalMac have highlighted that these
problems have now been largely overcome by introduction of the new timetable.
Others referred to the limited capacity of the Port Appin ferry and specifically that the
boat is often full in the summer months. As suggested above, the Port Appin ferrymen
will do additional runs to clear any backlogs, but occasionally this results in delays
which can mean islander’s miss doctors’ appointments or business meetings; and

Overall assessment of service: in overview, of greatest concern here was the age and
condition of the vessels on both routes.

3.6.2 Other issues included:

the cost associated with vehicular access to the island. The costly and infrequent
nature of the current Oban vehicular service means that islanders have to pay a high
cost for tradesman or others visiting the island to provide services;

the parking issue at Port Appin is exacerbated by other users of the pier there. In
particular, the Glensanda quarry workers, along with local fish farm workers also park
at Port Appin adding to the problem;

there is a community minibus facility available on Lismore. This provides local
transport and can be used for organised trips on the mainland; and

there is a feeling on the island that the local roads in particular and infrastructure
more generally would be inadequate to deal with significant additional traffic, or indeed

visitors.
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3.7

3.8

Arranmore Island

balance of flow leans more towards islanders and people working on the island using
mainland services and island jobs than tourist and leisure trips;

arrival of a rival ferry company has been positive for the Island. Services have greatly
improved;

generally Islanders are satisfied with ferry service although a later and earlier service
would be of benefit and improve the ability for islanders to commute;

there is a backup ferry available as well as charter services;
ferries generally run well below capacity;

the existing timetable makes logistics difficult for those wishing to work on the
mainland. The ferry timetable has, however, been agreed with the island community;
and

a very small number of people currently commute to the mainland. Large numbers of
island staff commute to the island daily including all teachers, most carers and some
ferry staff.

Tory Island

Islanders are largely unhappy with existing service:

= complaints include peak capacity stands at 12 passengers for early and late
crossings;

= quality of vessel unacceptable. Consensus is that the design of the ferries is not
appropriate for the crossing and demands required. It should be noted that this
vessel is the best the market has offered despite the Department having gone to
tender twice over the past two years;

= the service has been enhanced by increasing the number of subsidised sailings
since the beginning of 2009;

= journey time is two hours in winter not the quoted 45 minutes;

= ferry very unreliable due to inappropriate vessel and challenging waters to be
crossed;

= frequencies do not meet the needs of the islanders; and
= overall dissatisfaction with the ferry provider (Turasmara Teo).
small ferry “always” runs at full capacity;

according to the report “Review of Certain Subsidised Ferry Services to the Islands”
carried out by Department of Community, Rural and Gaeltacht Affairs in 2004:

= 7,000-8,000 annual tourists to travel annually; and
= 75% tend to be day trippers.

the island has no daily commuters to the mainland due to proximity, timetabling and
reliability of ferries;

there are also no commuters to the island for the above reasons. Commuting tends to

be seasonal; and
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3.9

balance of flow tends to lean heavily towards tourist trips throughout the year with
islanders using ferry services for personal trips and business but not work.

Rathlin Island

there are thought to be approx 30 people working on the island at present in the shop,
accommodation, transport services, bar, tearoom, crafts workshop and visitor centre;

the primary economy on the island is tourism. A detailed study entitled “Rathlin Island
Sustainable Tourism Strategy” was published in 2005 with a view to putting in place a
sustainable strategy to allow the development of Rathlin as a tourist destination;

rathlin currently receives funding from the Rural Development Council and the Royal
Society for the Protection of Birds;

rathlin has a number of natural and man made attractions. Bird life is a popular
attraction on the island;

the arrival of the new ferry (July 2009) is expected to increase tourist trips
significantly;

the speed of the ferry will also make commuting to/from the island a possibility.
Presently only two people commute although it was mentioned that there are not
many jobs to be had at Ballycastle (the mainland destination of the route);

rathlin has four places providing overnight accommodation as well as a bar/restaurant.
The Sustainability report states that there is not significant capacity to host major
events on the island;

rathlin has one primary school. Secondary pupils board on the mainland;

a new catamaran ferry came into service in mid-July 2009. The six mile crossing takes
20 minutes;

islanders’ main reasons for leaving the island are for education, health and work
opportunities;

the majority of ferry trips are tourist trips with islanders making up only 2% of trips in
the summer;

of the tourist trips roughly 70% are day trips and 30% are overnight. The ferry will
develop Rathlin as a day trip destination further;

the consensus on the Island is that the arrival of the new ferry will improve inland
connectivity significantly; and

there is a tourist bus service on the island which operates in the summer.
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Overview of the Demand Forecasting

4.1

4.1.1

4.1.2

4.1.3

4.1.4

4.1.5

4.1.6

4.2

4.2.1

4.2.2

4.2.3

Overview

In this chapter we outline the approach to predicting future demand for each of the eight
‘lifeline ferry’ services outlined in the Study Brief.

The demand forecasting model is an Excel spreadsheet which predicts future demand for
each service, distinguishing between passengers, cars and freight vehicles.

The forecasting tools are designed to predict demand for 2033 (ie 25 years from the 2008
data used to calibrate the demand forecasts). The majority of input growth assumptions are
expressed as per annum factors in the model, so it is straightforward to use the model to
estimate demand in interim years. However, given the relatively simple nature of the
underlying growth assumptions, the models’ forecast demand in any interim year can be
predicted fairly closely by simple linear interpolation between the 2008 and 2033 estimates.

The models are based on three ‘seasons’, as follows:

] Low Season — mid-October to mid-April;
[ | High Season Shoulders — mid-April to mid-October excluding July and August; and
| High Season Summer Peak - July and August.

The forecasting has been calibrated using observed recent patronage data, adjusted to take
account of predicted/assumed changes in the |local demographics, economy,
tourism/marketing and ‘level of service’. The future ‘level of service’ assumptions include
fares, journey times, service frequency and timetable and may vary between the three
‘seasons’.

The spreadsheet models provide estimates of the level of unconstrained demand (total
passengers and vehicle lane lengths) for each service within the assumed future timetable
and under different sensitivity test assumptions. In particular, the models can be used to
predict demand for a ‘trend growth’ and a ‘high demand growth’ scenario. The latter will be
based on ‘upside’ estimates of the various key drivers of travel demand for the relevant
services.

Current Demand

The models start from estimates of current monthly demand in each of the three ‘seasons’
described above and details of the level of service which generated/supported this demand.
Where possible this current demand has been split into foot passengers, cars and commercial
vehicles. The models are not able to robustly predict demand for any category of user for
which no base demand is available.

Average vehicle occupancy levels by journey purpose have been assumed for cars and goods
vehicles, to feed into the calculation of total ferry passengers.

Average vehicle lengths have been assumed for cars and goods vehicles, to enable estimates
of vehicle numbers to be combined into a single lane length measure of total demand.
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4.2.4

4.3

4.3.1

4.3.2

4.4

4.4.1

Consultation with operators of the relevant ferry services and the relevant island/peninsular
communities (see Chapter 3 above) has been used to determine the approximate level of
any ‘capacity-capping’ in the base-year demand (ie the extent to which the observed total
month demand is constrained by vessel capacity/frequency in any of the three seasons).

Demand Segments

In order to enable accurate forecasting of future ferry trips, current demand has been
divided into a number of segments. This segmentation is based on:
[ ] type of trip:

- day-trips to island;

- longer return trips to island;

- day-trips to mainland; and

- longer return trips to mainland.
u journey purpose:

- travel to/from place of work;

- travel to/from place of education;

- in-work/business trips; and

- Other (social/leisure/personal business, health, shopping etc)
[ ] Mode:

- foot passenger;

- car driver/passenger; and

- commercial vehicle driver/passenger.

The demand model uses a total of 21 demand segments, although not all segments are
applicable for all eight routes. Passenger demand was divided amongst these segments
using information obtained from the Scottish Ferries Review carried out earlier this year,
along with details from the individual consultations and the Scottish Household Survey. The
proportions associated with each of the 21 segments for each route were assumed to remain
constant across the forecast period.

Predicting Future Demand

Future demand in each segment will be influenced by a number of economic and
demographic demand drivers, including:

u the relevant island/peninsula population:

Total;

- Economically active; and

Young people (in education).

[ ] the relevant local economy; and
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4.4.2

4.4.3

4.4.4

4.4.5

4.4.6

4.4.7

4.5

4.5.1

u changes in future tourism levels (eg as a result of additional marketing).

The majority of routes will primarily be influenced by the demographics of the relevant
island. However, the demand drivers for the Tobermory to Kilchoan service are assumed to
be based on the demographics for a relevant area of the Ardnamurchan peninsula, while the
Tarbert to Portavadie model use changes in appropriate sub-areas of Argyll (Kintyre, Islay
and Jura who can use this service as part of a route to the Central Belt) and the Cowal
peninsula (whose residents can use the route to access Lochgilphead and beyond).

In addition, the future demand may vary from the demographic trend due to changes in the
assumed level of service on the relevant routes. These Level of Service influences include:

u ‘real’ fare changes (ie changes above or below changes in the future Retail Price Index
(RPI));

[ ] changes in the relevant journey time (including check-in times);

u vessel quality; and

[ ] service frequency and timetable.

The impacts of changes in these Level of Service attributes are predicted using an
elasticity-based approach, with each demand segment assigned a different level of sensitivity
to changes in these influencing factors.

The majority of elasticity factors are based on the assumptions used in recent studies, as
well as best practice. These apply equally well to the Irish routes. The relevant elasticity
assumptions could be refined further when the analysis of the Stated Preference survey of
users of Scottish ferry services (which MVA is currently undertaking for the Ferries Division of
the Scottish Government) has been completed although this would necessitate additional
work beyond the initial scope of the study.

The impact on demand of changing the frequency and/or timetable can be predicted using a
similar method to that in MVA'’s recent Ballycastle-Campbeltown study. Each departure time
within the assumed timetable for each season is allocated an ‘attractiveness’ score for each
demand segment. These are combined to provide a measure of the overall attractiveness of
a timetable (by demand segment) and the resulting change from the Base Level of Service
used to inflate or deflate total future demand for that demand segment and season.

Detailed travel diary data collected by MVA during the recent Lismore ferry study for CMAL
has been used to calibrate relevant aspects of this ‘Departure Time Attractiveness’
mechanism.

Allocation of Demand to Specific Services

Once the weekly demand for each segment and season has been estimated using the
overarching demand drivers and level-of-service changes described above, the corresponding
average daily demand (calculated as 20% of the weekly demand, to allow for some variation
between week-days) is allocated to the various assumed sailings, using our understanding of
desired travel times by journey purpose, including the Lismore Travel Diary data mentioned
in the preceding section.
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Overview of the Demand Forecasting

4.5.2 This allocation excludes any capacity constraint and so provides an estimate of the
unconstrained demand for each sailing.

4.5.3 The results from these demand forecasts are then used to inform subsequent consideration
of the specification of the vessels which might deliver the future lifeline services on these
routes.
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5.1.1

5.1.2

5.1.3

5.1.4

Introduction

In this chapter we describe the key assumptions for each route, provide a brief justification
for these assumptions and provide graphs summarising the corresponding estimates of
weekly demand in 2033 by season.

Throughout this chapter the relevant assumptions have been based on our understanding of
the current trend growth in the relevant demand drivers. For drivers where no data are
available and for assumptions regarding level of service variables (fare, journey time, vessel
quality etc), the default assumption in this chapter is one of ‘No Change’ from the current
service provision and demographic profile. Table 5.1 shows the assumptions made regarding
the average number of sailings for each route in the high and low seasons. The majority are
based on sailings between Monday and Saturday.

Table 5.1 Number of Sailings Assumptions

Route Average Number of Average Number of
Sailings: High Season Sailings: Low Season

Arranmore 10 6
Tory 5 3
Rathlin 9 9
Portavadie 12 8
Gigha 10 9
Lismore - Oban 4 4

- Port Appin 12 11
Kilchoan 7 3
Raasay 10 6

In Chapter 6 we provide corresponding estimates for a ‘High Growth’ scenario, where more
growth in the various demand drivers and improved service levels are assumed on the
various routes.

Table 5.2 shows base levels of seasonal weekly demand for each route, for passengers
(Pax), cars and commercial vehicles (CV). Additional details of the relevant assumptions are
provided in Appendix C, while additional details of the demand forecasts are provided in
Appendix D.
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Demand Forecasting - Trend Assumptions

Table 5.2 Average 2008 Weekly Demand by Route and Season

Average 2008 Weekly Demand
Low Season Shoulder Season High Season

Route Pax Car CcvVv Pax Car cVv Pax Car CcvVv

Arranmore 779 211 23 1,123 268 30 1,580 409 22
Tory 78 - - 369 - - 1,296 - -
Rathlin 300 47 7 1,361 65 12 2,681 66 7
Portavadie 609 240 8 1,455 512 11 2,101 736 9
Gigha 665 187 25 1,403 319 31 1,848 382 25
Lismore 770 38 10 1,197 44 13 1,662 56 15
Kilchoan 239 25 0 925 147 0 1,792 277 0
Raasay 940 354 26 1,494 507 28 1,632 608 29

5.2 Route 1 — Arainn Mhor

5.2.1 Following a review of census data for the Arranmore area, it was estimated that the
population of the island will fall by 1% per annum across the 25 year forecast period. This
figure was applied to each population category — Total, Economically active and Young. The
default assumption of ‘No Change’ was applied to tourism levels and the local economy.
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Figure 5.1 Route 1 Trend Growth in Passengers
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5.2.2

53

5.3.1
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Figure 5.2 Route 1 Trend Growth in Cars
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Figure 5.3 Route 1 Trend Growth in Commercial Vehicles

The above graphs suggest that passenger, car and commercial vehicle demand will fall,
based on the trend assumptions. This is a reflection of the estimated fall in island
population.

Route 2 — Toraigh

The Tory island ferry is a passenger-only service so only forecast growth in passenger
numbers are presented in this section. Consultation with representatives on the island noted
that there were some capacity constraints on the service in the summer period. In order to
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5.3.2

54

5.4.1

5.4.2

achieve a more accurate representation of unrestricted demand, passenger numbers were
uplifted by 10% in the High season.

The consultation also suggested that tourism remained strong on the island, with humbers in
2009 up on 2008. It has been assumed that tourism will continue to grow at 0.5% per
annum. However, it is estimated that there will be ‘No Change’ in the island economy.
Census data for the Tory area illustrates a slowly rising population, however consultation
with island representatives suggests this is misleading and that the population level is
fragile. Based on this advice, it was assumed the island population will fall by 1% per
annum.
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Figure 5.4 Route 2 Trend Growth in Passengers

Route 3 — Rathlin

Due to the recent addition of the Rathlin passenger-only ferry, and replacement of this with a
larger catamaran, it has been assumed that tourism and the Rathlin economy will grow by
1% per annum over the forecast period.

Limited data was available on the Rathlin population so forecast growth in each category was
based on an average of the 5 Scottish routes. This resulted in estimated annual growth in
total population of 1%, economically active population of 1% and young population of 2%.
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Figure 5.5 Route 3 Trend Growth in Passengers
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5.5.1

5.5.2

5.5.3

Base Demand v Trend Growth Demand - Commercial Vehicles
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Figure 5.7 Route 3 Trend Growth in Commercial Vehicles

Route 4 — Tarbert to Portavadie

2001 Census data and Scottish Neighbourhood Statistics (SNS) for the Cowal peninsula were
used to estimate the change in population. SNS data provides population statistics from
2001 to 2007, split by age group. This allowed a more accurate estimate of forecast change
in each population category. The resulting annual growth assumptions were 0.5% in total
population, 0.5% in young people and no change in economically active population.

As a result of local consultation it was discovered that there is proposed development of the
marina in Portavadie, as well as plans to build a number of new houses in the area. Based
on these developments, a 0.5% per annum growth in the local economy was assumed, along
with a 1% annual growth in tourism.

The consultation also raised the issue that there were some capacity constraints on the ferry
service in the summer months. As a result, base car demand was uplifted by 10% in order
to achieve a more accurate estimate of unconstrained demand for the service. No uplift was
applied to passenger demand as it was assumed that vehicle capacity was restricted rather
than passenger capacity. Thus, if a passenger wished to travel by car but the ferry was full
to vehicles, it was assumed they would board as a foot passenger. This would have no
overall impact on passenger demand. Similarly, no uplift was applied to commercial vehicles
as it was assumed they would wait and get on the next available boat.
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Base Demand v Trend Growth Demand - Commercial Vehicles
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Figure 5.10 Route 4 Trend Growth in Commercial Vehicles

5.6 Route 5 — Gigha

5.6.1 Gigha’s predicted population change over the forecast period was based on 2001 Census
data for the island, and SNS data for Gigha and the surrounding area. These statistics
suggested a 1% per annum increase in total population and annual growth of 2% and 5% for
economically active and young population’s respectively. Consultation with islanders
suggested little expected change in tourism and the local economy, resulting in a ‘No
Change’ assumption for both.
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Base Demand v Trend Growth Demand - Cars
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Figure 5.12 Route 5 Trend Growth in Cars
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Figure 5.13 Route 5 Trend Growth in Commercial Vehicles

5.7 Route 6 — Lismore

5.7.1 Census and SNS data for the Lismore area imply only small growth in population. Annual
growth of 0.5% was estimated for total and young populations, along with 1.0% for
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economically active. Consultation suggested that tourism and the local economy were
expected to remain fairly constant into the future.
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Figure 5.14 Route 6 Trend Growth in Passengers
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Base Demand v Trend Growth Demand - Commercial Vehicles
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Figure 5.16 Route 6 Trend Growth in Commercial Vehicles

5.8 Route 7 — Tobermory to Kilchoan (Ardnamurchan)

5.8.1 Consultation in the Kilchoan area raised the issue of capacity constraints on the service in
the summer season. As for the Portavadie service, car demand was uplifted by 10% to
achieve a more realistic representation of unconstrained demand. It was assumed that
tourism and the local economy would remain unchanged over the forecast period.

5.8.2 Population growth of 1.0% per annum in total and economically active populations, and
0.5% in young people, was assumed based on census and SNS data.
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5.9

5.9.1
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Figure 5.19 Route 7 Trend Growth in Commercial Vehicles

Route 8 — Raasay

The Raasay consultation raised the issue that a new outdoor centre with hotel was being
built on the island, which is expected to boost demand in tourism and the economy. Annual
growth assumptions of 0.2% in the local economy and 0.4% in tourism were applied. The
issue of capacity constraints in summer was also raised and subsequently incorporated into
Annual growth assumptions of 0.5%, 1.0% and
2.5% in total, economically active and young population respectively, were applied based on

the model as for Kilchoan and Portavadie.

Census and SNS data.
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Figure 5.20 Route 8 Trend Growth in Passengers
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Figure 5.22 Route 8 Trend Growth in Commercial Vehicles
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Demand Forecasting — High Growth Scenario

Introduction

In this chapter we present corresponding demand forecasts based on a set of additional
‘high growth’ and improved service level assumptions.

Additional details of the relevant assumptions are provided in Appendix C, while additional
details of the demand forecasts are provided in Appendix D.

Note that throughout this chapter, the assumed timetable for each route remains as per the
existing service.

High Growth Assumptions

Generic high growth assumptions were applied to each of the eight routes. An additional 1%
annual growth on top of trend assumptions was applied to each demand driver ie each
population category, tourism and the local economy.

Service levels were assumed to remain unchanged in the trend growth scenario. However,
the high growth scenario assumes a 10% reduction in journey time for each route, along
with a 50% improvement in vessel quality.

This scenario also assumes a change to Road Equivalent Tariff (RET) fares for the Scottish
routes, which are consistently lower than the current fares in place. Although RET fares have
been piloted on a number of Scottish routes there is currently no long-term commitment to
introducing these fares across all routes, however it was deemed a consistent method of
forecasting potential fare changes in a high growth scenario.

Consultation with representatives of the Irish routes stated that there are no plans to
introduce RET or any other form of lower fares on these routes. For this reason, it was
assumed that fares on the Arranmore, Tory and Rathlin routes would remain unchanged in
the high growth scenario.

Overview of Results

The following graphs represent the forecast demand under the high growth scenario. All
routes display high growth, particularly in passenger and car demand. This is due to the
impact of specific demand drivers and service level improvements.

The main impacts on growth are total population, tourism (particularly in the High season),
and passenger and car fares. When compounded over the 25 year forecast period, the
growth in tourism and population becomes significant, however average annual growth of
around 1.5% is not deemed unreasonable, particularly when based on SNS data. Similarly,
the impact on demand of changing to RET fares on the Scottish routes can be substantial as
the change can result in a significant drop in fare.
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6.4 Route 1 — Arainn Mhor
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Figure 6.3 Route 1 High Growth in Commercial Vehicles

6.5 Route 2 — Toraigh
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6.6 Route 3 — Rathlin
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Figure 6.7 Route 3 High Growth in Commercial Vehicles

6.7 Route 4 — Tarbert to Portavadie
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Figure 6.9 Route 4 High Growth in Cars
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6.8 Route 5 — Gigha
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Figure 6.11 Route 5 High Growth in Passengers
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Figure 6.13 Route 5 High Growth in Commercial Vehicles

6.9 Route 6 — Lismore
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6.10 Route 7 — Tobermory to Kilchoan (Ardnamurchan)
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Figure 6.19 Route 7 High Growth in Commercial Vehicles

6.11 Route 8 — Raasay
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