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1.0
INTRODUCTION

The Brief

1.1 The Snowdonia Green Key Partnership appointed a multi-disciplinary team led by RPS in January 2002. In addition to RPS as project co-ordinators and land-use planners, the team comprised highways and transportation engineers (Veryards Limited), tourism consultants (Stevens & Associates) and economists (MGS Economics). 

1.2 The purpose of the original brief was to translate the physical elements of the Green Key Action Plan (as described in a Strategy Statement Consultation Draft published in December 2001) into a justified and costed implementation plan that would detail and prioritise the capital projects necessary to realise the aims and objectives of the initiative. 

1.3 The Green Key Strategy Statement was intended to stimulate new business and tourism opportunities, and better environmental management through developing a network of efficient, flexible and integrated transport alternatives to car travel throughout the area.  It had been produced in line with advice tendered in two consultancy reports produced in 1998 (Northern Snowdonia Study) and 2000 (the Economic Impact Analysis thereof).

1.4 The first stage of the RPS brief required attendance at a number of pre-arranged public meetings held throughout Northern Snowdonia in January and February 2002. The reaction from participants at those meetings made it patently apparent that the Snowdonia Green Key Initiative, as then described and interpreted, did not command the support of the affected communities and interest groups.  Indeed, it was unanimously rejected and had become the subject of well organised hostility towards its authors. The main areas of unanimous concern were :

· A rejection of the notion of Park and Ride as an imposed alternative to the historic practice of private car accessibility to the Park.

· A rejection of the perceived, albeit incorrect, notion that “all cars were to be banned from the National Park”.

· A fundamental opposition to the perceived notion that historic parking practices within the Park were to be denied.

· A fundamental perception by those present that their historic views were being ignored by the Green Key promoters.

1.5 In view of the fact that it was accepted by the promoters that there were no prospects of securing public sector funding for a strategy that is not universally accepted within the community, it was accepted that there was an urgent need, initially, to review the basic ethos of the strategy itself.  Accordingly the original RPS brief was revised with the first phase incorporating the following elements of work :

· A review of the feasibility, integrity and economic viability of the Initiative as proposed in the Draft Snowdonia Green Key Strategy of December 2001.

· An identification of the amendments that may be necessary following an assessment of the views expressed in the public meetings and subsequent focus group meetings.

· An identification, based upon a Tourism and Economic Review of Northern Snowdonia, of the basic strategy that should be pursued to achieve a sustainable tourism economy within the area, with particular emphasis placed upon the role, if any, that integrated transportation could play in that strategy.

· A re-examination of the potential role that each proposed “gateway settlement” could play in contributing to a sustainable tourism development strategy for the area as a whole.

· An identification of an initial schedule of projects that would be necessary to underpin the recommended strategy, including recommendations in respect of car parking charges within the area.

1.6 It was agreed that, only in the event of the client group accepting the recommendations of the First Phase of the work, would the commission proceed to the next stage. It was also acknowledged by the Initiative promoters at the public meetings, however, that an essential element of the ongoing work would be a re-consultation exercise within the community on the basis of the Phase 1 recommendations.

1.7 This report, therefore, is a response to the revised brief and is to form the basis of another round of public consultation during the summer of 2002.  Only in the event of a measure of harmony being reached – both within the Executive and Management Groups, and between those Groups and the community and user/operator groups affected - will the second stage of the exercise be commissioned.

The Study Area

1.8 The study area comprises the popular mountainous area of northern Snowdonia, much of which lies within the Snowdonia National Park, and its adjacent communities.  A plan of this area is included at Figure 1.

1.9 As was the case in the Northern Snowdonia Study the Study Area comprises an “Inner” and an “Outer” Area.

2
THE HISTORIC CONTEXT
The Northern Snowdonia Study (December 1998)

2.1 The Northern Snowdonia Study was produced by the Environmental Planning Research Unit of Cardiff University. It was commissioned by a consortium of organisations (Snowdonia National Park Authority; Gwynedd County Council; Conwy County Borough Council; Welsh Development Agency; Wales Tourist Board) with a view to researching the practical measures that could be introduced to enable visitors to enjoy Northern Snowdonia in ways which are less dependent on the private motor car and would bring greater benefit to the local economy. 

2.2 The recommendations of the report were comprehensive and detailed. They were made on the basis that they would, if implemented, place Snowdonia “at the vanguard” in matters of sustainable traffic management and tourism development. Primarily relying upon secondary data sources the exercise also embarked upon a process of “local meetings” with Community Council representations and community groups aimed at supplementing the information gathering process. As a part of that process meetings were held at Beddgelert, Capel Curig, Betws-y-Coed, Bethesda, Llanberis and Waunfawr. The authors were satisfied that their recommendations were representative of the community views expressed.  Indeed they reported ‘positive’ feedback.

2.3 The study examined tourism in Northern Snowdonia including accommodation resources, tourist attractions, and recent trends in visitor numbers.  The traffic and transportation network was also analysed, including the existing car parking provision and the Snowdon SHERPA Service.  The views of the local residents were sought in respect of traffic congestion and parking problems, tourism trends and impacts, and the impact and place of tourism.

2.4 Part 2 of the study included the consultants’ vision and strategy for Northern Snowdonia which was  “… an area of high landscape value where tourism makes a major contribution to the economic, social and cultural well-being of host communities, without placing in jeopardy the varied resources and assets upon which this appeal is founded.  In short, we see it as an area which has grasped the principles of sustainable development, seeing them as aids rather than barriers to progress.  The key to realising this vision is to put in place an integrated transport strategy coupled with a positive and sensitive approach towards economic development.  Whilst the underlying aim must be to effect a significant reduction in car dependency among tourists, the strategy will fail if it simply alienates visitors or is perceived to diminish the quality of their experience.  It will succeed only if visitors are given real choice as to how they travel to and within the area, accompanied by opportunities to enjoy new experiences and products which respect the environmental and cultural values of this very special area.”

2.5 A key element to achieving that vision was seen as being the implementation of an integrated traffic management scheme which would achieve a modal shift from the private motor car to public transport or other forms of travel (for example walking or cycling).  There were considered to be three options for intercepting car-borne visitors:  

Option 1:
To intercept at the journey origin.  This would require the development of an integrated and efficient national and local public transport system, and the development of products and packages for staying and day visitors that can be accessed and enjoyed using public transport.

Option 2:
To intercept at an intermediary point between home and the study area.  This would require the development of an integrated and efficient public transport system within the study area and its immediate hinterland, and the development of product packages for staying and day visitors that can be accessed and enjoyed using public transport.

Option 3:
To intercept at the threshold of the inner study area.  This would require a restriction of parking opportunities within the study area and the creation of major gateway interchange points that could offer effective information and spending opportunities.  This would need to be complemented by an efficient Park & Ride bus service within the inner study area and the development of imaginative pricing and ticketing arrangements.  This would also require the development of products for staying and day visitors that could be accessed and enjoyed using public transport as per Options 1 and 2.

2.6 It was recommended that Options 1 and 3 should be given priority and that an experimental integrated traffic management scheme be introduced which would include the following elements:

· The Northern Snowdonia Rural Clearway – aimed at preventing roadside parking in the inner study area, without having to introduce visually obtrusive double yellow lines.  Cars would be prevented from parking on the roadside and on the green verges throughout the tourist season during the day.  This would require simple, physical roadside threshold/gateway markings and signage to indicate to drivers that they were entering a special part of Snowdonia. It would also require most of the existing informal parking bays (for example those along the Ogwen Valley) to be removed with only a small number retained, and those being carefully landscaped.  The enforcement of the rural clearway was seen as vital to the success of the strategy.

· The Enhanced Bus Network – the report confirmed that the transfer from car to bus would only occur if the proposed bus service was frequent, cheap, reliable, easy to understand and of high quality.  It was stated that an improved bus network would be necessary to strengthen the existing well established SHERPA network and also to meet the requirements of the people who do not normally use or understand rural buses.  A bus service network was devised by Gwynedd Public Transport Unit which would provide buses at 30 minute intervals throughout the study area, and 15 minute intervals along the busiest corridors.  It was also intended to provide early morning and late evening services to meet the needs of walkers, climbers etc.  It was proposed that this would operate during the same period as the Rural Clearway, although that it should also run at hourly intervals throughout the winter months.

· Integration with the Rail Network – close integration with the local rail network was considered to be a vital part of the traffic management scheme.  The two key routes were seen as the North Wales Coastline and The Conwy Valley Line.  The Blaenau Ffestiniog entry point was seen as less significant.

· Gateways to Northern Snowdonia – two forms of gateway were proposed: a Public Transport Gateway, and a Park & Ride Gateway.  The former was an interchange point between longer distance rail/coach services and more local bus or rail services (outer). It could also, however, be a point of interchange between more local services or where at least some visitors switch car to bus, train, cycle or foot (inner).  Appropriate outer locations were identified as Llandudno, Llandudno Junction, Bangor, Caernarfon, Waun Fawr, Porthmadog, Blaenau Ffestiniog and Llanrwst.  Inner gateways were identified as Llanberis, Betws y Coed, Bethesda, Beddgelert and Capel Curig.  The Park and Ride Gateways were recommended to be developed in conjunction with the establishment of the Rural Clearway. They would intercept those who arrived in the study area by car and were proposed at Bethesda, Betws y Coed, Llanberis and Llanrwst.  Recommendations were made for the location of car parks for these Park & Ride gateways although it was acknowledged that this would need to form the basis of more detailed evaluation and consultation with local communities within these areas – the original purpose of the RPS commission.

· Positive Parking and the Car Parking Hierarchy – it was stated that the entire traffic regulation system in Northern Snowdonia would be based on a system of “positive parking”.  Visitors to the area would be clearly informed, through signage and appropriate leaflets and maps, where they would be able to park both long stay and short stay, within and outside the study area.  The overall recommendation was that a premium price could be charged for long stay car parking close to the attractions, and that public car parks in or serving settlements such as Capel Curig or Beddgelert should be made short stay.  It was proposed that a Long Stay charge of £10 per day during the summer and £5 per day during the winter could be justified. Park & Ride car parks were recommended to be charged at a standard all-day cost of £3 per car.

· Pass Snowdonia – this was promoted as a radical concept in terms of inter-modal travel which would be a car park ticket that was valid for parking at the original car park where purchased, but which would also offer unlimited travel on the enhanced bus network.

· Infrastructure Requirements – the following infrastructure requirements were proposed :  

· Car park improvements and development;

· Interchange shelters/information points;

· Bus-stops;

· Real time information;

2.7 Capital expenditure details were also investigated including:

· Threshold markings/structures;

· CCTV systems;

· Automatic barriers; and

· Solar powered ticket machines.

2.8 The costs and projected income of the project were analysed.  It was indicated   that this scheme had the potential to become self-supporting by the end of a five-year period, assuming that capital/establishment costs could be met through grant aid.

2.9 The report concluded by recommending that an integrated traffic management scheme should be implemented in the Northern Snowdonia area comprising the following key elements:

· Use of a Traffic Regulation Order to establish a Rural Clearway or Parking Control Zone;

· The provision of an Enhanced Bus Network using modern, purpose-designed vehicles;

· Marketing of key settlements as Gateways to Northern Snowdonia;

· Immediate development of Betws y Coed and Llanberis as key Park & Ride Gateways, and the proposed development of new facilities at Bethesda to allow it to be promoted as a Park & Ride Gateway;

· The introduction of ‘Positive Parking’ offering clearly signed official parking areas at the inner and outer gateways.  All income from the car parks would be used to help subsidise the bus service;

· The promotion of Pass Snowdonia as a combined long stay car park and bus ticket.

2.10 It was recognised that for the scheme to deliver economic benefits there would need to be sustained investment in new recreational opportunities associated with the public transport network, in addition to a change in attitude and traditional thinking.

2.11 It was stressed that the successful implementation of the integrated traffic management scheme would depend on an effective, co-ordinated and sustained marketing initiative which would include an element of interpretation.  Various ways were suggested on how the traffic management experiments could be marketed.  These included a central leaflet detailing the integrated traffic management scheme, the development of a corporate image, a coach drivers’ guide, and media coverage.

2.12 Finally, in the context of its implementation three options were recommended. It was stated that most of the recommendations were capable of being implemented through existing structures and authorities.  The following primary implementation mechanisms were proposed:

· Steering Group;

· Appointment of a Project Officer to co-ordinate implementation;

· Establishment of an umbrella trust or similar body to oversee implementation.

2.13 It was stated that this should be an experimental scheme and that the consultancy team was not aware of any similar scheme on such a scale elsewhere. The proposal was clearly, therefore, of a pioneering nature although the transportation options were clearly consistent with the ever-emerging Government objective of promoting sustainable transportation and environmental objectives and modal-shift from the private car to more sustainable options.

Economic Impact Analysis of Northern Snowdonia Study

2.14 This report was published by Newidiem in January 2000 for the Snowdonia National Park Authority and its Partners.  It assessed the economic impact of the 1998 recommendations and the economic and job creation opportunities offered by it. The economic analysis assumed that the scheme would be promoted broadly as an integrated and sustainable rural development programme and not as a narrow Park & Ride exercise.  The report recognised that the economic impact of the proposal would ultimately depend upon the quality of the visitor experience at critical internal locations within the core area.  Examples of this were given as the use of high quality, convenient facilities and significant use of new IT facilities including real time bus information systems.

2.15 The visitor estimates used in the report were taken from the Northern Snowdonia Study.  Re-survey evidence suggested that there was an annual number of 1 million to 1.3 million visitor days, 0.6 – 0 7 million of which were overnight visitors staying in the general area.  There were, it was considered in addition to this, 2 million transiting visitors.

2.16 The total estimated capital expenditure required to put in place the core facilities was estimated at £7 million.  This could increase to around £9 million and possibly more if additional gateways were developed with real time bus information systems.  It was stated, however, that there would be considerable leakages of around 60% as construction inputs were sourced outside Gwynedd and Conwy.  It was predicted, therefore, that the capital expenditure benefit that would accrue to Gwynedd and Conwy would be around £2.8 million.

2.17 It was predicted that there would be direct income from existing visitor flows of £3 million.  It was stated that this would correspond to 63 new full time equivalent jobs being created in the local economy.  The estimates in terms of the Park & Ride were considered to have been based on very conservative assumptions about the likely development in visitor numbers.

2.18 The report concluded by stating that the potential income and employment levels that could be generated annually once the scheme was fully operational were significant.  It predicted that the multiplier effects and the expected impact of the scheme on visitor numbers and expenditure patterns indicated that the integrated development scheme had the potential to generate additional overall income of around £8.7 million, and sustain 259 jobs in the local economy.


Snowdonia Green Key Strategy Statement

2.19 A Strategy Statement was prepared in August 2001.  It was based upon, and took forward the recommendations of, the previous two studies and formed the basis of the subsequent consultation in the first months of 2002.

2.20 It restated the earlier estimate that nearly 10% of those who visit Snowdonia will leave having spent little, if anything, in local shops and on local services.  Part of the reason for this, it was stated, was that 92% of visitors arrived by private motorcar, many of them being day-trippers.  It was expressed that the predicted growth in the use of the private motorcar over the next 15 – 20 years would cause increased environmental damage through pollution, noise, visual blight, fly parking and congestion.  It was stated that the situation was neither environmentally nor economically sustainable, and a strategy should be developed to harness the opportunities that the alternative management of tourism can provide.

2.21 The Snowdonia Green Key Initiative’s over-arching goal was stated as being sustainable rural development – that is to ensure that tourism helps sustain thriving local communities and economies without compromising the area’s unique environmental and cultural characteristics.  

2.22 It was proposed that the following would be required in order to achieve this goal:

· To develop high quality tourist facilities and services at a series of inner gateway towns, namely Llanberis, Bethesda, Llanrwst, Betws-y-Coed and Porthmadog and to improve tourist facilities and services within settlements around the Snowdonia massif including but not limited to Capel Curig, Beddgelert, Rhyd Ddu and Waun Fawr;

· An improved and fully integrated bus transport system, which would be coupled with improved public transport interchanges not only at the inner gateway towns, but also at a series of outer gateways, namely Caernarfon, Bangor and possibly Llandudno Junction;

· A strategic cycle route network for the area;

· A progressive re-organisation of the existing provision of car parking in the core mountainous areas of the Park and the gateways.

2.23 The basic proposal was stated as revolving around the establishment of a series of gateways in the villages and towns surrounding the core of Northern Snowdonia, together with the improvement of tourist facilities and services at each of the villages and communities inside the core area.

2.24 Three basic concepts for the management of parking were suggested.  

· During the high season only short term parking, for example up to 2 hours, would be permitted within the core area and long term parking would be provided at the inner and outer gateways with regular and frequent access to the area by bus.  

· During the low season long term parking, albeit limited, would be available in the core area.  However, it was stated that the improved bus service would still be available throughout the year.

· The curtailing of road-side parking within the core area, stating that the reasons for this were partly environmental and road safety, and partly to bring visitors closer to the facilities that would be provided in the gateways and local communities.  It was suggested that the road-side space that would be released could therefore be used to help develop safe cycle and pedestrian routes throughout the area.

2.25 The economic impact of implementing the proposal was also covered in the report.  It stated that an estimated initial capital expenditure of £7 million could potentially create 107 new jobs within the local economy, and that the bus transportation and parking components of the scheme, when fully operational, could generate an annual revenue of nearly £3 million, which in turn could potentially create between 63 – 65 new jobs.  It was therefore concluded that the Snowdonia Green Key Initiative had the potential to significantly boost the local economy.  Various examples were given including, if visitor expenditure was increased by 20% and visitor numbers by 10%, this could add some £25 million annually into the local economy and create around 790 jobs.

2.26 It was concluded that the scheme, if successful, would:

· Enhance visitor experience by satisfying their requirements;

· Increase the input of tourism into the local economy;

· Provide long term employment and economic development opportunities for local people;

· Secure a realistic choice of safe, clean, quality and accessible travel methods in the area;

· Ensure access to essential facilities and services through an improved range and quality of travel opportunities;

· Reduce visitors’ reliance on the private motorcar as a means of travelling to and around Northern Snowdonia.

2.27 The report then went on to cover strategic aims, objectives and targets including possible partners, lead authorities, possible funding options and timescale for implementation of this objective and achieving of the target.  Four strategic aims were identified.  These were as follows:

· To develop a range of high quality tourist facilities, services and attractions within and surrounding the Northern Snowdonia area and accessible by means of an integrated transport system;

· To develop an efficient and fully integrated year-round transport system for Northern Snowdonia enabling seamless travel between different types of transport and reducing the dependency on the private motor car for travel to and around Snowdonia;

· To introduce as and where necessary measures to manage and reduce the impact of seasonal traffic, improve road safety and promote use of the public transport system within the Snowdonia area;

· To develop publicity, marketing and interpretative materials that increase awareness and understanding of the Initiative and associated issues (for example sustainable development, sustainable transport, environmental value of the area etc).  These materials should in turn encourage people to use local facilities, services and attractions, and develop and promote alternatives to car travel for trips into and around Snowdonia.  

2.28 The report also detailed the partnership approach that would be taken and the implementation mechanisms.

2.29 Appendix 3 of the report proposed a scale of parking charges for the inner and outer gateway car parks for the high, mid and low seasons, and for those not wishing to use bus transport.  Costs and maximum stay periods were given throughout the year for the core interchange, for example at Pen-y-Pass and Capel Curig, and for the inner gateways, for example Bethesda and Llanberis.  Proposed charges ranged from £2 per hour with a maximum 2 hour stay at Pen-y-Pass in the high season, to £2 for over 4 hours in the low season at Pen-y-Pass and at the inner gateways.

2.30 Finally, the report made reference to the essential services that would be necessary at the transport interchanges.  Examples cited were visitor centres/waiting rooms, information technology, Café/Restaurant or restrooms, short scenic walks in and around gateway towns and villages, and small children’s playground areas.  It was also suggested that additional services such as cycle hire and horse-riding facilities or camp sites might be developed at some of the Gateway interchanges.

2.31 Significantly, the document clearly stated that the strategic aims, objectives and targets within the report were not final and would if necessary be revised to reflect the views and comments of the communities and interested parties after the consultation period.

3
THE EVALUATION OF THE HISTORIC CONTEXT

3.1 It is clear that the Consultation Draft of the Snowdonia Green Key Strategy Statement was published by its authors for consultation purposes in the honest belief that it was based upon :

· Sound research and statistical analysis.

· A sound economic case.

· A sound environmental case.

· A supporting Government policy remit aimed nationally at environmental, community and economic sustainability, underpinned by a desire to secure an integrated transportation strategy where a key purpose was to reduce the traditional dependency upon the private car.

· By and large, a general expression of community support underpinned by an effective community dialogue undertaken during the 1998 study.

3.2 The remainder of this section of the report is devoted to evaluating how robust or otherwise those basic beliefs or assumptions were. For ease of reference it is divided into four main categories :

· Tourism (including Best Practice elsewhere)

· Economic

· Environmental/Transportation

· Community

The Tourism Assumptions

3.3 The efficacy of the draft Green Key Strategy depends to a very large extent on how accurately or otherwise it has interpreted the tourism market that will underpin the economy of Snowdonia in the foreseeable future. To that end an understanding of the “tourist profile” over the next 10 to 15 years is vital to the Strategy’s success. An understanding of that profile is also essential so as to accurately set in context the observations received during the extensive community participation exercises undertaken in January to March 2002. That is not to suggest that the comments received in early 2002 are not necessarily balanced. Rather it is a recognition of the fact that:-

· A large proportion of those who participated were representative of the specialist outdoor activity market, a market that may or may not be truly representative of the bulk of the tourist market to Snowdonia as a whole.

· Because of the time of year in which the work was undertaken (winter 2002), the number of visitors to the Park was naturally low and did not necessarily represent the more casual, non-specialist, sector who by and large may be attracted to the Park primarily only during the summer months.

3.4 Accordingly, the first part of the evaluation is aimed at understanding the complexities of the market and the “visitor profile” expected over the next 10-15 years.

The Visitor Profile

3.5 In that respect the nature and character of tourism in North Wales continues to change with an increasing emphasis in the growth of short break special interest tourism at the expense of a declining long holiday market. These trends have been evident for the past 15 years. Since 1992 the number of UK domestic tourism trips to North Wales has grown from 3.1 million to 4.1 million in 1999. The peak year was however 1996 with 4.4 million trips to the region. The number of nights stayed has remained stable at about 16.7 million reflecting the growth of the short stay market. Interestingly, UK tourist spending has grown by 28% over this 8 year period compared to 22% for  Wales as a whole. However, the North Wales share of spending from this source has remained stable at approximately 42% of the total for Wales.

3.6 The majority of all UK tourism trips to North Wales are for holiday purposes (83%). The short stay holiday trip represents 48% of all holiday trips to North Wales (45% in Gwynedd). This means that the 4 to 7 night stay remains an important aspect of tourism in the region. Nonetheless, the shift towards shorter stays continues.

3.7 In terms of tourist penetration from overseas there has been a 53% increase in the number of trips to North Wales - from 190,000 in 1992 to 290,000 in 1999. The majority (56%) of those trips were for holiday purposes, and 27% were based on visits to friends and relatives.

3.8 The UK resident, however, remains the main market for North Wales and Snowdonia. This market displays a high level of seasonality with 65% of all tourism trips taking place between May to September inclusive. This is, however, less than the figure for Wales as a whole (72%). This suggests that there is a growing year-round business for tourism in North Wales.  Of particular relevance is the fact that UK visitors to North Wales are more likely to participate in activities than those for Wales as a whole. The most popular activities, according to the UK Tourism Survey of 1999, are hiking/walking (29%), visiting heritage sites (30%), and countryside sports (31%). 

3.9 Between 1999 and 2000 the “Tourism in Gwynedd” review revealed that the broad distribution of staying visitor in the County was as follows :

Llyn Peninsula                                    16%

Coastal Meirionydd                             18%

Caernarfon/Llanberis/Beddgelert        14%

Vale of Ffestiniog                                 12%

3.10 The most popular areas visited were Llanberis/Caernarfon/Beddgelert (64%) and Vale of Ffestiniog (54%). Activities were pursued by almost 70% of visitors, particularly low-level walking (51%) and hill walking (18%). For 23% of all tourists to Gwynedd the National Park was the main attraction confirming its significance as a marketing destination.

3.11 At the National Park level the only comprehensive data comes from the “All Parks Survey” of 1994. A monitoring system (the STEAM model) has been in use for some years, but only for that part of the Study Area that lies in the Conwy County Borough Council area.  It does not, therefore, provide a comprehensive picture for the Study Area as a whole and is therefore of limited value only.  The 1994 figures are therefore still quoted by the National Park Authority and are, accordingly, used in this review. The same figures were understandably used for the “Northern Snowdonia Study” in 1998. The key facts that emerge are as follows and are summarised in Table 1:

· There are some 10.6 million visitor days spent in the National Park, 45% of which (4.77 million) are spent in the inner core area of Snowdon and the Ogwen Valley.

· Of the total number of visitor days 27% (2.9 million) are day trips from home, 22% (2.3 million) are staying outside the Park, and 51% (5.4 million) are visitors staying in the Park.

· The total number of visitors is 4.2 to 6.1 million, of which 2.9 million are day trippers and 0.9 million stay in the Park.

· The average length of stay for a day visitor is 5 hours; for the stay visitor it is 6 days.

· 1.6 million visitors (27%) are engaged in a specific activity and, hence, are likely to make a specific site their destination.

· 0.5 million visitors (8%) are aiming to visit a specific attraction.

· 92% of all visitors (9.8 million visitor days) arrive by private car, at an average occupancy of 3 people per car. This equates to 3.3 million private car trips a year with peak daily flows of 199,000 cars leaving the Park on an August Saturday in 1994.

TABLE 1

Visitor Profile

	Visitor Profile
	%
	Total Visitor Days
	Total Visitors
	Spend/Day £

	Visitor Days (p.a.)
	
	10.6m
	
	

	Day Trips (from home)
	27%
	2.9m
	2.9m
	£6.80

	Staying outside Park
	22%
	2.3m
	0.4-2.3m
	£9.00

	Staying in Park
	51%
	5.4m
	0.9m
	£12.80

	
	
	
	4.2m-6.1m
	

	Length of Stay
	
	
	Total
	

	Day visitors
	
	
	5 hrs
	

	Staying visitors
	
	
	6 days
	

	Reasons for Visiting 
	%
	Total Visitor Days
	
	

	Scenery/unspoilt character
	81%
	8.6m
	3.4m-4.9m
	

	Active sport
	27%
	2.9m
	1.1m-1.6m
	

	Only/Most Impt. Reason for Visiting 
	%
	Total Visitor Days
	
	

	Participation in outdoor activity
	14%
	1.5m
	0.6m-0.9m
	

	Specific place/attraction/event
	8%
	0.8m
	0.3m-0.5m
	

	Other
	78%
	8.3m
	3.3m-4.8m
	

	Areas Visited
	%
	Total Visitor Days
	
	

	Day Visitors
	
	
	
	

	Betws area
	40%
	2.1m
	
	

	Snowdon/Ogwen area
	41%
	2.1m
	
	

	Yr Wyddfa (Summit)
	22%
	1.1m
	
	

	Staying Visitors
	
	
	
	

	Betws area
	47%
	2.5m
	
	

	Snowdon/Ogwen area
	60%
	3.2m
	
	

	Yr Wyddfa (Summit)
	44%
	2.4m
	
	

	Participation in Activities
	%
	Total Visitor Days
	
	

	Sightseeing
	74%
	7.8m
	
	

	Short Walks (0-4hrs)
	83%
	8.8m
	
	

	Long Walks (>4hrs)
	26%
	2.8m
	
	

	Visitor Accommodation

	%
	Bed Capacity
	Total
	

	Total bed capacity
	
	
	32,796
	

	Serviced
	20%
	6,514
	
	

	Self catering
	13%
	4,326
	
	

	Static caravans
	67%
	21,956
	
	

	Use of serviced accom.
	24%
	
	
	

	Use of self catering 
	71%
	
	
	

	Educational bed nights at SNP study centre
 
	
	
	8,744
	

	Mode of access to Park
	%
	Total Visitor Days
	Total Vehicles
	

	Private motor car
	92%
	9.8m
	
	

	Public transport
	<8%
	<0.8m
	
	

	Daily traffic flows leaving Park

	
	
	199,000
	

	No. private vehicles 

	
	
	3.3m
	


Sources: (i) Sharing for a Better Future – Snowdonia Today, SNPA; (ii) 1994 All Parks Visitor Survey

3.12 This information highlights the fact that up to 33% of all visitors (2.1m) are intent on going to a particular site to pursue a specific activity. This will often involve the use of equipment that is transported using a car or car with trailer and such visitors require flexibility to move to different locations and to cater for weather fluctuations. Such visitors are unlikely, therefore, to be parted from their car and will have an imperative to get to the site of their activity as conveniently as possible in order to spend their time undertaking the activity (see Table 2).

TABLE 2

Visitors by Private Vehicle

	
	%
	Total Visitor Days
	Total Visitors
	Total Vehicles Days


	Total visitor days
	
	10.6m
	4.2-6.1m
	

	Non-car based
	<8%
	<0.8m
	<0.3m-0.5m
	

	Car based
	92%
	9.8m
	3.9m-5.6m
	3.3m

	Total visitor days by car
	
	9.8m
	3.9m-5.6m
	3.3m

	Only/Most impt reason
	
	
	
	

	outdoor activity
	14%
	1.4m
	0.5m-0.8m
	0.5m

	specific place/attraction
	8%
	0.8m
	0.3m-0.4m
	0.3m

	other …
	78%
	7.6m
	3.0m-4.4m
	2.5m

	All reasons
	
	
	
	

	scenery
	81%
	7.9m
	2.6m
	2.6m

	active sport
	27%
	2.6m
	0.9m
	0.9m

	
	
	
	
	


3.13 This leaves 67% of all visitors who are less site-specific and more likely to undertake a ‘tour’ through the Park. This market is more susceptible to being influenced by information, signage, management etc. to use special car parks and a park and ride scheme. However, within this maximum 4m visitors there will be a significant proportion (estimated on the basis of previous research at 30% or 1.2m) of families with young children for whom the car is an essential part of managing their experience.  Whilst there is no certainty that all such families will reject a public transport option on each visit, past experience indicates that they are likely to do so on most occasions unless they have arrived in the first place in Snowdonia by public transport.

3.14 Consequently, other than local residents without access to a private car (20% of the local population), it would appear that between 2.5m and 2.8m visitors represent the visitor market most likely to be susceptible to some form of park and ride proposition. In reality, however, the key market to which public transport will be a real option will be those visitors staying in the Park for whom the opportunity to leave their car at their accommodation base may be appealing. This market represents just 52% of this 2.8m (i.e. 1.46 million) and it is therefore concluded that any analysis of the true potential of a Park and Ride option should be based upon that volume of visitation.  At 3 occupants per car, it represents some 0.5 million car trips per annum. Such staying visitors are clustered in the key settlements of Llanberis, Betws-y-Coed, Beddgelert and the Vale of Ffestiniog (42% in total). This suggests that the most likely focus of any park and ride or shuttle provision should be on these key settlements.  This discounts the potential impact of the extension of the Welsh Highland Railway through to Caernarfon.  This is likely to increase the proportion of visitors to Northern Snowdonia who do not experience the location from their own cars although the level of likely displacement cannot at this stage be gauged.  Until the facility is operational, therefore, it is not possible to predict what impact, if any, it will have on the pattern of general visitation.

3.15 Although the realistic target market is likely to be concentrated in and around the key settlements, the nature of the tourism product and the visitor experience in Snowdonia is essentially that of dispersed rural businesses that are generally small-scale, For these businesses customers need access to private modes of transport to reach the facilities. There is no realistic alternative. Most of these small businesses are only marginally viable and many, as a result of the impact of the foot and mouth crisis of 2001, are barely surviving. 

Table 3
 Visitor Attractions

	Attraction
	Location
	Category

	1. Forest Enterprise land: Beddgelert Forest
	Beddgelert
	sport and recreation

	2. Grave of Gelert
	Beddgelert
	historic

	3. Llywelyn Cottage (NT)
	Beddgelert
	historic

	4. Sygun Copper Mine
	Beddgelert
	work-based

	5. Lôn Ogwen Cycle Path 

Port Penrhyn (Bangor) - Felin Fawr (Bethesda)
	Bethesda
	sport and recreation

	6. Betws-y-Coed Golf Club
	Betws-y-Coed
	sport and recreation

	7. Betws-y-Coed Motor Museum
	Betws-y-Coed
	museum

	8. Conwy Falls
	Betws-y-Coed
	nature

	9. Conwy Valley Railway Museum
	Betws-y-Coed
	museum

	10. Fairy Glen
	Betws-y-Coed
	nature

	11. St Mary's Church
	Betws-y-Coed
	historic

	12. Swallow Falls
	Betws-y-Coed
	nature

	13. Llechwedd Slate Caverns
	Blaenau Ffestiniog

	work-based

	14. The Edison Experience
	Blaenau Ffestiniog
	work-based

	15. Ffestiniog Power Station 
	Blaenau Ffestiniog
	work-based

	16. Plas-y-Brenin 
	Capel Curig
	sport and recreation

	17. Forest Enterprise land: Coed-y-Brenin Forest Park
 
	nr. Dolgellau
	sport and recreation

	18. Cwm Derwen Nature Centre
	Llanberis
	nature

	19. Dolbadarn Castle (CADW)
	Llanberis
	historic

	20. Dolbadarn Trekking Centre
	Llanberis
	sport and recreation

	21. Electric Mountain
	Llanberis
	work-based

	22. Llanberis Lake Railway
	Llanberis
	railway

	23. Padarn Country Park
	Llanberis
	country park

	24. Snowdon Mountain Railway
	Llanberis
	railway

	25. Welsh Slate Museum
	Llanberis
	museum

	26. Dyffryn Conwy Leisure Centre
	Llanrwst
	leisure 

	27. Gwydir Castle
	Llanrwst
	historic

	28. Gwydir Mountain Biking
	Llanrwst
	sport and recreation

	29. Gwydir Uchaf Chapel (CADW)
	Llanrwst
	historic

	30. Llanrwst Swimming Pool
	Llanrwst
	leisure

	31. Ffestiniog Railway
	Porthmadog
	railway

	32. Glaslyn Leisure Centre
	Porthmadog
	leisure

	33. Madog Motorcycle & Car Museum
	Porthmadog
	museum

	34. Rob Piercy Gallery
	Porthmadog
	gallery

	35. Welsh Highland Railway
	Porthmadog
	railway

	36. Ropeworks at Greenacres
	Porthmadog
	sport and recreation

	37. Brynkir Woollen Mill
	nr. Porthmadog
	work-based

	38. Trefriw Woollen Mills
	Trefriw
	work-based

	39. Trefriw Wells Spa
	Trefriw
	nature

	40. Trawsfynydd Power Station Visitor Centre
	Trawsfynydd
	visitor centre

	41. Traws Pleasure Cruises
	Trawsfynydd Lake
	sport and recreation

	42. Antur Waunfawr
	Waunfawr
	art and craft

	43. Snowdonia Riding Stables
	Waunfawr
	sport and recreation


3.16 These businesses are critical to the overall economy of the National Park and need every assistance to survive. Access by car is their primary link to their customer base. This is particularly true for the free independent traveller. This, like the activity based tourism sector, is a market that is in growth and should be encouraged.  Accordingly, even the scale of the potential market identified in paragraph 3.14 (1.46 million visitors) must be viewed with caution and not inconsiderable scepticism.  

3.17 There are, for example, some 40 visitor attractions in the study area including ten that are providing opportunities for active recreation. The majority are site specific (see Table 3) requiring visitors to use private cars to access them. A recent All-Wales initiative to encourage alternative transport to visitor attractions, including some in Snowdonia, resulted in a very limited take up by the public. Less than 2.6% of visitors used public transport.  There must be serious doubt, therefore, that any different result would arise on future occasions.

3.18 The accommodation base is similarly dispersed, with some 55% of bedspaces being located in rural locations. Indeed, the character of the accommodation base is one that is based upon farms, cottages and small B & Bs. These operations rely heavily upon car-based visitors as the primary source of their business. 

3.19 Recent research by the Wales Tourist Board on UK and overseas visitors’ attitudes and experiences of Wales as a tourism destination (undertaken in 2000 and 2001) highlighted inadequacies in the following aspects:

· Public transport services and related information

· The range, location and poor value for money of public car parks

· Environmental cleanliness

· Poor provision of public toilets

· Sense of place and ‘Welshness’

· Places to eat out

3.20 However, the natural environment and the activities that can take place in the countryside, together with rural accommodation provision, scored well in terms of quality, availability and value for money. 

3.21 These findings, therefore, reaffirm the importance of improving the basic infrastructure for tourism in Wales and ensuring the availability of quality products, especially in smaller towns and villages. The survey also highlighted the heavy dependency of visitors to Wales on private motor vehicles – amounting to 87%of all those surveyed.

3.22 An outcome of the foot and mouth crisis has been to raise the level of understanding and appreciation of the importance of tourism to the rural economy. Importantly, this new awareness recognises the role of tourism in an integrated rural economy, especially in terms of helping to sustain rural communities.  Allied to this has been the renewed focus of visitor interest in rural towns and villages as the base for visitor activity. In this context, it is to be expected that the key settlements in Snowdonia will play an increasingly central role in the overall visitor experience in the National Park. It is an important part of that Strategy, therefore, to ensure the vibrancy and viability of the key settlements. This is best achieved by encouraging visitors to stay longer and use the facilities and services. Concentrating visitor facilities on and within these settlements would significantly enhance the economic success of these communities. 

3.23 The structure of tourism in Wales is currently undergoing significant change with the impending establishment of a new North Wales Regional Tourism Partnership. The Partnership will be expected to deliver the national tourism strategy at the regional level and ensure the quality of the product in the region. The partnership will engage local tourism organisations/associations as well as sectoral bodies. Consequently, the various tourism representative bodies in Snowdonia, especially those representing the towns and villages, will have an important role in shaping strategy. The communities represented in this initiative should be encouraged to fully engage in this process to ensure strategic compliance.  If they maintain their current dissatisfaction with the National Park Authority and its strategy objectives the level of their effective engagement is likely to be limited.

3.24 In essence, therefore, the following conclusions can be reached in respect of the tourist profile of Snowdonia:

· Future emphasis is likely to be on short-breaks and specialist interest activities. Each generates a more focussed intent which is likely to be less tolerant to perceived or actual transportation inefficiencies.

· Activity breaks are likely to be more prominent in Snowdonia than elsewhere in Wales.

· Approximately 50% of all visitors are likely to be day visitors whose average length of stay will be no more than 5 hours.

· Up to 33% of all visitors are intent on visiting a particular site to pursue a particular activity.  

· Accordingly, 67% of all visitors are less site-specific in their intent.  They, potentially, represent those visitors that are likely to be the most receptive to park and ride or public transport options.  However, 30% of these will have young children for most of whom the car is an essential carrier.  Others will be day trippers with potentially insufficient time to transfer to a park and ride option.  The more realistic potential market is therefore the 1.46 million who are staying in the Park and who could well be attracted to a park and ride or shuttle option in return for the convenience and novelty of leaving their car parked safely for the duration of their stay.

· However, a very large proportion of both the attractions and accommodation units are dispersed and rural.  They rely on the convenience of the private car to secure access to their services.

· Accordingly it is concluded that the proportion of the visitor population that is likely to be receptive to a park and ride or public transportation option is considerably less than was anticipated by the 1998 study.

3.25 What can be concluded from a comparison of the analysis of the 1998 study and the current exercise is that whilst the earlier analysis of the market was accurate at the general level, it was weak in its assessment of the implications of the trends and demands of different market segments within the overall market place. As a result generalisations were made about a perceived homogenous market as opposed to reasonable assumptions about a heterogenic market place.

Best Practice Experiences from Elsewhere

3.26 The two case studies referred to in the 1998 study are only marginally relevant. The Moorbus scheme in Yorkshire is an initiative designed to transport visitors from the urban centres out to and back from the Yorkshire Moors National Park. It was as much about providing opportunities for those without access to a car as it was about attempting to reduce traffic. The Bayerischerwald Park in Germany is a state-owned property with tight controls on access within a defined and managed environment. As such it represents a different operational environment.

3.27 On a more global scale those national parks and protected areas that have introduced some form of park and ride scheme tend to be areas that have a specific boundary and limited, controlled access points enabling visitor traffic to be restricted. This is the case at Grand Canyon, Yosemite and Harpers Ferry in the USA, together with the Blue Mountains in Australia and at the Hogue Veluwe National Park in the Netherlands.  In these instances the operation is more akin to a visitor attraction style requirement for a people mover, rather than a distribution issue. 

3.28 Within the national parks in England and Wales there are no examples that can be identified of park-wide park and ride schemes. Small-scale local projects have been used at particular pressure points over time i.e. the Goyt Valley in the Peak District in the early 1970s and again a proposed integrated approach in the Peak District at the Derwent Reservoir. The overall experience of three UK parks (Peak, Lakes and Exmoor) are summarised below.

Peak District

· The Peak District operates 50 car parks within the Park of which 18 are pay and display car parks. From 1 April charges are:

	1 hour
	£0.70

	up to 4 hours
	£1.50

	all day
	£2.70


· The Park’s ‘Best Value Performance Plan: 2001-2002’ indicates a target annual income generated from car park charges at around £150,000.

· The Park Authority would like to have a charging policy for all car parks, though there are many small car parks within the Peak where it is uneconomical to operate a pay and display system. There have been honesty boxes in the past, though these got damaged and as a result no longer exist.

· The car parks within the towns and villages are run/owned by the District Council. Charges are similar, a little higher.

· Roadside parking does occur, though does not cause any problems such as blocking of roads, etc.

· There are no park and ride services. The Park Authority’s opinion is that urban type park and ride initiatives are not proven economically and environmentally beneficial in a national park where visits are highly seasonal and heavily concentrated at weekends. The Authority would not permit a car park of a size normally regarded as necessary to sustain a frequent park and ride facility (over 500 spaces) as it would generate considerable traffic flows and the site might not easily be assimilated into the landscape. However, a frequent bus service linking a number of smaller car parks has proved desirable (e.g. the successful park and ride scheme operated for the Bakewell Show – operating two days a year, using three smaller car parks, each of which is served by the same buses). 

· The Council is leading on a proposed scheme to tackle congestion and environmental damage caused by traffic using Derwent Lane, alongside Derwent Reservoir and the Fairholmes Visitor Centre (up to the Ladybower Reservoir/Visitor Centre
). The scheme proposes a charging point or toll booth located at the end of the lane and charges (c. £3) would be levied on Saturdays, Sundays and Bank Holidays. Local people and their visitors, workers, emergency vehicles and service buses would be exempted from charges.  Its introduction was delayed by the foot and mouth epidemic but, the scheme is now expected to be operational from March 2003. The idea is to use revenues from the charges to improve public transport facilities. The scheme also includes a possible park and ride as another alternative to the use of Derwent Lane. However, a suitable car park still needs to be found.

Lake District

· In the Lake District National Park our research has revealed no park and ride schemes, even on an experimental basis.

· There is, however, a trend towards charging for car parking. At present there are still a number of places where parking is free though these are decreasing.

· The three main bodies running car parks within the Park are the National Park Authority, the National Trust (mostly rural), and the District Council (urban areas).

· Charges are on average £2 for up to 4 hours and £4 for all day parking (pay and display). National Trust car parks are free to its members. The District Council provides annual car park season tickets.

· Increasing numbers of local farmers are providing car parking at a charge.

· There is no charging for lay-bye or on-road parking. Also the small car parks are often free of charge. Honesty boxes are out of favour.

· The pay and display system does, however, entail the issue of theft.

· It is important that when charging for car parking is introduced that the visitor sees an improvement to the infrastructure, car park, etc.

Exmoor

· Both National Park and National Trust car parks are free of charge with an honesty box or voluntary collection of around £0.50 at some. Also a number of car parks have been subcontracted to local landowners who charge between £0.50 and £1.00.

· Again, the District Council runs the charging car parks in the towns and villages.

· The Park Authority is promoting the use of public transport into/within the Park. However, to date park and ride schemes using local bus services have been unpopular and it has been found difficult to encourage people to leave their cars.

3.29 There are no obvious precedents therefore for the introduction of a major park and ride initiative in Snowdonia.  There are precedents, however, for providing shorter park and ride-type or shuttle services to specific attractions that generate congestion on the highway network.  

The Economic Assumptions

3.30 Neither of the earlier studies addressed micro or community level impacts and no relevant primary data has been collected. Thus the economic evaluation work is macroeconomic in nature rather than community or sector specific.  As such no assurance can be given that the global quantum of benefit identified will necessarily all accrue to residents of the National Park. 

3.31 The issue of who gains, however, clearly matters if there is a separation of risk bearing from return and the point is particularly relevant in a rural area. Given the economic sparsity of Snowdonia many goods and services consumed locally (consumer items and trade supplies) will be imported from businesses located elsewhere. This in turn means that much of the indirectly generated economic benefits associated with business activity further down the supply chain may accrue outside the study area, in more densely populated parts of North Wales and the adjacent North West.

The Northern Snowdonia Study

3.32 The economic appraisal was not the subject of detailed work. Moreover, given the absence of previous exercises upon which to draw, the authors of the research made a number of assumptions which cannot be verified. 

3.33 The study argued convincingly that demand for parking in the core area would be price inelastic so that car park charges could be set at premium rates. It suggested a tariff of £10 per day. Parking fees and the operation of the park and ride service represented the direct sources of revenue from the scheme which were predicted to cost around £1 million per annum to operate. However, it is unclear as to whether the enhanced bus service would have been self financing or required subsidy. This clearly matters from an impact evaluation perspective. 

3.34 In operating the scheme it was reckoned that approximately 20 new full-time equivalent jobs would be created (drivers, car park attendants, maintenance workers). Assuming a rural employment multiplier of 1.26, a further 5 FTE jobs may have been created as secondary effects work through.  Potential for further employment is then largely a matter of speculation. The study discussed three possible sources:

· A reduction in the 13% of visitors (429,000) who currently spend nothing in the study area.

· An increase in average per diem visitor expenditure.

· Increased numbers of public transport based visitors due to enhanced competitive advantage.

3.35 Various scenarios were given, the validity of which cannot be established.  However, the report assumed that between £15,000 and £25,000 of visitor expenditure was required to generate 1 full time job. This is in our opinion too high since, technically, it is the income produced by this expenditure that sustains employment, not the expenditure itself. In that respect spending of £25,000 might generate on average approximately £8,000 – £10,000 of income.  Bearing in mind that income created is a return on capital and risk taking, as well as to labour, and that average earnings in North West Wales are of the order of £15,000 p.a., the assumption that 1 FTE job would be created is not convincing. Accordingly, the job creation potential may well have been overstated in the report.

The Economic Impact Analysis (2000)

3.36 The task of providing a more informed impact assessment was taken up by the work commissioned from Newidiem.  Again, the focus of the assessment was macro-economic, the authors using a local derivative of a regional Input- Output table for Wales to estimate the income and employment change within the combined counties of Gwynedd and Conwy. 

3.37 Unfortunately, however, the all-Wales Input-Output Model does not lend itself easily to applications involving smaller geographical areas within Wales. The basic problem, which was acknowledged in Annex 2 of the Newidiem report, is that assumptions are imposed about consumption patterns and import dependency which may be totally inappropriate for the sub-region under investigation. 

3.38 Defining the study area to be the combined counties of Gwynedd and Conwy was an attempt to get around this although, for reasons already given, there can be no assurance that all or even the majority of the employment and income would actually accrue within the Snowdonia area itself. In this respect, the model was applied but with a health warning that it gave upper estimates of the true impacts and highlighted the maximum gains that are possible (page 62).

3.39 The Newidiem research provided greater detail on potential sources of impact than did its predecessor report – in particular: 

· Park and Ride revenues 

· Reduced numbers of non-spending visitors

· Increasing visitor numbers to the National Park

· Increased average visitor spending

3.40 Notwithstanding an upward bias from the input-output methodology, Newidiem found potential for considerable impact from the Green Key initiative – with income generated of the order of £8.7 million and employment of some 259 FTEs. If correct this suggests an income of £33,600 per job – a remarkable achievement when it is considered that average earnings in Gwynedd are less than half of that figure. 

3.41 Unfortunately there are in our opinion, therefore, serious errors in the research which are addressed in the following reappraisal.

Reappraisal

3.42 It is considered that the author(s) of the report may have misunderstood the conventions of local income generation as characterised by input-output analysis. Details of the input-output model were clearly set out in Annex 2 of the report. These explained how an injection of expenditure into the study area would work its way through the local economy, generating income flows as it did so. Three mechanisms of income creation were identified: 

· Direct income - value added (mostly wages and profit) - which accrued within the local area to recipients of the initial expenditure.

· Indirect income – value added - accruing elsewhere in the local economy from the purchase of goods and services further down the supply chain. 

· Induced income – value added - generated as recipients of income spent a part of it on local goods and services, creating further rounds of spending and income. This is the component that essentially accounts for the “multiplier effect”.

3.43 The input-output tables showed that, because of expenditure leakages from the study area, the total income generated was only a fraction of initial expenditure injections. Most of the impact estimates tabled in the main report also showed this. It appears, however, that the author(s) of the text element of the report may have failed to appreciate this and, as a result, included both the expenditure and the subsequent value-added generated from that expenditure to denote the total change in income. It is our opinion that this is entirely erroneous and contrary to the explanation given in Annex 2 or, for that matter, the tables in the main text of the report. 

3.44 The effect of this was to include the income element twice, and to treat expenditure leakages out of the region as income created within the region.

3.45 As a consequence, the positive impact of the Green Key Initiative as described in the Northern Snowdonia Study was very substantially overstated in income terms. The impact has therefore been re-estimated and the out-turn is as indicated below.


Construction/Capital Expenditure Impact (Newidiem report, page 29)
3.46 The capital cost of the proposed transport strategy was calculated at £7.02 million of which 40% was to be sourced from within Gwynedd and Conwy. Thus capital expenditure which takes place within Gwynedd and Conwy is of the order of  £2.808 million. 

3.47 From Annex 2 and Table 4.2 on page 29 of the report, an injection of expenditure of £2.808 million produces a total change in income of £0.899 million.  However it seems that the original text of the report did not recognise that this was the end of the story. Instead it proceeded with the claim that :

“The multiplier process would generate a £0.899 increase in income which when added to the initial capital expenditure gives a total increase in income ……. of £3.707 million.”










(Page 29 Main report)

3.48 For reasons already discussed it is considered that this statement was made in error. In addition a query must be raised against the validity of the statement that :

“If the capital expenditure takes place over a 3 year period this would generate a £3.7 million increase in income and 107 new jobs.”

(Exec. Summary, paragraph 15 - Page 2)

3.49 In fact the actual income generated comes to less than £1 million, and the capital expenditure and jobs generated will be temporary. Furthermore, if the initial capital outlay of £2.808 million is evenly distributed over a 3 year period as suggested, then the annual injection of capital spend is around £936,000. Likewise the annual income generated will be of the order of £300,000, whereas the employment generation will be 36 FTE jobs.


Income Generated from Park and Ride Revenue (Pages 36-38, Main Report)

3.50 Table 4.7 of the report indicated that £1.97 million in revenue would be raised from the Park and Ride scheme producing a total increase in local income of £0.63 million. This prediction is accepted. However, the report then continued with the following remark:

“Therefore we can see that if the park and ride scheme led to the generation of £1.97 million of addition income, through the multiplier process there would be an additional increase of £0.63 million which would take the total increase in income to £2.60 million.”

3.51 In that calculation the initial revenue of £1.97 million has incorrectly been added to the £0.63 million income it creates even though it is plainly clear from Table 4.7 that, because of expenditure leakages and so on, the total income generating capacity of the £1.97 million revenue is a mere £630,000.


Impact of Additional Visitor Expenditure

3.52 This section of the report (page 42) illustrated the effect of additional visitor spending arising from :

· Increase in current visitor spend.

· Increase in visitor numbers.

· Reduction in non spending.

3.53 The report found that a 5% increase in current visitor spend, 2% increase in total visitor numbers, and 10% of non spending visitors spending £2, would lead to a total increase in income of £6.088 million.  In fact, as Table 4.11 shows, the effect of these assumptions is that, whilst expenditure is increased by £4.51 million, income is increased by only £1.578 million,  not the £6.088 million quoted in the report. Again it seems therefore that an inflated figure (of £6.088m) was obtained by incorrectly adding together £1.578m (the income increase) and £4.51m (the initial expenditure increase)


Total Impact of the Green Key Proposals

3.54 The total predicted impact of the integrated transport proposals were summarised in Table 4.12 of the Newidiem report. Since this table informed much of the headline reports concerning the impact of the scheme which we believe to be in error, it is reproduced below. 

Table 4.12: Total Impact of the Proposed Park and Ride Scheme








Income 
Employment

______________________________________________________​​​

Capital Expenditure



£3.707 million       107

Revenue Expenditure



£2.602 million         63

Additional Visitor Expenditure                  

£6.088 million       259

_______________________________________________________

Note 1:
The item ‘additional visitor expenditure’ assumes a 5% increase in visitor spend, a 2% increase in total visitor numbers and 10% of non-spending visitors now spending £2. Total additional spend = £4.51 million.

Note 2:
The employment estimate of 259 should read 196.

3.55 This table seemingly formed the basis for the impact statement which appeared in the Executive Summary which stated that :

“………..the integrated development scheme has the potential to generate additional overall income of around £8.7million and sustain 259 jobs in the local economy per annum.

paragraph 18 (Page 3).”

3.56 As already demonstrated, however, the income projection is considered to be incorrect. The table should therefore have read as follows :  

Table 4.12  Corrected Version

Income 
Employment

______________________________________________________

Capital Expenditure
      (£2.808 m)

£0.899 million        107

Revenue Expenditure             (£1.97m)

£0.63   million          63

Additional Visitor Expenditure (£4.51m)  

£1.578  million       196

_______________________________________________________

3.57 Accordingly, the relevant paragraph in the Executive Summary should be corrected to read as follows.

“………..the integrated development scheme has the potential to generate additional overall income of around £2.2 million and sustain 259 jobs in the local economy per annum.”

3.58 In essence, therefore, the conclusions can be reached that the economic benefit of the Green Key Initiative as currently promoted is likely to be far more modest than was originally predicted.  In summary:

· Of the £2.2 million income and 259 FTE jobs likely to be created, only some £600,000 of income can be directly attributed to the recommended Park and Ride project. 

· That translates into an employment impact for the park and ride element of some 63 FTE jobs, a figure considered even at that relatively low scale to be one that overstates the position. 

· The bulk of beneficial impacts are created by more indirect means such as increased visitor spending and growth in visitor numbers. These impacts are, however, based on assumptions that cannot be verified.

· The local multiplier will result in a broad distribution of the economic impact across Gwynedd and Conwy. However, because of a probable concentration of supply industries outside the National Park, it is likely that a substantial element of the income and employment gains predicted will not reach the target communities of Northern Snowdonia.

3.59 Accordingly, from a regeneration perspective the direct contribution to the local economy of “park and ride” alone, even on optimistic assumptions, will be far more limited than was predicted in the January 2000 Economic Impact Analysis. Of far greater importance are the potential indirect benefits to be derived from increased visitor numbers, increased average visitor spending, and a reduction in non-spending visitors. 

3.60 These indirect benefits need not necessarily rely exclusively upon the introduction of a fully integrated transport policy of the kind proposed in the Green Key Initiative. Rather, a sustainable tourism and recreation strategy for the region which accommodates the needs, and maintains and enhances the interests, of different user groups whilst at the same time promoting a willingness on their behalf to pay for facilities which enhance their experience, could prove equally if not more effective.

3.61 Such a strategy need not preclude an improved public transport or shuttle service on more heavily used routes (such as the Ogwen Valley, Pen Y Gwryd or Nant Peris). However, it could be prejudiced if the historic custom of parking in favoured locations that provide immediate access to popular walks and climbs is denied, because there would appear to be a real danger that such action would divert such visitors to alternative more accessible locations in other national parks such as the Lake District where such initiatives are not in place.

The General Assumptions and Conclusions

Public Consultation

3.62 A comprehensive public consultation exercise has been undertaken during the early months of 2002.  That has entailed public meetings at Llanrwst, Betws-y-Coed, Llanberis, Capel Curig, Bethesda, Beddgelert and Porthmadog and follow up sessions in each locality with focus groups appointed from within each community.  Additionally, consultation has taken place with all the relevant special user groups that operate within Snowdonia, including the British Mountaineering Council, and with other interested parties such as Freedom to Choose and Snowdonia Active.  

3.63 The reaction to the consultation document has focussed virtually unanimously on the recommendations in respect of park and ride, rural clearway, and proposed parking restrictions with the effect that the broader objectives of the Initiative have to a large extent been relegated as matters of secondary interest.  

3.64 Regrettably, the reactions have to a certain extent been fuelled by, on occasion, misleading but well co-ordinated representations, press releases and petitions.  Nevertheless, the comments made have been sufficiently consistent and robust to demonstrate a firm community resistance to the Initiative as described in the published Strategy Statement of August 2001.  On the premise that no Initiative can hope to secure funding support against a wave of community objection, and community participation is now a key component of the democratic system, a very substantial note must therefore be taken of the views expressed during the consultation exercise.  

3.65 In essence, those views can be summarised as follows:-

· There is general support for an enhancement of existing public transport services (particularly the SHERPA)  which are generally agreed to be inadequate for the area that they serve.  

· There is also general support expressed for the concept of integrating public transport services and of extending the range of walking and cycling opportunities within the Northern Snowdonia area.  

· There is absolute objection to historic parking practices within the inner area of the National Park being removed by the introduction of the rural clearway concept and then not being replaced in some appropriate form or other.  

· There is also absolute rejection of the concept of a form of park and ride service being imposed, as compared to being offered as an option, to those with the inclination to use it.  

· There is a general view that Northern Snowdonia does not suffer from highway congestion; indeed, the consensus view is, and surveys show, that traffic volumes have reduced since the dualling of the A55.  

· There is a general consensus that parking is not a major problem within the inner area, other than during peak weekend periods which appear to amount to no more than 12 to 15 in number per annum.  

· There is a general view that the parking provision within the inner core area could be enhanced and satisfied by forming an appropriate number of small, discrete parking areas that are well landscaped and appropriately managed.

· There is a general view that parking charges should not be levied in the inner area of the Park – although it should be recognised that, because the consultations were undertaken during the winter months, a true picture of visitor reaction to this issue may not have been received.

· There is general agreement that there is need for more parking within the settlements of Betws-y-Coed, Capel Curig, and Beddgelert.  In Llanrwst there is concern that the existing parking facilities, whilst being adequate in quantum terms, are poorly related to the town centre and its shopping and related facilities.  

· In Llanberis it is generally recognised that parking capacity is adequate, but that the town centre suffers from its poor relationship to the car parks where there is a need for the links to be improved.  

3.66 The strategy as produced in 2001, therefore, has been virtually universally opposed, but essentially only on the basis of the park and ride and rural clearway recommendations contained therein.  Indeed, there has been a general indication that the removal of those two components would result in a more supportive reaction because there is a clear expression of general support for the overall environmental and economic objectives that the GKI is attempting to secure.

3.67 What emerges, therefore, from the consultation process is the fact that the 1998 Study was wholly ineffective in the way that it assessed public reaction to the then emerging strategy.  Indeed, it is clear that even at that stage the proportion of respondents who supported the concept appears to have been minimal when it is considered that the Study itself stated that a “small minority” were recorded as being “rejectors” of the concept; about a half were recorded as being “unconvinced”; and the remainder were “open minded”. 

3.68 It can be concluded, therefore, that the tourism and economic gain assumptions upon which the draft Initiative was based are flawed, and that the public reaction appears to have at best been misinterpreted.  On a more general basis other elements of the 1998 and 2000 documents also give rise for concern.  

· Paragraph 2.8 confirmed that outdoor sport is considerably more important as an activity in Snowdonia than any other national park, with 17% of respondents stating it as the single main purpose for their visit. 

· Paragraph 2.39 confirmed that “Snowdonia benefits from a high level of visitor loyalty in that an average of 94% of day trip visitors had been to the Park before and over 70% of holiday makers had previously visited the Park. This pattern is of particular interest as it should aid implementation of the proposed integrated traffic management scheme.”

· Paragraph 2.31 stated that “Current forecasts predict that rural traffic could grow by three or four times in the next 30 years. Such a scenario would lead to widespread congestion within and beyond the inner study area.” Yet, Figure 3.5 of the Study document illustrated average daily traffic flows for the period 1993-97 for the A5 at Betws-y-Coed and the A4086 at Capel Curig and clearly demonstrated that, in contrast to a national growth of 2-3% per annum, the levels at the two locations had declined by 4% at Betws-y-Coed and 10% at Capel Curig. The analysis concluded by postulating that “visits to the park in “high summer” may be in decline and those in Spring and Autumn may be increasing, although August traffic is still one-third higher than May/June.”  Not surprisingly, therefore, paragraph 3.10 confirmed that “the data that was collected for the study does not indicate a general problem of congestion caused by the current volume of traffic”. It went on to state (para 3.14) that “forecasts indicate that growth will be considerably less than national rates” and that “the importance of through traffic is a diminishing element of total inner area traffic flows”.

· The assessment of traffic predictions concluded in paragraph 3.16 that “the propensity to visit the study area will remain largely determined by access to a car and ability to fund such a visit. Data for the period 1993-7 indicates that traffic flows in the inner study area have not mirrored the national picture of a 5% increase in traffic, remaining relatively static”. The study therefore concluded that it was unrealistic to expect overall traffic flows in the inner study area to increase dramatically in future years, a predicted growth being of the order of 6% over 5 years, 15% over 10 years, and 25% over 20 years. That is a substantially different, and less dramatic, scenario than that painted in paragraph 2.31, especially as Gwynedd County Council records indicate that flows along the A5 have continued to decline since 1997. It is even possible that traffic flows in the area at present are actually lower than they were 10 years ago.

· The study analysed the Snowdon SHERPA service in some detail and concluded in paragraph 3.27 that “signs of a spiral of decline are noticeable”.

· Paragraph 3.42 noted that “the most noticeable impact associated with the use of the inner study area by visitors reliant on the private motor car is the issue of linear, roadside car parking”. The Ogwen Valley, Pen-y-Gwryd and the Llanberis Pass were singled out for particular concern.

· In the context of assessing the community perspective paragraph 4.2 confirmed that meetings were held at Beddgelert, Capel Curig, Betws-y-Coed, Bethesda, Llanberis and Waunfawr because “members of these communities are directly affected by current traffic related problems, and they stand to gain most from an integrated approach”. Nevertheless the report acknowledged in paragraph 4.7 that “many respondents were very quick to say that they did not consider there to be a problem of congestion within the study area, although….there were obvious pressure points such as Beddgelert, Pen-y-Pass and the Ogwen Valley. The main problem was thought to be unregulated parking in the form of linear parking alongside main roads and indiscriminate parking on narrow streets or lanes in proximity to popular walking areas.”

· Paragraph 4.8 confirmed that “many respondents felt that congestion was less of a problem than it had been a few years ago”.

· At Betws-y-Coed and Llanberis “parking was seen as a major problem” whereas in Capel Curig it was regarded as being inadequate.

· In the context of the already-mentioned linear roadside parking paragraph 4.15 states that “the vast majority of respondents were critical of this practice on amenity and safety grounds”. That has not been the majority view in the more recent and more substantive public consultation exercises of early 2002.

· Spontaneous criticism of then existing car park management systems was recorded, as was the inconsistent approach to car park charging and lack of regulations enforcement at Llanberis.

· Nant Gwynant and Beddgelert were particularly singled out as problem areas, exacerbated by penetration by coaches and long goods vehicles.

· The Study concluded that in respect of parking “there was perceived to be a significant and growing parking problem within the Study Area. Linear parking at Pen-y-Pass and the Ogwen Valley is seen as a major problem”. In the context of Park and Ride the study concluded that “there was a broad measure of support for the notion of developing improved park and ride facilities”.  Those conclusions were not, however, reflected in the more robust and comprehensive public consultation exercise conducted as a part of this commission. Indeed, the message received repeatedly on both issues was diametrically contrary to that voiced in the 1998 study document.

· The notion of Park and Ride and Gateways was discussed at the meetings (paras 4.25 – 4.31). As already stated a “small minority” were recorded as being “rejectors” of the concept; about half of the respondents were recorded as being “unconvinced” – that is they supported the theory but considered the concept “not really practical”; the remainder were “open minded”, “many” of whom “believed that a frequent and reliable public transport service would be attractive to the visitor”. The proportion openly supporting the concept is not recorded, but it was clearly not substantial.

· Paragraph 4.34 confirms a “general acceptance that Betws-y-Coed was a prime candidate for designation as a gateway location” and that it could be developed as such “without destroying its appearance and appeal”. Llanberis and Bethesda were considered likewise, whereas some of the respondents at Capel Curig feared that the designation of Betws-y-Coed might have the effect of discouraging tourists from stopping at the village. Nevertheless, Capel Curig was “not thought to be a suitable location for designation as a gateway centre”.

3.69 The conclusions of the Study, therefore, that eventually underpinned the recommended strategy of 2001 seem capable of being summarised as follows :

· Outdoor sport is key to the future economy of Northern Snowdonia, a factor that seems to be integrally tied into the move from long-stay holidays to short-stay second or third breaks.

· Visitor loyalty is high, despite the fact that visitor numbers are decreasing.

· Although traditional loyalty is high, no indication was given as to why. If that loyalty relied upon heavy and immediate accessibility to the motor car, it could be vulnerable to modal shift initiatives.

· There appears to be no general problem of congestion within the study area. This has been confirmed in subsequent consultation meetings and by the County Councils, the only problems being those experienced at peak weekends at a limited number of locations.

· There is no reliable prediction of noticeable traffic growth in the years to come.

· Whilst parking caused problems at certain times at locations such as Betws-y-Coed, Beddgelert and Llanberis, the main problems were perceived to be the linear parking at peak times at locations such as the Ogwen Valley, Pen-y-Gwryd and Llanberis Pass, and inadequate parking at Capel Curig.

· The SHERPA service was in decline and in need of overhaul.

· The majority of respondents either rejected the concept of Park and Ride or considered it “not really practical”.

· Despite the above there was for some reason or other a reported general support for designating Betws-y-Coed, Llanberis and Bethesda as Gateway locations, which presumably would need to be intrinsically linked with the Park and Ride concept!

3.70 Based on the above, therefore, and irrespective of the response received to the recent consultation exercise, it is difficult to understand why the recommended strategy placed such emphasis on Park and Ride and the effective reduction of parking capacity within the inner core area. It is also extremely difficult to relate the reported response to public consultation, as contained in the 1998 study, with that experienced in 2002. The former has been reported as being ‘positive’ and largely supportive of the Park and Ride concept (despite the fact that no respondents were reported as “supportive” and only a minority were recorded as “open-minded”), whereas the experience of 2002 is that the community is by and large diametrically opposed to the concept and would only engage in effective dialogue at the Focus Group sessions if it was first confirmed that the concept was capable of being abandoned if there was no public support for it.

3.71 Additionally, as has already been indicated, the economic appraisal has concluded that the economic impact of the proposed strategy is likely to be far more modest than was predicted by Newidiem, the additional likely overall income being more of the order of £2.2 million than the £8.7 million predicted.

3.72 It must therefore be postulated that -

· Had a more effective public consultation exercise been undertaken in 1998; and

· Had the recommendations of 1998, where they relate to transportation and parking issues, more logically reflected the analysis upon which they were based; and

· Had a more accurate and less optimistic scale of economic benefit been predicted at the time.

the Client Group may well not have embarked upon a Green Key Initiative with an emphasis that was placed upon Park and Ride and the introduction of parking restrictions particularly in the core area. It is our view that, in embarking upon the Strategy as it did, the very essence of the Strategy – the strengthening of the tourism economy through the principles of sustainability – was lost. 

3.73 Nevertheless, the exercise has not been worthless.  On the contrary it has been extremely informative and productive, providing a clear indication that there is an opportunity to devise a tourism strategy that is sustainable, environmentally and economically, and capable of healing historic wounds and galvanising community support – a key component for funding support. The remainder of this report is therefore geared towards recommending how that strategy may be structured and implemented.

4 THE RECOMMENDed strategy

Key Issues
4.1 It is our view that the essence of the Strategy – that is the promotion of sustainable tourism in Northern Snowdonia - is sound.  There are a number of key issues, however, that will determine the future detail of the Green Key Strategy and, in particular, whether it should retain the degree of dependence currently placed upon an integrated transportation strategy that is underpinned by a Park and Ride, and Gateway Settlement, focus.

4.2 Those issues are as follows :

· Congestion.  Park and Ride initiatives usually derive from an acknowledged situation where an area’s economic and environmental wellbeing is being stifled by traffic congestion and an inability to accommodate the parking demand placed upon the location. Whilst it is recognised that it is more than congestion that underpins the current GKI Strategy, it is appropriate to consider if Northern Snowdonia is one such location.

· Parking.  Parking is identified in the Strategy as a major issue throughout the Northern Snowdonia area but in particular within the inner area (that is around the Snowdon massif, but outside the settlements).  In that respect there would appear to be two fundamental concerns to be resolved :

· How to cope with the peak demands centred upon Pen–y-Pass and the Ogwen Valley that essentially become a problem only on busy bank-holiday weekends and other periods when conditions are particularly favourable for exploring ‘on foot’ the mountains. There appears to be a general consensus that such problems are concentrated into about 15 weekends in every calendar year.

· How to cope with the historic practices of largely unfettered parking, largely demanded by those participating in outdoor activities on the mountains, whilst at the same time preserving the environmental quality of the Park itself.

Within the settlements the basic issue is to ensure that each is allowed to reach its economic and environmental potential by having adequate parking arrangements and associated facilities that are appropriate to the seasonal fluctuations that exist.  Adequacy in that context means appropriate management arrangements as well as appropriate capacity.

· Public Transportation.  The SHERPA service has been operating in Snowdonia since the early 1980’s.  Whilst there is virtually universal support for its retention in principle, there is general dissatisfaction with its current performance to the extent that it no longer performs adequately its original function. In the context of rail access Snowdonia is unusually blessed  bearing in mind its relative remoteness and terrain. Yet, the role that the existing rail system plays in either providing access to Northern Snowdonia or moving visitors around within it appears to be minimal. Even where there appears to be a general demand to use the rail system, that demand is frequently fettered by a lack of time-table co-ordination with the bus routes and services.

· The Gateway Concept.  In our perception the gateway and park and ride concepts are intrinsically linked. Interestingly, however, the public consultation undertaken as a part of the Northern Snowdonia Study in 1998 is reported to have shown minimal real interest in the Park and Ride proposals, but a general support for the concept of Gateways. An issue that must be resolved, therefore, is one that questions whether the Gateway concept can survive if the Park and Ride proposals, as described, do not.

· The Future of the Key Settlements.  These are essentially Llanrwst, Betws-y-Coed, Capel Curig, Beddgelert, Llanberis, Bethesda and possibly Porthmadog. They do not all sit within the Snowdonia National Park but each has either a locational or commercial link with it. Certainly each has, or can have, an important role in future in ensuring that the economy of the Park thrives, thereby in turn sustaining the local community. If the gateway concept as originally envisaged does not survive, however, what role will each settlement perform in future, and in particular what contribution can each settlement make towards ensuring that the economy of Snowdonia as a whole remains robust and sustainable?

· New Facilities and Attractions.  During the course of the public consultation it has become obvious that there is considerable synergy between:

· Many of the projects being promoted by the communities.

· The needs of the future tourist as defined in the earlier  re-evaluation of the tourist potential of the area.

· The general policy objective and drive that exists nationally for health and well being, and increased mobility via alternative means to the car, and in particular by cycle and on foot.

· The opportunities for sustainable regeneration and tourism development, therefore, through the introduction of new facilities and attractions, many of which are capable of being achieved at relatively low cost, both financially and environmentally.

· Visitor Management.  One of the key objectives of the Green Key Strategy is to generate increased visitor expenditure within the Park and to thereby generate new job opportunities. Visitor management is a key component in the enhancement of the visitor experience which, in turn, enhances the potential for longer stays, repeat visits, new visits, and increased visitor expenditure.

4.3    Those issues are addressed in the recommendations that follow.

Recommendations

Congestion and Park and Ride

4.4 Recent surveys have shown that traffic volume through the Park has dropped since the dualling of the A55 Trunk Route. Whilst there will inevitably be some natural traffic growth within Snowdonia over the next 10-15 years, there is little indication of it to date and no indication that it is likely to be as high as elsewhere in the UK. Congestion caused by high traffic volumes on the main roads is not therefore likely to be a problem for the future unless there is a dramatic surge of vehicle penetration into the Park.  Certainly there is no evidence at present to suggest that the predicted growth in car journeys as indicated in the 1998 Study (Paragraph 3.16) is likely to materialise at the scale predicted.

4.5 The only places where traffic congestion occurs, and is likely to remain, is within the more popular settlements (particularly Betws-y-Coed and Beddgelert), in the vicinity of Pen-y-Pass and the Ogwen Valley, and in the narrower sections of highway in places such as Nant Gwynant where coaches frequently meet head-on at locations where there is insufficient width for them to pass. The congestion primarily, however, occurs as a result of inadequate parking arrangements rather than traffic volumes on highways with insufficient capacities.

4.6 On the basis that congestion is usually the prime reason for introducing Park and Ride arrangements there would appear, therefore, to be no transportation justification for pursuing Park and Ride at the scale proposed and for the reasons given in the earlier studies. The Park and Ride concept as described in the Strategy published in August 2001 is therefore considered to have no merit as an underpinning proposal for the regeneration and further development of the tourism product of Northern Snowdonia.

4.7 That does not suggest that public transport has no future role because it is, nevertheless, recognised that there are still some 1.46 million visitors to Snowdonia per annum who could be potentially responsive to a public transport option if it exists at a scale, quality and cost that makes it a true and viable alternative to the private motor vehicle and satisfies the needs of those that are potential users. As the bulk of that 1.46 million are expected to be visitors already staying within the Park, however, the issue must remain as to whether their needs can be accommodated by the recommendations that follow, or whether their needs are sufficiently strong to justify the proposed dedicated Park and Ride system as well.

4.8 Insofar as congestion caused by coaches blocking narrow sections of road is concerned, a recent initiative introduced at the Ring of Kerry in Ireland would seem equally applicable to Snowdonia. There, for the full length of the 120 mile scenic route, coaches tour in an anti-clockwise direction by voluntary agreement, thereby ensuring that they do not have to pass each other head-on. Whilst it is recognised that this has been considered before and there is thought to be no consistent pattern of coach touring in the area, there is no obvious reason why similar arrangements could not be instituted for Snowdonia, initially only on an experimental basis, especially as the distances involved are shorter.  Whilst such a system would not totally remove all passing movements between large vehicles it would, if successful, make a useful contribution to that objective.

Parking

4.9 Parking is the key issue to resolve in Northern Snowdonia be it :

· The need to resolve peak-day demand at Pen-y-Pass, the Ogwen Valley, Betws-y-Coed and Beddgelert ;  or
· The need to resolve the historic parking practices within the inner core area at unofficial locations, on verges, on historic sections of now abandoned highway, or at official locations that are poorly managed and structured ;  or
· The need to provide additional parking facilities to allow settlements to reach their full potential e.g. Capel Curig.
4.10  In that respect this Study recommends the following :

· That the historic “quantum” of parking (to be calculated jointly and responsibly with the acknowledged user and community groups, be it at present official or unofficial) be retained within the core area of the Park, but within dedicated, landscaped and managed visitor parking areas located as close as possible to the known pressure areas (primarily the start points for the most popular walking and climbing routes). In some circumstances this will require the construction of new car parks or parking areas. In most instances, however, it is likely to involve primarily a restructuring of existing facilities (i.e a more efficient and organised use of the spaces available), coupled with appropriate landscaping and surfacing works and dedicated pedestrian links to the popular destinations where they do not exist at present.  It should be noted that the ‘quantum’ will not equate to peak day demand.  It will reflect the capacity of the established parking locations, adjusted where appropriate to take account of local environmental, physical and landscape constraints and opportunities.

· This proposal will reflect the significant objections lodged to the removal of such historic facilities, but will nevertheless allow those historic practices to be accommodated with far less visual impact than at present. It also allows an appropriate response to the “linear parking” which has become the norm along a section of the Ogwen Valley.  Here, because it is one of the areas of highest demand, it is recommended that a dedicated facility should be constructed with an equivalent capacity to the current hard-shoulders, on land to the south of the highway behind an existing linear copse of trees. The trees will act as an effective screen, even during the winter months, and the topography of the site is such that it is generally low-lying and discrete apart, of course, from the mountain paths that overlook it.  The environmental consequences will therefore need to be assessed in detail, but a provisional appraisal suggests that such a proposal need not be unacceptable in planning terms, even in this sensitive location.  Certainly the proposal will offer a far more acceptable environmental solution than that existing at present. 

· The proposal should, however, be accompanied by a policy statement that no additional future provision will be made beyond that necessary to retain the agreed existing status quo. In those circumstances, the remaining lengths of the highway network throughout the Study Area could then be made into a “clearway” in line with the recommendations of the original 1998 study.

· That the problems of Pen-y-Pass be resolved by retaining the Pen-y-Pass car park as it is and providing, again because of the scale of demand at peak periods, additional capacity through creating a new dedicated over-flow facility at Pen-y-Gwryd to match in purpose that existing at Nant Peris, and then providing at peak periods a frequent and dedicated Bus Shuttle Service along the Nant Peris – Pen-y-Pass – Pen-y-Gwryd route supported by “real time” user information facilities and “visitor management advisors” to manage the system and to keep visitors informed of traffic and parking conditions along the route. This will require the construction of a dedicated car-park at Pen-y-Gwryd, appropriately landscaped and surfaced, and the introduction of the GKI “Clearway” concept along the full length of the route apart from any locations where dedicated off-road facilities can be provided. A detailed environmental assessment of the options at Pen-y-Gwryd will be necessary to establish the scale of such provision, whether it can be accommodated at just one location, or whether it needs to be accommodated by a combination of dedicated car park and supplementary reinforcement of roadside verges and existing hard surfaced, but informal, areas.  At this stage, however, a preference is shown for a single location so as to avoid the need for duplicating access, information displays, and shuttle bus parking and waiting arrangements. It is fully recognised that the location is environmentally sensitive but so is the base of Pen-y-Fan at Storey Arms (Brecon Beacons) where an acceptable arrangement has been implemented with minimal environmental damage.  Clearly, a parking charge at both Nant Peris and Pen-y-Gwryd that includes the cost of the shuttle ride should be imposed. In view of the fact that most users are likely to be using the facility to access Snowdon via the Pyg Track, however, a standard flat charge sufficient to cover the management costs of the total facility would be the most appropriate mechanism. In such circumstances there would appear to be no merit in structuring charges according to the length of stay.  Certainly, we see no merit at all in the proposal that summer season parking should be restricted to short-term (say 2 hours) because that would defy the very purpose for using those car parks in the first place.

· Whether the dedicated car-parks, other than at Pen-y-Gwryd and Nant Peris, should be the subject of parking charges is a matter that needs further detailed investigation, especially bearing in mind the fact that the 2000/2001 WTB research of UK and Overseas Visitors Attitudes revealed a general aversion to parking charges, particularly where they were perceived to be “poor value for money”. As a general principle, however, the Study Team sees no logical objection to appropriate charging provided it is reasonable and is of sufficient scale that it does more than just cover and justify its management costs. It is the team’s view, however, that attempting to charge visitors for the pleasure of merely stopping for a few minutes to enjoy the view and take a photograph is counter-productive. There should be at least some locations, therefore, as at present where such pleasures can be enjoyed at nil cost. Alternatively, no charge should be imposed for the first 30-60 minutes of any stay. Equally, however, the team sees every justification in imposing charges for long-stay visitors who may well be away from their cars for some 3 – 8+ hours and may have in any case arrived as a group for whom the individual charges will be insignificant. A structured parking charge would therefore appear to be wholly appropriate provided the scale of charges is tailored to the specific requirements and length of stay of the user.  This recommendation also relies upon a sound economic argument whereby, according to the Gwynedd Local Transport Plan, whilst only 29% of the car parks with the National Park carry parking charges the revenue (£100,000) is nearly double that of the operating costs (£51,750).  The reasons for the existing charging policy appearing to be selective will need to be understood, but the introduction of a consistent parking charge arrangement throughout the area should on the basis of those figures at least break even and, potentially, provide a valuable surplus to offset other related operational costs. 

· The problem of parking capacity within the existing settlements varies between settlements. At Betws-y-Coed the existing capacity could be effectively extended merely by restructuring the parking arrangements within the existing car parks, making sure that they are used effectively (the North Snowdonia Study states that even at busy summer weekends the take-up of formal parking areas at the time of the survey was less than 40%), and allowing the overflow car-park adjacent to the railway station to be opened on a permanent basis. 
· At Beddgelert there is clearly a capacity problem at peak periods which is unlikely to be resolved by the opening of the new car park this spring because that is provided solely, as we understand it, for residents use. For peak summer periods, therefore, when the official car parks will clearly be inadequate, two options should be looked at in more detail – either the extension of the existing main car-park by the introduction of an overflow facility to be used only when necessary; or co-operation with local landowners on the periphery of the village to establish temporary car-parks as needed. In many respects the latter is a preferred option if it could be demonstrated that, by pursuing it, it results in a significant proportion of those cars using the facility leaving in the same direction and thereby not driving through the village centre. 
· Insofar as Capel Curig is concerned the existing National Park car-park adjacent to the Joe Brown Outdoor Shop would appear to be inadequate for the scale of demand that would appear to exist and the potential that the village displays for making an even larger contribution to Snowdonia’s economy than it does at present. Together with other measures referred to later, therefore, its extension would appear to be logical and necessary.
      Public Transport / People Movement
4.11 The concept of the SHERPA system is laudable provided it operates as originally intended. Its current operation, management and promotion is, however, unsatisfactory in that it is not easy to differentiate between the SHERPA service and the normal public bus services; it is not corporately branded; it is run by different operators; it appears to be infrequent and unreliable; it appears to frequently use antiquated vehicles; it is difficult to find timetables for the service that are dedicated to it and un-ambiguous; and even the route and timetable information provided at the various stops is confusing and provides little indication of the route options or the timing of return journeys. Accordingly, one of potentially the most effective and attractive public transport services available in Snowdonia, and one that is particularly well suited to capture a significant proportion of the staying visitor population, is being managed at well below its operational potential. 

4.12 Accordingly, as a matter of first principle it is recommended that the system should be improved to the extent that it becomes the backbone of the public transport service network within Snowdonia; its rolling stock is renewed and rebranded; ideally it is brought into single control and management; its scheduling is improved to meet the needs of the market; and its timetabling and general promotion is restructured so that it becomes a known and real alternative to the car, especially for those 1.46 million staying visitors who are potential customers for the service and those local residents without access to a car who need it as a year-round community service.  However, as is the case with any form of public transport alternative to the private car, the system if it is to be effective must be clean, reliable, welcoming, informative, efficient and affordable. If it can achieve those standards, heavily subsidised or otherwise, it should be capable of making a substantial contribution towards sustainable visitor movement within the Park. Indeed, it should be capable of securing a large proportion of the objectives that were originally set for the Park and Ride option.

4.13 There would also appear, however, to be a ready market for local entrepreneurship in the provision of shuttle services between popular destinations within the Park and hotels and guest houses - either individual hoteliers looking after the needs of their own clients, or groups of accommodation providers getting together to provide the same need but on a shared-cost basis; or specialist user groups contracting with private operators to provide similar dedicated facilities. 

4.14 Whilst such private services could be perceived to be a potential threat to the successful rejuvenation of the SHERPA service, they nevertheless represent an opportunity that would add considerable value to the visitor product at the establishments that support the initiative.

4.15 It seems inconceivable that a National Park with a relative wealth of bus and train services should be constrained by an apparent inability on behalf of the operators to coordinate time-tables and services to at least partly satisfy visitor expectations. That anomaly should be addressed as a matter of urgency as it requires, on the face of it, little other than a meeting of minds for its resolution.  The concept provides an ideal and unique marketing opportunity, but only if mechanisms are in place to ensure that it operates as promised.

4.16 A truly sustainable tourism economy should contain a powerful network of cycle and pedestrian corridors. Whilst Snowdonia possesses some of the finest and most spectacular walking routes in the UK, the network of low-level walks appears to be under-developed and certainly under-defined and promoted. Each settlement would benefit from a comprehensive series of low-level way-marked routes, capable of accommodating the infirm and less agile, and the more agile at times of poor weather conditions. They should be marketed as holiday opportunities in their own right and would potentially provide valuable custom for the facilities and accommodation providers adjacent to them or in close vicinity.

4.17 Additionally, whilst Snowdonia has a wealth of well respected mountain climbs and high-level walks, it has no dedicated Long Distance paths or routes to supplement the requirements of the walking fraternity. Such walks could either serve to traverse the Park or, alternatively, to circumnavigate the Snowdon massif.  They could be very useful in bringing the lesser known communities and locations into contact with visitors, thereby dispersing activity, congestion and spending, and adding value to the economies of those locations. They would therefore become complimentary attractions in their own right and a specific new purpose for visiting both the area in general and, in particular, new locations within it.

4.18 Cycling is one of the UK’s fastest growing recreational activities, yet the cyclist is not well catered for in Snowdonia. SUSTRANS and Cynefin produced in 1999 a strategy document for the development of a Strategic Cycleroute Network, to be phased over 5 years, with Transport Transfer Points proposed within the network to facilitate modal shift from the car or public transport to the bicycle and vice-versa. It also proposed Cycle Rendezvous Points, a cycle hire network, and an accreditation scheme for “cycle friendly” overnight accommodation. Whilst topographical and land ownership constraints are clear impediments, the concept is so laudable and essential that it should form a fundamental component of any sustainable tourism strategy for Northern Snowdonia. Although essentially aimed at a different market segment, it would also complement other local initiatives such as the mountain bike downhill trail (similar in principle to that at Coed y Brenin) that is shortly to be opened by Forest Enterprise at the Gwydyr Forest, Llanrwst. 

4.19 It can be seen, therefore, that sustainable and integrated transportation initiatives such as:

· Shuttle services for Pen-y-Pass;

· The enhanced SHERPA service;

· Integration of bus and train timetabling;

· Cycle routes;

· Low Level and long distance footpaths.

can have a clear and important role to play in the future economy of Snowdonia even if the Park and Ride concept as promoted by the Green Key Initiative is not pursued.

Settlement/Village Enhancement

4.20 As this report recommends that there is no justification for retaining the Park and Ride proposal on the form described in the Strategy document, it follows that the concept of Gateways as originally envisaged is superseded. Should the term “gateway” be capable of incorporating a different primary role, however, it could be retained. This study has therefore concentrated on assessing each settlement in an attempt to establish the strengths and weaknesses of each, the role that each can potentially play in promoting the tourism economy of Snowdonia, and the projects that could be promoted at each settlement to support that role.

4.21 A full and comprehensive appraisal is included in a separate report. This report merely, therefore, summarises the main findings and alludes to the initiatives and projects that will need to be investigated in more detail at some future date.

4.22 What has emerged from the evaluation is a recognition that it is difficult in practice to envisage how each settlement could concentrate on its own unique theme or role. The central problem is that existing visitors have a wide mix of interests, and the dominant interest in each centre (experiencing the scenery of the National Park) is the same. The reality that emerges, however, is that each town is different, as is its location, range of resources and mix of customers. Accordingly it may be possible merely to identify for each the tourism theme or image which seems most appropriate for it, and then to concentrate on developing an appropriate product of excellence in that regard.  At the same time, however, each town must have its own tailor-made Development Plan or Strategy which addresses all its specific needs and potential in a comprehensive way. The purpose of the Green Key Initiative would be purely to set the strategic context for those plans so that duplication is avoided and complementarity prevails.

4.23 Irrespective of whatever potential exists to improve tourism business by visitor management initiatives, many of the centres appear not to be maximising their potential. If the proportion of staying tourists and the length of stay were to be increased, revenue streams would be enhanced. For the settlements the way to achieve both objectives is by making them more appealing. Each has its individual requirements in that respect but a number of common threads are discernible :

· The need for the centres to be generally brighter, more welcoming on a corporate basis, more cheerful, and better presented.

· The need to develop additional higher-grade accommodation.

· With the exception perhaps of Betws-y-Coed, the need to provide a more variable range of dining and shopping options.

4.24 The opportunities that therefore emerge from those over-arching remarks are as follows :

· The term “Gateway” should be retained although, other than the fact that it sits to the south of the Study Area, there seems to be no reason to exclude Blaenau Ffestiniog from the list.

· A “National Park Welcome Centre” should be established at each gateway location which would be easily identified and have the express purpose of disseminating the visitor management strategy of the Park through welcome, orientation, information and guidance on how to maximise the enjoyment of the visit whilst avoiding bottlenecks and other irritants. Where TIC’s already exist, and are suitable, they could be used for that purpose. At Bethesda and Llanrwst new facilities would be necessary, their implementation being timed to coincide with the first phase of the regeneration of each settlement.

· The existing TIC’s in Caernarfon, Bangor, Conwy, Abermaw, Dolgellau and Bala should also be designated as “Welcome Centres”, acting as advance gateways for the visitor management strategy.

· Beddgelert and Capel Curig should function as Inner Gateways – centres of discovery for their immediate hinterlands.

· A comprehensive programme of urban renewal and regeneration should be initiated in each gateway aimed at securing them as appealing tourism-based centres. The order of priority should be Llanrwst, Blaenau Ffestiniog, Bethesda, Capel Curig, Llanberis, Porthmadog, Beddgelert and Betws-y-Coed.

· A package of incentives should be devised to encourage innovative investment in better quality accommodation, with more variable and appealing shopping and dining options. Support mechanisms should also extend to embrace fundamental issues of training and  development of improved customer management skills. More generally, significant all round improvements in employment conditions and career possibilities are warranted in the tourism sector in North Wales if it is to attract and retain the calibre of personnel that are required to add value to the industry and enhance product quality.

· A programme of designating Waymarked Low-level Walks and Bridleways should be developed, together with linkages to strategic cycle routes.

· A tailor-made Visitor Management Plan should be prepared for each centre and each major specialist activity within it, specifically tailored at improving the services and facilities offered to the centre’s visitors.

· The following should be adopted as leading themes guiding future tourism development in the Gateways :

· Bethesda                                 Special Interest Activities

· Llanberis                                 Family Holidays

· Llanrwst                                  Heritage and Culture

· Betws-y-Coed                             Year-round Shopping

· Porthmadog                                Maritime

· Blaenau Ffestiniog                     Industrial Heritage

· For the two Inner Gateways potential themes may be :

· Capel Curig                           The Great Outdoors

· Beddgelert                             Scenic Splendour

· Additional parking provision should be explored at each gateway, either through the construction of new car parks or the rationalisation of existing facilities. The priorities are Beddgelert, Capel Curig, Betws-y-Coed, Bethesda, Llanberis, Llanrwst in that order.

· A Development Strategy should be prepared for each town.

· A Visitor Survey should be run in each gateway from April to September of each year in an attempt to fill the current information gaps.
· A robust Traffic/Parking Survey should also be undertaken in each town in peak season to remedy perceived deficiencies in the present data and to determine the scale of additional or modified parking to be provided.
· The numerous separate action plans for complementary funding programmes for tourism and related sectors (eg SVTI and Slate Valleys Initiative) should be consolidated into a Single Over-Arching Policy Framework so as to avoid duplication and so as to maximise the potential for securing funding support.
· In view of the fact that heavy goods vehicles, particularly from abroad, still use the A5 as the main east – west connection across North Wales, many apparently ignorant of the existence of the A55, an assessment should be undertaken of the feasibility of “de-trunking” the A5  and of the potential of communicating with, in particular, foreign hauliers so as to further discourage HGV traffic from travelling unnecessarily through the National Park.
· Specific project opportunities have not been assessed as a part of this Phase 1 exercise. Examples of what may be appropriate are, however, outline briefly below :
      Llanrwst

· Gateway to Gwydyr Forest – Mountain bike trail – walking etc.

· Re-position as a “Market Town” – monthly farmers markets; weekly open-air markets; occasional speciality markets (eg antiques).

· Remove Council Depot from Plas-yn-dre car park – replace with extended car park with good pedestrian link to town centre and riverside.

· Endorse the concept of the Cultural/Welsh language Centre – and even the Harp Centre if realistic. Encourage major new attraction at Plas-yn-dre.

· Promote as fishing/canoeing centre/ riverside location.

· Promote as rail-based holiday/activity centre.

· Address the issue of vacant derelict sites and buildings at key locations within the town centre.

           Betws – y – Coed

· Promote as “the Snowdonia shopping experience”.

· Rationalise existing parking arrangements.

· Open the overflow car park on a permanent basis.

· Improve and expand upon the system of low-level walks.

            Capel Curig

· Promote as the gateway to the “outdoor experience”.
· Provide an Information Stop at both ends to welcome visitors and to inform them of the activities and services on offer.
· The Stop at the northern end could be the existing car park, but extended to increase its capacity.
· Develop a low-level walk network.
· Capitalise on the Forest Enterprise intent to contribute to the expansion of the Plas-y-Brenin complex and to develop a new Community Resource Centre at the base of the Moel Siabod climb.
· Reposition and market the latter as the “Siabod Base Camp”.
· Produce comprehensive guide on the “Walks of Capel Curig” thereby promoting the location as a place to stay at, rather than merely a place to visit en-route to elsewhere.
            Llanberis

· Promote and way-mark more positive and definitive pedestrian links between the car parks and the town centre.
· Through better sign posting and information re-enforce the existence of the town centre as one of the many attractions of the town.
· Secure an “Environmental Enhancement/Commercial Improvement Area” initiative for the town centre.
· Develop a waymarked network of low-level walks around the town and its immediate hinterland.
· Explore the potential of putting to greater effect the landscape and topography of the Dinorwic Quarry as a new activity centre – for walking, mountain biking, para and hang-gliding and even new experiences such as Via Ferrata.
· Take advantage of the parking and environmental capacity of the town to establish it as the “Event centre” of Snowdonia eg Iron Man, marathons etc.
           Beddgelert

· Extend car parking provision, either through the physical extension of the existing main car park (utilising a summer-only overflow facility), or through collaboration with local land-owners on the periphery to provide temporary facilities at peak periods.
· Evaluate the feasibility of introducing weight and length restrictions for HGV’s to avoid unnecessary penetration of the village.            
Bethesda

· Develop a high quality easily accessibly way-marked network of low-level walks around Bethesda and its immediate hinterland, including the riverside areas.

· Develop accommodation and facilities for angling, canoeing, walking, cycling and horse-riding

· Promote as the centre for special interest activities

· Secure an environmental enhancement/ town renewal programme / town improvement grant scheme for the town centre

          
 Porthmadog

· Promote as the “maritime” town, and consider a themed events calendar

· Improve the links between the town and the Ffestiniog Railway, both physically and in promotional terms

· Develop a heritage walk around the town and surrounding area, particularly the harbour

· Consider the demand for coach and mini bus parking and how this can be accommodated to benefit the town 

         
Funding Implications

4.25 Clearly any strategy of this nature needs to be capable of attracting funding support if it is to be adopted by the community and promoters alike and successfully implemented.

4.26 In that context a preliminary evaluation of the funding opportunities that may be relevant to the proposed strategy has highlighted the following potential sources :

· Objective 1.

· Interreg IIIA

· Welsh Development Agency

· Wales Tourist Board

· National Lottery.

· Countryside Council for Wales.

4.27 Key and consistent components of the criteria for each are job creation; leverage; integration; ICT; environmental best practice; entrepreneurship; community capacity building through local involvement; training opportunities; regeneration of deprived communities; sustainability and accessibility; and environmental education.

4.28 In our view the strategy proposed is wholly consistent with those basic funding criteria and objectives, even though some purist observers may be less than impressed with the notion of increasing, rather than decreasing, parking opportunities. However, we do not share that view because: 

· Snowdonia is a rural location that is not congested. 

· It already has a public transport infrastructure that is better than many comparable locations and is capable of upgrading and improvement. 

· The practicalities of bringing forward a full-blown park and ride system are immense. 

· The likelihood of securing sufficient funding support is not good and, in any case, the original proposition has generated vociferous and uniform community objection. 

4.29 In those circumstances the prospects of successfully promoting and implementing the Green Key Initiative as currently drafted are therefore virtually nil. What is needed, therefore, are initiatives that are practical, relevant to the over-arching goal of economic betterment, and sustainable in all respects, not just in certain respects.

5.0 CONCLUSIONS

The Concept Of Sustainable Development 
5.1 The recommendations contained within the Northern Snowdonia Study were anticipated, if implemented, to place Snowdonia “at the vanguard” in matters of sustainable traffic management and tourism development.  The over-arching goal of the Snowdonia Green Key Strategy Statement was stated as being “sustainable rural development” – to ensure that tourism helps sustain thriving local communities and economies without compromising the area’s unique environmental and cultural characteristics.

5.2 If the Strategy of the NSS is to be modified as is suggested in this report, it is essential that the modifications are compatible with the principles and objectives that underpin the concept of sustainability.  A short review of the policy context is therefore appropriate for that purpose.

5.3 The National Assembly for Wales adopted in November 2000 ‘A Sustainable Wales - Learning to Live Differently, Consultation Document’, which contained the Assembly’s Vision providing four objectives to be pursued simultaneously to achieve sustainable development.  These are:

· Social progress which recognises the needs of everyone;

· Effective protection of the environment;

· Prudent use of natural resources;

· Maintenance of high and stable levels of economic growth.

5.4 Appendix B to the document covers the UK Sustainable Development Strategy - Principles and Approaches.  These are as follows:
· Putting people, and their quality of life, at the centre of Government’s concern;

· Taking a long-term perspective;

· Taking account of the full range of costs and benefits when making plans and decisions;

· Creating an open economic system which supports economic growth in all countries;

· Combating poverty and social exclusion, which is implicit in the objective of social progress and the vision of a society where everyone feels they have a place;

· Respecting environmental limits, so that resources are not irrecoverably depleted or the environment irreversibly damaged;

· Applying the precautionary principle, that cost-effective measures to prevent possibly serious environmental damage should not be postponed just because of uncertainty about how serious the risk is;

· Using scientific knowledge to aid decision-making, and trying to work out in advance what knowledge will be needed so that it can be researched;

· Everyone should have the chance to get information, see how decisions are made, take part in decision-making and have access to justice (the Assembly has no powers relating to the judicial system, but sees access to justice as essential to a sustainable society);

· Making the polluter pay for the damage done by pollution.

5.5 Planning Policy Wales (March 2002) provides key policy objectives and states that planning policies and proposals should (inter alia):

· Contribute to the protection and improvement of the environment, so as to improve the quality of life, and protect local and global ecosystems. In particular, planning should seek to ensure that development does not produce irreversible harmful effects on the natural environment;

· Help to ensure the conservation of the historic environment and cultural heritage, acknowledging and fostering local diversity;

· Promote access to employment, shopping, education, health, community, leisure and sports facilities and open and green space, maximising opportunities for community development and social welfare;

· Foster improvements to transport facilities and services which maintain or improve accessibility to services and facilities, secure employment, economic and environmental objectives, and improve safety and amenity. In general, developments likely to support the achievement of an integrated transport system should be encouraged;

· Foster social inclusion by ensuring that full advantage is taken of the opportunities to secure a more accessible environment for everyone which the development of land and buildings provides. This includes helping to ensure that development is accessible by means other than the private car;

· Promote quality, lasting, environmentally-sound and flexible employment opportunities;

· Support initiative and innovation and avoid placing unnecessary burdens on enterprises (especially small and medium sized firms) so as to enhance the economic success of both urban and rural areas, helping businesses to maximise their competitiveness;

· Respect and encourage diversity in the local economy;

· Promote a greener economy and social enterprises.

5.6 The guidance states that priorities for rural areas are to secure:

· Sustainable rural communities with access to high quality public services;

· A thriving and diverse local economy where agriculture related activities are complemented by sustainable tourism and other forms of employment in a working countryside; and

· An attractive, ecologically rich and accessible countryside in which the environment and biodiversity are conserved and enhanced.

5.7 Clearly, therefore, sustainable development is not only concerned with preserving the environment.  Sustainable development can only be achieved through a balanced approach pursuing all four of the objectives of social, economic, environmental, and resource protection.  The sustainable rural development of Snowdonia will not be achieved simply by providing an efficient, economical, accessible, punctual, and reliable transport system.  A socially inclusive, holistic and balanced approach will need to be taken by all parties.  We consider that the recommendations contained below achieve this balance with a realistic approach.

The Basic Recommendation

5.8 Whist this report has highlighted what it believes to be inadequacies in the work that has preceded it, it does not recommend the abandonment of the Green Key Initiative.  On the contrary the work undertaken to date, and particularly the extensive consultation exercise, has indicated that the tourism economy of Northern Snowdonia is not reaching its full potential and that a new concept of ‘sustainable tourism’ can make a very significant contribution to:-

· Extending the visitor product;

· Extending the quality of the existing visitor experience;

· Extending the range of choice that exists for exploring and travelling through the area;

· Removing traditional activities (particularly parking) that are environmentally damaging and at times a risk to personal safety;

· The introduction of new experiences, services and traffic/parking management arrangements that are sustainable in economic, environmental and community terms, and potentially viable in economic terms.   

5.9 Whilst it was never the intention of the original Strategy to compel visitors to abandon their cars in favour of a Park and Ride arrangement, or to totally ban the parking of cars within the core area the general perception, much of it orchestrated, is that it was.  Irrespective of how accurate or otherwise that perception was the practicalities of implementing the original proposals, and in particular of securing funding for them, are such that we believe it would not have progressed beyond the starting blocks.  Indeed even one of the authors of the 1998 report has now conceded that the Strategy as promoted ‘could not be implemented currently’.  

5.10 The proposals for movement and parking that are proposed in this report are a practical alternative that should gain generally widespread support whilst at the same time retaining some of the more fundamental recommendations of the original Strategy.  We consider that the package of proposals put forward in this document are wholly sustainable and compatible with the policy context summarised earlier.  We do not subscribe to the purist notion that the proposals are ‘highly controversial’ or that they have ‘wide implications for the National Park movement in general’.  In our view the proposals :

· Do not fly in the face of UK Government or NAW policy;

· Will not set an unacceptable precedent for the promotion of future environmentally damaging projects and initiatives;

· Will not perpetuate many of the current weaknesses of the tourism/recreation economies of Snowdonia;

· Will boost the benefit that existing communities can gain from tourism;

· Will respect the NPA’s statutory duty to protect the natural beauty of the Snowdonia landscape;

· Will not undermine proper investment in public transport;

· Will not exacerbate the traffic and parking problems that currently exist, on occasions, throughout the year.

5.11 In essence, therefore, this report recommends :

· That the ‘Green Key Initiative’ terminology should be retained;

· That the concept of ‘Gateway’ should be retained but extended to additional locations and be focussed upon a different essential purpose to that proposed previously;

· That the notion of Park and Ride as described in the draft strategy, linked to a reduction and time limitation of parking in the core area during high season, should be abandoned in favour of a concerted effort to upgrade the SHERPA system, and to provide dedicated and appropriately charged parking and shuttle services for other parts of the core area that are capable of meeting reasonable demand whilst at the same time respecting the quality environment in which they are proposed;

· That a concerted effort should be initiated to extend both personal mobility and the tourism offer by providing a dedicated network of low level footpaths and cycle routes;

· That a concerted effort should also be made to define a role and set of proposals for each settlement that adds to the tourism offer of each, provides each with an unique purpose for visitation and provides, as a result, a significant and balanced economic injection to the local economy.

The Next Steps

5.12 The following actions are proposed :

· Progress a further round of public consultation to canvas these recommendations throughout the Northern Snowdonia community.

· Secure early discussions with the NAW’s  Minister for the Environment to seek funding support in principle at this stage for the revised Initiative and, in particular, for the proper upgrading of the SHERPA network.

· In the event that such support is secured commission a detailed assessment of the practicalities, costs and management implications of establishing a SHERPA system that provides a legitimate alternative to the motor car, particularly for staying visitors, as a means of travelling around the various attractions of Northern Snowdonia;  

· Commission a study to evaluate the quantum of parking needed, both in the core area and settlements, and the most appropriate locations for such facilities, including advice on the related services to be offered, the charging mechanisms to be applied, and even if necessary the securing of the planning permission;

· Commission funding support for defining, designing, assembling the necessary land, and implementing a network of low-level and long distance footpaths and cycle routes throughout Northern Snowdonia;

· Secure funding support to develop further the individual Development Strategies for each of the settlements within the Northern Snowdonia area.







� 1991 Survey.


� 1997/8 data.


� Saturday, July/August 1994.


� Based on average of 3 people/vehicle.


� Based on average of 3 people/vehicle.


� The work-based attractions at Blaenau Ffestiniog have been included because of (a) the importance of the attractions to the local area, (b) the proximity of the attractions to the communities in the GKI study area, and (c) the Ffestiniog Railway link between Blaenau Ffestiniog and Porthmadog.


� Coed y Brenin has been included because of the importance of the mountain bike centre to the Snowdonia area.












