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The purpose of a Transport Appraisal (TA) is to inform the spatial strategy of the Proposed Plan and
therefore it was required to assess both the ‘preferred approach’ and the ‘reasonable alternatives’
approach of Choices for City Plan, the Main Issues Report (MIR) stage of the plan process.

To address carbon emissions and climate change, ill health and obesity and the dominance of
vehicles in the city’s spaces, particularly its historic areas designed before mass car ownership, the
MIR and Proposed Plan have been developed alongside the approved City Mobility Plan, the West
Edinburgh Transport Appraisal (WETA) and its refresh and ongoing West Edinburgh Transport
Improvement Programme (WETIP) and the Edinburgh Strategic Sustainable Transport Study (ESSTS).
From the outset the preferred approach was intended to provide a strategy which reduced the need
to travel and travel distances and this was informed by the draft City Mobility Plan (CMP) as it
developed alongside the Plan process at the time. The outputs of the TA, in terms of impacts and
mitigation required allow us to assess how key greenfield sites and a brownfield approach and their
potential mitigations align with national and CMP priorities.

To further inform the Proposed Plan the TA objectives are based on the National Transport Strategy
hierarchy and the now approved City Mobility Plan, with an emphasis on active travel and public
transport interventions rather than creating additional road capacity for private vehicles. The TA also
draws from the emerging priorities of Transport Scotland’s Strategic Transport Projects Review 2.
This was to enable assessment of mitigation options which meet national and local transport and
planning objectives. The Plan was intended also to take an existing infrastructure first approach
wherever feasible.

The preferred proposed development strategy for brownfield redevelopment rather than new
greenfield land releases is intended to allow for housing need within the city to minimise the need to
travel for services and to minimise travel distances wherever possible. The proposals for higher
density development with a mix of uses rather than low density, housing only, greenfield
development support those objectives as density is key to ensuring that services, active travel and
sustainable public transport have viable patronage and markets. This reinforces the 20 minute
neighbourhood character of much of the historic city and the approach of the Programme for
Government and emerging government policy to maintain and create these sustainable
neighbourhoods.

Where undeveloped greenfield sites are carried forward in the Proposed Plan from LDP 2016, new
proposals and policies require the high density mixed use approach to ensure that new
neighbourhoods give people the opportunity to live in new places where they can also enjoy the
benefits of living in sustainable, mixed-use 20 minute neighbourhoods well served by active trvel
routes and public transport.

The Proposed Plan is therefore based on a transport approach incorporating the desired outcome of
the Choices Main Issues Report that Edinburgh is a city where you don’t need to own a car to move
around and in this addresses national and local priorities for carbon reduction, for health and well-
being and for placemaking.

In addition to underlining the potential for a brownfield, high density, mixed use approach to be
supported by public transport and active travel mitigations as the more sustainable approach, given
the location of most of the brownfield sites in proximity to local networks and either existing
services or the potential for provision of services within developments, the TA recommendations
only required the removal of one site from the proposed brownfield sites, at Craigentinny Depot
where it was clear that the required levels of access and connectivity could not be satisfactorily
achieved.



In assessing the strategy and sites of the plan, overall land supply also had to be considered. Using
the TA and other technical studies to finalise appropriate brownfield sites adding to the existing LDP
2016 supply did not provide for the housing land supply we sought to achieve. Reviewing options in
the light of the TA and the requirements for infrastructure led, sustainable development discounted
the potential greenfield sites to the west of the city at Norton Park and Land East of Riccarton for the
reasons set out in the TA (page 7 Overview and Summary; Norton Park —and section 6.4 p60; Land
East of Riccarton section 6.5 p63).

Whilst the TA finds that greenfield sites at South East Edinburgh can potentially be served to a
capacity of some 5000 homes (along with a mix of uses) prior to any completion of the North South
Tram line envisaged in the City Mobility Plan and subject to further ESSTS work, it was clear that the
land supply sought requires greater numbers than that. It is also clear that the development
potential of South East area, in the context of Proposed Plan policies on density, uses and transport
are in overall terms potential greater depending on the delivery of that tramline. The potential for
that tramline to be delivered within the lifetime of the Plan has dependencies on the outcome of
STPR2 and the continuing technical work on business case and funding. Therefore, in this Plan other
solutions need to be pursued, not ruling out the case in the future that a more effective use of that
South East land served by possible future sustainable transport capacity may be an appropriate
option.

Whilst the greenfield site at Norton Park could be served by an extension to the existing tram line, it
would likely only fund a partial extension along the desired route and has been proposed by
landowner/developer at a density that would not support major new public transport infrastructure,
either in terms of revenue or capital.

This led to consideration of existing and potential sites along the western extent of the tramline. To
make the most effective use of existing tram stops, intended stops in land known as the
International Business Gateway (IBG) and the Edinburgh Gateway station led to the consideration of
how a different approach to the development profile at the IBG might emerge.

Alongside that site the application for development at Crosswinds, whilst in a form not acceptable in
principle in terms of access, layout and design does at a very basic level begin to address the
considerations of high density mixed use development and therefore it is considered appropriate to
allocate the site, subject to the design principles set out in the Plan. Taking that, the marketing of
the Saica packaging plant at Maybury and the potential of brownfield land at Turnhouse Road the
potential for an emergent neighbourhood based around significant public transport infrastructure in
terms of existing tram and the public transport and active travel proposals being programmed as
part of the WETIP package. In the period of City Plan, making the best use of existing sustainable
transport infrastructure underpins the case for considering how development is shaped in relation to
the existing tramline and there is a clear link in decision making to infrastructure requirements.

Alongside that, consideration of future development of the land at IBG needed to be made in the
light of lack of any real impetus for development as envisaged by National Planning Framework 3
and reflected in the ELDP 2016. In the context of emerging government and Council policy towards
20 minute neighbourhoods and the trajectory of the office market in the post Covid - 19 world, the
potential for a city district of scale, linked to the tram infrastructure is clear. With a high density
approach there is scope for significant provision for homes and jobs in this cluster of sites, with a
population base supporting services provided by mixed use development and supporting

both existing and potential public transport infrastructure through providing a wider market for



tram, existing bus services and potential additional orbital bus services. The combination of this area
and development in West Lothian as a patronage base for the latter in particular means this can
enhance cross boundary provision in the short to medium term.

A strategy taking account of all of this means an opportunity for a focus on development phasing
around tram stops prior to further development building out and integrating wider public transport
infrastructure, bus priority funding and public transport and active travel based capacity at
Gogar/Maybury, backed by a low parking/traffic masterplan strategy for the development itself,
along with mitigation measures for brownfield sites which focus on improvements to the active
travel network and bus connections to the proposed North and South Orbital Bus Route, in order
support the mode share targets of CMP as a significant step towards more sustainable travel
patterns and behaviours.
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Overview and Summary

Introduction

This document presents a Transport Appraisal of the development proposals being considered for City Plan
2030, the City of Edinburgh Council's (CEC’'s) new Local Development Plan.

Choices for City Plan 2030, the Main Issues Report published by the Council in January 2020, made clear that
transport considerations were at the heart of decision making for the new plan. The Council aims to ensure both
that new developments are well served by appropriate transport alternatives, and also that City Plan 2030
supports the approved City Mobility Plan and National Transport Strategy aspirations for healthy, inclusive,
sustainable transport for everyone.

This was demonstrated by its preferred approach to site new developments on brownfield sites which, as well as
reducing requirement for new greenfield land, prioritises the location of developments closer to existing services
and active/public transport networks, thereby reducing the need for unsustainable travel

Summary of process

To provide the evidence to inform these decisions, the approach which is summarised in this report firstly
developed a set of Transport Planning Objectives for this appraisal, based on the objectives of City Plan 2030
and other relevant policies, which set out the aspirations for any transport change related to the plan. These
objectives are:

=  TPO1: Promote sustainable economic growth by facilitating developments which enable use of sustainable,
inclusive transport choices

=  TPO2: Minimise the need to travel to and from new developments, especially by car

=  TPO3: Support physical and mental wellbeing by maximising the potential for development-related
transport demand to be accommodated by active and non-polluting modes

=  TPO4: Mitigate the adverse impacts of transport demand from new developments on existing networks

The Transport Appraisal then:

=  Assessed, using a range of transport network modelling and public transport and active travel accessibility
assessment tools, the transport problems and issues that will occur in the ‘reference case’; i.e. in the event
that no City Plan 2030 developments took place;

=  Assessed the transport problems and issues that would occur if the various options for City Plan 2030
developments were implemented;

= Identified measures which have the potential to mitigate any additional problems caused by the
developments, and appraised these against the Transport Planning Objectives to assess which are most
appropriate for implementation.

City Plan 2030 development overview

City Plan 2030 identifies over 100 brownfield locations across the city which are being considered for allocation
as residential development. The total estimated capacity of these sites is approximately 13,000 residential units.
A further five strategic sites are anticipated to also be allocated (expansion at bioQuarter, land at Seafield, Saica
(Turnhouse Road), Garden District (East of Millburn Tower) and additional land at International Business
Gateway (IBG1, the existing LDP allocation). These could provide around 6,000 further residential units, as well
as some supporting allocations for employment and other purposes.
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CEC has estimated that, in addition to the sites listed above, capacity for a further 5,000 residential units is
required by 2030. Four options have been identified for this provision (with the assumption that all the capacity
would be provided by one of them):

»  Further densification and reclassification of the International Business Gateway site (IBG2); or
= Norton Park (east of Ratho Station); or
=  Land east of Riccarton; or

= Land at the Drum, south east of Gilmerton.
Summary of transport impacts and mitigation measures

The analysis of the impacts of the transport demand of the new developments has shown that the proposals for
the brownfield locations and five further strategic sites can largely be accommodated without substantial local
and/or wider transport network problems.

Nevertheless, most of the development sites will require improvements to local active travel and/or public
transport networks if appropriately high levels of sustainable travel use are to be realised. These improvements
are identified within the report.

Additionally, investment will be required at all developments to support public transport and active travel and
minimise unnecessary car use:

= Parking (maximum for cars, minima for cycles and motorcycles, and with appropriate provision for parking
for disabled people's vehicles): to at least the standards set out in the Edinburgh Design Guidance;

= Electric vehicle charging provision: to at least the standards set out in the Edinburgh Design Guidance;
= Car Club provision: to at least the standards set out in the Edinburgh Design Guidance;

= Public transport access: high quality walking and wheeling routes, including provision for safe road
crossings, will need to be provided between each development and nearby bus/tram stops, and with high
quality waiting facilities at those stops;

= Active travel routes: high quality walking, wheeling and cycling routes will need to be provided within each
development where appropriate and between each development and nearby off-road cycle paths or quiet
routes, and to key nearby facilities (especially schools and local retail);

= Cycle hire facilities: public cycle hire facilities will need to be provided at or close to each development,
commensurate with standards as defined by the operator’s contract at the time;

= Mobility hubs: major new developments will need to include mobility hubs, commensurate with the
requirements of City Mobility Plan;

= Street design: new/altered streets within the development will need to be designed in accordance with the
Edinburgh Design Guidance; and

=  Demand management: effectively developed and implemented travel plans will need to be required for all
developments.

Office and other trip-attracting developments will additionally require:

= Parking control: Controlled parking zones or other on-street parking controls will need to be implemented if
necessary to eliminate problems of overspill parking.

Consideration has also been given to the four optional sites for additional development. As a result,

recommendation is made that two of these sites are not taken forward because of transport concerns:

= Land east of Riccarton: To fully mitigate the transport impacts of this development site requires substantial
investment in both public transport and active travel choices, including new crossing points of the A720.
Without these, the development is likely to remain severed from the rest of the city by the bypass. High
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levels of car dependency for travel to/from the development would be the likely result, adding to the
significant problems of congestion already apparent on the local road network. Although solutions to meet
public and active travel aspirations can be foreseen — extension of tram to the development and
construction of a ‘green bridge’ to connect the site across the A720 to extant city suburbs — there is
significant doubt that these can be delivered by 2030. This therefore places a risk on the ability to promote
sustainable travel choices from the site and, as a result, no effective package of deliverable mitigation
measures has been identified.

Norton Park: Development at Norton Park would require substantial investment in new public transport and
active travel networks if a reasonably sustainable mode share of journeys is to be achieved, albeit that this
investment may be able to support sustainable travel to Edinburgh from further West. Yet, even if these
significant improvements were delivered, a substantial growth in vehicular traffic is also anticipated to occur
because of the development, with almost all of this seeking to use the A8 for part of its journey. Norton Park
offers lesser potential for travel by sustainable modes in comparison with the nearby IBG2 site. This is
because Norton Park lacks access to tram so limiting scope for public transport access (whilst extending
tram to Norton Park may be feasible, the opportunity to realise this by 2030 is considered small). In
addition, the site is further from the existing urban area and so the potential for realising a high proportion
of trips by active modes is reduced. As options to provide large increases in road capacity do not accord
with the Transport Planning Objectives, nor CEC's mode hierarchy, they have been ruled out from further
consideration. An effective package of transport mitigation measures for the Norton Park development has
therefore not been identified.

Assessment of the other two optional sites has shown that there may, with significant investment in mitigation
measures, be mechanisms for them to be developed whilst contributing to the Transport Planning Objectives:

Land south east of Gilmerton (the Drum): this site is better connected to the existing urban area of
Edinburgh than the other three sites being considered. This helps reduce demand for unsustainable travel
and integration with existing sustainable transport networks. The eastern side of the site is likely to be in
relatively close proximity to tram line 2 were this to be extended towards Sheriffhall, and in any event both
east and west sides of the site are already well served by frequent bus services. A new high-quality bus link
through the site would help to facilitate further improvements to public transport, both on radial
movements but also an orbital corridor, so connecting the site to a wider range of destinations. Significant
improvements to active travel infrastructure, especially on radial routes, would also be required.

IBG2: large-scale residential development at the IBG2 site has the transport advantages of being connected
to tram (assuming that a new stop were provided within the site), and close to already-frequent bus services
on radial movements. Edinburgh Gateway station is also in reasonable proximity of parts of the site. The
traffic effects would be substantial (especially as almost all traffic to or from the site would be reliant on the
A8). If, however, effective measures to promote sustainable travel are implemented, the overall magnitude
of the traffic generation from the residential development is not predicted to be very different to that
forecast when the site was deemed appropriate for allocation largely for office accommodation (as
confirmed by the 2016 West Edinburgh Transport Appraisal study). This suggests that the development
could go ahead without the need for significant road infrastructure development (beyond that committed in
the WETA package or required for immediate access to and within the site). However, achieving this
manageable level of traffic generation would rely on the successful implementation of robust measures to
ensure that car use is notably low in comparison with other similar developments. These should include
provision of a broad range of services on site, so the need for residents to travel to/from it is reduced.
Substantial investments in active and public transport modes would also be required: to deliver attractive
active travel routes within the site and to connections beyond it; in public transport capacity; and in new
infrastructure to enable at least some bus services to serve the site without incurring delays with general
traffic at the Gogar/Maybury junctions.

These transport impacts and mitigation measures are described more fully in the report.
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1. Introduction

1.1 Purpose

City Plan 2030 will be the City of Edinburgh Council's (CEC's) new Local Development Plan, setting out policies
and proposals for development in Edinburgh to 2030. It aims to provide the homes, employment opportunities
and other developments that the city is anticipated to need, whilst supporting inclusive, sustainable growth and
improving the attractiveness of Edinburgh as a place.

Transport is one of the key considerations of the plan development process. The Council aims to ensure both
that new developments are well served by appropriate transport choices, and also that City Plan 2030 supports
the approved City Mobility Plan (CMP) aspirations for healthy, inclusive, sustainable transport for everyone
travelling in Edinburgh.

This document sets out a Transport Appraisal of the proposals made in City Plan 2030. It seeks to identify the
transport problems that might arise as a result of new developments proposed by the plan, and how these
problems might be mitigated. The approach taken is guided by Transport Scotland’'s Development Planning and
Management Transport Appraisal Guidance (DPMTAG) and by the National Transport Strategy.

1.2 Summary of approach

Choices for City Plan 2030, the Main Issues Report published by the Council in January 2020, made clear that
transport considerations were at the heart of decision making for the new plan. This was evident from its
preferred approach to site new developments on brownfield sites which, as well as reducing requirement for new
greenfield land, tends to site developments closer to existing services and active/public transport networks,
thereby reducing the need for unsustainable travel. Choices also set out that transport considerations are
important in shaping City Plan 2030.

To provide the evidence to inform these decisions, the appraisal which is summarised in this report has:

=  Developed a set of Transport Planning Objectives for this appraisal, based on the objectives of City Plan
2030 and other relevant policies, which set out the aspirations for any transport change related to the plan;

=  Assessed, using a range of modelling tools which are described in more detail below, the transport
problems and issues that will occur in the ‘reference case’; i.e. in the event that no City Plan 2030
developments took place;

=  Then assessed the transport problems and issues that would occur if the various options for City Plan 2030
developments were implemented;

= Identified measures which have the potential to mitigate any additional problems caused by the
developments, and appraised these against the Transport Planning Objectives to assess which are most
appropriate for implementation.

1.3 Key Challenges to be Addressed

In addition to the technical challenges inherent in the work, two external factors have been especially important
during the development of this appraisal.

The first is the inherent uncertainty of forecasting the future, in this case in particular of travel habits and
demand. Always a challenge, this uncertainty has been magnified in 2020/21 (when this appraisal has been
undertaken) by the Covid-19 pandemic, which is having major impacts on travel patterns and changing
previously-established trends in transport use. To seek to reflect this uncertainty, our appraisal makes use of
different scenarios for potential plausible futures which might result from societal changes post-Covid, and
transport policy changes. These are outlined in more detail in section 2.4.



City Plan 2030

. |
Transport Assessment J aco bs

The second key challenge has been to integrate assessment work and assumptions made in this commission with
those of other considerations which are on-going concurrently and also generate uncertainty. These include
Edinburgh’s proposed new City Mobility Plan, and relevant studies, most notably:

=  The Edinburgh Strategic Sustainable Transport Study (ESSTS);

*=  The West Edinburgh Transport Infrastructure Programme update (WETIP);
= Edinburgh City Centre Transformation proposals; and

=  Transport Scotland's second Strategic Transport Projects Review.

We have sought in all instances to ensure that assumptions made between those considerations and this
Transport Appraisal are consistent and robust.

1.4 Structure of this Report

= Chapter 2 of the report details the proposed approach to the Transport Appraisal and a summary of the
tools used;

= Chapter 3 defines the Transport Planning Objectives of the study;

= Chapter 4 provides and overview of the City Plan 2030 developments and estimated transport demand,;

= Chapter 5 outlines the city wide impacts of the City Plan 2030 developments;

=  Chapter 6 presents proposed City Plan 2030 mitigation at a city wide, strategic and individual site level; and

= Chapter 7 presents the summary and conclusions.
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2.  Overview of Approach and Tools

In this section, we outline the assumptions, methodology and tools used to complete the transport appraisal, as
introduced in section 1.2. In it, we first outline our approach to identifying which developments may come
forward as a result of City Plan 2030 and the travel demands they might generate, before describing the tools we
have used to identify potential transport problems and appraise mitigation measures.

2.1 Development Assumptions — Reference Case

Jacobs has worked closely with CEC officers in order to determine the developments that will likely come forward
as part of the extant Local Development Plan (LDP) [the 'reference case’ developments] and those
developments that will likely come forward as part of City Plan 2030. This exercise is particularly important given
that these assumptions are key in generating both the reference case and City Plan 2030 case transport demand
for the appraisal. A summary of the reference case development assumptions is included within this section, with
further detail on specific developments included within Appendix A.

2.1.1 Residential Development

Development and occupation of new pre-City Plan 2030 residential developments are assumed to be as stated
in CEC's Housing Land Audit and Completions Programme 2020.

2.1.2 Non-residential Developments

An initial estimate of non-residential reference case demand was generated, based on the assumption that all
new 'City Centre and Special Economic Area’ non-residential developments in the LDP would come forward and
be occupied prior to 2030. However, CEC has since provided more clarification on the likely reference case
demand, with the location and scale of the non-residential developments considered within the reference case
summarised as follows:

West Edinburgh

The reference case scenario for West Edinburgh includes development demand associated with all the West
Edinburgh developments listed in the LDP that have planning approval, including the International Business
Gateway 1 (IBG1) site.

City Centre

It is assumed that all city centre non-residential developments outlined within the current LDP are proceeding,
therefore the demand associated with these developments will be considered as part of the reference case
assessments.

Leith Docks / Granton Waterfront

The residential element of the Leith Docks development (Waterfront Plaza, CALA Homes) is underway and is
assumed be completed as set out in the Housing Land Audit; this is therefore included within the reference case.
All other developments in the area are considered as part of City Plan 2030, albeit the land uses and sizes may
change from those proposed in the current LDP (see further reference to this in section 4.2.1).

It is assumed that all Granton non-residential developments outlined within the current LDP will proceed prior to
City Plan 2030, therefore the demand associated with these developments will be considered as part of the
reference case assessments.
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South East Edinburgh

CEC have provided details of the anticipated total development mix / scale for reference case development at
the bioQuarter site (260,000sgm life sciences / commercial uses and up to 2,500 residential units). CEC have
confirmed that approx. 20,000 sqm of life sciences / commercial development has already been constructed,
which is assumed to comprise the extent of development considered within the reference case, with any further
development on the site coming forward through City Plan 2030.

It is assumed that the Niddrie Mains Road development, included within the current LDP, is progressing and is
considered within the reference case.

2.2 Transport Assumptions — Reference Case

We have made assumptions regarding which transport investments will be delivered by 2030. These are
‘reference case transport interventions’, assumed to be delivered regardless of City Plan 2030 proposals, and as
such do not need to be considered as City Plan 2030 mitigation measures. A summary of them is outlined in
Table 2.1 below.

Table 2.1: Initial List of Reference Case Transport Interventions

Category Scheme

Bus priority’
A90
A8 / A89 Gogar & Newbridge
A1

Bus network/park & ride

A89 Kilpunt park & ride
A71 Hermiston park & ride extension

Active travel

CEC Active Travel Action Plan quiet routes network

Places for Everyone active travel priority (Meadows to George Street, Roseburn to City Centre,
Fountainbridge, Powderhall, West Edinburgh Active Travel Network)

Edinburgh City Centre Transformation Strategy (first 5 years)

Tram
Line 1a (Newhaven)
Rail
Almond Chord
Portobello junction
East Coast Main Line capacity improvements
Road
Sheriffhall upgrade
WETA proposals (including Eastfield Road and Gogar/Maybury upgrade)
Other

Low Emission Zone

2.3 Trip rate assumptions

A summary of the trip rate assumptions is included within this section, with further detail included within
Appendix B.

" As being developed by Bus Priority Rapid Deployment Fund and Bus Partnership Funding
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The trip rates considered within the assessment are based on pre-Covid transport data, however as will be
outlined in Section 2.4, this Transport Appraisal considers a number of additional scenarios for variations in trip
rates in other plausible futures, which enables the consideration of the potential long-term effects on transport
demand of the Covid pandemic, and of the potential efforts of CEC and other partners to increase uptake of
active and sustainable travel.

2.3.1 Residential Trip Rates

In order to estimate the potential person trip generation of residential developments, the TRICS (Trip Rate
Information Computer System) database was interrogated, with standard multi-modal TRICS methodology
applied.

Furthermore, in order to establish trips by mode for each residential development, Census 2011 Travel to Work
data for key strategic locations within Edinburgh has been used. Census Travel to Work modal splits are
considered more appropriate than TRICS modal splits for this scenario based on pre-Covid transport data, as
they relate directly to the location in question and provide a more accurate reflection of the specific
characteristics of each area. This is considered a robust starting point in terms of developing an understanding of
demand associated with City Plan 2030 developments.

2.3.2 Non-Residential Trip Rates

The people trip rates for the non-residential developments included within Appendix B were taken from the
Transport Assessments (TAs) prepared in support of those developments, where these are available.

Where people trip rates are not available from the TA, the trip rates have been derived from the TRICS database
(using the same criteria as explained in Section 2.3.1 for the residential land uses), but for the relevant non-
residential land use.

Where a TA provided vehicle trips only, people trips have been calculated using the modal splits of a relevant
nearby TA as a proxy.

Full details on the methodology to determine trip rates and modal splits is provided within Appendix B, along
with the associated people trip generations.

2.4 Plausible Future Travel Demand Scenarios

Work to assess the transport implications of Edinburgh’s proposed City Plan 2030 is being completed in early
2021, whilst strict Covid lockdown measures remain in force, and also as CEC and its partners look forward to
consider arange of future policies and investments to encourage higher levels of active and sustainable travel
use in coming years, and ways to promote economic recovery following the pandemic. As a result, uncertainties
about future travel demand and modal shares are even greater than in 'normal’ times.

Meanwhile, the still rapidly-changing position with respect to current travel demand means that little reliable
with-Covid data on transport choices is available; most of the available analytical tools are based on pre-Covid
trends and earlier versions of policy.

To recognise these uncertainties, the assessment approach taken for this Transport Appraisal for City Plan 2030
models three scenarios for plausible futures. These represent a range of outcomes which we believe may be
possible. These are not presented as specific forecasts of travel demand; the actual future situation may be
somewhere between those shown, or may lie outwith them.

By taking this approach, we aim to provide an appropriate way forward at this time, offering a transparent and
justifiable methodology, reflecting the inherent uncertainties underlying transport and development choices
that need to be made at this time. The process is intended to increase the robustness of the appraisal process.
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The scenarios and assumptions underlying them are outlined in the table below.

Table 2.2: Scenario Assumptions

Scenario 1: Pre-Covid

Scenario 2 Plausible post-

Scenario 3 Plausible post-Covid

Trends/No Covid Covid without policy with policy
Brief scenario Covid restrictions are This scenario sets out a plausible | Assumes the post-Covid societal
description swiftly lifted and all future for travel up to 2030, changes of scenario 2 but adds

travel demand reverts to
pre-Covid levels and
trends, and with no
substantial change in
transport or other related
policies from those in
place pre-Covid

reflecting the potential transport
demand impacts of societal
changes post-Covid. It assumes
no significant changes to the
transport or related policy
environment from those in place
pre-Covid

proactive “with policy” sustainable
transport and transport/land-use
integration measures from City
Mobility Plan plus the relevant policy
drivers in City Plan itself and
complementary policies?. These have
the effect of both helping revitalise
travel demand from what would
otherwise happen post-Covid, and
also significantly promote active and
sustainable travel choices

Assumptions

All committed transport
interventions are
implemented

No significant new policy
enablers

All committed transport
interventions are implemented
No significant new policy
enablers

Some reduction in overall travel
linked to the implications of
Covid on the economy and
particularly retail and hospitality
in the city centre, but otherwise a
relatively strong recovery
towards previous travel patterns
following introduction of
effective vaccines. Outcome is
only a gradual return towards
previous levels of public
transport use, although a modest
increase in levels of active travel

All committed transport interventions
are implemented

Proactive and integrated transport
and land-use policies have been
implemented at city, regional and
national levels. Significant city,
regional and national transport
interventions have been successful in
promoting active and sustainable
transport measures. This includes a
robust sustainable development
approach promoted strongly through
City Plan (e.g. density of
development, 20-minute
neighbourhoods)

Overall travel demand
(total journeys per
person)

Active travel demand

Bus demand

Tram demand

Rail demand

Private car demand

Parameters as per current
model (based on pre-
Covid data) and with TA
assumptions for new sites
(most of which were
developed pre-Covid)

Peak time: 95% of scenario 1
volume?

Interpeak: 100% of scenario 1
volume

Peak: 100% of scenario 1 volume*
Interpeak: 100% of scenario 1 volume

150% of scenario 1 volume for
cycling®
105% of scenario 1 volume for
walking®

175% of scenario 1 volume for
cycling”
115% of scenario 1 volume for
walking

75% of scenario 1 volume®

100% of scenario 1 volume®

75% of scenario 1 volume

100% of scenario 1 volume

75% of scenario 1 volume

100% of scenario 1 volume

93% of scenario 1 volume'®

77% of scenario 1 volume

2 Including City Centre Transformation, Low Emission Zone, SSTS, second Strategic Transport Projects Review and SEStran’ Regional Transport

Strategy.

3 Reflecting that Covid could lead to a long-term reduction in peak travel, especially for employment

4 Reflecting that strong economic recovery policies could bring total travel demand back to around pre-Covid levels

5 Noting that increases in cycling rates were on a significant upward trajectory in recent years, and will be further increased by Covid

¢ Noting that increases in walking rates will not be sustained at the Levels seen during 2020 lockdown, but would remain above pre-Covid levels

7 Reflecting that policies can significantly affect active travel levels, and that potential to increase cycling is probably greater than to increase walking,
given the already relatively high modal share for walking in Edinburgh

8 Public transport demand fell to approx. 40% of pre-Covid levels during 2020 lockdown; this scenario assumes that demand without policy changes
would recover most of that from that to pre-Covid levels, but would remain at approximately three-quarters of pre-Covid levels

9 Reflecting that policies will be able to help attract significantly more people to/back to public transport than scenario 2

10 Private car mode shares for scenarios 2 and 3 are calculated from the assumptions given above and pre-Covid transport mode shares in Edinburgh
taken from Scottish Household Survey travel diary results. The effects on the use of each mode are then carried through to assumptions of trip
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25 Modelling and Assessment Approach

In this section we outline the analytical tools used to predict the transport problems and issues that City Plan
2030 developments might create. It describes, in turn, assessment of the relative accessibility of each site and
the modelling tools used to predict demand for active travel, public transport and private car use.

2.5.1 Public Transport and Road Traffic Forecasting Approach
CEC VISUM Model

City Plan modelling has been undertaken using the existing CEC Visum Strategic Model. The VISUM model is a 4-
stage multi-modal model, including highway, bus, rail and tram public transport modes. The model is focused on
Edinburgh and key arterial corridors, it also covers all major commuting catchments to the city and strategic
movements from the rest of Scotland. Road and rail links across the whole of mainland Britain, necessary to
allow traffic to travel to/from the study area, are also included.

The model was originally developed in 2005-2007, supporting the development of the original business case for
the Edinburgh Tram, and has been continually developed and maintained by Jacobs. The current 2016 Base
VISUM model was recalibrated in December 2016, based on new traffic count data and public transport
patronage data obtained in 2014 and 2016. Traffic count data was extensive and encompassed the majority of
key junctions throughout the city centre. Public transport data was targeted at locations near the route of the
tram extension. The recalibrated base model has recently been used to forecast future patronage on the tram
line as part of the Trams to Newhaven full business case.

For this City Plan Transport Appraisal, the trip generation functionality of the model has been replaced (for
potential new developments) by the trip rates calculated using the approach outlined above, but the trip
distribution and assignment elements of the model remain. Because of the trip distribution functionality, the
model estimates how overall demand for transport across the city would change as a result of City Plan
developments. In particular, because City Plan seeks to significant growth in residential development, but only
modest growth in employment and other uses, the model estimates the net change in total commuting in/out-
flows to/from Edinburgh.

Network Structure

The VISUM Model extents are shown in Figure 2.1. Within Edinburgh, the modelled network includes
representations of all significant through roads. Junctions have been explicitly modelled where possible,
improving route choice through the model. Outside Edinburgh, the highway network has been modelled
sufficiently to allocate traffic travelling to Edinburgh along the appropriate corridor.

The VISUM public transport network contains all local bus, tram and rail services. Long distance services with
either stopping points or terminating points within Edinburgh are also included. The zoning system is based on
the Transport Model for Scotland (TMfS) zone structure. The TMfS zones have been aggregated outside
Edinburgh, where the additional detail is not required, and have been disaggregated in areas close to the route of
the tram.

rates at individual developments; the forecast of total trip rates in difference scenarios then varies by development, in accordance with different
forecast modal shares at them.
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Figure 2.1: VISUM Model Network
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25.2 Active travel forecasting approach

The data available on city-wide active travel usage is less robust than that for public transport or private car use;
there is currently no equivalent model available to predict network-wide effects of walking, wheeling or cycling
journeys. Yet, given these active modes' position at the top of modal hierarchies, effective consideration of
demand for use of them is required.

To do this, forecasts of the active mode trip generation of each development site have been made, based either
on published Transport Assessments of specific developments or data on trip patterns of similar sites elsewhere
(see Appendix B for more details). To forecast the potential impact on active mode share of potential mitigation
measures, we have relied on data from best practice which identifies what could be expected if high quality new
active travel infrastructure is provided on urban corridors which currently have no dedicated provision. This
suggests an upper threshold of change (which may then be reduced if there is already some good infrastructure
in the vicinity of the proposed development, or if a Transport Assessment had already assumed that some
effective infrastructure would be provided). More detail on this approach is set out in Appendix C.

Overall, this approach provides a robust estimate of the potential active mode trip generation with and without
mitigation measures for proposed City Plan 2030 developments. It does not, however, provide any estimates of
total demand for use of any existing or proposed links on active travel networks; much more comprehensive
baseline data than is currently available would be required for this.

253 Accessibility Assessment

Accessibility modelling has been undertaken using GIS analysis tools to assess active travel and public transport
accessibility associated with each potential City Plan 2030 development site. The analysis considers accessible
locations within specific journey times (10 minute bands up to 30 mins by walking, cycling or public transport)
to/from development site centroids (centre points) determined by TRACC accessibility mapping.

The methodology for assessing accessibility for non-residential developments has been developed to capture
accessible commuting areas and differs from the assessment of residential developments. The analysis identifies
the number of people living in Census 2011 Output Areas (origins) that can access each development
(destinations) within each 10 minute journey time band, e.g. 0 to 10 minutes, 10 to 20 minutes and 20 to 30
minutes journey time bands.

In modelling accessibility for residential developments, TRACC journey time analysis identifies the number of
‘attractor’ destinations (workplaces, retail, education etc) accessible from each development (origins) within
each 10 minute journey time band and assigns a relevant weighting to each destination type in order to calculate
an overarching accessibility rating for each development site.

A full description of the methodology is set out in Appendix D.

Outputs from the journey time analysis have been processed to determine accessibility scores for each
development on a relative basis, with separate scores generated for each journey time band. The methodology
applied in the scoring of both residential and non-residential developments provides the relative accessibility of
any one development to all others considered in the assessment. This allows for the ranking of sites in the
context of the factors considered in the assessment and identification of locations, areas, or site clusters where
accessibility may require enhancement.

Outputs have been mapped in GIS. The outputs are shown in Appendix E.
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3. Definition of Transport Planning Objectives

It is imperative for the success of the Edinburgh City Plan 2030 Transport Appraisal that a robust set of Transport
Planning Objectives (TPOs) is defined; without them we cannot have confidence that the most appropriate
solutions are being identified.

TPOs have been developed from the aspirations for change outlines in Choices for City Plan 2030 and also
those of a range of other relevant policies and programmes, key amongst them being:

=  Edinburgh City Mobility Plan;

=  Edinburgh City Centre Transformation proposals;

=  The Edinburgh Strategic Sustainable Transport Study;

=  The West Edinburgh Transport Infrastructure Programme

=  Edinburgh Core Paths Plan;

= SEStran Regional Transport Strategy;

= National Transport Strategy and emerging second Strategic Transport Projects Review.
The objectives and visions of Choices and the City Mobility Plan are particularly relevant.
Choices for City Plan 2030 Vision

To make Edinburgh:

= A sustainable city which supports everyone's physical and mental wellbeing;
= Acity where everyone lives in a home they can afford,

= Acity where you don't need to own a car to move around,;

= Acity where everyone shares in its economic success.

Choices for City Plan 2030 Objectives
=  Be carbon neutral by 2030;

=  Create a network of greenspaces that protects green settings and helps people make sustainable travel
choices;

=  Provide new homes, jobs and services in accessible locations with good access to walking and cycling routes
and to public transport;

= Provide space for freight and distribution hubs;
=  Create affordable homes for citizens and reduce the amount of homes being lost to other uses;

= Provide land for all types of businesses and redevelop former sites.

City Mobility Plan Vision

= Edinburgh will be connected by a safer and more inclusive net zero carbon transport system delivering a
healthier, thriving, fairer and compact capital city and a higher quality of life for all residents

City Mobility Plan Objectives

=  People: To improve health, wellbeing, equality and inclusion:

. Encourage behaviour change to support the use of sustainable travel modes

" https://www.edinburgh.gov.uk/downloads/file/26927 /choices-for-city-plan-2030
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. Ensure that transport options in the city are inclusive and affordable
=  Movement: To support inclusive and sustainable economic growth and respond to climate change:
= Increase the proportion of trips people make by active and sustainable travel modes
=  Improve sustainable travel choices for all travelling into, out of and across the city
. Reduce harmful emissions from road transport
=  Improve the safety for all travelling within our city
=  Maximise the efficiency of our streets to better move people and goods
=  Place: To protect and enhance our environment:
=  Reduce the need to travel and distances travelled
. Reduce vehicular dominance and improve the quality of our streets

The agreed TPOs for the City Plan Transport Appraisal and performance indicators are listed below. Their
derivation and consistency with established objectives is outlined in Appendix F.

TPO1: Promote sustainable economic growth by facilitating developments which enable use of sustainable,
inclusive transport choices
. Targets:

. Deliver all City Plan 2030 development aspirations in a manner that supports sustainable transport
and meets the other TPOs

. For new developments to support growth in public transport patronage and active travel
. KPIs:
=  Total number of residential units that can be delivered whilst meeting TPOs 2, 3 and 4

=  Total quantum of floorspace of other development classes that can be delivered whilst meeting TPOs
2,3and 4

. Forecast public transport patronage

=  Forecast number of active journeys

TPO2: Minimise the need to travel to and from new developments, especially by car
. Target:

. For new developments to support a lower proportion of journeys by car than equivalent extant
developments in Edinburgh

] KPlIs:

*  Forecast mode share of journeys to/from new developments
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TPO3: Support physical and mental wellbeing by maximising the potential for development-related transport
demand to be accommodated by active and non-polluting modes

. Targets:

. For new developments to support a higher proportion of journeys by active and sustainable modes
than equivalent extant developments in Edinburgh

. For air pollution levels in hotspot locations to be reduced or no worse than in the reference case
. KPIs:
- Forecast proportion of active journeys

. Forecast air pollution levels at hotspot locations

TPO4: Mitigate the adverse impacts of transport demand from new developments on existing networks
. Targets:

. For new developments to support a lower proportion of journeys by car than equivalent extant
developments in Edinburgh

= For traffic congestion to be reduced or no worse as a result of development proposals
. KPlIs:
*  Forecast mode share of journeys to/from new developments

=  Forecast average peak-time vehicle journey times on key strategic road corridors
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4.  CityPlan 2030

4.1 An Overview of City Plan 2030

Choices for City Plan 2030 sets out proposals to bring forward new developments in Edinburgh, in order to meet
the city's needs for new homes, employment opportunities and other facilities, whilst contributing to the
characteristics of the existing city and contributing to healthy, sustainable and inclusive communities.

Transport considerations are at the heart of City Plan 2030 proposals; to ensure that new land-use proposals are
properly integrated with the city's aspirations for transport. “A city where you don't need to own a car to move
around" is one of the four key themes of Choices, and is supported by objectives of:

=  Delivering community infrastructure;
=  Creating places that focus on people not cars;
=  Supporting the reduction in car use in Edinburgh; and

=  Delivering new walking and cycle routes.

4.2 Location of Potential City Plan 2030 Developments

A summary of the City Plan 2030 development assumptions is included within this section, with further detail on
specific developments included within Appendix A.

Whilst the finalised details of location and scale of residential developments to be included within the City Plan
2030 are shaped by the technical work which will support the plan, including this Transport Appraisal, reference
has been made to the Choices for City Plan 2030 preferred approach, Housing Study and post-Choices site
selection work which outline the following development options:

=  Option 1 -Delivery by the council and its partners within the urban area;
= Option 2 — Delivery through market housing by releasing greenfield; and
=  Option 3 - All potential housing-led mixed-use sites, a blended approach between brownfield and

greenfield.

In order to ensure a robust assessment is undertaken, and following advice from CEC, the demand associated
with Option 3 (brownfield / greenfield blend) is considered within this Transport Appraisal.

Jacobs is working with a list of sites as supplied by CEC of over 100 brownfield locations across the city which are
being considered for allocation for residential development. The total estimated capacity of these sites is
approximately 13,000 residential units.

In addition to the aforementioned brownfield/edge of urban sites, the following strategic brownfield / urban
sites are considered as potential development opportunities in City Plan 2030:

=  Expansion at bioQuarter — 2,500 units;

= Land at Seafield - 800 units;

= Garden District (East of Milburn Tower) - 1,350 units; and

=  Saica(Land at Turnhouse Road) - 1,000 units.

For the remainder of this report, all the sites listed above are included when reference is made to potential
brownfield allocations within the city.
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CEC has estimated that, in addition to the sites listed above, capacity for a further 5,000 residential units is
required by 2030. Four options have been identified for this provision (with the assumption that all the capacity
would be provided by one of them):

»  Further densification and reclassification of the International Business Gateway site (IBG2); or
= Norton Park (east of Ratho Station); or
=  Land east of Riccarton; or

= Land at the Drum, south east of Gilmerton.

CEC have confirmed that 35% of units for all sites should be assigned to affordable housing except for the
Garden District which already has a minded to grant decision for planning permission in principle with a 25%
affordable housing requirement.

4.2.1 Non-residential Developments
West Edinburgh

CEC have confirmed that discussions are ongoing within CEC and through the West Edinburgh Strategy Study
with partners, including the Scottish Government, in order to establish support for a mixed-use approach to
development at West Edinburgh.

As outlined previously, all developments within the extant LDP that have planning approval have been included
within the reference case. The remaining developments that are included in the extant LDP that do not have
planning approval are assumed to comprise the City Plan 2030 developments, although the mix of development
is different to that identified within the extant LDP.

City Centre

It is assumed that there will be no City Centre non-residential developments within the City Plan 2030
assessments.

Leith / Granton Waterfront

CEC have been in discussions with Forth Ports over proposed development content to be considered within the
City Plan 2030 with reference made to Forth Ports' City Plan 2030 Choices consultation response. Furthermore,
CEC have confirmed that the development principles for Leith Waterfront, as part of the City Plan 2030,
comprise those outlined within Table 11 of the extant LDP.

Notwithstanding this, the extant LDP only provides details on the estimated total residential capacities and does
not provide details on the anticipated scale of development relating to the other land uses. Therefore, in the
interests of robustness, the non-residential development content included within the Leith Docks (Forth
Properties) Transport Assessment will be assumed to comprise the development that comes forward as part of
City Plan 2030.

South East Edinburgh

As mentioned previously, CEC have provided details of the anticipated development mix / scale for bioQuarter
(260,000sgm life sciences / commercial uses and up to 2,500 residential units) and have confirmed that with

the exception of the 20,000sgm of life sciences / commercial already constructed, all development will come

forward as part of City Plan 2030.
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4.3 City Plan 2030 Transport Demand

A summary of the predicted transport demand, for each of the three scenarios outlined in Section 2.4, associated
with the City Plan 2030 proposals in each of the following strategic areas of the city are presented in Table 4.1 to
Table 4.3 below. The information is then shown graphically in Figure 4.1:

= North Edinburgh — Leith Docks and Leith/ Bonnington Brownfield Cluster;

=  East Edinburgh — Seafield and Brownfield Cluster;

=  South East Edinburgh — BioQuarter and Brownfield Cluster;

=  South West Edinburgh — Redford Barracks and Brownfield Cluster;

=  West Edinburgh — A8 Corridor and Edinburgh Park; and

=  North West Edinburgh — Comely Bank to Granton Individual Brownfield Sites.

Note that trip generation estimates for potential Greenfield sites (IBG, Norton Park, Land East of Riccarton, and
Land at the Drum) have not been included in the tables below, given the expectation that at most one of them

would come forward. Notwithstanding this, given the aforementioned greenfield sites have been assessed within
this study, trip generation estimates for each site are presented within Chapter 6 of the report.

A detailed breakdown of the predicted trip generation associated with each of the City Plan 2030 sites is
provided in Appendix B.
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Table 4.1: Summary of City Plan 2030 Trip Generation by Mode for Scenario 1: Pre-Covid Trends/No Covid

Strategic People Trips Walking Trips Cycling Trips Public Transport Trips Vehicle Occupant Trips Vehicle Trips
Area AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak

Arr| Dep Arr| Dep Arr| Dep Arr| Dep Arr|  Dep Arr|  Dep Arr|  Dep Arr| Dep Arr| Dep Arr| Dep Arr| Dep Arr| Dep
Ectl)i:gurgh 4,508 | 4,462| 6,089 5831| 1,057| 1,134 1,478| 1,382 182| 181 246| 235| 1,636 1,594 2,195| 2,112 262| 249| 348| 337|1,372| 1,303| 1,821 1,765
Eglis:\burgh 211 847| 618| 299 46| 188 137 66 8 31 23 11 75| 301| 219| 106 15 56 41 20 68| 270 197 96
Zg:ﬁguii;it 2,007 | 2,124| 1,583| 1,689 379| 439| 327| 329 44 50 37 38| 633| 667| 497| 532| 207| 209| 156| 171| 744| 759| 566| 619
South West
il e 805| 3,174| 2,285| 1,174| 210| 900| 645 330 23 97 69 36| 210| 836| 602| 309 60| 223| 162 83| 302|1,117| 808| 416
\é\ileifmtburgh 2,965 | 3,454| 2,425| 2,986 235| 499| 318| 244| 243| 175| 140| 243|1,349|1,032| 741|1,298| 160| 208| 134| 159| 977| 1,540 1,093| 1,043
No'rth LS 133| 494 377 189 39| 156| 116 58 5 20 15 7 44| 162 124 62 7 25 20 10 38| 131 101 51
Edinburgh
Table 4.2: Summary of City Plan 2030 Trip Generation by Mode for Scenario 2: Plausible post-Covid without policy
Strategic People Trips Walking Trips Cycling Trips Public Transport Trips Vehicle Occupant Trips Vebhicle Trips
Area AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak

Arr| Dep Arr| Dep Arr| Dep Arr| Dep Arr| Dep Arr|  Dep Arr|  Dep Arr| Dep Arr| Dep Arr| Dep Arr| Dep Arr| Dep
Ectl)i:gurgh 4,121 4,095| 5,575| 5,334 1,109 1,190 | 1,552 | 1,451 273| 272| 369| 353 1,227|1,196| 1,646 1,584| 242| 231| 322| 312 1,270| 1,206| 1,686| 1,634
E:Iis:\burgh 193| 773| 564 273 49| 198 144 69 11 47 34 16 56| 226| 165 79 13 52 38 19 63| 250| 183 89
South East
Sl 1,819 1,932| 1,440| 1,532| 398| 461 344| 345 67 75 56 57| 475| 500| 373| 399| 191 194| 144 159| 689 703| 524 573
South West
e 748 2,959 2,130( 1,094| 220| 945| 677| 346 35| 145| 104 53| 157| 627| 451 232 56| 207| 150 77| 280| 1,034 748| 385
\é\ileifmtburgh 2,676 3,179| 2,235| 2,706 247| 524| 334| 256| 365| 263| 209| 365|1,012| 774| 556| 973| 148| 192| 124| 147| 904| 1,425| 1,012 965
Ec(l’i:guvy:r?t 123| 460| 350, 175 41 164 122 61 8 30 23 11 33| 121 93 47 7 24 18 9 35| 121 94 47

19



City Plan 2030
Transport Assessment

vacobs

Table 4.3: Summary of City Plan 2030 Trip Generation by Mode for Scenario 3: Plausible post-Covid with policy

Strategic People Trips Walking Trips Cycling Trips Public Transport Trips Vehicle Occupant Trips Vebhicle Trips
Area AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak

Arr| Dep Arr|  Dep Arr| Dep Arr| Dep Arr| Dep Arr|  Dep Arr|  Dep Arr| Dep Arr| Dep Arr| Dep Arr| Dep Arr|  Dep
Ectl)i:gurgh 4,420 4,404| 5987| 5,723| 1,215| 1,304 | 1,700| 1,589 | 318| 317| 431| 412| 1,636 1,594 2,195| 2,112| 201 191| 267| 258| 1,051 998| 1,395| 1,352
E:Iis:\burgh 205| 823| 600| 290 53| 216| 158 76 13 55 40 19 75| 301 219| 106 11 43 32 16 52| 207| 151 73
South East
il e 1,875| 2,000 1,491| 1,581| 436| 504| 376| 378 78 87 65 67| 633 667| 497| 532| 158| 160| 119| 131| 570| 581| 433| 474
South West
Edinburgh 769 | 3,068| 2,207| 1,133| 241|1,035| 741 379 41 169 121 62| 210 836| 602| 309 46| 171 124 64| 232| 856| 619 319
\é\ileif\tburgh 2,916 3,252| 2,290| 2,924| 271| 574 366| 281| 426| 307| 244 426| 1,349| 1,032 741|1,298| 122| 159 103| 122| 748|1,179| 837| 798
E:I’i:guv:lger?t 132| 496| 377| 188 45| 180 134 66 9 35 26 13 441 162 124 62 6 20 15 8 29| 100 78 39
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Figure 4.1: Spatial Distribution of Generated Trips (Without Strategic Greenfield Developments)

City Plan 2030 - Brownfield AM Trips North East Edinburgh
Total Peaple Trips Sel— 6300 Arrivals Departures
(08:00 - 02:00) 7 2 Strategic Sites
= Walking , \\-. West Edinburgh Cluster
Cycling f{ F,—)_ \ o0 Leith & Bennington Cluster )
Public Transport I\I o / East Edinburgh Cluster Scenario 1
Vehicle Occupants \\_ ,:/ South East Edinburgh Cluster
B venicles \\‘x___ __/-"/ South West Edinburgh Cluster North West
| Other Individual Sites Edinburgh
e West Edinburgh ArriVals Departures
" Arrivals Departures Seenario O 6 Scenario 2
: Scenario 2 @ @ _ _East
Scenario 1 - _ﬁq!nburgh
S cottaris 306 - ___Arivals Departures
Scenario 3 :
< Scenario 1
N South West N
Edinburgh ::’9"3 9.
Arrivals D South East
“ Edinburgh @Scana\no 3"
,.-Amva[s {Jepartures

\ ,f.‘:
Scenario 1 | O
| \. .n‘

Scenario 2

8 Scenario 3 l"
Scenario 3 \

Scenario 2

21



City Plan 2030 | b
Transport Assessment \Jaco S

4.4 Modelling City Plan 2030 Transport Demand

441 Forecast Years and Time Periods

A forecast year of 2032 has been adopted for the modelling of City Plan. This forecast year was used as part of
the Trams to Newhaven business case and is consistent with TELMoS (Transport, Economic and Land-use Model
of Scotland) land use data. TELMoS data includes information on changes in population, employment, education
shopping and leisure trip making, consistent with the trip purposes in the CEC Visum model. TELMoS data has
been used to establish background growth outside Edinburgh maintaining a consistency of approach with
Transport Scotland's transport models.

The model is incremental using both observed and demand model matrices. To make best use of observed data,
future demand matrices are never used directly. Instead, the difference between the base demand matrix and
the future demand matrix are added to the observed base matrix to create the forecast matrix used in the
assignment.

. Future year demand = base observed matrix + (demand model future — demand model base).

The model has been developed and adopted for City Plan modelling for the following time periods:
=  Morning period, 07:00-09:00; and
. Evening period, 16:00-18:00.

4.4.2 Forecast Development Demand

Two options have been considered during the City Plan forecast model demand development. The first forecasts
are based on land uses by model zone while the second option incorporates agreed trip rates calculated
externally and directly applied within the model.

Option 1 - Demand Model Trip Generation

Typically, new development is included within the model based on its land use type (Housing, Office,
Commercial & Retail). Within Edinburgh future development is based on planning data provided by CEC.
TELMoS data has been adopted for areas outside Edinburgh where no planning data is available.

Within each model zone, new housing is included as the number of additional units. Office and commercial
development is included as the gross floor area of the development, converted to the number of employees.
This option would represent a more consistent trip generation methodology across all types of development.
Resulting development trips, their distribution and mode choice are calculated automatically by the demand
model and assigned to the model network to identify the forecast transport impacts.

Option 2 - TRICS & Transport Assessment Trip Generation

With this option, private vehicle and public transport trip generation has been assumed to be as given in each
development transport assessment where available. These have been obtained through interrogation of the CEC
planning application portal. For developments without detailed applications available a set of trip rates have
been established from TRICS. Census data has then been taken to establish mode shares and both used to
calculate development trip generation.

These are assigned accordingly although the distribution of trips is still determined by the model, consistent with
the first option. Similarly, TELMoS data has also been adopted for areas outside Edinburgh where no future
development details are available.

It should be noted that where trip generation values were obtained from approved development transport
assessments, that these may have used various methodologies to derive the trip rates for the individual
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developments. Two similar developments may generate different trip numbers and mode splits. These trip rates
may reflect individual development characteristics and accessibility and for a number of key developments are
the result of agreements reached on scoping during the development of the transport assessments.

This report presents analysis of the modelling outputs based on the Option 2 trip generation. Option 1 trip
generation has been used to establish distribution of future development trips and to provide a comparison with
the level of demand forecast for each development in Option 2.

4.43 Model Network Assumptions
Reference Case Model Network Assumptions

The modelling has incorporated the vehicle and public transport trip generation values associated with each
development as outlined previously in Section 2.1 of this report.

Several network updates have been completed in the Reference Case model compared to the Base model
network. These updates include a number of Reference Case Transport Interventions as outlined previously in
Section 2.2.

As the model has been previously developed to support the Tram Business Case there is a greater level of
network detail in the centre of the city and close to the Airport to Newhaven tram route. All key junctions are
modelled in full in this area of the model. Away from the tram corridor the network structure includes the key
network links while only some of the main junctions have been explicitly modelled. A number of other network
changes have therefore been undertaken where additional network detail was required in areas surrounding
some of the key developments.

The following section outlines some of the network updates completed incorporating changes to the road from
the 2016 base year network, additional network detail surrounding key developments and some of the planned
Reference Case infrastructure schemes presented previously in Table 2.1.

North & West Edinburgh
=  Queensferry Crossing;
= A8 Glasgow Rd & Maybury Rd speed limit reduction;
= Maybury Rd: three new signalised junctions associated with ongoing developments;
=  Eastfield Rd dualling from the A8 dumbbells junction to the Airport; and
=  Maybury Rd Junction upgrade and additional eastbound lane between Gogar and Maybury.
City Centre
=  Picardy Place and Trams to Newhaven corridor junction revisions;
=  City Centre Transformation early phases:
- Waverley Bridge/ East End Princes St restrictions;
- Victoria St and Cockburn St restrictions;

- Meadows to George St improvements, including Bank St restrictions, Forrest Rd closure and Bristo Pl
Teviot junction changes; and

- Minor junction changes associated with City Centre West to East Link project.
South East Edinburgh

= Update to network detail in this general area to ensure key junctions have been explicitly modelled where
possible, improving route choice through this area of the model,

= QMU upgraded access junction at the A1 incorporating new northbound slip roads;
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= Sheriffhall junction grade separation;

=  Midlothian LDP development sites: additional road network associated with Millerhill and Shawfair
developments; and

. Inclusion of Newton Church Rd and Shawfair Avenue within the model.

Traffic growth outside Edinburgh is based on TELMoS growth. CEC model matrices have been uplifted by
applying growth factors calculated from 2032/2017 trip end data to give a forecast of future regional
movements.

The public transport network includes some changes from the base year model. The base model network is
based on services and timetables from 2017. Some updates have been undertaken within the forecast model to
reflect key service changes in 2018 including the introduction of Skylink services 200, 300 and 400.

The forecast model also incorporates tram services running between the Airport and Newhaven. The following
service patterns have been assumed:

=  Airport to Newhaven: 8 trams per hour; and

=  Haymarket to Newhaven: 8 trams per hour.

Also included are the bus recast proposals along the tram corridor as outlined within the Trams to Newhaven
Full Business Case.

It is important to note that the model does not include a public transport crowding model. As such, bus and
public transport routes are assumed to have sufficient capacity to cater for all assigned demand and increased
tram and bus frequencies only impact upon boarding stop wait time. All public transport services run times are
also fixed in the model and do not take account of changes in delays within the network.

City Plan Model Network Assumptions

The modelling has incorporated the vehicle and public transport trip generation values associated with each of
the City Plan developments as outlined in Section 4.2 of this report.

Key road network updates from the Reference Case model include new connections associated with the
proposed West Edinburgh Developments:

=  Gogar Link Road and Elements Edinburgh access roads — single carriageway scheme modelled running
north west incorporating Elements Edinburgh access roads. The road then runs West towards the airport
connecting to the existing Long Stay Parking Junction; and

= IBG 1 and IBG2 access roads — new single carriageway link connecting via a new signalised junction on
Eastfield Rd at the existing NCP Car Park Roundabout and joining Gogar Roundabout via Myreton Drive. The
new road includes a signalised junction where it meets the new Gogar Link Rd north of the Tram depot.

Additional model runs have been undertaken incorporating potential public transport interventions and analysis
is presented within Section 5.3.3 of this report. The models have been assigned with the following interventions:

*  The Edinburgh Strategic Sustainable Transport Study (ESSTS) Granton and South East Tram Alignment
options in order to give an insight into the potential future patronage levels associated with new
developments along the route; and

= Improved limited stop north orbital and south orbital bus routes providing connections between the key city
plan development areas.

12 East and Midlothian developments to the south east of Edinburgh, and within the city bypass, are specifically modelled. These include Shawfair and
Queen Margaret University Campus proposals.
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5. Transport Impacts of City Plan 2030 Developments

5.1 Introduction

This section outlines the main transport problems and issues that would be caused by demand generated by City
Plan 2030 developments, initially at a city-wide level, then for specific clusters of developments to highlight
more localised effects. Inall instances, information on the transport situation if City Plan 2030 developments
were to be completed and occupied is compared with the reference case situation (as described in section 2).
Potential measures to mitigate these problems are introduced in later sections.

5.2 Active Travel and Public Transport Site Accessibility

Many of the proposed development sites are well connected to existing active and public transport networks
and, using them, to local services and facilities. Figure 5.1 and Figure 5.2 show the networks, and comparative
accessibility for each development site by active and public transport modes. More detailed information is
provided in Appendix E. Key findings include:

Residential sites: active travel:

= Many of the brownfield sites that are within the existing urban area are in relatively close proximity to
existing services, so have good or reasonable accessibility to them by active travel (noting that the
assessment considers only proximity by extant active travel routes, but does not take account of localised
barriers such as steps, gradients or busy road crossings);

=  The following brownfield sites perform less than some others, pointing to the need to ensure that good
quality active connections are created to nearby services: Seafield, Royal Victoria Hospital, Broomhouse,
Redford Barracks, and clusters of sites at Longstone, Liberton, and in some locations in Bonnington; and

= Sites on the periphery of the city naturally perform worse on this assessment of proximity to extant local
services, with those in West Edinburgh have the worst access to local services of all the proposed sites. This
highlights the need to improve these services at or nearby these development sites, facilitating the 20-
minute neighbourhood concept at them, alongside high-densities which facilitate active travel.

Non-residential sites: active travel:

=  The West Edinburgh sites also perform worst for active travel accessibility of those non-residential sites, for
which we considered the number of people that live within walk/cycle catchments; and

= Care must be taken to ensure that any major new employment location is well connected to active travel
networks, but improved walking and cycling routes to West Edinburgh will be especially important if that is
developed as a significant employment location and if demand for private transport there is to be
minimised.

Residential sites: public transport:

=  Most brownfield sites are within reasonable a walk distance of at least some public transport services,
though some of the larger strategic sites will need public transport services to route through them if
reasonable walk distances are to be provided for all;

=  The peripheral development sites have the weakest public transport access to existing services, as would
typically be expected, but none are without nearby bus and/or tram routes; and

=  Some sites within the current urban core, whilst having public transport access, perform relatively weakly
because of relatively infrequent services and/or relatively long travel times to services; these include sites at
Seafield, Redford Barracks and Astley Ainslie Hospital.
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Figure 5.1: City Plan 2030 Residential Development Sites, Indicative Accessibility: Active Travel
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Figure 5.2: City Plan 2030 Residential Development Sites, Indicative Accessibility: Public Transport
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Non-residential sites: public transport:
= All of the proposed employment sites have public transport services operating in the vicinity of them; and

=  Those in West Edinburgh have the fewest people living within short public transport journey times; this
highlights the need to consider additional public transport route options to West Edinburgh were it to come
forward as a major development.

53 Model Network Impacts

The analysis of model outputs and network impacts in this chapter of the report are based on two model run
tests. The first test includes all City Plan Brownfield development plus the revised IBG2 proposals and excludes
all three greenfield development proposals. The second includes all City Plan Brownfield development plus the
Drum greenfield development (land south east of Gilmerton), IBG2 development is not included within this
second test.

Throughout this and subsequent sections, modelled data and plots are shown for transport demand scenario 1:
pre-Covid trends/no Covid (refer to table 2.2 for description of the scenarios and tables 4.1 — 4.3 for the trip
generation predictions for each). Were scenario 2: plausible post-Covid without policy or scenario 3: plausible
post-Covid with policy to be realised, public transport demand (for all trips, not just those to/from new
developments) would be at 75% or 100% of the levels shown for scenario 1 respectively. In no instance do
these potential variances in public transport demand significantly affect our assessment of the public transport
challenges and mitigation measures required for any site, albeit that final consideration of service frequencies,
capacities and operating costs would need to be accounted for at the time when the developments are brought
forward.

Active travel demand would be greater in both scenarios 2 and 3 than scenario 1. Recommended mitigation
measures are unaffected, however, because of the need to ensure that all developments are well connected by
active travel modes even in the lowest-demand scenario, and because capacity of active travel links is not
considered to be a significant factor.

Overall demand for private car use in scenario 2 is 7% lower than in scenario 1 (for all trips, not just those
to/from new developments). Whilst this represents a notable reduction, peak time traffic problems of
congestion and pollution would remain at the problem locations identified below. In scenario 3, private car use
is a significant 23% less than scenario 1. This would have the effect of reducing traffic problems, albeit that
congestion and pollution would remain in many of the locations that are currently a cause for concern, and the
traffic demand effects of new developments would occur in the same locations regardless of scenario. In no
instance does the possible reduction in traffic levels from those shown below affect our recommendations for
the appropriateness of developing alternative site options, or of transport mitigation measures related to any
mode.

The following section provides a summary list of impacts on the network as a result of future City Plan 2030
developments compared with the Reference Case model. Further detail on vehicle and public transport impacts
is then presented for the key development areas within Section 5.4 to 5.6 of this report.

5.3.1 City Plan Brownfield Development vs Reference Case — General Network Impacts

North and East— increase in delays at some approaches to the following junctions:

=  Ferry Rd at Newhaven Rd;

=  Bonnington Rd at Newhaven Rd and Great Junction St Junctions;

=  Commercial St at Lindsay Rd and The Shore Junctions;

=  Salamander St at Bath Rd;

=  Seafield Rd at Seafield PL;
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=  Restalrig Rd at East Hermitage P

=  Fillyside Rd at Seafield Rd E;

=  Craigentinny Ave at Craigentinny Rd;

= Jock's Lodge;

= Leith Walk at Pilrig St, Annandale St, McDonald Rd and Manderston St Junctions;

= Increase in delays at all junctions on Queensferry Rd from Barnton to Telford Rd; and

=  Subsequentincrease in delays on Lauriston Farm Rd & Cramond Rd N/ Gamekeeper's Rd due to an increase
in vehicles traveling via this alternative route.

South East —increase in delays at some approaches to the following junctions:

= Sir Harry Lauder Rd at Milton Rd East;

=  Niddrie Mains Rd at The Wisp and Craigmillar Castle Rd Junctions;

=  Old Dalkeith Rd at The Wisp, Ferniehill Rd, Royal Infirmary and bioQuarter access Junctions; and

*=  Increased mainline flow leads to delays for priority junction minor arms entering onto Old Dalkeith Rd.
South and West — increase in delays on the bypass and at some approaches to the following junctions:

=  Craiglockhart Rd at Colinton Rd;

=  Saughton Rd at Stenhouse Dr;

=  Calder Rd westbound at Bankhead Ave and eastbound approach to City Bypass Calder Junction;

=  Gogar Station Rd at Calder Rd;

= Significant additional delays for vehicles exiting West Craigs/ Turnhouse developments at A8 and Craigs Rd
Junctions; and

=  Additional delays at Old Liston Rd approach to Newbridge Roundabout.
5.3.2 City Plan Brownfield with IBG2 Developments vs Reference Case — General Network Impacts

Figure 5.3 and Figure 5.4 show City Plan Brownfield with IBG2 vehicle model link flows and the difference in
flows between the City Plan Brownfield with IBG2 model and Reference Case Model respectively for the AM
period. Note that the model flows are in Passenger Car Units (PCU) and are for two hours as it covers the period
between 07:00 and 09:00.

Vehicle flow increases associated with City Plan 2030 developments are seen across most areas, especially
within close proximity to planned developments. The new Gogar link road results in some flow reductions on the
existing A8. As the number of vehicle trips associated with new developments increases within West Edinburgh it
has an impact on the already limited capacity on the key strategic routes towards the city. Significant city-bound
traffic growth from beyond the west of the city is not forecast, as the model predicts that the origins of some of
these journeys will move to the new developments. This results in some minor flow reductions on the M8, M9
and M90. Figure 5.5 also highlights link capacity issues on the trunk road network surrounding Edinburgh
including the M8 and the City Bypass.

Figure 5.6 presents the City Plan Brownfield with IBG2 future levels of public transport demand in the network
and Figure 5.7 highlights the change from the Reference Case in public transport patronage levels associated
with City Plan development. This shows increase on routes around Leith and some of the key routes to the city
from the East, South East and the West. It also highlights a pattern of increased demand on some existing orbital
routes including Portobello and the East to Leith, and areas of Leith connecting to West Edinburgh. Figure 5.8
highlights seat capacity issues on some public transport routes based on current levels of service. This includes
high public transport demand from West Edinburgh developments leading to tram capacity issues.
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Figure 5.3: City Plan 2030 Brownfield with IBG2 Vehicle Model Flows
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Figure 5.4: City Plan 2030 Brownfield with IBG2 vs Reference Case Vehicle Model Flow Difference Plot
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Figure 5.5: City Plan 2030 Brownfield with IBG2 Forecast Major Road Performance (Volume / Capacity)
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Figure 5.6 City Plan 2030 Brownfield with IBG2 Public Transport Model Flows
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Figure 5.7: City Plan 2030 Brownfield with IBG2 vs Reference Case Public Transport Model Flow Difference Plot
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Figure 5.8: City Plan 2030 Brownfield with IBG2 Public Transport Volume Capacity Ratios
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5.3.3 City Plan Brownfield with Drum Developments vs Reference Case — General Network Impacts

Figure 5.9 and Figure 5.10 show City Plan Brownfield with Drum vehicle model link flows and the difference in
flows between the City Plan Brownfield with Drum model and Reference Case Model respectively for the AM
period. The impact of this scenario compared with Reference Case in terms of flow changes is similar across the
network to the City Plan Brownfield with IBG2 scenario. There are greater flow changes on links surrounding the
Drum development including Gilmerton Road and Gilmerton Station Road. There are also lower flow changes in
West Edinburgh on the A8 with IBG2 development demand not included in this scenario.

Figure 5.11 also highlights the same link capacity issues on the trunk road network surrounding Edinburgh
including the M8 and the City Bypass with a slightly higher volume capacity ratio seen westbound between
Lothianburn and Lasswade junction on the bypass compared to the City Plan Brownfield with IBG2 scenario.

Figure 5.6 presents the City Plan Brownfield with IBG2 future levels of public transport demand in the network
and Figure 5.7 highlights the change from the Reference Case in public transport patronage levels associated

with City Plan development. These show a greater demand on the Gilmerton Road and Old Dalkeith Road city

centre bus routes.
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Figure 5.9: City Plan 2030 Brownfield with Drum Vehicle Model Flows
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Figure 5.10: City Plan 2030 Brownfield with Drum vs Reference Case Vehicle Model Flow Difference Plot
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Figure 5.11: City Plan 2030 Brownfield with Drum Forecast Major Road Performance (Volume / Capacity)
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Figure 5.12 City Plan 2030 Brownfield with Drum Public Transport Model Flows
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Figure 5.13: City Plan 2030 Brownfield with Drum vs Reference Case Public Transport Model Flow Difference Plot
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Figure 5.14: City Plan 2030 Brownfield with Drum Public Transport Volume Capacity Ratios
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More detail of the traffic effects of the proposed developments, for Brownfield + IBG2 and Brownfield + Drum
scenarios, is provided in Appendix G. Information relating specifically to the three Trunk Road junctions of
primary concern to Transport Scotland (the Newbridge, Hermiston Gait and Sheriffhall interchanges) is provided
in Appendix H.

In the remainder of this section we discuss the main issues affecting the larger development areas as a result of
City Plan 2030 developments (note that the information provided represents the transport effects of all
potential developments but with the geographic location of the effects at larger scale for clarity). More detailed
mitigation measures for all developments are presented in the next chapter.

5.4 Transport Impacts: North, North West and East Edinburgh

5.4.1 Introduction

The area of North Edinburgh includes significant levels of development as part of the Reference Case and further
development as part of City Plan. This section will look at the impacts of the two key City Plan strategic sites at
Leith Docks and Seafield along with a significant cluster of brownfield development sites around Leith,
Bonnington and Canonmills.

5.4.2 Key Developments

Reference Case:

=  Granton Mixed Use Developments —up to 16,000sqm of Leisure, Retail and Office space and 200-room
hotel across Granton Harbour and Granton Waterfront developments;

=  Granton Waterfront Residential — approximately 2,800 residential units across a number of developments
allocated in previous Local Development Plan (LDP EW2A, 2B and 2C);

=  Western Harbour Residential — over 900 units on land allocated in the previous LDP (site EW1a);

=  Central Leith Waterfront Residential - CALA development of up to 350 units at Ocean Terminal allocated in
the previous LDP (site EW1B);

=  Salamander Place — 500 units associated with phases 3 to 7 of residential development allocated in
previous LDP (site EW1c).

City Plan 2030:

= Seafield Residential Development — up to 800 units;

=  Leith Docks Mixed Use Development — Combined Office, Retail, Leisure, Port Activities and Education floor
space of up to 210,000sgm;

= Cluster of brownfield sites spread across areas of Bonnington, Leith and Canonmills accommodating over
4,700 residential units.
5.4.3 Committed Infrastructure

=  Trams to Newhaven Completion;

Leith Walk Segregated cycle lanes and Leith Walk to Ocean Terminal active travel connection.
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Table 5.1: City Plan 2030 Trip Generation — Leith Docks, Seafield & Leith/ Bonnington Cluster

Mode AM (08:00 - 09:00) AM (08:00 - 09:00) PM (17:00 — 18:00) PM (17:00 — 18:00)

Arrive Depart Arrive Depart
Walking 1,077 1,231 1,544 1,412
Cycling 184 195 256 239
Public Transport 1,658 1,708 2,275 2,147
Vehicle Occupants 265 266 360 342
Vehicle 1,389 1,391 1,883 1,793
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Figure 5.15: North Committed and Potential Development Infrastructure
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5.4.4 Traffic Impacts

Figure 5.16 and Figure 5.17 present the impact of development on vehicle flows across north Edinburgh. The
links flows shown are based on outputs from the City Plan Brownfield with IBG2. Appendix G (Section 5) contains
the equivalent figures for City Plan Brownfield with Drum. The impact in this part of Edinburgh is similar in both
scenarios and therefore the following patterns identified are applicable to both scenarios.

=  Flow increases on majority of routes heading towards Leith Docks area including Lower Granton Rd and
Seafield Rd;

=  Some delay increases on Seafield Rd East at Fillyside Rd and Seafield Pl along with the Salamander St
junction at Bath Rd push some vehicles onto alternative routes including Claremont Park. This results in
some additional delay at Restalrig Rd and East Hermitage Pl Junction;

= Level of flow increase greater on Easter Rd compared to Leith Walk due to restricted capacity and additional
delays through the junctions on Leith Walk including at Pilrig St, Annandale St, McDonald Rd and
Manderston St Junctions;

=  Elsewhere, increased delays on approach to junctions in the area due to the additional trips associated with
the developments including some of the following:

- Ferry Rd at Newhaven Rd;

- Bonnington Rd at Newhaven Rd and Great Junction St Junctions;
- Commercial St at Lindsay Rd and The Shore Junctions;

- Craigentinny Ave at Craigentinny Rd;

- Jock's Lodge.

Figure 5.16: City Plan 2030 Brownfield with IBG2 Vehicle Model Flows — North Edinburgh
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Figure 5.17: City Plan 2030 Brownfield with IBG2 vs Reference Case Vehicle Model Flow Difference Plot -
North Edinburgh
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5.4.5 Public Transport

Public transport demand increases are seen across areas of Leith with the largest increase seen along the tram
route. Bus patronage levels on services running via Bonnington and Easter Rd also increase.

There are also patterns of increased patronage on existing orbital routes between East Edinburgh, Leith, Granton
and onto West Edinburgh. The impact of improved orbital route services along this corridor has been tested in
the model and further analysis is provided within Section 6.19 of this report.

Assuming a bus can accommodate up to 80 passengers the peak level of demand (2,275 trips) associated with
all City Plan development in North Edinburgh would be the equivalent of up to 28 buses.

Figure 5.18 and Figure 5.19 present impact of development on public transport flows across north Edinburgh.

The links flows shown are based on outputs from the City Plan Brownfield with IBG2. Appendix G (Section 5)
contains the equivalent figures for City Plan Brownfield with Drum.
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Figure 5.18 City Plan 2030 Brownfield with IBG2 Public Transport Model Flows — North Edinburgh
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Figure 5.19: City Plan 2030 Brownfield with IBG2 vs Reference Case Public Transport Model Flow Difference
Plot — North Edinburgh
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5.5 Transport Impacts: South East Edinburgh
5.5.1 Introduction

Details of key developments in the South East of Edinburgh are presented within this section. This includes
significant planned development around Shawfair as part of Midlothian Council's Local Development Plan and
around Queen Margaret University as part of East Lothian Council's Local Development Plan. The area of interest
within the City of Edinburgh border is the bioQuarter development adding to the significant regeneration in
nearby areas of Niddrie, Craigmillar and Greendykes in recent years.

5.5.2 Key Developments

Reference Case:

*  Residential developments allocated in the previous LDP in areas including Greendykes, Craigmillar,
Newcraighall, Brunstane, Edmondstone, Gilmerton, Lasswade and Burdiehouse. Over 4,800 residential units
in total across these areas;

*  Residential-led developments (over 500 housing units) on land allocated in Midlothian Council's LDP
around Shawfair, Millerhill, Old Craighall and Danderhall;

=  Mixed use development on land allocated in East Lothian Council's Local Development Plan surrounding
Queen Margaret University and known as Innovation Park. This includes 800 residential units and
225,000sgm of Commercial/ Office floor space.

City Plan 2030:

*  Edinburgh bioQuarter Residential Development of 2500 units and Commercial/ Life Sciences floorspace of
240,000sgm;

=  Cluster of Brownfield development sites with a combined total of over 300 residential units including 120 at
Liberton Hospital development site.

5.5.3 Committed Infrastructure

Plans for a new active travel route from the bioQuarter towards the City Centre via Old Dalkeith Road and
Cameron Toll is currently being developed. This would connect into some existing active travel infrastructure in
the area along with planned connections to a number of development sites currently under construction in
Edmonstone and Danderhall.

The impact of a potential tram connection to the south east has been assessed in a separate model run to
investigate the impact of new developments on future tram patronage levels in the area.

Significant road network upgrades and new connections are proposed in this area. The key trunk road network
upgrades include the grade separation of Sheriffhall Roundabout. This will provide significantly increased
capacity for movements between areas north and south of the City Bypass.

Additional northbound slips are proposed at the A1 Queen Margaret University Junction ahead of future
development surrounding the University as part of East Lothian Councils LDP.

A number of new road connections and upgrades have been completed and further elements are planned in
areas in Midlothian around Shawfair and Millerhill as part of their LDP housing developments. These include a
new connection east of Shawfair station between Old Craighall Rd and Millerhill Rd, a new connection between
Old Craighall Rd and the A68 Dalkeith Bypass and A720 City of Edinburgh Bypass Junction. A further longer-
term connection is planned between the Wisp and Millerhill Road. Recent upgrades include sections around
Newton Church Road and Shawfair Avenue.
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The combined effect of these new connections providing improved connectivity between The Wisp to the East of
bioQuater and to the A68 Bypass junction. This may provide an opportunity for improved vehicle access to the
bioQuarter development by adding a short eastern access connection.

Figure 5.20: South East Edinburgh — Emerging Road Network
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Table 5.2: Trip Generation — Edinburgh bioQuarter and South Edinburgh Brownfield Cluster

AM (08:00 - 09:00)  AM (08:00-09:00)  PM (17:00 — 18:00) | PM (17:00 — 18:00)

Arrive Depart Arrive Depart

Walking 376 404 302 317
Cycling 45 48 36 38
Public Transport 648 696 521 545
Vehicle Occupants 214 230 172 180
Vehicle 769 826 618 647
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Figure 5.21: South East Committed and Potential Development Infrastructure
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5.5.4 Traffic Impacts

Figure 5.22 and Figure 5.23 present the impact of development on vehicle flows across north Edinburgh. The
links flows shown are based on outputs from the City Plan Brownfield with Drum. This is the scenario with the
greatest level of additional development demand in the south east region and the following is a summary of
network impacts:

=  Flowincreases on majority of routes heading to and from Edinburgh bioQuarter and the Drum;

= All demand to and from the bioQuarter development is via Old Dalkeith Rd resulting in increased delays at
surrounding junctions including at The Wisp, Ferniehill Rd, Royal Infirmary and bioQuarter access Junctions.
The increase in mainline flow leads also to delays for priority junction minor arms entering onto Old
Dalkeith Rd;

= Demand to and from the Drum development has been assumed to be via the Gilmerton Rd and Gilmerton
Station Rd roundabout to the west of the site and via the Old Dalkeith Rd and Shawfair Avenue roundabout
to the east. The additional demand leads to some increased delays at both junctions along with subsequent
junctions on citybound arterial routes. Some rerouting occurs due to the additional demand for existing
north and south travelling vehicles on Gilmerton Rd, with subsequent increases in flow on alternative
parallel routes;

= Significantly improved capacity for movements between areas north and south of the bypass due to
Sheriffhall grade separation;

=  Elsewhere some additional delays at some approaches to the following junctions:
- Sir Harry Lauder Rd at Milton Rd East;
- Niddrie Mains Rd at The Wisp and Craigmillar Castle Rd Junctions;
- Cameron Toll Roundabout;
- Lady Rd at Craigmillar Park;
- Gilmerton Rd at Kingston Avenue.
Appendix G (Section 5) contains the equivalent figures for City Plan Brownfield with IBG2. The impact on the

network follows a similar pattern across the south east except for reduced impact on flows surrounding
Gilmerton Rd and Gilmerton Station Road in particular.
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Figure 5.22: City Plan 2030 Brownfield with Drum Vehicle Model Flows — South East
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Figure 5.23: City Plan 2030 Brownfield with Drum vs Reference Case Vehicle Model Flow Difference Plot -
South East
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5.5.5 Public Transport

Figure 5.24 and Figure 5.25 present the potential impact of development on public transport flows across South
East Edinburgh. The links flows shown are based on outputs from the City Plan Brownfield with Drum.

The majority of bus passenger flow increases are seen on the existing high frequency route to the city centre via
Old Dalkeith Road and Gilmerton Road. This increase in demand on these routes would indicate that a tram
service between the City Centre and the South East would be beneficial to planned developments in the area.
Similar to the north of the city, there are indications that an improved south orbital public transport route
between these developments and West Edinburgh would provide improved connectivity and increased demand
for this route.

The impact of improved orbital route services along this corridor has been tested in the model and further
analysis is provided within Section 6.19 of this report.

Appendix G (Section 5) contains the equivalent figures for City Plan Brownfield with IBG2 with lower level of
public transport demand on the key high frequency routes to the city centre especially on Gilmerton Road.

Figure 5.24 City Plan 2030 Brownfield with Drum Public Transport Model Flows — South East
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Figure 5.25: City Plan 2030 Brownfield with Drum vs Reference Case Public Transport Model Flow Difference
Plot - South East
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5.6 Transport Impacts: West Edinburgh
5.6.1 Introduction

The third area with significant levels of development planned is in West Edinburgh. This area of Edinburgh
already includes large employment centres at Edinburgh Park and South Gyle. Planned residential developments
west of Maybury Road are included within the Reference Case along with some development at IBG. City Plan
sites include a number of residential and mixed use developments.

5.6.2 Key Developments

Reference Case:

= IBG1 Mixed Use Development incorporating over 300 residential units, 122,000sqm of Office space along
with some Retail, Leisure and Hotel use;

= Over 1,700 Residential Units and 43,000sgm of Office space on land allocated in previous LDP (LDP Del4)
at Edinburgh Park;

=  Completion of several areas of the previous LDP Housing allocations west of Maybury Rd and in South
Queensferry. This includes up to 1,800 units in West Craigs (LDP HSG 19), over 650 units in Cammo (LDP
HSG 20), 840 units on Builyeon Rd (LDP HSG 32) and 340 units in South Scotstoun (LDP HSG 33).

City Plan 2030:

= IBG2 -revised proposals incorporating 7,000 residential units with a reduced office use element from the
previous proposals;
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=  Elements Edinburgh — Mixed Use development including 2,500 residential units, 45,000sqm office space
and some Industrial use;

*  Edinburgh Park South — completion of the remaining planned office space on the site (35,756sqm);

=  Royal Highland Showground — mix of hotel, office, retail, leisure and extended showground area;

=  Garden District — development of the proposed 1,350 residential units;

=  Turnhouse Rd— Up to 1,000 residential units replacing existing industrial units.

Consideration has also been given to the development of the Norton Park site. Were this to come forward, it is
assumed that this would be an alternative option to IBG2. In that instance, the total magnitude of additional

journeys to/from the area would be similar to that set out below, albeit that those journeys would connect with
existing transport networks further west, and would not have direct access to the existing tram network.

5.6.3 Committed Infrastructure

Committed and potential infrastructure is shown in Figure 6.12 below.

A new active travel bridge is proposed, crossing over Fife rail line north of Edinburgh Gateway. This will connect
into a number of new active travel links running through new residential areas west of Maybury Road towards

Cammo.

The West Edinburgh Link active travel project runs through significant employment areas in West Edinburgh with
connections provided from existing residential areas to the north and south.

The proposed Gogar link road will provide an alternative route to the existing A8 while also accommodating new
developments between the A8 and the airport. New access roads will also run through these areas.
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Figure 5.26: West Edinburgh Committed and Potential Development Infrastructure
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Table 5.3: Trip Generation — West Edinburgh Cluster (Revised IBG proposal & excluding Norton Park)

AM (08:00 - 09:00)

AM (08:00 - 09:00)

PM (17:00 - 18:00)

PM (17:00 - 18:00)

Arrive Depart Arrive Depart
Walking 252 601 409 279
Cycling 337 441 363 365
Public Transport 1,838 1,980 1,538 1,841
Vehicle Occupants 176 190 121 167
Vehicle 1,269 2,820 2,187 1,520

5.6.4

Creating Interconnected Neighbourhoods

A key aim within West Edinburgh is to create a series of high-density, mixed-use interconnected neighbourhoods,
supporting City Mobility Plan aspirations to develop 20-minute neighbourhoods, which then have good
connections between them. To do so, it is important that individual masterplans for each development combine
to create a series of interconnected landscapes and neighbourhoods. In west Edinburgh, major transport
infrastructure (rail lines, and major roads including the city bypass, A8, M8 and Maybury Road) all provide
significant barriers to the connectivity of potential new neighbourhoods.

New public transport and active travel links connections are therefore required across major road and railway
lines in order to connect developments in the area, in order to link them to each other and existing
neighbourhoods. This could provide benefits for sustainable accessibility to/from developments that are
currently being built out, as well as potential City Plan 2030 developments. Figure 6.13 illustrates a series of
indicative locations for potential new connections.

Figure 5.27: Creating Interconnected Neighbourhoods — New and Improved Public Transport Connections
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Individual development site masterplans will need to be flexible, accommodating possible changes to future
planning and transport priorities. As an example, in the longer term it may be possible to reduce the scale and
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impact of the city bypass north of Hermiston. It would therefore be beneficial for the East of Milburn Tower
Masterplan to make passive provision for future additional east / west active travel and public connections
towards the Gyle and Edinburgh Park, and for developments on either side of the Edinburgh — Fife rail line to
enable effective new public transport and active travel connections to be made across it.

Improved public transport connectivity, north towards Maybury Road and south towards the A71, is also
required, supporting future orbital bus provision.

5.6.5 Traffic Impacts

Figure 5.28 to Figure 5.31 present the vehicle and public transport model flows for the City Plan 2030
Brownfield with IBG2 scenario. This scenario generates the highest level of additional demand in this part of
Edinburgh.

As discussed previously in Section 5.3 areas of the trunk road network including the M8 and City Bypass are close
to or above capacity on some sections. The model indicates that this has an impact of the number of vehicles
travelling towards Edinburgh as further development trips are added in West Edinburgh. There are some minor
flow changes seen citybound on the M8 and M9.

The Gogar link road (the route as safeguarded in the LDP has been modelled) also results in reduced flow on the
existing route via the A8. The model has also shown the impact of additional development demand on the new
road: as development demand increases, additional delays at the new development access junctions and the
Gogar roundabout results in slightly fewer airport bound vehicles travelling via the new road.

Appendix G (Section 5) contains the equivalent figures for City Plan Brownfield with Drum where there is
reduced impact in the area immediately surrounding the IBG2 development and associated access roads.

Figure 5.28: City Plan 2030 Brownfield with IBG2 Vehicle Model Flows — West Edinburgh
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Figure 5.29: City Plan 2030 Brownfield with IBG2 vs Reference Case Vehicle Model Flow Difference Plot — West
Edinburgh
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5.6.6 Public Transport

Significant levels of public transport demand are forecast for all West Edinburgh developments. Existing services
in the area would not accommodate this level of demand with the model showing that the tram demand exceeds
the seat capacity. Increased demand is seen on existing public transport routes from outside of Edinburgh along
with the key A8 and tram corridor to the city centre. The difference plot also shown some increases on the
existing orbital service 200 to the north and the existing south orbital service 400 to the south.
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Figure 5.30 City Plan 2030 Brownfield with IBG2 Public Transport Model Flows — West Edinburgh
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Figure 5.31: City Plan 2030 Brownfield with IBG2 vs Reference Case Public Transport Model Flow Difference
Plot — West Edinburgh
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5.7 Air Quality Assessment

Flow changes on all model links within each of Edinburgh’s six air quality management areas (AQMAs) have been
extracted from the model. These have been analysed to understand the potential impact on traffic levels in
these areas due to the additional trips generated by City Plan 2030 developments. Figure 5.32 below shows the
AQMAs in relation to the development sites and Table 5.4 and Table 5.5 provides a summary of the proportional
change in vehicle flows in each area as a result of the Brownfield plus IBG2 developments and Brownfield plus
Drum developments respectively. These are presented for scenario 1; in other scenarios, reference case model
flows and City Plan development flow increases will be commensurately lower, but the proportional increase in
vehicle flows as a result of the developments in each AQMA will be similar. Note that model flows are in
Passenger Car Units (PCU) and cover a 2-hour period across the morning peak (07:00-09:00).

Figure 5.32: Edinburgh Air Quality Management Areas
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Table 5.4 shows that the AQMAs with the greatest proportional increase are on Glasgow Road and Salamander
Street. They are within proximity to the key West Edinburgh and Leith Docks/Seafield strategic sites respectively.
Results are similar when comparing the IBG2 and Drum scenario results with the largest variation in both results
seen on Glasgow Road due to the impact of additional IBG2 development demand.
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Table 5.4: Increase in Vehicle flows within Air Quality Management Areas (City Plan Brownfield with IBG2)

Air Quality Number of Model Sum of Reference Sum of City Plan Overall % change in
Management Area Links Case model vehicle model vehicle flow Vehicle Flows
flow on all links increase on all links
Central Edinburgh 251 304,558 +23,585 +8%
Glasgow Road 2 8,511 +1,579 +19%
St John's Road 10 24,638 +2,003 +8%
Inverleith 6 7,643 +698 +9%
Salamander St 17 13,781 +1,794 +13%
Great Junction St 22 22,731 +1,920 +8%

Table 5.5: Increase in Vehicle flows within Ai

r Quality Management Areas (City Plan Brownfield with Drum)

Air Quality Number of Model Sum of Reference Sum of City Plan Overall % change in
Management Area Links Case model vehicle model vehicle flow Vehicle Flows
flow on all links increase on all links
Central Edinburgh 251 304,558 +24,162 +8%
Glasgow Road 2 8,511 +1,012 +12%
St John's Road 10 24,638 +1,766 +7%
Inverleith 6 7,643 +654 +9%
Salamander St 17 13,781 +1,959 +14%
Great Junction St 22 22,731 +2,159 +10%

A similar assessment has been made for selected other locations in Edinburgh that are not currently AQMAs but
nevertheless have emissions levels that can be close to pollution thresholds. These sites and the estimated
proportional change in traffic flows within them are listed in Table 5.6 for Brownfield plus IBG2 scenario and in

Table 5.7 for Brownfield plus Drum scenario.

Table 5.6: Increase in Vehicle flows at selected other locations (City Plan Brownfield with IBG2)

Air Quality Number of Model Sum of Reference Sum of City Plan Overall % change in
Management Area Links Case model vehicle model vehicle flow Vehicle Flows
flow on all links increase on all links
Queensferry Road 6 18,241 +466 +3%
Canongate 2 1,433 +172 +12%
Lothian Road 2 3,335 +164 +5%
Brougham Street 2 2,068 +32 +2%
George IV Bridge 2 545 +19 +3%

Table 5.7: Increase in Vehicle flows at selected other locations (City Plan Brownfield with Drum)

Air Quality Number of Model Sum of Reference Sum of City Plan Overall % change in
Management Area Links Case model vehicle model vehicle flow Vehicle Flows
flow on all links increase on all links
Queensferry Road 6 18,241 +410 +2%
Canongate 2 1,433 +173 +12%
Lothian Road 2 3,335 +249 +7%
Brougham Street 2 2,068 +80 +4%
George IV Bridge 2 545 +41 +8%
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6. City Plan 2030 Transport Mitigation

6.1 Introduction

This section outlines the mitigation measures
to overcome foreseen transport problems

&
associated with City Plan 2030 developments. a
They have been developed to help meet the x
Transport Planning Objectives outlined in

section 3 and in line with the sustainable e Cycling _o
transport hierarchy adopted with the City
Mobility Plantz:

Walking and wheeling

Public transport

B[====!

mitigation measures has made use of all of Taxis and

The approach to identifying and considering

the information outlined in earlier sections of shared transport

this report, including: &

= The number and modal share of journeys Private car
to and from each development site ﬁ\

assuming that no significant mitigation
measures are implemented;

= Anyresulting impacts on public transport
capacity, traffic congestion or effects on pollution levels in Air Quality Management Areas; and

=  The accessibility of each site to key destinations by active and public transport modes.

In this section, mitigation measures are proposed for individual sites (if they are large and/or remote from other
sites) or clusters of sites (where they are in close proximity and share transport problems/solutions). This is for
clarity of presentation only; mitigation measures have been developed for the proposed City Plan 2030
developments as a whole.

For some sites/clusters, a single package of preferred mitigation measures has emerged. For others, a variety of
options were identified; in these cases, estimates of costs and benefits have been used to identify a preferred
recommendation.

Solutions relate largely to measures which seek to reduce demand for unsustainable transport from new
developments, and to measures which improve facilities and services for active travel and bus/tram. Fewroad
infrastructure options are proposed as they are largely not in keeping with the Transport Planning Objectives.
The approach follows the sustainable transport hierarchy set in the City Mobility Plan. No heavy rail
interventions are proposed, in large part because of lack of confidence that any new rail proposal not already
being considered (and therefore in the reference case) could be implemented before 2030.

Most of the mitigation measures listed below are proposed because of the transport impacts of specific
developments or clusters of developments. There are others, however, that should be adopted by all City Plan
2030 developments, regardless of location or size. These are listed first.

'3 https://democracy.edinburgh.gov.uk/documents/s3 142 1/City%20Mobility%2 O Plan%?2 0- %2 0Combined%20v2.pdf
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6.2 All-Development Mitigation Measures

Our investigation of potential transport problems and the Transport Planning Objectives lead us strongly
towards ensuring that the new travel demand associated with new developments is accommodated as much as
possible on active modes and public transport.

Location-specific mitigation measures are outlined later in this chapter, but there are some mitigation measures
which will help achieve these outcomes which are recommended for implementation at every proposed City Plan
2030 site:

For all developments:

= Parking (maximum for cars, minima for cycles and motorcycles, and with appropriate provision for parking
for disabled people's vehicles): to at least the standards set out in the Edinburgh Design Guidance,

= Electric vehicle charging provision: to at least the standards set out in the Edinburgh Design Guidance;
= Car Club provision: to at least the standards set out in the Edinburgh Design Guidance;

= Public transport access: high quality walking and wheeling routes, including provision for safe road
crossings, will need to be provided between each development and nearby bus/tram stops, and with high
quality waiting facilities at those stops;

= Active travel routes: high quality walking, wheeling and cycling routes will need to be provided within each
development where appropriate and between each development and nearby off-road cycle paths or quiet
routes, and to key nearby facilities (especially schools and local retail);

=  Cycle hire facilities: public cycle hire facilities will need to be provided at or close to each development,
commensurate with standards as defined by the operator’s contract at the time;

= Mobility hubs: major new developments will need to include mobility hubs, commensurate with the
requirements of City Mobility Plan;

= Street design: new/altered streets within the development will need to be designed in accordance with the
Edinburgh Design Guidance; and

=  Demand management: effectively developed and implemented travel plans will need to be required for all
developments.

For office and other trip-attracting developments:

= Parking control: Controlled parking zones or other on-street parking controls will need to be implemented if
necessary to eliminate problems of overspill parking.

Where new or improved active travel links are proposed as mitigation measures for new developments/clusters,
they shall provide high-quality infrastructure which accords with the six core principles identified in Cycling by
Design of: safety, coherence, directness, comfort, attractiveness and adaptability. New routes will meet the
standards set out in the ‘high’ category for Level of Service in Cycling by Design, and additionally provide
facilities for people walking and wheeling which also accords with the aspirations of those standards.

6.3 Development-Specific Mitigation Measures

Mitigation measures associated with all City Plan 2030 sites have been considered on an individual site basis or
as part of a cluster of sites. Larger and strategic sites have been considered individually, while groups of smaller
sites that are located in relatively close proximity have been grouped together into clusters. Finally, all remaining
smaller sites that are located at various locations around the city, have been considered as a non-strategic
cluster given their lack of proximity to other sites.

™ As set out in https://www.edinburgh.gov.uk/downloads/file/27 602 /edinburgh-design-guidance-january-2020, or whatever equivalent guidance is
in place at the time the development is built out
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Sites and site clusters are shown on Figure 6.1.
Figure 6.1: City Plan 2030 Site Mitigation Approach
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For each, details of the predicted demand, transport problems and proposed mitigation measures are provided
in the tables below.

Indicative costs of mitigation measures have also been provided. It should be noted that these are based on
industry standard costs, and not on detailed investigation of the feasibility or issues related to each specific
proposal or route.

Active travel infrastructure costs are based on those that have been observed from implementation of recent
schemes elsewhere in the UK and are in the range of £1M to £3M per km for on-road routes , and £200,000 to
£400,000 for off-road routes.
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6.4 Mitigation Measures: Norton Park

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

5,230 residential units
45,000sgm office
22,500sgm Class 5 industrial

Trip Generation Estimates

Pre-Covid scenario
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 230 483 408 285
Vehicle Occupants 114 242 204 142
Public Transport 1146 1017 855 1171
Walking 40 201 171 71
Cycling 169 211 178 184
Plausible post-Covid without policy
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 213 448 379 264
Vehicle Occupants 106 224 189 131
Public Transport 859 763 641 878
Walking 43 211 179 74
Cycling 254 317 267 276

The proposed development is located in a semi-
rural area to the east of Ratho Station, with minimal
local connectivity to extant services or amenities.
Furthermore, given its location, access onto the A8
Glasgow Road is likely.

Active Travel
There is limited active travel provision in the area.
Public Transport

The A8 corridor is well served by frequent bus
services to the city centre and some key destinations
in West Lothian but there are no existing crossing
provision on the A8 in order to access the bus stops
on the eastbound carriageway.

Active Travel

Creation of a new off-road cycle route from the A8
through the proposed development connecting with
Ratho Station to the West A second new route
connection from the development to the east,
bypassing Gogar Roundabout and Maybury junction,
creating links to the Gyle/Edinburgh Park and
beyond.

Public Transport

Create a public transport corridor that bypasses
Newbridge roundabout and directly serves the
proposed development (as identified in the extant
LDP). This may involve bus, a tram extension with
potential stop at the proposed development site, or
BRT (Bus Rapid Transport) services. The
deliverability of tram and/or BRT solutions by 2030
is uncertain.

There is an opportunity for the development of a
multi-modal hub within or in proximity to the
proposed development, should the tram extension
be taken forward.

The creation of a sustainable travel hub in or around
the proposed development, to enable public
transport access/interchange, and support active
travel.
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Plausible post-Covid with policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 141 357 302 186
Vehicle Occupants 70 179 151 92
Public Transport 1146 1017 855 1171
Walking 47 232 196 81
Cycling 296 370 312 322

Given the comments below, mitigation measure
costs have not been estimated

Development at Norton Park would require substantial investment in new public transport and active travel networks if a reasonably sustainable mode share of
journeys is to be achieved, albeit that this investment may be able to support sustainable travel to Edinburgh from further West. Yet, even if these significant
improvements were delivered, a substantial growth in vehicular traffic is also anticipated to occur because of the development, with almost all of this seeking to use
the A8 for part of its journey. Norton Park offers lesser potential for travel by sustainable modes in comparison with the nearby IBG2 site. This is because Norton Park
lacks access to tram so limiting scope for public transport access (whilst extending tram to Norton Park may be feasible, the opportunity to realise this by 2030 is
considered small). Inaddition, the site is further from the existing urban area, the potential for realising a high proportion of trips by active modes is reduced.

As options to provide large increases in road capacity do not accord with the Transport Planning Objectives, nor CEC's mode hierarchy, they have been ruled out from
further consideration. An effective package of transport mitigation measures for the Norton Park development has therefore not been identified.



City Plan 2030 1 b
Transport Assessment \Jaco S

Figure 6.2: Potential Mitigation Measures — Norton Park
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6.5

Mitigation Measures: Land East of Riccarton

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content
5,000 residential units
Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 398 1224 | 954 505
Vehicle Occupants 79 244 190 101
Public Transport 227 700 545 289
Walking 178 | 549 | 427 226
Cycling 22 69 54 28
Plausible post-Covid without policy
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 369 1134 884 468
Vehicle Occupants 74 226 176 93
Public Transport 170 525 409 217
Walking 187 576 449 238
Cycling 33 103 80 43

The proposed development is located between the
AT720 City Bypass and Herriot-Watt University
Campus.

Active Travel

The proposed development would provide
opportunities to link the site with the active travel
network at Baberton Mains Hill and through to the
NCR 754 along the Union Canal, however the
capacity of the narrow canal towpath for pedestrians
and cyclists is limited, and already a concern.

Public Transport

The site is located in close proximity to frequent bus
links to the city centre and towards Livingston, and
access to Hermiston Park and Ride, though journey
times are lengthy during the peaks and direct
connections to other locations are very limited.

Active Travel

Creation of an urban green corridor across the A720
to connect to the NCR754 and Union Canal in order
to facilitate active travel. This should constitute
something more significant than a simple crossing
and should contain open wide spaces and amenities
where possible.

Provision of high-quality active travel routes from
the new A720 crossing to the city centre and other
key destinations including the Gyle and Edinburgh
Park.

Lower-cost active travel connections could be
provided at Calder Road and Baberton Mains Hill to
facilitate local access to existing amenities and
public transport connections, and onward
connections to the city centre. However, without
grade separation from traffic on main routes, and
provision of high quality infrastructure for walking,
wheeling and cycling, the attractiveness of these
routes is anticipated to be limited.

Public Transport

Opportunity for improved bus connections from
West Lothian and the creation of a multi-modal hub
at Hermiston Park and Ride.

A new tram line from Edinburgh Park to the
proposed development with a terminus at Curriehill
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Plausible post-Covid with policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 361 1,112 | 867 459
Vehicle Occupants 72 222 173 92
Public Transport 227 700 545 289
Walking 205 631 491 260
Cycling 39 120 94 50

or Heriot-Watt, would significantly improve public
transport provision and improve connections
between the proposed development and the city
centre, with a potential stop either within the
development or on its periphery. The deliverability
of tram extensions by 2030 is uncertain.

Lower-cost options exist through improved bus
services (increased frequencies and new route
choices). However, without substantial investment
in bus priority (including at the A720/Calder Road
junction) these services are likely to suffer from the
same problems of long journey times and
unreliability as extant routes.

Given the comments below, mitigation measure
costs have not been estimated

To fully mitigate the transport impacts of this development site requires substantial investment in both public transport and active travel choices, including new
crossing points of the A720. Without these, the development is likely to remain severed from the rest of the city by the bypass. High levels of car dependency for
travel to/from the development would be the likely result, adding to the significant problems of congestion already apparent on the local road network.

Although solutions to meet public and active travel aspirations can be foreseen — extension of tram to the development and construction of a ‘green bridge' to
connect the site across the A720 to extant city suburbs — there is significant doubt that these can be delivered by 2030. This therefore places a risk on the ability to
promote sustainable travel choices from the site and, as a result, no effective package of deliverable mitigation measures has been identified.
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Figure 6.3: Potential Mitigation Measures — Land East of Riccarton
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6.6 Mitigation Measures: Land South East of Gilmerton (The Drum)

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content
5,000 residential units
Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 339 1044 813 431
Vehicle Occupants 94 290 226 120
Public Transport 286 880 685 363
Wwalking 166 511 398 211
Cycling 20 61 47 25
Plausible post-Covid without policy
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 314 967 754 399
87 269 210 111

Vehicle Occupants

Public Transport 214 660 514 272

Walking 174 [ 536 | 418 | 221

Cycling 30 91 71 38

The proposed development is located on the north
side of A720 City Bypass between Sheriffhall
Roundabout A722 Gilmerton Road junction.

Active Travel

The distance between the proposed development
and local communities / city centre may impact on
the attractiveness of active travel, however there is
potential to create links around the site and
facilitate multi-modal trips.

Public Transport

There are bus stops on the main routes on either
side of the proposed development site, with
connections towards the city centre (A7 and A722)
and to Dalkeith, Newbattle and Lasswade.

Active Travel

Creation of effective active travel corridors
within/across the site towards the city centre via Old
Dalkeith Road and the Royal Infirmary. Continuation
of the Old Dalkeith Road active travel corridor south
to Dalkeith via Sheriffhall. Opportunity for a second
active travel route to the west via Gilmerton and
onto Liberton

Estimated cost: £7.2M - £21.6M
Public Transport

Tram Line 2 extension towards Sheriffhall has the
potential to act as a major transport hub for the
proposed development if it routes along the A7
towards Sheriffhall. Central to this will be the
creation of active travel connections to tram stops,
including safe crossing points over the A7.

The proposed development can hasten the
development of an orbital bus service by connecting
the A7 and A722 via a public transport only link.
Combined with reduced public transport delays at
Sheriffhall following grade separation there, this can
also be extended to the West and create a public
transport alternative to the city bypass, avoiding
congestion and introducing routes that are not
reliant on travelling to / from the city centre.
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Plausible post-Covid with policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 308 948 739 392
Vehicle Occupants 86 264 205 109
Public Transport 286 880 685 363
Walking 191 587 458 243
Cycling 34 106 83 A

Develop the connection from Midlothian across the
A720 City Bypass to reduce the severance created
by the trunk road. This can be through public
transport; active travel corridors (to access local
centres such as Dalkeith) which will likely remove a
number of short trips on the A720, particularly at
Sheriffhall Roundabout.

Estimated cost of cross-site bus link: £9M

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.




City Plan 2030
Transport Assessment

vacobs

Figure 6.4: Proposed Mitigation Measures — Land South East of Gilmerton
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6.7

Mitigation Measures: Seafield Residential Development

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content
800 residential units
Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 45 196 141 66
Vehicle Occupants 9 37 27 13
Public Transport 54 232 167 79
Walking 34 147 106 50
Cycling 6 26 18 9
Plausible post-Covid without policy
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 42 181 130 61
Vehicle Occupants 8 35 25 12
Public Transport 40 174 125 59
Walking 36 154 111 52
Cycling 9 39 28 13

Active Travel

While there is an existing unsurfaced off-road active
travel route along the waterfront, extending along
the entire extents of the site, it is in poor condition,
inadequately signed and poorly lit.

Sir Harry Lauder Road junction is particularly
problematic for pedestrians and cyclists to navigate
safely, with high levels of vehicular traffic creating
an intimidating environment.

There is no existing segregated active travel route to
the City Centre from the site or its vicinity, with the
most suitable on-road route via Inchview Terrace.

Public Transport

This site is located in an area that is relatively poorly
served by public transport, with no bus stop
provision and direct service along the A199,
between Seafield Street and Lothian Depot.

Active Travel

Proposed promenade / beachfront active travel
route which will provide a direct link between the
site and Portobello beach and town centre. The
potential for lighting and surveillance along the
extents of the proposed route will need to be
considered further in order to ensure it remains
attractive throughout the year and at all times of
day.

Provision for a direct and safe crossing of the Sir
Harry Lauder Road junction for pedestrians and
cyclists, including removal of the staggered nature
of the existing crossing provision.

Provision of placemaking infrastructure on Seafield
Road to reduce the perception of severance and
enhance the opportunities for active travel.

Provision of active travel route(s) from the site to the
City Centre, which could offer significant benefits in
terms of reducing congestion. While further
appraisal of particular routes will be required, the
most natural route to the city centre is along A1140
/ A1 so this should be considered further.
Furthermore, the site might benefit from a direct link
along Craigentinny Avenue in order to maximise
active travel opportunities for the entire site
catchment and this should also be explored further.
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Plausible post-Covid with policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 35 150 108 51
Vehicle Occupants 7 29 21 10
Public Transport 54 232 167 79
Walking 39 169 121 57
Cycling 10 45 32 15

Estimated cost: £3.6M -£10.7M
Public Transport

Improved connections for public transport along the
A199 Portobello to Leith corridor in order to
enhance access to the city centre and to closer local
area centres should be provided. This will not only
benefit the site but can improve connectivity for the
entire north-east of the city and serve other
catchments that currently have poor access to public
transport.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.5: Proposed Mitigation Measures - Seafield
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6.8

Mitigation Measures: Leith Docks Mixed Use Development

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

92,068m?2 office

12,120m?2 port activities

64,900m2 Ocean Terminal extension
18,844m?2 local shops

6,750m2 bars / restaurants
9,913m2 leisure

5,620m2 education

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 1100 187 1037 1388
Vehicle Occupants 210 36 198 265
Public Transport 1304 221 1230 1646
Walking 826 140 779 1041
Cycling 144 24 136 182

Active Travel

The site benefits from strong local connections in
Leith and Newhaven.

There is a high-quality active travel route parallel to
the Water of Leith, though this is does not connect
directly to the city centre or other major trip
attractors, and is not the most attractive route in the
dark. Many other planned improvements for cyclists
(Leith Walk for example).

Public Transport

The site benefits from strong local connections in
Leith and Newhaven.

Existing infrastructure in place is already very
extensive in terms of bus routes, with Ocean
Terminal being the terminus for several services and
any others stopping close by. Bus services can
provide access to many areas around Edinburgh,
including hospitals, shopping centres and the city
centre itself.

The proposed tram extension will provide a direct
benefitin linking the proposed development with
the city centre and Edinburgh Airport.

Active Travel

Improvements to existing active travel routes,
including enhancements to the attractiveness and
natural surveillance on the Water of Leith walkway.

The implementation of effective active travel
provision connecting into the proposed Leith
Connections active travel corridor, including
reducing delays at main road crossing points, can
encourage local trips into Leith, while improving the
existing provision on Leith Links, will likely be of
benefit.

The proposed development creates an opportunity
to improve existing active travel connections from
Pilrig Park to Gretna Mews and Pirrie Street, and
from Couper Street to Citadel Place (safeguarded).

Ensure consistency of approach with the proposals
contained within the Leith Connections Active Travel
Programme.

Estimated cost: £0.5M - £1.4M
Public Transport

While the site is highly accessible in relation to
existing bus services and potential future tram
provision, this can be further enhanced by enabling
some of the existing bus services to travel into the
site.
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Plausible post-Covid without policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 1019 173 962 1286
Vehicle Occupants 194 33 183 245
Public Transport 978 166 923 1234
Walking 867 147 818 1094
Cycling 216 37 204 273
Plausible post-Covid with policy
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 842 143 795 1063
Vehicle Occupants 161 27 152 203
Public Transport 1304 221 1230 1646
Walking 949 161 895 1198
Cycling 252 43 238 318

An enhanced northern orbital bus route will better
connect the development to key trip attractors less
well served by extant services, including Granton to
the west and Seafield/Portobello to the east.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.6: Proposed Mitigation Measures — Leith Docks
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6.9

Mitigation Measures: Leith / Bonnington Site Cluster

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

3,120 residential units (across 24 sites)

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 192 768 535 257
Vehicle Occupants 37 147 102 49
Public Transport 230 925 644 310
Walking 142 564 393 189
Cycling 26 104 72 35
Plausible post-Covid without policy
AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 178 712 495 238
Vehicle Occupants 34 136 95 46
Public Transport 173 694 483 232
Walking 149 595 414 199
Cycling 39 155 108 52

Active Travel

While the existing Water of Leith active travel route
provides a good quality local provision, it doesn't
connect directly to the City Centre which is of
particular importance given the likely commuter
demand generated by over 4,000 residential units.
Notwithstanding this, Leith Walk provides a direct
route to the City Centre, however there is a lack of
direct segregated provision between parts of the
Leith / Bonnington area and that route.

Public Transport

While the wider Leith area benefits from a
comprehensive network of bus routes serving key
destinations such as the City Centre, key hospitals
and key local amenities, the service provisions in
closer proximity to the developments within the
Leith / Bonnington cluster are much more limited.
The proposed tram extension, however, will improve
provision for the proposed developments within the
cluster.

Active Travel

Proposals to connect the proposed developments
within this cluster with the public transport system
and the future implementation of a cycle route on
Leith Walk, connecting Bonnington with the City
Centre, will likely enhance active travel mode share
within this area.

Active travel proposals surrounding the
development sites including;

» continuous footway provision;

» safe crossing provision; and

= public realm improvements.

Active travel corridor through the wider area linking
all developments with planned Leith Walk and Leith
Connections active travel routes This intervention
serves the main sites located around Bonnington
Road / Great Junction Street.

Estimated cost: £3.2M - £9.8M
Public Transport

Capacity improvements to the Leith — Bonnington -
City Centre bus service.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
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to bus operators to ensure that an adequate service
Plausible post-Covid with policy is in place from the moment of first occupation of
AM Peak PM Peak the development whilst transport demand builds.
Arr Dep Arr Dep
Vehicle 147 588 409 197
Vehicle Occupants 28 112 78 38
Public Transport 230 925 644 310
Walking 165 657 457 220
Cycling 45 181 126 61
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Figure 6.7: Proposed Mitigation Measures — Leith / Bonnington Cluster
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6.10

Mitigation Measures: Royal Victoria Hospital / Crewe Road South

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content
Royal Victoria Hospital - 360 residential units

Crewe Road South - 320 residential units

Trip Generation Estimates (combined)

Pre-Covid scenario

AM Peak PM Peak
Arr Dep Arr Dep

Vehicle 23 81 61 31
Vehicle Occupants 4 16 12 6
Public Transport 31 116 86 44
Walking 30 125 91 45
Cycling 4 15 11 6
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep

Vehicle 21 75 56 29
Vehicle Occupants 4 15 11 6
Public Transport 23 87 65 33
Walking 31 131 96 48
Cycling 6 22 16 8

Active Travel

Pedestrian access to the City Centre is via the
existing footway network, which can be accessed
within 30 minutes via Orchard Brae or Stockbridge.
Cycling access to the City Centre is via the local road
network, with only limited segregated / off-road
provision in this area.

In addition to being located in reasonable proximity
of the City Centre, the site is located close to the
local community hub of Stockbridge, with pedestrian
access via the existing footway network and cycling
access with the local road network.

Craigleith Retail Park is also close to the proposed
developments, with pedestrian access via the
footway provision on Craigleith Road.

Public Transport

Both proposed developments are reasonably well
located in relation to existing public transport
provision. Bus stops are located on Craigleith Road,
to the east and west of the Royal Victoria Hospital
site, which accommodates two services an hour to
the City Centre and Royal Infirmary Hospital.
Furthermore, more frequent services to these
locations can be accessed via the bus stops on Crewe
Road South, located directly adjacent to the Crewe
Road South development.

Active Travel

The provision of a higher quality active travel route
towards Stockbridge will be particularly importantin
reducing demand by private car, given the many
services located there. In order to facilitate this,
improved pedestrian crossing facilities should be
implemented, particularly at the Crewe Road South /
Orchard Brae roundabout which presents a
particular barrier to pedestrian movements from the
Royal Victoria Hospital site, and a higher-quality
cycle route is also required linking to existing quiet
routes and Inverleith Park.

Provision of a direct and high-quality active travel
connection along Crewe Road South and Orchard
Brae as part of a parallel active travel route
alongside any tram extension along this area will be
of particular benefit to accommodate likely
commuter demand.

Provision of an active travel link, connecting to the
existing active travel provision at Craigleith, which
will in turn provide an attractive active travel
connection to Haymarket and the west of the city.

Estimated cost: £4.2M - £12.5M
Public Transport

The potential of a tram extension that serves
Orchard Brae will be of significant benefit in
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Plausible post-Covid with policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 18 62 47 24
Vehicle Occupants 3 12 9 5
Public Transport 31 116 86 44
Walking 34 144 105 52
Cycling 7 26 19 10

transforming the public transport offerings for both
developments in accessing the City Centre and
beyond.

Costs have not been estimated as part of this
Transport Appraisal: related work is ongoing
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Figure 6.8: Proposed Mitigation Measures —Royal Victoria Hospital / Crewe Road South
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6.11

Mitigation Measures: South West Edinburgh Cluster

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

2,532 residential units
(across 22 sites)

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 194 | 732 | 516 | 263
Vehicle Occupants 39 146 | 103 52
Public Transport 125 | 478 | 336 | 170
Walking 115 448 315 158
Cycling 13 51 36 18

Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 180 | 679 | 478 | 243
Vehicle Occupants 36 | 136 95 49
Public Transport 94 | 358 | 252 128
Walking 121 | 470 | 330 | 166
Cycling 20 77 54 27

Active Travel

The Water of Leith walkway and Union Canal are
both traffic free active travel routes serving this area,
though are considered to be operating very close to,
or at, their capacity at peak times. With the
additional demand from developments in this
cluster, especially during peak commuting ties
towards the City Centre, there is a need for
alternative active travel infrastructure. The Water of
Leith also does not connect directly to City Centre,
the key major attractor for many of the
developments in this cluster, and the conflict
between cyclists and pedestrians on the narrow
canal towpath has been highlighted as an
outstanding concern.

On-road cycle routes are also available on A70 and
A71 by utilising bus lanes where appropriate.
However, neither of these routes are fully joined up
with sections of cycle lane and shared bus lane
interspersed with standard on-road cycling. There
are also significant junctions where no priority or
safe crossing is provided for cyclists which will
hinder the mode share percentage as a result.

Spaces for People has delivered connected cycle
infrastructure on the A70 corridor, with a segregated
cycling scheme along Dundee Street towards
Fountainbridge. This section can be accessed from
the A71 as well via Henderson Terrace, so offers an
extended piece of infrastructure that temporarily

Active Travel

Improvements along the A71 corridor to provide a
connected and direct active travel route from the
development sites around Gorgie, Chesser and
Wester Hailes to the City Centre. This should include
interventions such as advanced stop lines at signals
and extended cycle paths on road. If space allows in
detailed design, segregated infrastructure or shared
footways would be preferrable.

Estimated cost: £1.7M - £5.2M
Public Transport

Along the A70 corridor there is extended bus lane
provision at Gillespie Crossroads and a proposed
cycle segregation scheme integrated with bus lanes.
This will be of benefit to some development sites in
this cluster that have sufficient access to this
corridor route.

Increase capacity and frequency on orbital bus
routes connecting this area with development sites
in West Edinburgh, South Edinburgh and Edinburgh
Royal Infirmary. A route along Inglis Green Road is
proposed to capture major developments on this
road and at Wester Hailes.

Bus priority at signals would reduce the negative
impact felt at some pinch points, with particular
focus at Gorgie / Dalry where it is noted a number of
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Plausible post-Covid with policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 149 | 561 | 395 | 201
Vehicle Occupants 30| 112 79 40
Public Transport 125 | 478 | 336 | 170
Walking 132 | 515 | 362 | 182
Cycling 23 920 63 32

can improve active travel connections towards the
City Centre and Old Town.

The Spaces for People scheme on the A70 should
benefit active travel on Lanark Road corridor if
implemented permanently. From Inglis Green Road
to Ardmillan Terrace there is a planned measure for
cycle segregation integrated with bus lanes to offer
a more connected bus priority network on this
corridor, which can help serve a number of
developments within a short walking distance of this
main arterial route.

Public Transport

While the A71 and A70 corridors are well service by
multiple bus routes that provide access to key
destinations such as the City Centre, there is a noted
lack of penetration in many communities for an
orbital connection to South or West Edinburgh. This
will be of detriment to those developments further
away from the City Centre, where travel to major
amenities such as hospitals generally requires
interchange.

services get delayed due to congestion. Narrow road
widths and a lack of available space reduces the
options for improvements here, however small
intervention measures such as a hurry call or
extended green phase upon bus detection at
Ardmillan Terrace and Robertson Avenue would
provide some benefits to bus and help increase this
mode share from the proposed developments.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.9: Proposed Mitigation Measures —South West Edinburgh Cluster
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6.12

Mitigation Measures: Broomhouse Terrace

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content
Broomhouse Terrace - 320 residential units
Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 25 78 61 32
Vehicle Occupants 5 16 12 6
Public Transport 15 45 35 18
Walking 11 35 27 14
Cycling 1 4 3 2
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 24 73 57 30
Vehicle Occupants 5 14 11 6
Public Transport 11 34 26 14
Walking 12 37 29 15
Cycling 2 7 5 3

The proposed development is located within the
Broomhouse area, to the west of the City Centre. The
site is well served by existing active travel and public
transport links.

Active Travel

Segregated cycle lanes connect the proposed
development with the Water of Leith active travel
network at Murrayfield.

Active travel connections away from that corridor
are less comprehensive, relying only on local
footways and on-street cycle lanes.

Public Transport

Saughton tram station is located within a 5-minute
walk from the proposed development.

Bus stops are located within a 5-minute walk of the
site, that accommodate services 22, 2 and 1 and
provide frequent access to the City Centre and Gyle
Shopping Centre.

The proposed development site is well located in
relation to existing transport connections, with only
limited additional active travel or public transport
interventions required in order to facilitate the
development.

A higher-quality active travel route serving north-
south movements in the vicinity of the site would be
helpful to provide connections to locations away
from the radial corridor.

Estimated cost: £0.8M - £2.5M
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Plausible post-Covid with policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 19 60 47 25
Vehicle Occupants 4 12 9 5
Public Transport 15 45 35 18
Walking 13 40 31 17
Cycling 3 8 6 3
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Figure 6.10: Proposed Mitigation Measures — Broomhouse Terrace
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6.13

Mitigation Measures: Redford Barracks

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

800 residential units

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 64| 196 | 153 81
Vehicle Occupants 13 39 30 16
Public Transport 36 | 112 87 46
Walking 29 88 68 36
Cycling 4 11 9 5
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 59 182 141 75
Vehicle Occupants 12 36 28 15
Public Transport 27 84 65 35
Walking 30 92 72 38
Cycling 5 16 13 7

Plausible post-Covid with policy

Active Travel

The off-road active travel route along the Water of
Leith walkway is within a reasonable walking
distance of the development location and can be
accessed through Colinton to the South East.
Another off-road active travel route, the Union Canal
towpath, can be accessed about one mile to the
north of the development off Colinton Road, though
there are no designated routes along this road to
access this. These routes are also noted to be very
busy at peak times.

The development is within very close proximity to a
Tesco Superstore, Firhill Secondary school and two
primary schools. These are all major amenities and
attractors that could be available within reasonable
distances for walking and cycling from across the
development site.

Public Transport

There are strong bus links to the City Centre, with
frequent services accessible from all the major roads
at the edge of the development.

The 400 Skylink service operated by Lothian Buses
also provides a route between Edinburgh Royal
Infirmary and Edinburgh Airport, though the journey
time on this route may significantly exceed the
comparable trip if made by car or private vehicle due

Active Travel

A direct and high-quality active travel route towards
City Centre along Colinton Road to the north of the
development could significantly increase active
travel usage from the site. New ramp access to allow
for easier cycle access to Union Canal would also be
beneficial, as currently most of these accesses are
via stairs so not suited to cyclists. An alternative
route could utilise Elliot Place and Craiglockhart
Road to reduce the impact on traffic using Colinton
Road. Active travel connections to the A70 corridor
could also be included in order to connect with any
segregated active travel infrastructure included as
part of the South West cluster proposals and Spaces
for People schemes, which in turn improves the
overall connections in the area.

Ensuring an active travel route and permeability
from the East from the development proposals to
Tesco Superstore and Oxgangs Road N is highly
recommended. This would significantly reduce the
possibility of very short vehicle trips to local
amenities causing localised congestion around the
development.

A safe and attractive active travel route around
Merchiston School and through to Colinton could be
introduced to provide direct and easy access to
public greenspace and recreational active travel
routes.
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AM Peak PM Peak to the number of stops and specific route of this Estimated cost: £7.6M - £23.0M

Arr  Dep Arr Dep service. ‘
Vehicle 59| 150| 17| 62 Public Transport
Vehicle Occupants 10/ 30| 23] 12 A review of bus capacity and service patterns in the
Public Transport 36| 112 87| 46 area is recommended to best meet demand created
Walking 33| 101 79 42 from the development. This would ensure the
Cycling 6 19 15 8 allocation of capacity is adequate to allow the

potential bus mode share from the site be realised.

An orbital bus service along a similar alignment of
the 400 Skylink service, but with a more direct route
and limited stops to improve end-to-end journey
times, could open up travel by public transport to
the South and West areas of Edinburgh. This service
could pass along the site boundary.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.11: Proposed Mitigation Measures — Redford Barracks
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6.14

Mitigation Measures: Astley Ainslie Hospital

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

500 residential units

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 9 56 41 21
Vehicle Occupants 2 11 8 4
Public Transport 17 110 79 41
Walking 29 182 131 68
Cycling 3 16 12 6
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 8 52 38 20
Vehicle Occupants 2 11 8 4
Public Transport 13 82 59 31
Walking 30 191 138 72
Cycling 4 25 18 9

Active Travel

The site is surrounded by residential streets that are
relatively low trafficked, though there is a lack of
specific active travel infrastructure. There are direct
streets and footways giving connections to
Morningside Road to the West, where there are local
amenities available such as shops and healthcare
services.

As part of Spaces for People, a quiet route has been
introduced on Whitehouse Loan to the north of the
development, through Canaan Lane and Woodburn
Terrace to the west. This offers a safer active travel
route north-south to public green space at
Bruntsfield Links and James Gillespie's High School.
There are primary schools just west of the site as
well which are also part of the quiet route.

A line of residential properties and the railway line
act as significant barriers to active travel access from
the south side of the site from Cluny Gardens.
Oswald Road at the eastern extent of the site and
Braid Avenue to the west are the only available
routes to Cluny Gardens, and Blackford Hill beyond
this, a popular recreational spot.

Public Transport

Morningside Road to the West is served by
numerous bus services that provide direct links to
many areas across Edinburgh. Though within

Active Travel

Provide designated active travel routes from the site
to Morningside Road. This would connect the site to
the local centre at Morningside and offer a short
active travel journey time to the amenities available
here.

Enhancements to the quiet route towards the
meadows. This would provide safer active travel to
green spaces and local schools, as well as towards
the City Centre and the major attractors located
there.

Estimated cost: £1.8M - £5.3M
Public Transport

Ensure that bus services on Morningside Road have
sufficient capacity to meet demands from the
development. Improve bus service provision on
Cluny Gardens, to provide a more attractive service
in close proximity to the development and give
direct access to a wider choice of destinations.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Plausible post-Covid with policy walking distance for many people, stops on these
AM Peak PM Peak routes are not in close proximity to the
Arr Dep Arr Dep development.
Vehicle 7 43 31 16 .
. There are also some services that run on Blackford
Vehicle Occupants 1 9 6 3 .
N . 17 110 29 » Avenue to the east of the site and on Cluny Gardens
ran 1
wu lk'c anspor 33 200 151 - to the south. Only one service from Cluny Gardens
2Ny gives reasonable access to Edinburgh Royal
Cycling 5 29 21 11

Infirmary from the site.
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Figure 6.12: Proposed Mitigation Measures — Astley Ainslie Hospital
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6.15

Mitigation Measures: South East Edinburgh Cluster

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

360 residential units (across 7 sites)

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 24 75 59 31
Vehicle Occupants 7 21 16 9
Public Transport 21 63 49 26
Walking 12 37 29 15
Cycling 1 4 3 2
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 23 70 54 29
Vehicle Occupants 6 19 15 8
Public Transport 15 48 37 20
Walking 13 39 30 16
Cycling 2 7 5 3

Active Travel

There is a lack of dedicated active trave
infrastructure around the developments within this
cluster. Heading towards the City Centre from the
proposed site at Liberton Hospital, there is no active
travel infrastructure until Mayfield Road, and
similarly there are few orbital connections
circulating the region along the East-West axis.

Spaces for People have developed a scheme for
segregated cycling on the A772 but there is no
specific connection to this route from the main
developments in this cluster.

Public Transport

There are frequent bus connections on major
distributor roads heading North-South towards the
City Centre and some running orbitally as a
connection between Edinburgh Royal Infirmary and
some areas in the West

There are some bus temporary priority measures
proposed as part of the BPRDF scheme in this area,
with particular improvements to the B701 seeking
improved reliability and journey times on the East-
West route towards and from Edinburgh Royal
Infirmary.

The possible tram extension route on the A7 may be
accessible within walking distance of some of the

Active Travel

A complete segregated cycle network towards the
City Centre from the Liberton Hospital site. .

Similarly, allowing for a connection across the A772
from the Liberton Hospital development and
towards the bioQuarter development on the A7
would offer a direct passage to any potential tram
extension, as well as access to Edinburgh Royal
Infirmary.

Estimated cost: £4.0M - £12.0M
Public Transport

Proposed capacity assessment of bus services with
minor adjustments on the City Centre bus services in
response to the increased demand.

An orbital bus route is proposed to have a similar
route to the 400 Skylink service but with limited

stop and a more direct route around the South West
region. This would create a much stronger link to the
developments around West Edinburgh and the
airport.

Consider the impact of BPRDF and Spaces for
People schemes to assess if these have merit to
become permanent features. Extended bus lanes
and priority at signals can help reduce the negative
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Plausible post-Covid with policy

AM Peak PM Peak
Arr Dep Arr Dep
Vehicle 19 58 45 24
Vehicle Occupants 5 16 12 7
Public Transport 21 63 49 26
Walking 14 42 33 17
Cycling 2 8 6 3

smaller sites by Moredun. The development at
Liberton Hospital could fall within the catchment of
tram as well so long as sufficient connections can be
made to allow multi-modal trips.

impact of pinch points on the network and improve
journey times and service reliability.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.13: Proposed Mitigation Measures — South East Edinburgh Cluster
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6.16

Mitigation Measures: Edinburgh bioQuarter

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content
2,500 residential units; and

240,000sgm commercial / life sciences

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 703 | 623 | 461 | 564
Vehicle Occupants 195 173 128 | 157
Public Transport 592 | 525 | 388 | 475
Walking 344 | 305 | 225 | 276
Cycling 41 36 27 33
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 651 578 | 427 | 522

Vehicle Occupants 181 161 119 145

Public Transport 444 | 394 | 291 356
Walking 361 | 320 | 237 | 290
Cycling 61 54 40 49

Active Travel

Present active travel connections are not complete
between the proposed development site and the
City Centre. There is a slightly disjointed on-road
cycle lane network along the A7 and the A701
heading towards the City Centre, with most of the
permanent infrastructure for active travel taking the
form of shared bus/cycle lanes, interspersed with
cycle only lanes on the roadside.

Spaces for People has delivered temporary
segregated cycling measures to Edinburgh Royal
Infirmary. There are also segregated cycling
measures delivered on the A701 and Mayfield Road
/ A700 heading North-South offering a temporarily
improved active travel network in and out of the City
Centre.

There is a designated core active travel route
alongside bioQuarter towards Hunter's Hall Public
Park to the east, and a proposed route through the
development site to Little France Park. However,
there is a lack of segregated active travel
connections through south Edinburgh heading
towards the west of the city.

Public Transport

Currently, Edinburgh Royal Infirmary is a significant
attractor for bus services and has multiple routes
available from it. The Infirmary is within a very short

Active Travel

Provide an active travel connection to The Wisp from
the East of the bioQuarter. There is the potential for
this to form an extension of the proposed route
through to Little France Park and open up active
travel to communities in East Edinburgh to and from
bioQuarter.

Continuation of the proposed Cameron Toll to
bioQuarter active travel route towards Dalkeith.

Estimated cost: £1.7M - £5.0M
Public Transport

Ensure that easy active travel routes are available
from throughout the development site to key bus
stops on the A7 and at the Infirmary.

Increase capacity on bus services serving the city
centre.

Provide an enhanced orbital route from Edinburgh
Royal Infirmary/bioQuarter to the developments in
West Edinburgh and (potentially as a separate
service) enhanced bus connection via the Wisp to
Musselburgh and East Lothian.

Ensure good connections— convenient stop with
good walking/cycling accessibility between it and all
parts of the site — to proposed tram line.
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Plausible post-Covid with policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 538 | 477 | 353 | 432
Vehicle Occupants 150 | 133 98 | 120
Public Transport 592 | 525 | 388 | 475
Walking 396 | 351 | 259 | 317
Cycling 71 63 47 57

distance of the Northern extent of the bioQuarter
development but may not be easily accessible on
foot from the entire development site.

The A7 is also well served with bus connections but
the capacity of some services at peak times is
already limited.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.14: Proposed Mitigation Measures —Edinburgh bioQuarter
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6.17

Mitigation Measures: East Edinburgh Cluster

Development Content / Estimated Trip Generation

Site Specific Observations

Potential Mitigation Measures

Development Content

241 residential units (across 6 sites)

Trip Generation Estimates

Pre-Covid scenario

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 16 54 41 21
Vehicle Occupants 4 13 10 5
Public Transport 16 52 39 20
Walking 9 31 24 12
Cycling 1 4 3 2
Plausible post-Covid without policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 15 50 38 20
Vehicle Occupants 4 13 10 5
Public Transport 12 39 30 15
Walking 10 33 25 13
Cycling 2 7 5 3

Active Travel

There is no direct active travel route to the City
Centre from any of the sites around this cluster,
which is a significant barrier to increasing mode
share. However, local neighbourhood centres at
Portobello and Joppa can encourage short trips
rather than travel by car further afield for some local
amenities.

The signalised junction to the north of the cluster
with Sir Harry Lauder Road/Seafield Road East is a
major barrier to active mode movements. A very
high traffic flow and a complicated layout makes this
difficult and time-consuming to negotiate by cycle
or on foot

Public Transport

Across the East Edinburgh cluster, there is a
comprehensive network of bus routes on the main
distributor roads offering serving many key
destinations around Edinburgh, including the City
Centre and Royal Infirmary. Considering the scale of
development in this cluster, the existing provision of
buses is likely to only require minor adjustments to
timetabling or capacity to manage demand.

However, there is no direct bus service along the
waterfront towards Seafield and Leith. Currently only
one service travels between Portobello and Leith via
Restalrig and this only serves Duke Street / Great

Active Travel

Provide safe and attractive local routes to Portobello
High Street from development sites which will likely
enhance the use of active travel for local trips, as
well as connecting with the already established
public transport connections.

Connect the developments in this cluster around
Portobello and Joppa with the new high-quality
connection from Seafield to City Centre. This could
be achieved through provided segregated or
dedicated active travel infrastructure along Joppa
Road / Portobello High Street, including advanced
cycle wait facilities at signalised junctions where not
already provided.

Provide local active travel connections to green
spaces around developments included in this
cluster.

Estimated cost: £3.2M - £9.5M
Public Transport

Capacity improvements to existing services on
Portobello High Street to match demand from new
developments.

Consider permanent inclusion of any BPRDF
interventions that are proven to work in the trial.
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Plausible post-Covid with policy

AM Peak PM Peak

Arr Dep Arr Dep
Vehicle 13 42 32 16
Vehicle Occupants 3 10 8 4
Public Transport 16 52 39 20
Walking 11 36 27 14
Cycling 2 8 6 3

Junction Street before travelling west on Ferry Road.
With proposed mixed-use development along much
of this route to Leith, there is potential demand for
public transport to serve the coastal route directly.

Potential north orbital bus route proposals could be
extended into Portobello to link the East Edinburgh
cluster grouping with the enhanced facilities in Leith
using the direct coastal route. Part of this may
involve a review of the junction with Seafield Road
East to enhance bus priority without conflicting with
any active travel improvements. A longer bus lane
on Portobello High Street approach could be
delivered to help reach the signal heads earlier.

Public transport operating costs are anticipated to
be recoverable from increased passenger revenue
once the development(s) is/are fully occupied. There
may, however, be a need for some subsidy payment
to bus operators to ensure that an adequate service
is in place from the moment of first occupation of
the development whilst transport demand builds.
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Figure 6.15: Proposed Mitigation Measures — East Edinburgh Cluster
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6.18 Mitigation Measures: West Edinburgh

Of all the proposed City Plan 2030 development sites/clusters, West Edinburgh has received most consideration
in this Transport Appraisal, on account of the scale of development and complexity of the nearby transport
system. The road network in this part of Edinburgh is already congested at peak periods, and previous work has
been undertaken to investigate the transport implications of potential developments in the area, not least the
West Edinburgh Transport Appraisal refresh of 2016 (WETA).

At that time, development proposals in the area were largely office-based, but the challenges of accommodating
transport demand from new development and airport growth on the network were demonstrated. The need to
invest in improvements to active travel routes, to bus services and facilities, and to road infrastructure at
Newbridge, Maybury and in the vicinity of the development sites was also recommended-s. Even with these
improvements, the risk that these could be insufficient to accommodate demand was identified, and therefore
significant demand restraint measures were also recommended:

“If proposed development in West Edinburgh is to achieve a high public transport and active travel mode share, it
is vital to consider both measures that make these modes more attractive and also interventions that actively
deter car use. Parking control and other demand management measures are an important element of relevant
local, regional and national policies and will be critical in promoting sustainable travel behaviour in West
Edinburgh area. Strong parking controls are an important element of the masterplanning philosophy for a
number of the key development areas within West Edinburgh. The location of Edinburgh airport within the area is
an additional and important consideration in determining the types of control appropriate to the area and how
these might be most appropriately implemented” (WETA, 2016).

Developments proposed for the area in City Plan 2030 are substantially different from those considered in
WETA, with a much greater proportion of residential development than had previously been planned for. The
total volume of additional vehicular trips generated in both cases is broadly similar, but the directional flow of
them is very different. Table 6.1 and Table 6.2 compare the vehicular trip rates of those developments that
would have a primary road access from the A8 between Maybury and Newbridge:

Table 6.1: WETA Refresh 2016 - developments served by the A8 - Vehicle Trips

AM Peak Hour PM Peak Hour

Arr Dep Arr Dep

Royal Bank of Scotland 100,000m?2 office 913 87 68 881
Ratho Station 130 residential units 22 92 92 22
East of Milburn Tower 2,250 residential units 198 789 789 198
IBG Phase 1 122,000m?2 office 746 136 82 638
312 residential units 28 74 84 30

1,415 room hotel 134 134 116 56

Total 908 344 282 724

IBG Phase 2 118,000m?2 office 351 62 46 320
1966 residential units 71 252 167 95

Total 422 314 213 415

RHASS showground building 177 50 83 234
Airport Hotel (Hampton) 175 bed hotel 70 178 168 72
Airport Hotel (Moxy) 213 bed hotel 94 110 112 70
Fairview Mill 180 bed hotel 526 150 142 402
Total 2417 2027 1881 2137

15 https://www.edinburgh.gov.uk/downloads/file/25278 /west-edinburgh-transport-appraisal-refresh-report-december-2016
6 The WETA recommendations are assumed to be taken forward as reference case interventions.
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Table 6.2: City Plan (Ref Case + CP2030) - developments served by the A8 - Vehicle Trips

Total
AM Peak Hour PM Peak Hour
Arr Dep Arr Dep
IBG Phase 1 (Ref Case) 122000m?2 office 374 68 41 320
1,415 room hotel 67 132 94 116
800m?2 leisure - - - -
5,400m?2 retail/food and drink - - - -
312 residential units 14 37 41 15
Total 455 237 176 451
Fairview Mill (Ref Case) 180 room hotel 31 51 53 36
845m2 pub / restaurant 0 0 17 10
Total 31 51 70 46
RHASS Showground (Ref Case) 213 room Moxy hotel 21 48 35 22
160 room hotel 13 26 26 14
3,300m2 conference facilities 5 2 5 21
Total 39 76 65 58
IBG Phase 2 (CP2030) 22,297m?2 office 43 6 3 31
3,716m2 industrial 1 0 0 1
7,000 residential units 277 1376 1166 483
Total 321 1382 1169 515
RHASS Showground (CP2030) 13,370m2 new / extended 21 7 19 87
showground
124 room hotel extension 10 20 20 11
29,000m?2 office 250 15 14 218
2,475m2 Food Centre for Excellence 4 0 19 15
Total 286 42 71 331
Elements Edinburgh (Crosswinds) 45,000m?2 office 103 10 7 92
(CP2030) 13,500m2 industrial 3 2 0 2
2,500 residential units 99 491 416 173
Total 205 503 424 267
Saica (Land at Turnhouse Road) 1,000 residential units 94 367 214 99
Total 1430 2657 2190 1767

In summary, predicted net additional vehicular flows are given in Table 7.3.

Table 6.3: West Edinburgh Additional Vehicle Flows from developments served by A8

WETA Refresh City Plan 2030
Morning peak hour net additional vehicle movements 4 hhh 4,087
Morning peak hour arrivals : departures 54% : 46% 35% : 65%
Evening peak hour net additional vehicle movements 4,248 3,956
Evening peak hour arrivals : departures 47% : 53% 55% : 45%

It can therefore be seen that, whilst the overall quantum of additional vehicle trips from those developments
primarily served by the A8 between Newbridge and Maybury is a little lower in City Plan 2030 development
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scenarios than in WETA, City Plan 2030 developments are forecast to create more strongly tidal flows, away from
the area in the mornings and towards it in the evenings.

These additional vehicle trips would create significant additional demand on a network that is already operating
at or near capacity at peak times and lengthen the duration of peak periods. The scale of potential problem is
mitigated to an extent by the forecasts that the new development would reduce the number of people
commuting into Edinburgh from outside the city boundary. Appendices G and H outline forecast traffic changes
in detail.

Meanwhile, public transport and active travel demand is also expected to increase substantially:

Table 6.4: City Plan (Ref Case + CP2030) — developments served by the A8 — Public Transport and Active Travel
Trips

Public transport trips Walking trips Cycling trips
AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak
Hour Hour Hour Hour Hour Hour
Arr | Dep Arr | Dep Arr Dep Arr Dep Arr Dep Arr | Dep
IBG Phase 1 (Ref Case) 2780 759 516 | 2471 110 220 163 186 | 362 81 57 311
Fairview Mill (Ref Case) 19 31 43 28 10 16 22 15 2 2 3 2
RHASS Showground (Ref 27 52 45 40 4 8 7 6 9 17 14 13
Case)
IBG Phase 2 (CP2030) 505 | 1006 840 | 565 30 147 125 52 95 271 228 124
RHASS Showground 197 29 49 | 228 32 5 8 37 63 9 16 74
(CP2030)
Elements Edinburgh 732 | 416 | 339 | 713 59 58 48 62 106 104 87 111
(Crosswinds) (CP2030)
Saica (Land at Turnhouse 54 210 123 57 42 164 96 45 5 21 12 6
Road)
Total 4314 | 2503 | 1955 | 4102 287 618 | 469 403 | 642 505 | 417 641

Note that the forecast public transport flow is greater to these developments in the morning, and from them in
the evening, in contrast to the forecast private vehicle flow. This difference arises largely because of the forecast
trip generation from IBG1, which is assumed to be largely office-based with limited provision for car use. Any
variance in the masterplan for the IBG1 site could have a significant impact on the total number of journeys it
generates, the proportion of trips by mode and their direction of travel.

Including the extant IBG1 transport assessment assumptions, a total demand of over 4,300 peak hour arrivals by
public transport is predicted at the developments primarily served from the A8 between Newbridge and
Maybury. This is the equivalent of 17 additional fully-laden trams or 43 additional fully-laden buses of the latest
tri-axle design on Lothian buses' fleet in the hour.

Demand for travel to/from the site is exacerbated if few facilities and services are located there. Sites in West
Edinburgh do not perform as well as most other proposed City Plan 2030 development locations when
considering access to a range of extant services by public transport, and are the worst of all sites considered for
access to these services by active modes (see section 5.2).

The accessibility analysis underpins the need both to improve active and public transport facilities, to ensure that
a wide range of new services are available on site to minimise residents’ need to travel elsewhere, and for strong
demand restraint measures for private car use.
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To seek to minimise transport problems, and if development of the scale proposed remains to be sought by City
Plan 2030, a combination of four broad strands of mitigation measures is proposed:

*  |nvestment to ensure that as many services as possible which require travel (for retail, education,
employment, etc) are provided within the developments, delivering the 20-minute neighbourhood concept
and therefore reducing the need to travel elsewhere;

=  Good active travel and public transport connections between developments in West Edinburgh and to key
nearby trip attractors (the Gyle, Edinburgh Park, the airport, etc) to minimise the need for short-distance car
use;

=  Measures which robustly constrain demand for travel to and from the developments by car, in particular by
restricting parking supply (which, we note, is often harder to bring forward and enforce in residential
developments than those for offices); and

= Significant investment in infrastructure and services to make active and public transport choices attractive
for as many journeys as possible between West Edinburgh, the rest of Edinburgh and beyond.

More detail of the recommended transport mitigation measures is provided below.
Other West Edinburgh Development Impacts

Whilst Table 6.2 to Table 6.4 above detail the trip generation associated with only the City Plan 2030
developments (reference case and City Plan 2030) that are directly served by the A8, the trip generation
associated with all other developments within the West Edinburgh cluster are detailed in the tables below.

Table 6.5: West Edinburgh City Plan 2030 developments not directly accessed by the A8 - vehicle trips

AM Peak Hour PM Peak Hour
Arr Dep Arr Dep
Edinburgh Park (Parabola) 43,000m?2 office 287 38 22 208
(Ref Case) 170 room Apartment Hotel 4 2 2 3
Edinburgh Park (Parabola) (CP2030) | 35,756m2 office 238 31 18 173
Garden District (CP2030) 1,350 residential units 126 495 290 134
Total 655 566 332 518

Table 6.6: West Edinburgh City Plan 2030 developments not directly accessed by the A8 — public transport and
active travel trips

Public transport trips Walking trips Cycling trips
AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak
Hour Hour Hour Hour Hour Hour

Arr Dep Arr | Dep Arr | Dep Arr | Dep Arr | Dep Arr | Dep

Edinburgh Park (Parabola) 339 47 28 | 246 40 6 3 29 73 10 6 53
(Ref Case)

Fairview Mill (Ref Case) 19 31 43 28 10 16 22 15 2 2 3 2
Edinburgh Park (Parabola) 278 37 21 202 33 4 3 24 60 8 5 43
(CP2030)

Total 636 115 92 | 476 83 26 28 68 | 135 20 14 98

To meet these demands, and ensure that a greater proportion of travel by unsustainable modes is not generated,
the following mitigation measures are recommended for West Edinburgh developments.
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Active travel mitigation measures

To encourage as many journeys as possible to be undertaken by active modes of walking, wheeling and cycling,
large-scale new developments in West Edinburgh should:

=  Present attractive, safe and secure streetscapes for local active journeys, within the developments and to
the access points to them (external active travel routes and public transport nodes);

=  Have high-quality facilities to enable active travel, including high-capacity secure cycle parking and access
to public bike-hire schemes;

=  Have high-quality, direct walking and cycling routes, segregated from traffic and without at-grade crossings
of major roads where possible, between the developments and as a minimum to the airport (as a major
employment site), the Gyle, Edinburgh Park and, via a link to North Gyle Terrace, onward links to other parts
of Edinburgh’s active travel network.

Public transport mitigation measures

To encourage as many journeys as possible to be undertaken by public transport, large-scale new developments
in West Edinburgh should:

=  Create a new tram stop, between the extant Ingliston and Gogarburn stops;
=  Have high-quality active travel routes to tram stops, Edinburgh Gateway station and bus stops;

=  Deliver additional capacity for public transport, so enabling demand for journeys between the
developments, to the city centre, Edinburgh Park, the airport and other key destinations to be met;

= Support delivery of the bus priority and interchange recommendations that emerge from the on-going West
Edinburgh Transport Improvement Programme study;

= Deliver high-quality intermodal interchange facilities at Maybury/Edinburgh Gateway, to integrate radial
and orbital bus services with longer-distance coaches, Edinburgh tram and national rail services.

In addition, new options must be delivered to provide improved bus connectivity to/from the West Edinburgh
developments that avoids the forecast traffic congestion problems at Maybury junction. Buses already suffer
from substantial peak time delays and journey time unreliability at this location. Growth in general traffic levels
from reference case effects and City Plan developments in West Edinburgh would, without mitigation,
substantially increase delays to each bus plus, with many more buses/bus passengers, the effects of delays to
buses is substantially magnified.

Detailed work to assess public transport (and active travel) priority and potential routeing options in the area is
ongoing with the WETIP study, led by CEC and Transport Scotland. This will make recommendations about the
best value interventions, including in response to congestion problems at Maybury. These will be guided by City
Plan 2030 and will include considerations of opportunities to improve bus priority between the area served by
the current A8 between Maybury and Broxburn. The forthcoming work facilitated by the Bus Partnership Fund
will consider orbital movements within/around Edinburgh, and will address North Edinburgh and South
Edinburgh demand (separately), recognising the significantly increased demand for orbital public transport
movements that major new developments in West Edinburgh would create.

In the meantime, our assessment of the travel demand and potential resulting problems in West Edinburgh,
determines that each of the following improvements to public transport infrastructure provision are
recommended. These would enable public transport to provide sufficiently fast and reliable services to be
attractive for a large proportion of journeys to/from the area, hence mitigating the risk of even greater demand
for general traffic growth. Without them, the transport network may have insufficient capacity to cater for new
development demand, resulting in unacceptable levels of traffic congestion:
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=  Onthe A8 corridor east — west through Maybury junction: reallocation of existing road space to buses,
and/or general traffic queue relocation to give more priority to buses, and/or provision of additional
roadspace on the approaches to Maybury junction, with the additional capacity given to buses;

=  Between the main West Edinburgh development sites and north Edinburgh: a new bus-only (or bus and
active travel-only) crossing of the Edinburgh — Fife rail line, with onward connection to Maybury Road. This
would enable buses to connect from the new West Edinburgh developments to Maybury Road and onward
to north Edinburgh whilst bypassing delays at Maybury. Depending on design details, this link may also be
able to provide improved public transport access to the developments underway between the rail line and
Maybury Road. This could provide improved connectivity between those developments and the
employment and other opportunities in the proposed West Edinburgh developments, as well as potential
from them to the city centre and north Edinburgh;

=  Between the main West Edinburgh development sites and south Edinburgh: improved bus priority on a
route from the Gyle through Edinburgh Park, Sighthill and across the A71 to Wester Hailes and beyond.
This would be needed in order to improve journey times and journey time reliability on this section. If no
effective solution to congestion problems at Maybury junction (which impact on the Gogar interchange) was
forthcoming, a new bus-only (or bus- and active travel-only) crossing of the City Bypass (between the
Garden District and Lochside Avenue) would be required in order for these services to bypass that
congestion (more detail on the potential opportunities for orbital bus connectivity arising from new
developments in West Edinburgh is provided later in this section).

Private transport mitigation measures

To reduce demand for private car trips to/from them, large-scale new developments in West Edinburgh will need
to:

= Develop robust parking standards, covering both residential and non-residential developments;

= Ensure that parking restrictions and controlled parking zones avoid problems of uncontrolled parking on
streets within the developments or outside them;

=  Provide parking for disabled people and ample provision for car club vehicles, ensuring that residents of the
developments have access to them for journeys for which car use is essential;

=  Provide street spaces, where vehicular access is needed, that accord with Low Traffic Neighbourhood
principles, prioritising space for people rather than movement of motorised vehicles.

Additionally, in addition to these design/standards issues, an effective mechanism will need to be found to
enforce adherence to regulations for parking supply at the developments, both during build-out and on an on-
going basis following completion. Experience from other car-free/low car use neighbourhood developments in
European cities has often found pressure to relax parking restraint measures over time, and these should be
avoided, as should any potential for high levels of car use by early occupiers of developments as they get built
out.
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Figure 6.16: Proposed Mitigation Measures — West Edinburgh
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6.19  Public Transport — Orbital Bus Routes

Analysis of the travel demand generated by the proposed developments has identified significant additional
calls for orbital movements, especially if substantial development in West Edinburgh were to take place. This
has the potential to be a catalyst for improved orbital connectivity, and is explored further in this section.

The concept is for quicker limited stop bus services, enhancing existing Lothian Skylink 200 and 400 services
with some route adjustments and extensions. These also create key train/tram/bus/active travel interchange
opportunities at the A8, The Gyle and Edinburgh Gateway Station. Figure 6.17 shows indicative routes for the
potential services, comprising both North and South routes.

The North Orbital route could connect new residential development and high employment areas of West
Edinburgh with key areas of development along the waterfront from Granton, Newhaven through to Seafield.

Modelling assumes a 10-minute service headway between Maybury and Seafield delivered through a
combination of two sub-options:

= Airport to Seafield via IBG and Elements developments — every 20 mins; and

=  Edinburgh Park to Seafield — every 20 mins.

The South Orbital route could connect West Edinburgh with new areas of development to the South East of
Edinburgh at the bioQuarter via a number of key residential localities. An alternative branch also provides
connectivity towards Dalkeith and Eskbank.

Modelling assumes a10-minute service headway on shared sections of the following two routes:

= Airport to Fort Kinnaird — every 20 mins via bioQuarter, Colinton Mains Dr (north of Redford Barracks) and
South Gyle; and

= Airport to Dalkeith — every 20 mins via Eskbank, Redford Rd and Edinburgh Park.

Figure 6.17 below shows the impact of these improved services on bus network patronage, assuming that
significant residential development at IBG were to go ahead, along with the brownfield developments
throughout the city proposed by City Plan 2030 (though without other greenfield development site options). It
shows the substantial demand on many sections of the routes. Note that reductions are seen on altered sections
of existing Skylink 200 & 400 service routes and on route of service 21 via Meadow Place Rd onto Bankhead
Drive towards South Gyle, as the quicker services becomes a more attractive option towards this area. There are
also some reductions on cross city routes where some passengers may have previously travelled via connecting
services.
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Figure 6.17: Public Transport model flow changes following introduction of improved orbital bus services
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6.20 Appraisal of Mitigation Measures

Our approach to forecasting the travel demand effects of the mitigation measures is set out in Appendix C.
Given the highly-localised nature of the effects of individual sites’ mitigation measures, some of which can be
determined only post-design, we have not presented mode share implications for the effects of mitigation
measures on each site/cluster. The network-wide effects can, however, be estimated with more robustness.

Table 6.7 shows the forecast effects on modal use of the combined set of mitigation measures for all brownfield
developments (greenfield are excluded as significant investment in the promotion of active and sustainable
travel choices is assumed to be a prerequisite for these, and is factored into the trip-rate forecasts). These
forecasts are applicable in future travel demand scenarios 1 and 2. Scenario 3 would deliver much more
investment across the city to promote active and sustainable travel, so the additional effects of mitigation
measures is assumed to be limited at best (as use of sustainable modes would already be higher).

Table 6.7: Mode Share Effects of Mitigation Measures

Mode Net demand for use if mitigation measures were implemented in comparison with no mitigation
Vehicle -12%

Vehicle Occupants | 1%

Public Transport 5%

Walking 8%

Cycling 16%

Assessment of Mitigation Measures Against STAG Criteria

In this section, we provide an appraisal of the overall impacts of the proposed mitigation measures against each
of the sub-criteria of the five objectives set out the Scottish Transport Appraisal Guidance. A fuller description of
each criterion is available in the guidance’. The descriptions outline the anticipated effects of the transport
mitigation measures in comparison with a situation where the developments went ahead, with their resulting
increases in travel demand, but without any mitigation measures.

A summary assessment is provided against each criterion on a seven-point semantic scale:

Table 6.8: Assessment Summary Semantic Scale

Score Benefit Score Benefit

v Minor benefit &2 Minor disbenefit
vV Moderate benefit XX Moderate disbenefit
444 Major benefit xxx Major disbenefit

0 No significant impact

17 https://www.transport.gov.scot/our-approach/industry-guidance/scottish-transport-analysis-guide-scot-tag/ #overview
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Table 6.9: Environment

Sub-criterion Likely impact of mitigation Summary
assessment
Noise & vibration Mitigation measures will reduce general traffic volumes, though v
increase public transport services. Most places will therefore benefit
from some reduction in noise and vibration, though some locations
close to public transport corridors may experience an increase
Carbon emissions Mitigation measures will reduce total traffic flow and hence carbon vV
emissions
Local air quality Mitigation measures will reduce total traffic flow, hence air pollution v
from traffic, but congestion will remain at key hotspot locations
Water quality, drainage and No significant impacts expected 0
flood defence
Geology No significant impacts expected 0
Biodiversity and habitats No significant impacts expected, though care will be required to avoid 0
any adverse impacts in locations where land is required
Landscape No significant impacts expected 0
Visual amenity No significant impacts expected, though care will be required to avoid 0
any adverse impacts in locations where infrastructure is required
Agriculture and soils No significant impacts expected, though care will be required to avoid 0
any adverse impacts in locations where land is required
Cultural heritage No significant impacts expected 0
Table 6.10: Safety
Sub-criterion Likely impact of mitigation Summary
assessment
Accidents Mitigation measures will reduce general traffic volumes hence reduce v
the risk of road crashes. They will also provide safer active travel
infrastructure than would otherwise be the case, reducing the
likelihood of injury to pedestrians and cyclists.
Security By encouraging more people to travel actively and by public transport, v

natural surveillance will be improved, resulting in benefits to personal
security
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Table 6.11: Economy

Sub-criterion Likely impact of mitigation Summary
assessment
Travel time savings By reducing traffic congestion and promoting more efficient modes, 0
the mitigation measures may result in minor savings in travel times,
though effects are unlikely to be significant
User charges No significant impacts expected 0
Vehicle operating cost By promoting alternative modes, a minor reduction in net vehicle v
changes for road vehicles operating costs is expected
Quality benefits to transport | A minor benefit to the quality of public transport and active travel v
users journeys is expected
Reliability benefits to By reducing traffic congestion and promoting more efficient modes, v
transport users the mitigation measures are expected to result in a minor
improvement to journey reliability
Investment costs No significant impacts expected 0
Operating and maintenance Mitigation measures may lead to a minor increase in public transport 0
costs operating costs (largely or entirely offset by an increase in passenger
revenue), but a reduction in road maintenance requirements
Revenues Public transport revenues will increase as a result of the mitigation vV
measures
Grant and subsidy payment No significant impacts expected 0
Economic impact and A minor benefit is expected, as a result of provision of more inclusive v
locational activity transport choices to new developments
Table 6.12: Integration
Sub-criterion Likely impact of mitigation Summary
assessment
Transport integration Transport integration will be improved by increased investment in v
measures that support ease of use of active and public transport
modes
Transport and land-use By facilitating sustainable development and the aspirations of City 444
integration Plan 2030, the mitigation measures support transport and land-use
integration
Policy integration The mitigation measures support aspirations of the Council, Scottish vV
Government and others to promote inclusive, healthy and sustainable
transport
Table 6.13: Accessibility
Sub-criterion Likely impact of mitigation Summary
assessment
Community accessibility The mitigation measures, by supporting improvements to public vV
transport and active travel, enhance community accessibility for
potential City Plan 2030 developments and also other parts of the city
Vv

Comparative accessibility

The mitigation measures, by supporting improvements to public
transport and active travel, enhance accessibility for the many people
that are commonly excluded from car-based transport networks
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Table 6.14: Feasibility, Affordability and Public Acceptability

Sub-criterion Likely impact of mitigation Summary
assessment
Feasibility Work to date has not identified any significant feasibility risks with the v

proposed mitigation measures, though more detailed investigation of
some of them is on-going, not least through ESSTS and WETIP

Affordability The mitigation measures listed are proportionate to the transport v
problems caused by new developments and, although detailed
consideration of costs and funding sources is required, are believed to
be affordable

Public acceptability Whilst some of the mitigation measures are likely to lead to public v
acceptability concerns, these are anticipated to be at a local levelin
the vicinity of specific interventions, and the overall package of City
Plan 2030 developments is considered to be more acceptable with the
mitigation measures than without

6.21  Monitoring

Effective monitoring is required in order to ensure that proposed developments come forward in a manner as
anticipated in this appraisal and that mitigation measures are delivered. CEC should work with developers to
ensure that:

= Development locations and sizes accord with the assumptions made in this Transport Appraisal and, if
changes occur as a result of more detailed consideration, that appropriate alterations to mitigation
measures are agreed;

=  Mitigation measures are delivered to high standards, in a timely manner in relation to the build-out and
occupation of development sites;

= Trip rates from new developments broadly accord with the forecasts made in this appraisal and, if they are
found to be substantially different (and especially if vehicular trip rates are significantly higher than
forecast) that appropriate further mitigation measures are implemented.
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1. Introduction

This appendix sets out an update to the assumptions used to generate both the Reference Case and City Plan
2030 (CP 2030) transport demand for the Transport Appraisal of City Plan 2030. Forecast trip-rate demand for
each site has been developed and is reported in Appendix B.

Furthermore, this note outlines the assumptions regarding changes to the transport system that are envisaged to
take place before any City Plan 2030 developments would occur, which are included within the Transport
Appraisal reference case.

2. Development Assumptions

2.1 Reference Case Development Assumptions
211 Residential development

Development and occupation of new pre-City Plan 2030 residential developments are assumed to be as stated
in the Housing Land Audit and Completions Programme 2020.

Jacobs is working with the version of the programme as supplied to us by CEC on 3" December.
212 Non-residential developments

An initial estimate of reference case demand was generated, based on the assumption that all new ‘City Centre
and Special Economic Area’ non-residential developments in the Local Development Plan would come forward
and be occupied prior to 2030.

CEC have since provided more clarification on the likely reference case demand, along with likely demand
associated with CP2030 development. As such, the number and scale of the non-residential developments
considered within the reference case have been amended as follows, with the specific developments detailed in
Table 2.1.

West Edinburgh

The reference case scenario for West Edinburgh includes development demand associated with all the West
Edinburgh developments listed in the extant Local Development Plan (LDP) that have planning approval.

More detail on the reference case development content for West Edinburgh is detailed in Table 2.1.
City Centre

It is assumed that all city centre non-residential developments outlined within the current LDP are proceeding,
therefore the demand associated with these developments will be considered as part of the reference case
assessments.

Leith Docks / Granton Waterfront

The residential element of the Leith Docks development (Waterfront Plaza, CALA Homes) is underway and
should be completed as set out in the Housing Land Audit; this is therefore included within the reference case.
All other developments in the area are considered as part of City Plan 2030, albeit the land uses and sizes may
change from those proposed in the current LDP.
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It is assumed that all Granton non-residential developments outlined within the current LDP will proceed prior to
2030, therefore the demand associated with these developments will be considered as part of the reference case
assessments.

South East Edinburgh

CEC have provided details of the anticipated total development mix / scale for the BioQuarter site (260,000sgm
life sciences / commercial uses and up to 2,500 residential units). CEC have confirmed that approx. 20,000 sgm
of life sciences / commercial development has already been constructed. This is assumed to comprise the
reference case, with the remaining development potentially coming forward through City Plan 2030.

It is assumed that the Niddrie Mains Road development, included within the current LDP, is proceeding as such
will be considered within the reference case assessments.

The assumptions of all reference case developments / sizes are provided in Table 2.1 below.

Table 2.1 — Reference Case Developments (in addition to those listed in Housing Land Audit)

Development location

City Centre

179 Canongate
(Summix Capital Ltd)

New Town Quarter
(Ediston, Orion Capital Managers)

Haymarket Development
(Qmile Group, M&G Real Estate)

Fountain Quay
(EDI Group)

Exchange 2 Dewar Place Development
(Catalyst Capital)

St James Quarter

Leith / Granton Waterfront

Waterfront Plaza, Leith Docks (CALA
Homes)

Reference case growth assumptions

1,858 sqm offices

116 room hotel;
9,779 sgm offices;
940 sgm gym; and
349 residential units**

50,413 sqm offices;
2,893 sgm retail; and
365 room hotel

11,621 sgm offices;

4,476 sqm food / retail;

140 room hotel;

11,858 sgm cultural / leisure; and
340 residential units*

25,330 sgm hotels;

4,559 sgm offices; and

206 sgm retail / food and drink
79,196 sqm retail floor area tested in TA
315 room hotel;

7,207 sgm offices; and

150 residential units*.

388 residential units*
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Development location

Granton Waterfront
(Waterfront Edinburgh Ltd)

Granton Harbour Local Centre
(Granton Central Developments Ltd)

South East Edinburgh
BioQuarter

Niddrie Mains Road Development
(Keyworker Living Ltd)

West Edinburgh

IBG 1
(Murray Estates)

Fairview Mill
(Amber Real Estate)

Edinburgh Park (Parabola)

RHASS Showground
(Vastint Hospitality)

Reference case growth assumptions

200 room hotel;

356 sqm retail;

461 sgm restaurant / bar; and
1,237 sgm offices

8,120 sgm retail;
1,816 sgm offices; and
3,775 sgm leisure / public space

20,000sgm life sciences / commercial uses

64 residential (assisted living) units;

88 residential (dementia care) units;

164 residential (student accommodation) units; and
164 sgm retail.

Assume developed and occupied as stated in WETA 2016 Refresh:
122,000 sgm office;

Hotels (1,415 rooms);

800 sqm leisure development;

5,400sgm Retail/food and drink development; and

312 residential units**

Hotel (180 rooms); and

845 sqm pub / restaurant

43,000 sgm offices;

Apartment hotel (170 bedroom); and
1,737 residential units*

Moxy Airport Hotel (213 rooms) (built);
New hotel (160 rooms) (built)

* CEC confirmed that residential elements of these developments are included in 2020 Housing Land Audit

provision.

** Assumption that the residential elements for New Town Quarter and IBG 1 are not included in the 2020
Housing Land Audit provision, but are considered to be reference case developments.

2.2 City Plan 2030 Development Assumptions

221 Residential Development

While the details of location and scale of residential developments to be included within the City Plan 2030 is
necessarily uncertain at this stage of the plan development process, reference has been made to the City Plan
2030 Housing Study which outline the following development options:

= Option 1 - Delivery by the council and its partners within the urban area;

= Option 2 — Delivery through market housing by releasing greenfield; and
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= Option 3 - All potential housing-led mixed-use sites, a blended approach between brownfield and
greenfield.

For the purposes of this Transport Appraisal, it is proposed that the demand associated with Option 3
(brownfield / greenfield blend) is considered in order to ensure a robust assessment.

Jacobs is working with a list of sites as supplied to us by CEC on 11™ December, which suggests that there are
108 brownfield locations which are being considered for allocation for residential development. The total
estimated capacity of the sites is a little over 13,000 residential units.

There are, additionally, some strategic brownfield/edge of urban area sites which have been identified as
potential development opportunities in City Plan 2030:

= Potential at Bioquarter - 2,500 units (BioQuarter full development content captured in Table 2.2 below);,
= Land at Seafield — 800 units;

= Garden District (East of Milburn Tower) - 1,350 units; and

=  Saico (Land at Turnhouse Road) - 1,000 units.

CEC has estimated that, in addition to the sites listed above, capacity for a further 5,000 residential units is

required by 2030. Four options have been identified for this provision (with the assumption that all the capacity
would be provided by one of them):

= Further densification and reclassification of the International Business Gateway site (IBG2); or
= Norton Park (east of Ratho Station); or

=  Land east of Riccarton; or

=  Land at the Drum, south east of Gilmerton.

CEC have confirmed that 35% of units for all sites should be assigned to affordable housing except for Garden
District which already has planning consent for a 25% split.

222 Non-Residential Development
West Edinburgh

CEC have confirmed that discussions are ongoing within CEC and with the Scottish Government in order to
establish support for a mixed-use approach to development at West Edinburgh.

As explained previously, all developments within the extant LDP that have planning approval, have been
included within the reference case. The remaining developments that are included in the extant LDP that don't
have planning approval, are assumed to comprise the City Plan 2030 developments.

City Centre

It is assumed that there will be no City Centre non-residential developments within the City Plan 2030
assessments.

Leith / Granton Waterfront

CEC have been in discussions with Forth Ports over proposed development content to be considered within the
City Plan 2030 and have referred to the Forth Ports MIR / City Plan 2030 Choices consultation response.
Furthermore, CEC have confirmed that the development principles for Leith Waterfront, as part of the City Plan
2030, comprise those outlined within Table 11 of the current Local Development Plan.
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While the information within the MIR / City Plan 2030 Choices response and Table 11 of the Local Development
Plan provide details of the development principles and some detail on land uses, it only provides details on the
estimated total residential capacities and does not provide details on the anticipated scale of development
relating to the other land uses. Notwithstanding this, in order to progress the assessment and ensure it's
robustness, the non-residential development content included within the Leith Docks (Forth Properties)
Transport Assessment is assumed to be the development content that comes forward as part of City Plan 2030.

As outlined in section 2.1.2, it is assumed that all Granton non-residential development will come forward before
2030 and as such has been considered within the reference case.

South East Edinburgh

As mentioned previously, CEC have provided details of the anticipated development mix / scale for BioQuarter
(260,000sgm life sciences / commercial uses and up to 2,500 residential units) and have confirmed that with
the exception of the 20,000sgm of life sciences / commercial already constructed, all development should be
considered as part of CP2030.

The assumptions of potential City Plan 2030 developments / sizes for strategic sites are provided in Table 2.2
below.

Table 2.2 — Potential City Plan 2030 Developments

Development location Growth assumptions

West Edinburgh

IBG 2 3,716 sgm Class 5 industrial;
22,297 sqm offices; and

2,000 residential units, plus an option for an additional 5,000
units as referenced above*

Elements Edinburgh
(Crosswinds Developments)

Edinburgh Park (Parabola)
RHASS Showground

Norton Park (see note above)

Leith / Granton Waterfront

Leith Docks
(Forth Properties)

45,000 sgm offices;
13,500 sgm Class 5 industrial; and
2,500 residential units.*

35,756 sqm offices

29,000 sgm offices;

13,370 sgm new / extended showground;

Extension to existing on-site hotel (124 rooms); and
2,475 sgm food centre of excellence (retail).

45,000 sgm offices;
22,500 sgm Class 5 industrial; and
5230 residential units.*

92,068 sqm offices;

12,120 sgm port activities;

64,900 sgm Ocean Terminal Extension;
18,844 sgm retail / local shops;

6,750 bars / restaurants;

9,913 sgm leisure; and

5,620 sgm education.
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Development location

South East Edinburgh

Bioquarter

Growth assumptions

240,000sgm life sciences / commercial uses; and
up to 2,500 residential units*

* CEC confirmed that residential elements of these developments are included in City Plan 2030 housing land

provision.

3. Transport Assumptions

A summary of the transport intervention assumptions, considered as part of the City Plan 2030 reference case,
are outlined in Table 3.1 below.

Table 3.1 Initial List of Reference Case Transport Interventions

Category

Scheme

Bus priority (BPRDF/Bus Partnership Fund)

Bus network

Active travel

Tram

Rail

Road

Other

A90
A8 / A89 Gogar & Newbridge
Al

Kilpunt P&R
Hermiston P&R extension

ATAP quiet routes network

Places for Everyone projects in development (Meadows to George Street,
Roseburn, Fountainbridge, Powderhall, West Edinburgh Active Travel Network)

City Centre Transformation (first 5 years)
Line 1a (Newhaven)

Almond Chord

Portobello junction

ECML capacity improvements

Sheriffhall upgrade
WETIP proposals (including Eastfield Road and Gogar/Maybury upgrade)

Low Emission Zone
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1. Introduction

This note sets out the methodology adopted to derive residential and non-residential people trip rates and in
turn generate an estimate of the transport demand (reference case and City Plan 2030) for the Transport
Appraisal of City Plan 2030.

This note should be read in conjunction with Appendix A of the Transport Appraisal which provides detail on the
developments that are being considered in both the reference case and City Plan 2030 assessments.

It should also be read in conjunction with section 2.4 of the Transport Appraisal, which consider scenarios for
variations in trip rates in other plausible futures, which enables the Transport Appraisal to consider the potential
long-term effects on transport demand of the Covid pandemic, and of the potential efforts of City of Edinburgh
Council and other partners to increase investment in active and sustainable travel. As such, the process outlined
in this note refers to the estimation of trip rates based on pre-Covid transport data.

2. Residential Trip Rates

In order to estimate the potential trip generation of residential developments, the TRICS (Trip Rate Information
Computer System) database was interrogated. When obtaining the trip rates of any given development, the usual
multi-modal TRICS methodology was used.

To derive the trip rate associated with a proposed residential development, the land use category 3 “Residential”
was selected and the following criteria applied:

= Survey sites within Greater London and Ireland were excluded,;

=  The sub land uses A — Houses privately owned; B — Affordable/Local authority houses; C — Flats privately
owned; D — Affordable/Local authority flats; K — Mixed private housing (Flats and houses); L — Mixed
affordable housing (Flats and houses); and M — Mixed private/affordable housing were used appropriately,
depending on the development type for each potential site in Edinburgh, as identified within the 2020
Housing Land Audit; and

=  The location type of a proposed residential development was then selected in line with the ‘TRICS Good
Practice Guide’, with particular focus on the compatibility of site locations in TRICS when compared with the
location of proposed developments within the 2020 Housing Land Audit and Completions Programme. A
summary of the location types within TRICS are highlighted in Figure 1 below.

It should be noted that within TRICS, affordable/local authority flats do not tend to be located on sites at the
edge of town/city, however some developments are proposed in this location. As such where this is the case,
suburban / neighbourhood centre location type has been selected.
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Figure 2.1 — TRICS Location Types Source — TRICS Good Practice Guide

People trip rates have been applied to the development sizes (number of units) for each development in order to
establish an estimated people trip generation for each site. Furthermore, each development has been assigned
to a strategic location in order to assist in estimating demand arising from the strategic development areas in
Edinburgh, which in turns enables us to model and understand locations of constraint / impact. The strategic city
locations are as follows:

=  City Centre;

»=  Granton / Leith Waterfront;
=  West Edinburgh; and

= South East Edinburgh.

In order to establish trips by mode for each residential development, Census 2011 Travel to Work data for key
strategic locations within Edinburgh has been used. Census Travel to Work modal splits are considered more
appropriate than TRICS modal splits for this scenario based on pre-Covid transport data, as they relate directly to
the location in question and provide a more accurate reflection of the specific characteristics of each area. This is
considered a robust starting point in terms of developing an understanding of demand associated with both
reference case and City Plan 2030 development.

These strategic modal splits have then been applied to the total people trip generations in order to establish
total trips per mode. Census 2011 travel to work data at an electoral ward level has been considered, with the
following electoral wards included in the analysis for each strategic city location and a summary of the modal
splits by strategic location detailed in Table 2.1 below:
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- City Centre;
- City Centre Electoral Ward,;
=  Granton / Leith Waterfront;
- Forth Electoral Ward;
- Leith Electoral Ward,;
=  West Edinburgh;
- Almond Electoral Ward;
- Drum Brae / Gyle Electoral Ward;
= South East Edinburgh;
- Southside / Newington Electoral Ward; and

- Liberton / Gilmerton Electoral Ward.

Table 2.2 — Census 2011 Travel to Work Modal Splits by Strategic Location

Strategic Location Modal Splits (%)
Vehicles Vehicle Public Walking
Occupants Transport

City Centre 15.0 3.0 29.2 48.4
Granton / Leith 30.7 59 36.4 23.0
Waterfront

West Edinburgh 43.9 8.8 251 19.7
South East Edinburgh 375 104 31.6 183

Cycling

4.4
4.0
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2.2

A summary of the people trip rates and associated trip generations (by mode), associated with each
development site are contained within Appendix B.1 and Appendix B.2 for the reference case sites and potential
City Plan 2030 sites respectively. This also includes the total residential trip generations by mode associated

with each strategic location.
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3. Non-Residential Trip Rates

The people trip rates and land use sizes for the non-residential developments included within Appendix A of the
Transport Appraisal were taken from the Transport Assessment (TA) prepared in support of those developments,
where these are available.

Where people trip rates are not available from the TA, the trip rates have been derived from the TRICS database
(using the same criteria as explained above for the residential land uses), but for the relevant non-residential
land use.

Where the TA provided vehicle trips only, people trips have been calculated using the modal splits of a relevant
nearby TA as a proxy. For example, the Fountain Quay TA only provided vehicle trips, therefore the modal splits
within the Haymarket TA have been applied in order to estimate total people trips and trips by other modes
(vehicle occupants, public transport, walking and cycling).

A summary of the source of people trip rates for potential non-residential land uses is provided in Appendix B.3
below for the reference case and Appendix B.4 for City Plan 2030.

A summary of the people trip rates and associated trip generations (by mode) associated with each non-
residential development site (included within the ‘City Plan TA working paper — reference case and City Plan
2030 Assumptions’) is contained within Appendix B.1 and Appendix B.2 for the reference case and City Plan
2030 sites respectively. This also includes the total non-residential trip generations by mode associated with
each strategic city location.
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Appendix B.1- Reference Case Trip Rates and Trip Generation

Provided in accompanying spreadsheet
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Appendix B.2- City Plan 2030 Trip Rates and Trip Generation

Provided in accompanying spreadsheet
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Appendix B.3- Non-Residential Reference Case - Summary of People
Trip Rate Source

Non-Residential
Development

Trip Rate Source

City Centre

179 Canongate

Total people trip rates / trips obtained from the TRICS Database;

Modal splits within Haymarket TA (details below) applied to total people trips
to determine trips by mode.

New Town Quarter

Total people rates / trips for office element included in the ‘ECS Transport
Planning Limited, Proposed Mixed Use Development New Town Quarter,
Edinburgh Transport Assessment’;

Modal splits within Haymarket TA (details below) applied to total people trips
to determine trips by mode;

No trip generations associated with the Hotel and Gym elements were
included in the TA, therefore no trip generation associated with these
elements have been included in the reference case demand assessments.

Haymarket

People trip rates / trips by mode provided within ‘Haymarket Edinburgh,
Transport Statement, Sweco, March 2019’

Fountain Quay

Vehicle trip rates / trips only within ‘Fountain Quay, Edinburgh, Goodson Cole
Transportation, Transport Statement, July 2014’ for the office, and hotel
elements;

People trips established using modal splits within Haymarket TA (details
above);

Modal splits within Haymarket TA (details below) applied to total people trips
to determine trips by mode;

No trip generations associated with the food / retail and cultural / leisure trip
rates were included in the TA, therefore no trip generation associated with
these elements have been included in the reference case demand
assessments

Exchange 2 Dewar Place

Total people trip rates / trips provided within Exchange 2, Transport
Statement, Sweco, 2017.

St James Quarter

Total people trip rates / trips provided within ‘St James Centre, Transport
Assessment, Colin Buchanan, 2008’.

Granton / Leith Waterfront

Granton Waterfront

Total people rates / trips obtained from ‘Waterfront, Harbour Road Plot C,
Transport Assessment, MRC McLean Hazel, October 2008’;

Modal splits within Haymarket TA (details above) applied to total people trips
to determine trips by mode.

Granton Harbour Local
Centre

Total people trip rates / trips obtained from the TRICS Database;

Modal splits within Haymarket TA (details above) applied to total people trips
to determine trips by mode.

South East Edinburgh

Niddrie Mains Road

Total people rates / trips by mode obtained from ‘Niddrie Mains Road,
Transport Statement, Goodson Associates, December 2019’;
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No trips associated with the retail element as predicted to be local non-car
trips.

) People trip rates from New Town Quarter Transport Assessment used given no
BioQuarter Transport Assessment available for this development.

West Edinburgh

Total people rates / trips by mode for office, hotel and residential elements
IBG Phase 1 obtained from ‘West Edinburgh Transport Study, WSP Parsons Brinckerhoff,
September 2015’ ;

No trips associated with Leisure and retail / food and drink as anticipated to
be local non-car trips.

o ] Total people rates / trips by mode obtained from ‘Fairview Mill, Transport
Fairview Mill Statement, Transport Planning Ltd, November 2016’

) Total people rates / trips by mode obtained from ‘Edinburgh Park Southern
Edinburgh Park Phase, Transport Assessment, WYG, May 2020'.

Total people rates / trips by mode obtained from ‘West Edinburgh Transport
RHASS Showground Appraisal Refresh, Jacobs, December 2016".
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Appendix B.4 — Non-Residential City Plan 2030 - Summary of People
Trip Rate Source

Non-Residential
Development

Trip Rate Source
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