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1.1

1.2

1.3

14

1.5

1.6

INTRODUCTION
Background

Transport Planning Ltd has been appointed to advise on transport related issues
associated with the development of land to form a new community at Brunstane to the
east of Edinburgh.

The site is located within the urban area to the south-east of Edinburgh, within the
administrative boundary of the City of Edinburgh Council (CEC). A site location plan
is included as Figure 1 within Appendix A.

The site location is identified in Figure 1, with the area within the red line extending to
around 54.6 hectares.

To the east the site is bounded by the designed landscape of Newhailes House and
mature woodland, with an existing brick built wall enclosing the grounds. The
Brunstane Burn runs along the northern edge of the site, with a narrow sliver of the site
extending northwards to adjoin Milton Road East. The land to the north of the burn is
occupied by a mix of established residential development and the Milton Road
Cemetery. The John Muir Way footpath runs parallel to the Brunstane Burn, crossing
the East Coast Main Line (ECML) railway line at the western edge of the site and then
running along the northern site boundary. To the west and south the site is bounded by
the National Cycle Network (NCR 1) and existing residential housing in Gilberstoun
and Newcraighall. Brunstane House is located to the west of the site adjacent to
Gilberstoun and other steading development.

Although allocated green belt within the current Edinburgh City Local Plan (ECLP), the
site is identified in the emerging Edinburgh Local Development Plan 2 (the LDP) for
removal from the green belt and allocation for housing-led development with a notional
capacity of 950 to 1,330 units.

The proposed development will see the creation of a new community at Brunstane
through the provision of a residential-led mixed-use masterplan that incorporates a mix
of land uses including:

e Up to 1,330 residential units in a mix of housing types and sizes, with 25% of
the units being affordable;

e A new primary school,

e A new local centre with retail, commercial and/or community uses;

e Open space, parkland, planting buffers to the railway and existing services
within the site, and protection for the setting of the on-site Scheduled
Monuments;

e Other structural and amenity landscaping and planting;

e Formation of three new site accesses, one from the north and two from the south,
as well as a network of internal roads and paths.



Transport Assessment

1.7

1.8

1.9

Report content

Amongst others, the following documents have been reviewed to assist in the
preparation of this Transport Assessment (TA):

LDP2;

Scottish Planning Policy;

Planning Advice Note 75, Planning for Transport;
Transport Assessment Guidance; and

Designing Streets 2010.

Scoping discussions have also taken place with CEC and their assistance in this regard
is acknowledged. A copy of scoping correspondence is included in Appendix A.

This Transport Assessment therefore considers the application site in terms of its
existing and potential accessibility. It considers:-

pedestrian, cycle and public transport accessibility;
the surrounding road network;

policy;

development proposals;

development trip generation and impacts;

road network performance; and

summary and conclusions.
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2.1

2.2

2.3

2.4

2.5

PEDESTRIAN, CYCLE AND PUBLIC TRANSPORT ACCESSIBILITY
Introduction

This section of the report discusses the existing transport network surrounding the
development site. In line with current best practice the accessibility of the site has been
considered using the following hierarchical approach:

o pedestrians;
e cyclists and

e public transport.
Pedestrians and cyclists
Figure 2 contained in Appendix A illustrates the existing connectivity of the site.

The Brunstane site is well-situated in relation to the existing pedestrian and cycle
network. The site is surrounded and traversed by a network of established footpaths
and footways which link it to the wider pedestrian network within Newcraighall Village,
Gilberstoun and the associated local facilities.

The John Muir Way (JMW) runs along the northern site boundary. The JMW stretches
134 miles or across Scotland’s heartland, running between Helensburgh in the west
through to Dunbar on the east coast. More locally the JMW provides a link towards
Musselburgh to the west and into Edinburgh to the east. Locally it provides
opportunities for walking to Brunstane Station.

Typical IMW footpath

There are further local connections to Brunstane Mill Road and to the Newhailes Estate
from the IMW at the eastern end of the site.
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Path Junction of IMW with routes to Newhailes and Brunstane Mill Road

2.6 The site also benefits from an established network of cycleways on its doorstep
affording connections to National Cycle Network Routes (NCR) 1 and 76. NCR1
continues westwards as the Innocent Railway cycle path leading towards the City.

2.7 NCR 1 provides a pedestrian and cycle route to Newcraighall (enabling access to the
village and station) as well as onward links to Queen Margaret University and
Musselburgh to the south including Musselburgh railway station.

2.8 It also provides a route to Brunstane Station, via the Gilberstoun area, and onward travel
to Edinburgh City Centre and Portobello via a number of other routes.

NCR 1 to the south of the site
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Extract from Open Street map showing site and surrounding cycle routes together with three mainline railway stations
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2.9

2.10

2.11

2.12

2.13

The surrounding residential areas, including the new housing area within Newcraighall
(Newcraighall North) which is currently under construction, have an established
network of footways and paths providing links to local shops and facilities e.g. primary
schools and bus services on Newcraighall Road and Milton Road (via Gilberstoun).

Existing Crossing on Newcraighall Road

Formal pedestrian crossing provision is provided on Newcraighall Road with the closest
being some 45m west of the new access junction serving the Newcraighall North
development. In addition, the access junction to the Newcraighall Park and Ride site
includes pedestrian crossing provision on the eastern arm.

Most other pedestrian crossings in the area on Newcraighall Road are provided with
dropped kerbs and tactile paving.

The walking route from the site to Newcraighall Station would involve using the
northern footway of Newcraighall Road and crossing at the Park and Ride access as
there is no footway provision on the south side of Newcraighall Road where it passes
under the railway bridge.

To the north of the site there are pedestrian crossing facilities provided on Milton Road
East adjacent to the cemetery, shown below. There is a further crossing provided farther
to the west and pedestrian facilities within the traffic signalised junctions of Milton
Road East with Harry Lauder Way to the east and Edinburgh Road to the west. The
Harry Lauder Way junction also has underpasses to allow pedestrians and cyclists to
cross from east to west.
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Pedestrian Crossing on Milton Road East

2.14 Other minor roads joining Milton Road, and Milton Road East have dropped kerbs and
tactile paving provided to assist pedestrians crossing. The wider roads, including Milton
Road East and Brunstane Road South include pedestrian refuges to reduce the crossing
width, with examples shown below.

Dropped Kerb, tactile paving and pedestrian refuge at Brunstane Road South

2.15 The extract from SUSTRANS mapping contained below again illustrates the site
location in the context of surrounding cycle routes and further cycle information is
provided on the Edinburgh north east cycle map contained in Appendix B.



Transport Assessment

2.16

2.17

Extract from SUSTRANS mapping
Public transport

The majority of the site lies within 400m of a number of bus routes serving Edinburgh
and East Lothian, the closest routes being along Milton Road East and Newcraighall
Road.

On Newcraighall Road the closest bus stops to the development site are located at the
north end of the village and also to the west of the access to the Newcraighall North site.
These stops are denoted with flags but no shelters are provided on the eastbound side.
Passengers are able to use the existing pedestrian crossing to access the westbound bus
stops from the site.
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Existing bus stop on Newcraighall Road

2.18 The closest existing bus stops on Milton Road East are to the east and west of the
cemetery. Additional stops are provided at regular intervals along Milton Road East all
of which are provided with bus shelters.

Milton Road East bus stop near cemetery
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2.19

2.20

At the time of writing, Newcraighall Road is served by services 30 / N30 and 108 and
Milton Road East is served by a number of bus services including 44, 106, 113 124 and
the night service N44. This choice of services provides convenient and regular links to
the City Centre, Musselburgh, and Fort Kinnaird.

A summary of bus services operating in the vicinity of the site at the time of writing is
provided in the Table below.

Frequency
Route No. Route Description Mon - Sat Sun
Daytime
Newcraighall Road
Clovenstone Drive - Westside Plaza — Longstone -
Balgreen - Lothian Road (foot) - North Bridge -
Commonwealth Pool - Prestonfield Avenue - Hay Drive . .
30/N30 . oo 12 mins 20 mins
- Fort Kinnaird - Queen Margaret University-
Musselburgh Police Station - Musselburgh Grammar
School
Fort Kinnaird — Musselburgh — Wallyford — Tranent - .
108 60 mins -

Macmerry - Haddington

Milton Road East

Balerno High School - Balerno Cockburn Crescent -
Currie Toll - Juniper Green Post Office - Slateford Station
44 - Haymarket (Dalry Road) - Leopold Place - Meadowbank 10 mins 15 mins

House — Brunstane - Musselburgh Police Station -
Wallyford (Park & Choose) - Wallyford (Fa'side Ave)

Western General Hospital - Queensferry Street Lane -
Waterloo Place - Meadowbank House - Brunstane -
Eastfield (Milton Road East) - Musselburgh Police Station
- Levenhall Roundabout - Wallyford (Park & Choose) -
Tranent Police Station - Ormiston Main Street -
Pencaitland Park

113 30 mins 60 mins

West End - Greenside - Meadowbank - Milton Road West
124 - Musselburgh - Wallyford - Prestonpans - Longniddry - 30 mins 60 mins
Aberlady - Gullane - Dirleton - North Berwick

2.21

In addition to the bus services operating around the site, the site is perhaps unique within
Edinburgh in its location as it also lies within close proximity to 3 railway stations. The
site is within 800m of all three with the closest two being Brunstane and Newcraighall,
with Musselburgh station slightly more remote but still readily accessible from the site.
These stations offer regular and frequent services to Edinburgh City Centre. In addition,
the services at Newcraighall and Brunstane as part of the Borders Railway also provide
links to the south and west of the site, including to Shawfair, Eskbank, Gorebridge and
Tweedbank. Musselburgh Station lies on the East Coast Main Line so provides options
for travel to North Berwick and Dunbar.

10
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2.22

Brunstane Station

Newcraighall station is also home to a 560 space park and ride facility offering further
opportunities for those wishing to travel by train but unable to easily walk or cycle to
the station. A summary of the rail services at the time of writing is provided in the Table

below.

First Scotrail . Frequency
. Route Description
Service Mon — Sat Sun
Brunstane / Newcraighall
Edinburgh - Brunstane - Newcraighall - Shawfair -
Borders Rail Eskbank - Newtongrange - Gorebridge - Stow — Galashiels 30 mins 60 mins
- Tweedbank
Musselburgh
Edinburgh - Musselburgh - Wallyford - Prestonpans -
Edinburgh - North nourg u ure i . P . .
. Longniddry - Drem - North Berwick 60 mins* 60 mins
Berwick
Edinburgh - Musselburgh - Dunbar
Edinburgh - Dunbar g g 120 mins -

2.23

*Additional services operate at peak times (30 minute frequency on Saturdays)

Figure 3 contained in Appendix A illustrates the degree to which the site is penetrated
by the existing 400m and 800m walk distances to bus and rail services respectively.
Phasing of site construction can respect these isochrones meaning that from early to mid
stages of occupation, public transport remains fully accessible prior to the delivery of a
bus route through the site.

11
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2.24

2.25

Summary

The development area lies close to an established network of pedestrian and cycle routes
providing safe and convenient links to local services and facilities as well as
opportunities for commuter journeys to employment areas. The bus and rail network
combine to provide frequent and regular access to a variety of destinations including the
key employment areas of Edinburgh and wider leisure destinations in East Lothian and
the Borders.

The overall connectivity and accessibility of the site is therefore considered to be
excellent.

12
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3.1

3.2

3.3

3.4

SURROUNDING ROAD NETWORK
Introduction

This section of the report describes the existing road infrastructure in the vicinity of the
site in terms of road and junction layouts, parking and traffic flows.

Newcraighall Road

Newcraighall Road runs broadly east to west connecting the Al to Musselburgh. Within
Newcraighall village the road is typically 7m wide with traffic calming measures along
its length, including speed cushions and build-outs.

Newcraighall Road with Traffic Calming

Newcraighall Road is currently subject to a 30mph speed limit with a 20mph limit
imposed in the vicinity of Newcraighall Primary school at various points during the day.

To the west of the village the road passes under a low railway bridge with a restricted
clearance of 3.9m (which prevents double decker buses operating along the route).
Immediately to the west of the bridge there is a traffic signal controlled junction that
provides access to the Newcraighall Park and Ride. The traffic signals include
pedestrian facilities on the eastern and southern approaches.

13
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3.5

Railway Bridge with Height Restriction

Newcraighall Park and Ride Access Junction

Around 200m further west Newcraighall Road joins the Al at a grade separated junction
with two at grade signalised junctions providing access to the Al slip roads. The Al

provides access to the strategic road network to the east and Edinburgh city centre and
Leith to the north and west.

14
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Eastbound approach to Newcraighall Road / Al traffic signals

3.6 At the eastern edge of the village Newcraighall Road passes a humber of old railway
abutments that impact on forward visibility, particularly for westbound traffic, and limit
the ability of 2 larger vehicles or buses to pass one another easily.

3.7 The height restriction mentioned above limits the degree to which large HGVs can use
this junction, but the constraint does exist.

3.8 The developed / under development Newcraighall North site has relatively recently seen
the formation of two new access junctions to serve it. These have been formed as
priority junctions with the westernmost one being close to the established centre of the
village and the eastern one being formed in the vicinity of the disused railway
abutments, with the removal of abutments on the northern side having been part of the
access construction works.

Eastern Access to Newcraighall North

15
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3.9

3.10

3.11

3.12

3.13

3.14

Milton Road East

Milton Road East runs broadly east to west between Edinburgh Road and the Al. The
road is single carriageway typically around 15m wide, with parking generally permitted
along the majority of its length. The road is also typically marked in four lanes.

At its eastern end the road forms a traffic signal controlled junction with Edinburgh
Road. This is a four arm junction with Edinburgh Road (east and west) and Milton
Road East forming the main approaches, while the fourth arm is formed by a minor cul
de sac (Eastfield Place) to the north. The minor arm is only called within the signal set
when a vehicle is waiting to exit so for the majority of the time the junction functions
as a 3 arm junction. Pedestrian crossing facilities are provided on both Edinburgh Road
approaches and the Milton Road East arm to allow safe crossing of the road.

There are footways and street lighting provided around all the roads in the vicinity of
the junction with appropriate tactile paving and dropped kerbs at the crossing points.

This junction generally operates satisfactorily throughout the day with only limited
gueues observed to occur with them typically able to clear within a single cycle of the
signals.

To the western end, Milton Road East forms a large traffic signal controlled junction
with the Al, Harry Lauder Way and Milton Road. This junction is extremely busy at
peak times being at the end of one of the main arterial routes into Edinburgh from the
east. The existing junction layout is shown in Sketch TP056/SK/102 contained in
Appendix C.

Relatively long queues are regularly observed at this junction on the north and south
approaches in particular, and on Milton Road in the PM peak. The queues on the Al
approach can on occasion extend back to affect the operation of the upstream
roundabout junction, and queues in the right turn lane (provided for traffic to turn into
Milton Road East) are regularly observed to block the through traffic lane at the signals.

16
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3.15

3.16

3.17

Al Approach to junction

On Milton Road East there are also two minor access junctions situated within 100m of
the junction with the Al / Harry Lauder Way, these being formed a) with Brunstane
Road South (to the south) and Brunstane Road (to the north) in a ‘crossroads’ format
and b) a further T junction on the south side of Milton Road East formed with Brunstane
Drive.

Brunstane Road / Brunstane Road South

Brunstane Road is a residential road which links through to Joppa Terrace. There is
evidence of this route being used by traffic wishing to travel between Portobello and the
Al. The road is traffic calmed with speed humps and has cars parked along its length
which effectively reduce the carriageway to single vehicle width. In addition, there is
a railway bridge which physically restricts the carriageway to single vehicle width, with
priority given to northbound vehicles.

Brunstane Road South is also a predominantly residential street serving not only the
properties which front onto it but also the residential properties within Gilberstoun and
along Daiches Braes. The road also provides access to Brunstane Station.

17
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3.18

3.19

3.20

3.21

3.22

3.23

3.24

Brunstane Road South

The presence of parked vehicles again effectively narrows the road (at some locations
to single vehicle width) and means that vehicle speeds are kept low. There are waiting
and loading restrictions in the vicinity of the station and the approach to Milton Road
East but otherwise there are no restrictions relating to on-street parking.

Feedback received from the public consultation event undertaken as part of the pre
application process of the development suggested that drivers experience significant
issues when trying to exit from Brunstane Road South at peak times. It was advised
that the queuing traffic from the upstream Harry Lauder Way signals regularly blocks
back across the junction and drivers, particularly those emerging from Brunstane Road,
do not observe the yellow box marking provided to keep the exit clear.

Traffic flows
Traffic flows in the area are relatively heavy, though also relatively ‘peaky’.

The Brunstane development will take access onto Newcraighall Road and Milton Road
East.

On Newcraighall Road, the 2015 surveyed all day traffic stood at 9702 vehicles with
6% HGVs.

Milton Road East on the other hand was surveyed to carry only 5735 vehicles with 7%
HGVs.

To contextualise these figures, Eastfield Road south of Milton Road East (i.e. towards
Musselburgh) was surveyed to carry 13826 vehicles per day with 7% HGVs and
Duddingston Park, which is widely regarded as being lightly trafficked, carried 6680
vehicles with 2% HGV. Notably, Duddingston Park carried less vehicles than Milton
Road East.

18
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3.25

3.26

3.27

Figure 11a in Appendix D of this report shows the post all development 2025 projected
traffic flow on Newcraighall Road to reach a maximum of 644 vehicles during the PM
peak hour in the westbound direction.

Table 2 of Design Manual for Roads and Bridges section TA79/99 ‘Traffic Capacity of
Urban Roads’ illustrates that a road of the character of Newcraighall Road has projected
single lane running capacity of circa 1100 — 1300 vehicles per hour.

It can be seen that post all development including background growth and committed
development, Newcraighall Road is projected to operate at around 50% of its practical
link capacity.

19
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4, POLICY
Introduction
4.1 The site subject to this Assessment comprises site HSG29 (Brunstane) in the City of
Edinburgh Second Proposed Local Development Plan (LDP2). HSG29 has an
estimated housing capacity range of 950 to 1330 units. The location of HSG 29 is as
shown in the LDP extract reproduced below.
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Local Development Plan 2 extract
4.2 HSG29 is split into two areas located east and west of the East Coast Main Line.
Edinburgh Second Proposed Local Development Plan and reporters findings
4.3 Page 64 of LDP2 contains the development brief for HSG29 and in relation to transport,

the following points are noted:-

vehicular access to be taken from Milton Road East and Newcraighall Road,
forming a new vehicular crossing over the East Coast railway line. Potential for
a new pedestrian/cycle bridge to east of the site.

no vehicular access to be taken from Gilberstoun area.

site layout must allow bus route to be formed linking Milton Road East with
Newcraighall Road.

20
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4.4

4.5

opportunity to enhance John Muir Way on the northern boundary of the site
including pedestrian crossing where vehicular access meets the path.

new multi-user path links to be formed to the Innocent Railway Core Path along
Brunstane Burn Core Path and disused railway line to the north of
Newcraighall, with path connections also to housing at Gilberstoun,
Newcraighall and Brunstane railway station.

As part of the development plan process, City of Edinburgh Council addressed a number
of objections to the release of site HSG29 for housing. The Council’s response is
contained on page 303 of the report of examination into LDP2 and is reproduced in full
below (in so far as it relates to transport):-

“Transport Infrastructure — As part of the Local Development Plan process, the
Council has carried out a Transport Appraisal. (Volumes 1 and 2, 2013,
Addendum, 2014) This appraised the cumulative impact of the new
developments proposed in the Plan, taking account of other factors. This
identifies improvements to transport infrastructure to deal with the net impact
of new housing proposals in South East Edinburgh. These transport actions are
set out in the Council’s Proposed Action Programme pages 32-34. For
Brunstane, the actions include improving pedestrian/cycle crossing facilities on
Milton Road East and Newcraighall Road, safeguarding for link under the
railway line, upgrading existing bus stops on Milton Road East and increasing
frequency of direct city centre service. The detail of these actions is being
established through transport assessments required at the planning application
stage. All relevant proposals will be required to make appropriate contributions
to new and improved infrastructure in line with relevant policies and
guidance.”

The report of examination discusses inter aila transport matters in relation to HSG19
and concludes with a series of recommendations aimed at altering and updating the
content of the development brief, all as summarised below:-

transport assessments should identify any appropriate commensurate
mitigation which may be required with respect to the A1l/Newcraighall Road
junction and to the junctions on the A199, taking into account any cumulative
impact with traffic from other development sites. Particular attention should be
given to the proposed new junction on Milton Road East, and the management
of additional traffic generation onto Milton Road East and Newcraighall Road
including associated improvements to pedestrian and cycle crossing facilities.

the site layout should allow for the proposed new bus route to be formed linking
Milton Road East with Newcraighall Road. Appropriate consultation with
service providers should take place in order to identify the bus service
improvements which can be undertaken in the plan period, taking into account
access, routes and frequency of service, and including the proposed new bus
route. Proposals should provide for an appropriate upgrading of existing bus
stops and an increase in cycle parking facilities at Brunstane and Newcraighall
stations.

21
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4.6

4.7

4.8

e vehicular access should be taken from Milton Road East and Newcraighall

Road, forming a new vehicular crossing over the East Coast railway line. The
potential for a new pedestrian/cycle bridge within the eastern part of the site
should be investigated, together with an investigation as to whether or not a
second vehicular crossing of the East Coast railway line should be provided in
the interests of safety, as identified within the transport appraisal. Any crossings
of the East Coast railway line should be on bridges over the railway line, and
not at grade.

no vehicular access should be taken from the Gilberstoun Area.

opportunity to enhance existing core and other paths along the boundaries of
the site, and in particular the Brunstane Burn Core Path (John Muir Way) on
the northern boundary of the site including pedestrian crossing where vehicular
access meets the path. New multi-user path links should be formed to the
Innocent Railway Core Path, Brunstane Burn Core Path and the disused
railway line to the north of Newcraighall, with path connections.

The above points form the most up to date set of Policy parameters covering transport
at HSG29 and these are repeated in the summary section of this report.

Finally, the LDP2 action programme (May 15) includes specific transport matters in
relation to development at Brunstane. These are shown in the extract below:-

Edinburgh Local Development Plan Second Proposed Action Programme — updated May 2015

Brunstane (HSG 29)

Transport Actions

Action Delivery
Brunstane site-specific actions Who: CEC (safeguarding)
¢ Improve pedestrian/cycle crossing facilities on Milton Road East Timescale: with dvpt
and Newcraighall Road. Cost: Not established
o Safeguard for link under the Newcraighall railway line. Funding: 575 /
e Increase cycle parking at Brunstane and Newcraighall Stations. developers
e Upgrade existing bus stops on Milton Road East.
* Increase frequency of direct city centre service and also to key

local facilities, to achieve PT mode share.
Review operation of Al/Newcraighall Road junction and help
provide improvements, if deemed necessary.

Extract from May15 action programme

The action programme also refers to wider South East actions and these also include
two specifically related to transport as follows:-

o Sherrifhall Junction Upgrade (T14) - Grade separation - Who: To be

established at SDP level. - Timescale: TBC - Cost: Not identified - Funding:
Strategic contribution zone

22
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4.9

4.10

e West of Fort Kinnaird Road to the Wisp (T16) - LDP Safeguard for new link
road between The Wisp and Newcraighall Road to improve traffic conditions
on the approaches to Fort Kinnaird retail park. Who: CEC - Timescale: with
devt - Cost: Not identified - Funding: Not established.

The reporters findings effectively add a further action to the above list as part of new
Policy DEL1 and that is “Oldcraighall Junction”.

The above noted Policy items are tabulated at the end of this report with additional
commentary provided on each.
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5. DEVELOPMENT PROPOSALS
Introduction

5.1 The previous chapters demonstrate that the development site is located adjacent to
established residential areas, with a permeable pedestrian network around the site and
access to frequent bus and rail services located within a short walk of the site. The site
also lies close to a network of roads that include major routes into Edinburgh from the
east.

Proposed development

A plan showing the proposed site layout, description of proposed land use and the scale of the
development including the number of residential units

5.2 An indicative masterplan layout (prepared by the applicant’s architects and showing the
indicative site layout) is included in Appendix E. As advised previously the proposed
development will see the creation of a new community at Brunstane through the delivery
of a residential-led mixed-use masterplan that incorporates a mix of land uses including:

e Up to 1,330 residential units in a mix of housing types and sizes, with 25% of
the units being affordable;

e A new primary school,;
¢ A new local centre with retail, commercial and/or community uses;

e Open space, parkland, planting buffers to the railway and existing services
within the site, and protection for the setting of the on-site Scheduled
Monuments;

e Other structural and amenity landscaping and planting;

e Formation of three new site accesses, one from the north and two from the south,
as well as a network of internal roads and paths.

5.3 The movement design principles applied within the masterplan will see the creation of
a network that is designed to be easily accessed from the existing movement network.
In accordance with both local and national transport policy, the masterplan provides for
access by all modes of transport but with an emphasis on more sustainable modes such
as walking, cycling and public transport.

Access arrangements for pedestrians, cyclists and vehicles, and location of public transport
facilities

Pedestrian access

5.4 The proposed development will involve pedestrians making trips to or from e.g. work,
the local shops, educational facilities and public transport services. Figure 2 within
Appendix A illustrates the existing amenities and facilities in relation to the
development site taking cognisance of the walking distances noted within PAN75.
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55

5.6

5.7

5.8

59

5.10

It is important to bear in mind that as the development is intended to form a new
community there will be a number of facilities within the development itself and
walking trips will be an important part of the journey profile within the development
site.

The internal street layout of the proposed development will comprise well defined,
pedestrian links, with footways and/or shared cycleways provided adjacent to the
principal access roads creating links to the established footways on the surrounding road
network. Links will also be provided to the established footpath network, including the
John Muir Way and NCR 1, which will further support pedestrian movements and allow
residents (both of the development and the surrounding areas) to move freely within and
through the site.

Cycle access

An appropriate journey time for cycling is considered to be between 30 and 40 minutes
and taking into account factors such as the time required for crossing roads and / or
negotiating topography, an average speed of 10 to 20kph is considered possible equating
to a cycle distance of 5km to 10km from the development site, which would comfortably
allow travel by cycle to Edinburgh City Centre.

The proximity of the site to existing established cycle infrastructure in the form of e.g.
NCR1 means cyclists are able to access a predominantly traffic free route to Edinburgh
City Centre and also a dedicated cycle route south towards Musselburgh and Queen
Margaret University. Cyclable routes being provided within the site will offer
connections onto existing cycle friendly routes meaning that cycle journeys can also be
undertaken within and through the site.

Discussions with SUSTRANS and Spokes in relation to cycling accessibility of the site
have been positive with both raising the existing stepped access across the footbridge at
Brunstane Station as a cause of frustration for cyclists using NCR1. SUSTRANS has
indicated that it has identified a scheme to infill half of the stepped route to provide a
ramp to allow cycles to be wheeled over the bridge (and also indicated funding may be
available to deliver this).

On the above basis, the proximity of local cycle facilities and the nature of large parts
of the surrounding road network will provide the opportunity for cycle based trips from
the development site. This coupled with the provision of appropriate cycle parking as
part of the proposals, will be adequate to accommodate the expected future demand for
cycling.
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5.11

5.12

5.13

514

5.15

5.16

5.17

Public transport accessibility

Regular and frequent bus and rail services are highly accessible from the development
site, with bus stops on Newcraighall Road and Milton Road East within a short walk of
the site. As the site is built out and the central spine road, with new bridge structure
over the railway line is constructed, the site will open up the potential for new or existing
bus services to divert through the Brunstane site.

Early discussions with Lothian Buses have suggested that this would be of interest to
them as a route, particularly when coupled with the protected bus link east towards
QMU that will pass through the Newcraighall East site. The link would allow double
decker bus services to route through the site then south towards Musselburgh, currently
not possible due to the restricted bridge clearance adjacent to the Newcraighall Park and
Ride site.

As well as the existing bus services and potential to have new services directly through
the development site Brunstane is situated within a short walk of Brunstane and
Newcraighall Stations, with additional options for travel available at Musselburgh
Station. The development masterplan includes provision for pedestrian and cycle links
to these stations by way of both NCR1, the IMW and routes through existing residential
areas at Gilberstoun and Newcraighall village. The level and frequency of services set
out earlier within this report coupled with short journey times will ensure that rail is an
attractive mode of travel to and from the Brunstane site.

The level of public transport and associated facilities available and anticpated to the
development site is excellent and will be sufficient to accommodate the expected uplift
in bus travel demand by future residents.

Vehicular access

New vehicular access points to the site are to be created to the north onto Milton Road
East and to the south, linking into the access roads serving Newcraighall North,
currently under construction. The provision of accesses to the north and south of the
site open up the opportunity for public transport routes to be diverted or routed through
the site and early stage discussions suggest there is potential to divert existing services
and create new services to serve the site.

The key piece of infrastructure to deliver the link through the site will be the provision
of a new railway bridge. This will be provided close to the existing bridge crossing and
will be designed to accommodate pedestrian, cycle, public transport and vehicular
traffic. It will provide access from both sides of the site to key services and facilities.

The provision of the bridge and spine road links allow any traffic generated by the
development to access the surrounding road network at the most appropriate locus for
its ultimate destination minimising its impacts on the surrounding road network. For
example residents travelling north from the southern side of the site (or indeed the
Newcraighall North site) towards Portobello or Leith will be able to do so directly rather
than initially travelling east or west along Newcraighall Road and then via either
Edinburgh Road or the Al to reach their ultimate destination creating an opportunity to
reduce travel distances and journey times for all traffic, including public transport.
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5.19

5.20

5.21

5.22

5.23

5.24

5.25

The northern access onto Milton Road East is to be formed as a new traffic signal
controlled junction with an indicative layout provided in Sketch TPLO56/SK0O1A
contained in Appendix C. This junction will include provision for pedestrians crossing
Milton Road East and will replace the existing crossing provided adjacent to the
cemetery. Swept path analyses of the junction has been undertaken to ensure buses are
able to turn in and out of the development access road and this is shown in Sketch
TPLO56/SK01B.

Provision of this layout and its traffic capacity were discussed at length with CEC as
part of the promotion of Brunstane through the LDP process.

The accesses to the south are formed by linking to the existing access roads and
junctions formed with Newcraighall Road as part of the Newcraighall North
development. The westernmost access with Newcraighall Road will connect to the
Brunstane site by an extension of the main spine road through the railway embankment
(with a new crossing of NCR 1). The road will be reconfigured to maintain priority
towards Brunstane with the Newcraighall North arm onto this spine road becoming the
minor arm. Sketch TP056/SK210 in Appendix C shows this arrangement.

The eastern access junction provided to serve Newcraighall North will also enable
access into Brunstane with the road extended into the Brunstane site.

The existing junctions are formed as priority junctions with Newcraighall Road and the
analysis of the junctions (presented later in this report) suggests that they would
continue to be able to operate satisfactorily as priority junctions. However, it is proposed
to upgrade both to traffic signal control.

At the western access the reason for the signalisation is to ensure pedestrian and cyclists
are able to safely cross Newcraighall Road and the site access. There is an existing
pedestrian crossing just to the west of this access which can be incorporated into the
junction and upgraded to provided toucan facilities ensuring all transport users needs
are met.

The signalisation of the eastern access would also allow pedestrian and cycle crossing
facilities to be provided. In addition concerns have been raised during consultation
events and meetings about the alignment of Newcraighall Road as it passes the disused
railway abutments, and it has been suggested that the restricted forward visibility for
westbound traffic and restricted road space mean that two large HGVs or buses are not
able to pass one another at present. The introduction of traffic signal control would
allow each approach to be separately staged, i.e. eastbound and westbound traffic on
Newcraighall Road could run independent of one another, removing this potential
conflict.

Sketches showing potential signal controlled layouts are contained in Appendix C as
sketches TP056/SK211 and TP056/SK220.
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5.27

5.28

5.29

5.30

5.31

5.32

5.33

Car parking

Parking within the development will be provided in accordance with the relevant
parking standards for each of the land uses which comes forward within the Brunstane
site.  This will include cycle parking, motorcycle parking and provision of electric
vehicle charging points and car club spaces as appropriate.

Development servicing

In relation to development servicing, all of the relevant residential land parcels will be
able to be served by a refuse lorry or delivery vehicles. The site access junctions have
been subject to swept path assessments to ensure they are able to be accessed by all
traffic and these details can be developed as part of future Road Constriction Consent
applications.

Safer Routes to School (SRS)

The site will need to consider SRS for both the development which may occur prior to
the Primary School being provided within the site and the SRS when the new school is
constructed.

The SRS for the area of the site to the south of the railway line would be towards
Newcraighall Primary School, which would be able to be reached using either NCR1,
or the footways and cycleways being provided within the development site to link to
Newcraighall Road. Pedestrians would then be able to cross either at the new signalised
access junctions or at the pelican/puffin crossing to be provided as part of the
Newcraighall East development.

Once the new Primary School is provided within the site the SRS will need to consider
routes within the site. The SRS will likely focus on the pedestrian and cycle routes
along the main spine road as a key linkage. This will include the bridge crossing of the
railway line which will link the eastern part of the site with the west (where the school
is likely to be sited). The School will be relatively central to the site and pupils will
therefore be expected to disperse across the site in a variety of directions from it.

The provision of a 3m shared cycle / footpath adjacent to the spine road will allow for
crossing of the railway line. There is potential to provide additional footway width
across the bridge to ensure appropriate space at times of peak pedestrian activity by
reducing the road carriageway width to 6m (acting as a speed reducing measure).

There are also other routes available, along the JMW in particular, to access parts of the
site to the north which may be used as traffic free routes to and from the school.

Travel plans

The promotion of a residential travel plan will be required for issue to residents upon
occupation to provide upfront information on the available sustainable travel
opportunities in the area. The aim of this will be to reduce reliance on private car use
for travel to, from and within the site.
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5.35

5.36

5.37

This residential travel plan will be provided within a welcome pack for residents and
will include details of local walking and cycling routes, and public transport timetable
information.

Other types of development within the site will require to prepare travel plans for staff,
customers and visitors as they come forwards.

Quality Audit

A stage 1 Quality Audit has taken place aimed at examining the external linkages around
the site as it reflects on all transport users. The report of items discussed and issues
identified (which has also been provided under separate cover) is included within
Appendix F.

Summary

The development site is highly accessible to existing walking and cycling links which
offer connections to surrounding public transport facilities and various amenities /
facilities within the surrounding area in line with policy requirements.
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6.1

6.2

6.3

DEVELOPMENT TRIP GENERATION AND IMPACTS

Introduction

This section of the report examines the proposed development’s likely trip generation
and assesses any effects on the surrounding transport network.

Trip generation

In accordance with ‘Transport Assessment Guidance’, a person trip assessment has been
undertaken to determine the likely multi-modal characteristics of the proposed
development. To appreciate the likely future travel characteristics of the residential
development, reference has been made to the Scottish Census 2011 website
(wwwe.scotlandscensus.gov.uk), which defines ‘Method of Travel to Work or Study”’ for
the “2011 Output Areas” that apply to the postcode areas that cover Edinburgh and the
development site (Newcraighall and Gilberstoun areas). Reference has also been made
to the national Trip Rate Information Computer System (TRICS) database.

Modal Split

A summary of the corresponding mode share statistics for the relevant postcode sectors
and the City of Edinburgh is shown in Table 6.1 below, with the full 2011 National
Census outputs for the local postcode sector detailed within Appendix G.

Table 6.1 — 2011 National Census ‘Method of Travel to Work or Study’ Statistics

Walk 25.4% 15.3%
Cycle 3.82% 5.5%

Bus 25.0% 19.8%
Train 1.6% 4.8%

Car Driver 26.5% 34.0%
Car Passenger 5.4% 8.0%
Work at Home 11.3% 11.1%
Other* 1.0% 1.5%

Total 100.0% 100.0%

* ‘Other’ also consists of motorcycle / scooter and taxi criteria.
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6.4

6.5

The data shows that this area of Edinburgh has a higher level of trips being made by car,
cycle and train compared to the City average. The level of walking and bus based trips
is lower than the City average, likely to be influenced by the large residential areas
within these sectors with limited local facilities within walking distance and a
propensity to travel by train rather than bus.

People trip generation rates

In order to determine the likely level of trips generated by the development an
interrogation of the TRICS database for Land Use ‘03 — Residential’ and Category ‘M
— Mixed Private/ Non-Private Housing” multi-modal sites has resulted in the people trip
rates as shown in Table 6.2 below with the full TRICS outputs contained in Appendix
J.

Time Period Land Use Range People Trip Rates
Arrive Depart Total
AM Peak Mixed Private /Non 300 to 1750 0.126 0.495 0.621
Private Housing
PM Peak Mixed Private /Non 300 to 1750 0.308 0.192 0.500
Private Housing

6.6

Estimation of generated people trips

It was then possible to derive the level of predicted people trips associated with the
proposed development (1300 dwellings) during the weekday AM and PM peak hours
by applying the modal split data in Table 6.1 to the TRICS people trip rates in Table 6.2
with the results shown in Table 6.3 below. Note that in the census data modal split an
adjustment is required to remove the ‘work at home’ percentage (as clearly this use
would not generate external trips) and re-distribute this value proportionately across the
other travel modes.

Travel Mode AM Peak PM Peak
Arrive Depart Total Arrive Depart Total
Walk 28 111 139 69 43 112
Cycle 10 40 50 25 15 40
Bus 36 143 179 89 56 145
Train 9 34 43 21 13 34
Car Driver 63 247 310 153 96 249
Car Passenger 15 58 73 36 23 59
Other 3 9 12 5 3 8

6.7

Therefore based upon the TRICS approach the proposed development of 1300 dwellings
would generate between 600 and 800 people trips at peak times and some 310 car based
trips in the AM peak period with some 249 car based trip in the PM period.
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6.8

6.9

6.10

6.11

6.12

In order to provide a ‘sense check’ on this TRICS data (and to be consistent with the
assessments presented as part of the Newcraighall North development) the census data
has also been applied to an observed traffic generation rate derived from the Gilberstoun
area. This rate was shown to be equivalent to a rate of 0.426 ‘car driver’ trips per
dwelling for the AM peak, and 0.453 in the PM Peak. The remaining mode related trips
were established by proportioning against the ‘car driver’ (development traffic
generation) figure with the resulting modal split and person trips for the proposed
development area indicated in Table 6.4 below.

Travel Mode AM Peak PM Peak
Walk 249 265
Cycle 89 94

Bus 322 342
Train 78 82
Car Driver 554 589

Car Passenger 130 139

Work at Home 181 192
Other 25 25

Based on the local car driver trip data the analysis would suggest the 1300 units
proposed would generate between 1600 and 1700 people trips during the AM and PM
peak periods, significantly higher that the TRICS data would have predicted. There
may be a number of factors which influence the trip rate data observed for the
Gilberstoun area that result in the markedly higher rates than the TRICS surveys would
predict. The first of these would be the solely residential nature of the development at
Gilberstoun with any trips to local facilities e.g. shops, work or schools likely to result
in atrip out of that area. In addition, some of the vehicle trips captured within the survey
data were trips to Brunstane Station, either as ‘park and ride’ or drop off journeys.

Traffic generation

The person trip information discussed shows a variation in the level of trips predicted
to occur but can be used to predict the level of car trips generated by the development.

The early phases of the development, prior to the delivery of the local centre and in
particular the Primary School are likely to be very similar to the locally observed travel
characteristics at Gilberstoun and therefore the observed traffic generation rate derived
from the Gilberstoun area would be directly applied to the unit numbers. As advised
previously this is equivalent to a rate of 0.426 ‘car driver’ trips for the AM peak, and
0.453 in the PM Peak.

As the development is built out, with the provision of the link bridge (and associated
bus link) and the local facilities coming forward there will be a change in the travel
characteristics at the site as trips associated with the proposed school for example
change from external trips to internal trips. These trips are then contained within the
site, and will no longer externalise on the surrounding junctions. As a result, the
vehicular trip rate per dwelling will reduce on a per unit basis as these effects take place.
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6.15
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It is considered, however, that shifting directly from the observed Gilberstoun rate to
the much lower TRICS rate would not be an appropriate estimation of the effects of the
development build out on the trip generation but, equally, simply applying the observed
Gilberstoun rate would significantly overestimate the likely external traffic generation
of the fully developed site.

The change in characteristics of the site as the new public transport routes emerge, local
facilities are built out, and the new community emerges will change the trip
characteristics (and mode share of trips) at the site and that will require to be taken into
account when considering the impact of the full development.

Instead of a switch to TRICS derived rates a comparison has been made between the
existing mode share of the local areas around Brunstane to the Edinburgh data. If the
Brunstane site was to achieve a shift towards the walking and bus modes to align with
the Edinburgh share (increasing by 10% and 5% respectively) then there would be a
consequent reduction in ‘Car Driver’ mode share.

Alternatively comparing the Edinburgh ‘Car Driver’ share to the Brunstane ‘Car Driver’
share shows that the Edinburgh ‘Car Driver’ share is some 8.5% lower than the
Brunstane share. A shift away from ‘Car Driver’ trips to align to the Edinburgh value
would result in around a 25% reduction in ‘Car Driver’ trip rate per unit.

Therefore, in assessing the full development traffic generation onto the external road
network a reduction to the observed Gilberstoun traffic rate of 25% has been applied.
This level of reduction still results in a robust vehicle trip intensity, being significantly
higher than the TRICS data would predict, but allows (conservatively) for the reduction
in external traffic generation from the development (on a per unit basis) which would
be projected to occur once internal facilities and bus penetration are available.

When applied to a development content of 625 and 1300 dwellings, the resultant traffic
generation numbers are therefore as laid out in Table 6.5 below.

Weekday AM Peak Weekday PM Peak
Unit Numbers Arrive Depart Total Arrive Depart Total
625 84 182 266 175 109 284
1300 130 285 415 273 169 442

6.19

6.20

Assessment periods

Residential land use developments typically generate the largest amount of traffic
during the weekday AM and PM peak periods. Following consultation with CEC during
the scoping process the weekday AM and PM peaks have therefore been considered
within this assessment.

It is recognised that weekend traffic in and around the Fort can be busy, but development
impacts associated with residential traffic are far lower than during working day peak
times and residential development would not be expected to trigger any assessment
thresholds.

33



Transport Assessment

6.21
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6.23

6.24
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6.26

6.27

Trip distribution and development impact

The surrounding area has a significant level of residential development and traffic
movements associated with journeys to or from places of study or work so the traffic
associated with the development has been distributed onto the network based on
observed traffic volumes entering and exiting the network.

A detailed assessment showing the development impact on the approach flows to the
junctions is provided in Figures 11 and 12 of Appendix D. This demonstrates that the
development has a negligible impact beyond the immediate environs of the proposed
access junctions and the main roads into and out of Edinburgh e.g. the A1 and Milton
Road. The two way approach flow impacts are below 10% on all links to the west of
the A1 and below 5% on Milton Road.

The existing traffic surveys show that at peak times Milton Road East has peak hour
two way traffic flows of between 900 and 1,150 vehicles per hour (vph), which reduce
significantly east of Edinburgh College to around 400 - 500vph. The flows are in part
tidal with a slightly higher proportion of eastbound traffic in the AM peak (circa 600
vph) with the flows more balanced in the PM Peak. The surveyed two way traffic flows
are anticipated to increase to a peak of 1,300 vehicles as a result of other growth and to
around 1,400 in the post development scenario.

On Newcraighall Road, within the village, the two way flows are around 900vph and
generally well balanced, but with a marginally higher eastbound flow in the AM peak.
To the west of the P&R access the flows increase to around 1,000vph, with further flow
increases to the west of the A1 to between 1,700vph (AM) and 2,400vph (PM).

By comparison, two way peak hour flows on the Al are around 2,500 vph, with flows
on Harry Lauder Way and Milton Road between 1,500 and 1,700 vph. As a result of
the traffic flow volumes on these routes (and indeed towards Fort Kinnaird) the
development impacts on these routes are generally lower.

The trip generation of the development has been developed for the phasing of the
development allowing some residential construction prior to the provision of the internal
site bridge. Hence there are separate ‘north’ and ‘south’ distributions for the relevant
analysis scenarios. This is explained further in Chapter 7.

In terms of assessing the road network operation the detailed analysis thresholds result
in the junctions below requiring assessment:

¢ Newcraighall Road / site access(es)

e Milton Road East / site access

o Newcraighall Road / Al Slip Roads traffic signals

e Milton Road East / Harry Lauder Way / Al / Milton Road traffic signals; and

¢ Milton Road East / Edinburgh Road traffic signals.
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Cross boundary impacts

6.28 As part of an exercise carried out by CEC to establish the transport impacts of
development proposals in the LDP processes, a Transport Appraisal has been carried
out. These ‘cross border’ traffic impacts have been included within CECs appraisal
through the application of background growth. This assessment has quantified that
effect further by the application of ‘central’ National Road Traffic Forecasts growth to
background traffic flow.

Summary

6.29 The approach to developing modal share estimates and traffic distribution has been laid
out.
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7.1

7.1

7.2

7.3

7.4

ROAD NETWORK PERFORMANCE
Introduction

Analysis of the junctions noted in para 6.11 has been undertaken using the industry
recognised ARCADY and PICADY software for roundabouts and priority junctions and
LINSIG for traffic signal controlled junctions.

Phasing

As noted in the previous Chapter of this report, there is implied phasing of the
development pre and post the completion of the internal road link. The ‘assessment
years’ for traffic testing have been selected as 2020 and 2025. This is an onerous
projection which assumes rapid build out rates — the years 2022 and 2027 may in
practice be more realistic. However, by advancing the assessment years, the percentage
impact of development generated traffic on the road network is slightly higher, therefore
the traffic impact assessments (and therefore extent of study network) are slightly more
onerous. This occurs because were the assessment years to be extended (to 2022 and
2027) then background growth applied for an additional two years in each case would
raise the background traffic levels causing the percentage impact of development traffic
(which is constant) to fall. The assessment years have therefore been selected to
maintain robust traffic testing.

Traffic flow diagrams

Classified junction surveys were undertaken on Thursday 26 November 2015 at the
junctions mentioned in para 6.11 above. The weekday AM and PM peak periods have
been extracted from these junction surveys. The weekday AM peak hour period was
found to occur between 08:15 and 09:15 and the weekday PM peak hour found to occur
between 16:45 and 17:45.

The turning movements at the junctions within the study area during these two peak
hours are shown in Diagrams 1 and 2 respectively (Appendix D). The 2016 traffic count
data was fully classified by vehicle type and converted into Passenger Car Units for the
purposes of the assessment.

Traffic flow diagrams are contained in Appendix D and these show:-

e Figures 3, to 10 show projected traffic flows in 2020 and 2025 excluding the
development but including committed development traffic.

e Figures 11 to 14 show projected traffic flows in 2020 and 2025 with the
addition of development traffic

e Figures 15 and 16 shoe the development impacts on the surrounding road
network in 2025; and

e Figures D1-D16 show the development traffic flows through the
development phases and their distribution of the road network.
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7.5

7.6

7.7

7.8

Newcraighall Road / site access(es)

The two southern access points being used to serve the site are located at the two existing
access points to the Newcraighall North site.

As indicated within Chapter 5 of this report the junctions have been assessed as priority
junctions to determine whether the development traffic flows can be accommodated on
the network. The summarised capacity results for each of the accesses, with the
development fully built out (i.e. highest predicted traffic flow levels), are presented in
Table 7.1 below.

East Access
Newcraighall Road (N) Site Access Newcraighall Road (E)
RFC Queue Delay RFC Queue Delay RFC Queue Delay
(pcu) (secs) (pcu) (secs) (pcu) (secs)
AM - - - 0.34 0.5 16.43 0.03 0.0 5.09
PM - - - 0.22 0.3 14.85 0.07 0.1 4.67
West Access
Newcraighall Road (N) Site Access Newcraighall Road (E)
RFC Queue Delay RFC Queue Delay RFC Queue Delay
(pcu) (secs) (pcu) (secs) (pcu) (secs)
AM - - - 0.57 1.3 26.75 0.03 0.0 4.88
PM - - - 0.42 0.7 22.25 0.14 0.4 4.80

It is clear from the analysis results reported above that both site access junctions would
operate satisfactorily with minimal queuing and delays predicted to occur throughout
all periods.

However, as a result of a desire to provide appropriate crossing facilities and with a
view to addressing other concerns raised about the alignment and width of Newcraighall
Road in the vicinity of the east access further testing was undertaken of the access
junctions with traffic signal control in place. The results of the LINSIG analysis, running
each approach within its own stage at the east access, are shown in Table 7.2 overleaf.
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North Access

Newcraighall Road (N) Site Access Newcraighall Road (S)
DoS Queue Delay DoS Queue Delay DoS Queue Delay
% (pcu) (secs) % (pcu) (secs) % (pcu) (secs)
2025 AM 70.5 13.8 45.9 64.9 4.2 84.2 70.0 17.3 334
2025 PM 80.3 19.9 44.1 47.4 2.4 79.5 80.0 19.5 44.1
South Access
Newcraighall Road (N) Site Access Newcraighall Road (S)
DoS Queue Delay DoS Queue Delay DoS Queue Delay
% (pcu) (secs) % (pcu) (secs) % (pcu) (secs)
2025 AM 35.0 5.9 7 62.6 5.8 66.2 44.1 8.2 7.8
2025 PM 41.7 6.8 5.6 61.8 4.2 78.6 47.4 8.0 6.1

The results show that both accesses are able operate as signalised junctions. The east
access, due to the separate staging of each approach, has higher levels of predicted
gueuing and delays but still operates satisfactorily. All of the analysis results presented
above assume an ‘all red’ pedestrian stage being called each and every cycle and in
practice this is unlikely to be the case so the actual junction performance will likely be
better than the ‘worst case’ results reported above.

Milton Road East / site access

The development access onto Milton Road East to the north of the site is to be
constructed as a new junction with Milton Road East, immediately to the east of the
cemetery which fronts onto Milton Road East. Information relating to the layout and
operation of this junction was provided as part of the LDP submissions in relation to the
Brunstane site to demonstrate an appropriate junction layout could be provided.

The junction operation has been assessed using LINSIG with the summarised results
presented below.

Milton Road East (E) Site Access Milton Road East (W)
DoS Queue Delay DoS Queue Delay DoS Queue Delay
% (pcu) (secs) % (pcu) (secs) % (pcu) (secs)
2025 AM 75.3 8.9 49.6 73.2 8.7 45.5 64.9 9.8 32.6
2025 PM 36.8 55 23.9 52.5 2.7 60.1 54.0 9.3 19.5

The results above have been modelled on the basis that the pedestrian crossing stage is
called each and every cycle and this still demonstrates the signals will operate
satisfactorily. The maximum DoS predicted to occur is in the AM Peak on the
development access, with a DoS of 75.3% and associated queue of 9 vehicles.

Newcraighall Road / Al Slip Roads traffic signals

This junction is a linked set of traffic signalised junctions formed between the Al on
and off slips and Newcraighall Road. The junction is busy at peak times and generally
busier during the PM peak than the AM peak due to the proximity to the Fort Kinnaird
Retail Park. The analysis was undertaken using a previously agreed LINSIG model
utilised in earlier assessments with the queues verified against the traffic survey data.
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The summarised LINSIG results are shown in Table 7.4 below with the existing junction
layout shown in Sketches TPL056/SK/105 and SK/106 contained in Appendix C.

Newcraighall Road (E) Al NB Off Slip Newcraighall Road (W) Al SB Off Slip
Scenario DoS Queue Delay DoS Queue Delay DoS Queue Delay DoS Queue Delay
(pcu) (secs) (pcu) (secs) (pcu) (secs) (pcu) (secs)
AM Peak
2016 536 | 47 | 228 | 659 | 64 | 216 | 718 | 62 | 350 | 360 | 17 | 295
2020 575 | 52 | 234 | 724 | 73 | 230 | 724 | 66 | 338 | 379 | 18 | 297
2020Dev | 693 | 7.2 | 237 | 728 | 74 | 230 | 724 | 66 | 338 | 437 | 21 | 305
2025 602 | 55 | 238 | 762 | 7.9 | 242 | 771 | 74 | 367 | 395 | 19 | 298
2025Dev | 706 | 73 | 234 | 767 | 81 | 242 | 771 | 74 | 367 | 394 | 19 | 296
PM Peak
2016 680 | 65 | 394 | 710 | 73 | 387 | 737 | 130 | 258 | 408 | 29 | 329
2020 639 | 59 | 368 | 729 | 79 | 394 | 818 | 157 | 310 | 495 | 30 | 395
2020Dev | 786 | 92 | 413 | 749 | 80 | 432 | 795 | 150 | 287 | 612 | 38 | 436
2025 760 | 77 | 428 | 804 | 91 | 444 | 847 | 172 | 325 | 627 | 40 | 455
2025Dev | 817 | 95 | 424 | 820 | 94 | 436 | 847 | 172 | 325 | 706 | 45 | 488
7.15 The analysis results show that at the present time the junction operates satisfactorily at
peak times with max DoS of 73.7 occurring in the PM peak on the Newcraighall (W) /
Fort Kinnaird approach. The analysis shows that the junction is predicted to continue
to operate satisfactorily in the future year scenarios with all of the predicted background
growth and development traffic on the network with max DoS values remaining below
85%.
Milton Road East / Harry Lauder Way / A1/ Milton Road traffic signals
7.16 This junction is a busy signalised junction that operates over capacity at peak times at
present. Information provided by CEC indicates that the junction operates on a MOVA
system with maximum timings applied during peak periods. This information has been
used to construct a LINSIG model of the existing junction (including Brunstane Rd, and
Brunstane Road South to the east) based on the existing layout shown in Sketches
TPLO056/SK/102 and SK/103 contained in Appendix C. In addition, comment on the
operation of this junction was also received at the pre application consultation events to
the effect that the queuing on the Milton Road East approach makes it difficult for traffic
to exit from Brunstane Road South, particularly in the AM Peak.
7.17 The analysis bears out the on-site observations and knowledge of the junction operation

with the majority of approaches in the AM peak operating satisfactorily but significant
queues predicted to occur on the Al approach to the junction. The predicted levels of
gueueing have potential to extend at times through the upstream junction which serves
the retail park to the east of the Al and accesses the ASDA and The Jewel (for buses
only). During the PM peak the Al approach operates more satisfactorily but with other
extensive queues shown to occur on Milton Road, particularly associated with the right
turn movement onto the Al.
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7.18

On the basis of the on-site observations, feedback from events and base modelling of
the junction it is clear that regardless of whether any development comes forward at the
Brunstane site it is likely that some intervention will be required to enable the junction
to accommodate traffic growth associated with other developments in the area (i.e. the
background growth accounted for within the traffic network). The summarised LINSIG
results for the existing junction operation are shown in Table 7.5 below.

Scenario

Al Milton Road Harry Lauder Way Milton Road East
DoS Queue Delay DoS Queue Delay DoS Queue Delay DoS Queue Delay

% (pcu) (secs) (pcu) (secs) (pcu) (secs) (pcu) (secs)

AM Peak

2016

103.4 46.3 147.3 78.8 10.4 70.9 73.7 13.4 52.0 75.8 9.9 67.2

2020

111.6 75.2 267.3 85.2 12.1 80.1 79.6 15.1 56.1 81.3 111 72.8

2025

1189 | 103.3 | 369.6 90.4 13.9 92.9 84.4 16.9 61.2 86.7 12.6 81.4

2020 Dev

112.9 80.0 285.6 86.7 12.5 83.0 80.5 15.4 57.0 85.3 12.2 79.1

PM Peak

2016

91.3 24.3 66.3 136.6 | 108.3 | 594.7 80.2 14.6 58.9 77.0 8.5 75.8

2020

98.6 32.9 99.4 1475 | 1417 | 7152 86.5 16.7 67.1 82.3 9.6 82.9

2025

102.2 42.0 1347 | 1632 | 1764 | 848.0 89.3 18.6 70.8 86.9 10.8 92.1

2020 Dev

99.1 33.7 102.8 | 1493 | 1464 | 7317 88.3 17.7 69.9 92.2 12.8 107.4

7.19

7.20

7.21

7.22

The analysis shows that the junction will experience operational issues in the future with
the effect of additional background traffic growth. It is also clear from the analysis
results that the development has a very minimal effect on the overall performance of the
junction, with the possible exception of Milton Road East. It is perhaps useful to note
that this arm is the one best able to accommodate additional traffic being added to it.

The results in Table 7.5 suggest that junction performance with the development traffic
in 2020, is broadly comparable to the predicted operation without the development and
significantly better than the predicted performance with only background growth by
2025.

As identified above it is clear that the capacity of the junction requires to be increased
regardless of whether the Brunstane site comes forward or not. Therefore, the junction,
the available land around it and the lane configuration has been reviewed to determine
a potential layout which would provide additional capacity.  The key capacity
improvements (shown in Sketch TP056/SK/200 in Appendix C) can be summarised as
follows:

e Widening of Harry Lauder Way north to allow 2 lane northbound exit;
e Permit 2 lanes of right turn from Milton Road into Al southbound;
e Extend right turn lane on Al for traffic turning into Milton Road East; and

e Signalise Brunstane Road / Brunstane Road South to improve queue
management and allow traffic to safely exit.

The results of the analysis of the improved junction operation are summarised within
Table 7.6 below (with the projected operation provided for ease of comparison).
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Scenario

Al Milton Road Harry Lauder Way Milton Road East
DoS Queue Delay DoS Queue Delay DoS Queue Delay DoS Queue Delay

% (pcu) (secs) (pcu) (secs) (pcu) (secs) (pcu) (secs)

AM Peak

2025

1189 | 103.3 | 369.6 90.4 13.9 92.9 84.4 16.9 61.2 86.7 12.6 81.4

2025 Dev

96.1 30.2 80.9 94.2 15.9 107.9 86.2 17.7 63.8 94.2 15.9 107.9

PM Peak

2025

102.2 42.0 1347 | 163.2 | 176.4 | 848.0 89.3 18.6 70.8 86.9 10.8 92.1

2025 Dev

99.7 35.8 62.5 94.2 15.9 107.9 86.2 17.7 63.8 94.5 16.2 92.7

7.23

7.24

7.25

7.26

The analysis results clearly show that overall the junction operates more efficiently than
it would with no intervention. The approaches to the junction are better balanced in
terms of their overall operation with none of the arms operating with DoS in excess of
100%, which is in fact betterment compared to the 2016 survey results.

The proposed amendments to the layout seek to maximise the efficiency of the green
time given to each approach by increasing the lanes able to make the movements which
have high demands. In the improved scheme there will be 2 lanes of right turning traffic
from Milton Road into the A1, which is a change from the current configuration but a
similar arrangement exists at the junction at the north end of Harry Lauder Way, with 2
lanes turning right into Harry Lauder Way, and this arrangement appears to operate
satisfactorily.

Similarly, the northbound Al approach is able to be spread across 2 lanes through
widening the Harry Lauder Way northbound lane for around 50m beyond which traffic
has to merge into a single lane. Again a similar arrangement exists at the junction at the
north end of Harry Lauder Way with traffic travelling along Seafield Road having to
merge to a single lane, which appears to operate satisfactorily. Therefore the proposed
changes to the layout of the junction would not result in manoeuvres and operation that
would be unfamiliar to drivers.

Accordingly, it can be stated that the proposed improvements will not only address the
background growth predicted to occur but also accommaodate the proposed development
in its entirety. The analysis has shown that the effect of the development through to
2020 (with up to 625 units split across the north and south sites) is minimal at this
junction (with the traffic impact less than 2%) and the improvement would therefore
only require to be in place beyond this level of development. It is also important to bear
in mind that the proposed development is responsible for up to 7% of traffic flow
through this junction in the 2025 full development scenario (other traffic growth
accounting for 15% of traffic) and hence any contribution to the works to increase the
capacity of this junction should be considered in this context.
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7.27

7.28

7.29

7.30

7.31

7.32

Milton Road East / Edinburgh Road traffic signals

As identified previously whilst this junction has 4 arms the northern arm operates on an
‘on demand’ basis and generally the junction functions as a 3-arm traffic signal
controlled arrangement (shown in TP056/SK/104) Traffic signal information from CEC
was used to establish the base operation of the junction, which generally operates
satisfactorily with limited queueing and delays, with all queues typically able to clear
in a single cycle of the signals.

The summarised results of the analysis are presented in Table 7.7 below.

Edinburgh Road (W) Edinburgh Road (E) Milton Road East
DoS Queue Delay DoS Queue Delay DoS Queue Delay
% (pcu) (secs) % (pcu) (secs) % (pcu) (secs)
AM Peak
2016 36.0 5.5 23.2 50.6 9.0 25.1 69.1 5.8 63.1
2020 39.8 6.2 24.6 56.0 10.1 27.0 69.6 6.1 61.3
2020 Dev 42.0 6.6 2.2 57.3 10.4 28.0 72.1 6.8 61.2
2025 42.3 6.7 25.1 59.5 11.1 27.9 74.3 6.8 65.2
2025 Dev 48.1 7.6 271.7 64.1 11.8 31.4 73.8 7.7 59.0
PM Peak
2016 68.4 13.3 31.4 39.1 6.4 24.4 71.4 6.7 60.7
2020 73.9 15.1 33.6 42.2 7.0 25.0 77.2 7.6 66.0
2020 Dev 76.2 15.7 35.6 43.3 7.1 25.9 77.8 8.1 64.5
2025 78.7 16.9 36.2 45.0 7.6 255 82.0 8.5 72.2
2025 Dev 83.3 18.1 41.4 47.3 7.8 27.3 79.8 8.8 64.9

The results show that the junction is predicted to continue to operate satisfactorily with
the effects of background growth and also with the addition of the development traffic.
The assessment results represent a robust assessment, as the signals have been modelled
with dedicated pedestrian stages and the Eastfield Place stage occurring each cycle,
which in practice is unlikely to be the case.

Analysis outputs are contained within Appendix I.
Summary

The performance of the road network around the site has been considered in detail and
it has been shown that the development, with the provision of a new access onto Milton
Road East and upgraded junctions on Newcraighall Road, is largely able to be
accommodated within the existing infrastructure.

The exception to this is at the Milton Road / Harry Lauder Way / Al traffic signals
which the analysis has identified are already under pressure without the development
having occurred. The results of the traffic modelling demonstrate that the early phases
of development, prior to the completion of the new site internal bridge link will have
little effect on the operation of this junction, with performance comparable to that
predicted without the development.
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7.33

The modelling has shown that it would be likely that capacity at that junction would be
necessary regardless of whether the New Brunstane site comes forward and a scheme
of improvements has been identified in this report that would deliver increased capacity
at the junction. These improvements have been shown to be able to accommodate both
background traffic growth and the proposed development and deliver junction
performance better than the present day operation. Furthermore, the identified scheme
also addresses operational issues raised by local residents using Brunstane Road South
and Brunstane Road, by extending the signalisation east to include these roads within a
broader signalised junction arrangement.
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8.1

8.2

8.3

8.4

8.5

8.6

8.7

SUMMARY AND CONCLUSIONS
Summary

Transport Planning Ltd has been appointed to advise on transport related issues
associated with the development of land to form a new community at Brunstane to the
east of Edinburgh.

The site is located within the urban area to the south-east of Edinburgh, and extends to
some 54.6 hectares.

The proposed development will see the creation of a new community at Brunstane
through the provision of a residential-led mixed-use masterplan that incorporates a mix
of land uses including:

e Up to 1,330 residential units in a mix of housing types and sizes, with 25% of
the units being affordable;

e A new primary school,;
¢ A new local centre with retail, commercial and/or community uses;

e Open space, parkland, planting buffers to the railway and existing services
within the site, and protection for the setting of the on-site Scheduled
Monuments;

o Other structural and amenity landscaping and planting;

e Formation of three new site accesses, one from the north and two from the south,
as well as a network of internal roads and paths.

The site is considered to be highly accessible being located directly adjacent to an
established network of pedestrian and cycle routes providing safe and convenient links
to local services and facilities. These links also present opportunities for commuter
journeys to employment areas. The development itself will further enhance the existing
provision through the permeable nature of the masterplan, which will introduce new
links between Milton Road East and Newcraighall Road and provide additional access
points to both the John Muir Way and National Cycle Route 1.

There is an established network of bus services which operate around the surrounding
road network which will be able to serve early phases of development. Ultimately the
development will deliver a new bus route between Milton Road East and Newcraighall
Road providing opportunities for new or diverted bus services. Early stage discussions
with operators have indicated a keen interest in introducing routes through the site.

Brunstane is within a short walk of 3 existing railway stations which present
opportunities for frequent and regular access to a variety of destinations including the
key employment areas of Edinburgh and wider leisure destinations in East Lothian and
the Borders.

The overall connectivity and accessibility of the site is therefore considered to be
excellent.
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8.8

8.9

8.10

8.11

An assessment of the likely trip generation of the development at a key phase and in its
final completion has been made and its impact on the surrounding road network
considered.

Detailed junction modelling has been undertaken and this has shown that the proposed
site access junctions onto Newcraighall Road and Milton Road East are able to
accommodate the level of traffic anticipated to occur. In addition, the surrounding road
network is also generally able to accommodate the development traffic, the exception
being the Milton Road / Harry Lauder Way / Al traffic signals. The modelling has
shown that it would be likely that capacity at that junction would be necessary regardless
of whether the Brunstane site comes forward and a scheme of improvements has been
identified in this report that would deliver increased capacity at the junction. However,
the results of the traffic modelling demonstrate that the early phases of development,
prior to the completion of the new internal bridge link, will have little effect on the
operation of this junction, with performance comparable to that predicted without the
development.

The scheme of junction improvements at this location has been shown to be able to
accommodate both background traffic growth and the proposed development and
deliver junction performance better than the present day operation. Furthermore, the
identified scheme also addresses operational issues raised by local residents using
Brunstane Road South and Brunstane Road, by extending the signalisation east to
include these roads within a broader signalised junction arrangement.

Scoping discussions with CEC, the LDP allocation and the reporter’s findings from the
LDP raised several matters in relation to transport which relate to the development of
the Brunstane site. LDP comments were noted in Chapter 4 and are summarised in Table
8.1 below.

Table 8.1 — Matters raised

Reporters amendments and updates to
design brief

Comments

Transport assessments should identify any appropriate
commensurate mitigation which may be required with
respect to the A1/Newcraighall Road junction and to the
junctions on the A199, taking into account any
cumulative impact with traffic from other development
sites. Particular attention should be given to the
proposed new junction on Milton Road East, and the
management of additional traffic generation onto Milton
Road East and Newcraighall Road including associated
improvements to pedestrian and cycle crossing facilities.

The Transport Assessment considers these items and the
locations mentioned. Junction operation is reported upon
and improvements to pedestrian and cycle crossing
facilities on the external network have been identified.

The site layout should allow for the proposed new bus
route to be formed linking Milton Road East with
Newcraighall Road. Appropriate consultation with
service providers should take place in order to identify

The site layout allows for the new bus route. Early
consultation has shown an appetite for new or diverted
services. Any new services would need to be phased
with infrastructure and development. Improvements to
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Action Programme Requirements Comments
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8.12 In addition to the points contained in Table 8.1, several other issues emerged during the
compilation of this report as noted in Table 8.2 below.

Comments
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Conclusion

8.13 This report has assessed the transport issues surrounding the development site and it is
concluded that there are no transport reasons why the application should not be
approved.
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