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Edinburgh Tram (Line One) Bill Committee 
Consideration Stage – Phase 1 

 
Response to the letter of 6 October 2005 requesting further follow up written 
evidence following the committee meeting on 28 September 
 
At the committee meeting on 28 September the promoter’s witnesses agreed 
to provide further information on run time modelling, in particular the 
assumptions fed into models to calculate run times and the margin of error in 
the models predictions (Col 1057) 
 

Summary of Trinity Railway Run Time Parameters 
1 The run time for this option has been calculated using a validated run time 

model which was established for use on the Nottingham NET scheme and 
incorporates industry standards.  The alignment has been designed to the 
same standard as the promoter’s route.  The assumed vehicle parameters are 
identical to those used for evaluation of run times for the promoter’s route. 
The following operating constraints apply: 

• The tram will travel slowly over the first 100m of the alignment crossing 
the Trinity Junction with adverse (negative) cant. It is appreciated that 
this applies similarly to the promoter’s route (except for cant) but 
nevertheless gives rise to speeds which are less than 43mph which the 
objector contends the tram could travel at. 

 
• The tram then enters a 60m radius curve followed by radii of 150 & 

200m; combined with a gradient of approximately 5%.  This again 
restricts the maximum speed to speeds which are similar to those on 
the promoter’s route at an equivalent distance from Trinity (between 
16.8 & 34.2 mph). 

 
• At 322m after leaving the stop at Trinity the tram is able to begin to 

accelerate towards the 43mph design speed.  However, the design 
speed is not achieved before deceleration is required prior to entering 
the tunnel section.  It is the operator’s (Transdev’s) view that driver 
caution will be applied at this tunnel in conjunction with the cycle way.  
At this point the tram would be travelling more slowly than on the 
promoter’s route at the equivalent distance from the Trinity stop. 

 
• Upon emerging from the tunnel the tram can not achieve design speed 

before slowing for the bend at Fiveways. It remains slower than on the 
promoted route. 

 
• Negotiating the bend at Fiveways will restrict the speed to 17mph. 

 
• The objector’s route is only able to achieve  the 43mph (70kph) 

maximum speed at 2 locations: 
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1. Between Fiveways junction and Mr Drysdale’s stop – for a distance of 

92m (saving 5.3 seconds compared to a 30mph speed limit); and  
2. Between Mr Drysedales stop and the East end of the former railway for 

a distance of 40m (saving 4 seconds compared to a 30mph speed 
limit)  

 
• At the eastern end of the route it is anticipated that driver caution will 

be applied (although this has not been included in the run time delays 
within the model) this is likely to apply where the tram approaches the 
children’s play area. Also at this location there is likely to be a more 
significant level of transverse pedestrian movement.  Pedestrian 
crossings will need to be rationalised and will also result in driver 
caution.  The tram also experiences a series of curves on approach to 
Ocean Drive. 

 

Summary of Starbank Road Run Time parameters 

2 The run time for this option has been calculated using a validated run time 
model which was established for use on the Nottingham NET and 
incorporates industry standards.  The alignment has been designed to the 
same standard as the objector’s route.  The assumed vehicle parameters are 
identical to those used for evaluation of run times for the promoter’s route. 
The run time for the promoter’s route has been independently checked using 
the traffic micro-simulation model, VISSIM.  This is a real time model which 
simulates the movement of traffic with tram, based on predicted traffic flows. 
The following operating constraints apply: 

• Leaving the trinity stop, the tram will travel slowly across trinity junction 
and through a section of curved alignment incorporating radii of 
approximately 100m and 300m.  The speed constraint over this section 
will be very similar to the objector’s route. 

 

3 Thereafter there are no further operating constraints imposed along the route 
over and above the design speed of 30mph (48kph).  The following should be 
noted in light of comments made by Mr. Drysdale: 

• After the slightly curved alignment immediately to the east of trinity 
junction the route follows a relatively straight and level alignment 
throughout it’s length with no geometric restriction on speeds below the 
design speed of 30mph (48 kph). 

 
• The minor junctions east of Trinity junction have negligible right turning 

movement and do not present run time delay. 
 

• The Craighall junction experiences slight right turn movement which 
can be accommodated within the right turn filter lane within the revised 
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junction layout.  The junction will be signalled such that the tram will 
receive absolute priority. 

 
• Observations from Mott MacDonald staff that travel along Starbank 

Road daily confirm that there is no delay to existing traffic east of the 
Trinity junction. 

 
• Mr Drysdale has accepted that there are concerns about speeding 

traffic on this section of the route so congestion does not appear to be 
the problem here. 

 
• Mr Drysdale has repeatedly indicated that there is congestion but has 

attributed this to the Trinity junction.  It should therefore be noted that 
this delay applies equally to both options. It should also be noted that 
the proposed scheme will incorporate junction improvements which will 
alleviate this problem, as described by Mr. Turnbull.    

 
 
4 The acceleration and deceleration assumed for the tram in all recent runtime 

calculations is 0.866m/s2, a safe conservative assumption. The maximum 
acceleration and deceleration will vary slightly depending upon the exact 
vehicle chosen. As with all preliminary modelling fairly safe assumptions are 
used so as not to find the real case fails to live up to optimistic initial 
assumptions and also trams are unlikely to consistently be run at maximum 
acceleration and deceleration on the ground of passenger comfort. Further 
more the runtime modelling is used predominately as a relative assessment 
between options and as such as long as the assumptions are maintained 
across the options the relative net effect will still be evident. 

 

 


