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Response 12       7 December 2004 
 

Edinburgh Tram (Line Two) Bill 
 

Response to the request for follow up written evidence at the Committee 
meeting on 24 November 2004 

 
 
There was some discussion on the STAG report in particular table 8.16.  This 
culminated with the question from Jeremy Purvis "For nearly £400 million, 
what benefit will the tramline create over the Edinburgh Airport Rail Link?"  At 
the end of the questioning on the STAG report and the benefits reported in the 
STAG Jeremy Purvis stated "to be fair if there is any other information that I 
have not looked at in this table or anything that I have taken in the wrong 
context please get back to us in writing about the increase [in the travelling 
public] so that we are absolutely consistent." 
 
At the end of the panel the convenor concluded by saying "I underline the 
importance of our receiving further written submissions, particularly in answer 
to Jeremy Purvis's questions...." 
 
Introduction 
 
1 This response starts by describing the wide range of benefits that are 

captured by the forecasting models, indicates the key impacts and sets them 
in the context of other UK light rail schemes. It then summarises some wider 
benefits that go beyond the scope of the model, but which further strengthen 
the case for Tram Line 2. 

 
Quantified Benefits 
 
2 The demand modelling system used to assess demand for Edinburgh Tram 

Line 2 is highly sophisticated and takes account of changes in: 
 

• Levels of development and consequently population and employment; 
• Numbers of trips made; 
• Origin – destination patterns of trips; and 
• Travel mode. 

 
3 It takes account of the effects of changes in congestion on the relative 

attractiveness of tram, bus, car and heavy rail. The model covers the whole of 
the City of Edinburgh and its environs. It is therefore capable of simulating 
secondary effects, such as the impact of changes in City Centre traffic 
management on trips that cross the centre. 

 
4 The model is used to provide forecasts for scenarios with and without the 

tram. The effects of the tram are determined by the difference between these 
scenarios. However, the complexity of the changes that are forecast to result 
from the implementation of the project means that it is not possible to 
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disaggregate the effects of a combination of changes in development and 
travel behaviour. This is a consequence of the fact that the models are 
simulating a wider range of impacts that is usual in the appraisal of tram 
schemes. As an example, the improved accessibility created by 
implementation of Tram Line 2 is predicted to lead to additional development 
in West Edinburgh. Many of the trips to this development will not be made by 
tram, partly because they attract a proportion of trips from locations outwith 
the catchment area of Tram Line 2. Accordingly, the additional development 
will attract extra car trips, counter-acting transfer from car to tram for existing 
journeys. Overall, the implementation leads to an increase in development 
with no net increase in car trips and therefore contributes to the sustainable 
development of the city’s economy. 

 
5 However at an aggregate level, it is possible to identify the key effects of Tram 

Line 2. These include the following: 
 

• 5.38 million tram trips in 2011 (excluding the impact of the initial ramp-up of 
demand after opening)  rising to 6.94 million by 2026; 

• 992,000 extra public transport trips in 2011 and 1,233,000 in 2026. This is 
equivalent to 18% of all tram trips in both years; 

• 1.6% increase in AM peak market share and a 4.1% increase in off peak 
market share in 2011 relative to the situation if Tram Line 2 is not built; 

• Time saving benefits to public transport users with a total Present Value of 
£167.6 million over the scheme life. £126.1 million (75%) of these benefits are 
obtained by people travelling to or from West Edinburgh, the remaining £41.5 
million benefit other travellers, for example due to reduction in delay to buses 
due to congestion; 

• Time saving benefits to highway users with a total Present Value of £74.9 
million. £36.2 million (48%) are gained by people travelling to or from West 
Edinburgh.  

• In the AM peak in 2011, traffic flows on Corstorphine Road (A8) are forecast 
to reduce by 0.3% and on Georgie Road (A71) by 0.1% leading to small 
improvements in highway travel times. These effects are small because of the 
additional development potential that is unlocked. However, in a highly 
congested road network, even small changes can have a more than 
proportional benefit to journey times. 

 
6 This demonstrates the substantial benefits of implementing Tram Line 2. 
 
 
7 As a check on the reliability of the forecasts, a comparison of forecast 

demand with actual usage of other UK light rail systems has been undertaken 
and the results are set out in the table below 

 
 
 
 
 



 

C:\DOCUME~1\tcraggs\LOCALS~1\Temp\mwtempb28\ws43.tmp 3

System Route 
Length 
(Kms) 

Passenger 
Boardings 
(Million) 

Passenger 
Kilometres 

(Million) 

Passenger 
Boardings 
per Route 
Kilometre 

(‘000s) 

Passenger 
Kilometres 
per Route 
Kilometre 
(Million) 

Tyne & 
Wear 

78 37.9 284 486 3.6 

Docklands 27 48.5 235 1,796 8.7 
Manchester 39 18.9 169 485 4.3 
Sheffield 29 12.3 42 424 1.4 
Midland 
Metro 

20 5.1 54 255 2.7 

Croydon 28 19.8 105 707 3.8 
All 221 142.5 889 645 4.0 
All (except 
London) 

166 73.3 549 442 3.3 

Tram Line 
2 

17.3 5.4 44 312 2.5 

Sources: DfT Light Rail Statistics 2004, Tram Line 2 Forecasts for 2011 
 
8 The Tram Line 2 forecasts appear to be conservative in relation to experience 

elsewhere. Only Midland Metro has lower boardings per route kilometre and 
only Sheffield Supertram has lower passenger kilometres per route kilometre. 
The forecasts for boardings per route kilometre are 71% of the average for 
existing systems outside London, while the forecasts for passenger kilometres 
per route kilometre are 76% of the average. 

 
9 It is important to note that the model takes account of the incremental land 

use changes that can be expected to result, in general terms, from changes in 
accessibility. However there are individual large, internationally mobile 
developments, where the choice of location is between major European cities 
rather than between sites in Edinburgh or even Scotland. The LUTI model 
cannot predict the effect of Tram Line 2 on the likelihood of attracting 
additional developments of this type to West Edinburgh. However the benefits 
of increased accessibility and an enhanced image for the city will increase the 
opportunity to attract this type of development to Scotland. These wider 
benefits are discussed below. 

The Wider Benefits  
 
10 In addition to the benefits that are quantified in the STAG appraisal, Tram Line 

2 will generate significant wider benefits. 
 
11 These wider benefits are real and will happen as a direct result of 

implementing Tram Line 2 but are difficult to quantify before the scheme is up 
and running. Accordingly it is common to describe these benefits in more 
qualitative terms 'ex-ante' prior to detailed scheme impact studies being 
conducted 'ex-post'.  
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12 Image and perception are well understood to be key drivers in both corporate 
and personal decision making processes. The extent to which a city has, or is 
perceived to have, a high quality, integrated transport system is a significant 
component in firms', and individuals', propensity to do business in or travel to 
that city.  

 
13 Through the City of Edinburgh Council's City Region Scenario Planning 

process (and precursor Key Sector research) transport emerged as the single 
most important issue facing the city.  

 
14 A majority of the employers consulted indicated that congestion and the 

general lack of predictability in the network was beginning to cause major 
concerns in terms of their ability to do business effectively and efficiently in 
and around the city. The problem manifests itself in a number of ways and is 
related to some of the other strategic challenges facing the city – the 
availability of affordable housing and the continuing tight labour market in the 
region.  

 
15 There is also a view that we need to invest heavily in public transport to bring 

ourselves up to the minimum standard of our key competitor cities. Business 
leaders talked in terms of the need to deliver a ‘step change’ in the quality of 
our public transport system. When pressed to identify what they meant by a 
‘step change’ in quality the majority identified the re-introduction of trams. 
Many also highlighted the need for an overall feeling of integration and 
connectivity that exists in cities like Marseilles, Strasbourg, Amsterdam, 
Barcelona and Nantes. 

 
16 The case for Edinburgh clearly demonstrates the impact that Edinburgh has 

on the Scottish economy. Edinburgh brings jobs and investment that would 
not otherwise come to Scotland. This is because Edinburgh is not competing 
with other Scottish cities for jobs and investment. The competition comes from 
elsewhere in Europe. 

 
17 Financial services are incredibly important to the Scottish economy and 

Edinburgh is right at the heart of it. The sector accounts for about 200,000 
direct and indirect jobs – that is 10% of the country’s total labour market. 

 
18 Edinburgh is the second largest fund management centre in the UK behind 

London and sixth in Europe. The cities we are competing with are: 
• Paris 
• Zurich 
• Amsterdam 
• Frankfurt 

 
19 Edinburgh is unique among the top 10 financial services centres in Europe in 

that it is the only one not to have at least a minimal tram service. 
 
20 In terms of tourism again Edinburgh is second only to London in the UK. 

Tourism is now worth almost £1 billion to the economy and supports around 
33,000 jobs. 
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21 The on-going city branding project has identified Edinburgh’s key competitors 

as: 
• Dublin 
• Amsterdam 
• Copenhagen 
• Stockholm 

 
22 It is interesting to note that they all have well developed, or developing, 

integrated transport systems featuring a significant tram component. 
 
23 VisitScotland is keen to grow the value of tourism by 50% over the next 10 

years. In order to do this Edinburgh must raise its game – we need to deliver 
a visitor experience that is as good if not better than the competition.  All our 
key competitors have well developed or developing integrated transport 
systems with trams a key component. Achieving these targets would be very 
difficult without the improvement the introduction of trams would deliver. 

 
24 Recently there has been a lot of work done in this area. Specifically, by 

Professor Michael Parkinson of Liverpool’s John Moores University for the 
Office of the Deputy Prime Minister. Professor Parkinson’s research looks at 
the growing importance of cities and what it is that makes them successful. 

 
25 The most successful European cities generate between 3 and 4 times 

national GDP per capita. At present Glasgow and Edinburgh are achieving 
about 1.2 to 1.5 times GDP per capita. 

 
26 Parkinson identified the key characteristics or attributes of successful cities as 

being: 
• Innovation  
• Diversity  
• Skills  
• Connectivity  
• Strategic capacity or scale  
• Quality of life 

 
27 Edinburgh has real strength, and in some cases competitive advantage, in all 

of these areas except connectivity.  Failure to deal with the strategic transport 
issues of connectivity and quality will put Edinburgh at a competitive 
disadvantage and in a position of not being able to capitalise on its strengths. 
If we can’t it will be the whole of Scotland that suffers not just Edinburgh. 
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Marilyn Livingstone asked what benefits the trams would bring to people with 
mobility issues, particularly given the provision of low-floor buses.  She also 
asked how the promoter saw the system working to extend accessibility for 
people with mobility issues.  Part of the response from the promoter made 
reference to a parallel project which is addressing accessibility to buses.  
Further information was requested.  
 
28 The Council is committed to increasing accessibility in public transport. In the 

last five years there has been a significant increase in the number of low-floor 
level-access buses in Edinburgh. Around half of the fleet is now of this 
configuration. In order that the full advantages of low-floor buses can be 
realised, it is important bus stops are configured and that people can move 
straight from the kerb on to a bus, without negotiating steps or large gaps. 
This is just as important for parents with child buggies and people with 
restricted mobility as it is for people in wheelchairs. It is critical to get kerb 
heights right and make sure that bus stops are kept free of parked cars. It is 
also important not to obstruct pedestrian flows and to provide good passenger 
waiting facilities.  

 
29 Bus boxes are marked in the carriageway to discourage motorists from 

obstructing the approach and departure of the bus from the stop. Also the bus 
boxes are, in line with current legislation, marked with a ‘clearway’ yellow line 
which prohibits other vehicles from parking and loading. The bus can then get 
close to the kerbside where passengers are waiting. With modern buses full 
accessibility is possible with level access from the kerbside through 
deployment of a ramp and the lowering of their suspension.  

 
30 Under the Council’s Access to Growth programme approximately 250 bus 

stops are being upgraded. This upgrading comprises heightened kerbs with 
improved footways, full bus box and clearway provision and new shelters with 
better timetable displays inside them. A number of stops in West Edinburgh 
have already been completed in the first phase of the programme. A selection 
of photographed stops are shown below. 
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Edinburgh Bus Infrastructure Improvements, Drum Brae Drive 1 
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Edinburgh Bus Infrastructure Improvements, Drum Brae Drive 2 

BEFORE

AFTER
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Edinburgh Bus Infrastructure Improvements, Drum Brae North 

BEFORE

AFTER
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