Perth & Kinross Proposed Local Development Plan (LDP-340-1)
The Town and Country Planning (Development Planning) (Scotland) Regulations
2008
Issues:
e 20d Effectiveness of Strategic Sites;
e 21 Perth Strategic Development Area - West/North West Perth; &
¢ 24 Perth Area (within Core) Transport Infrastructure

Response by: Emac Planning LLP (Ewan Maclean)
On behalf of: A & ] Stephen Ltd

As requested, please find below responses to questions 6, 7, 14 & 15, submitted on
behalf of A&] Stephen Limited.

All four questions relate to the CTLR. A&] Stephen support the principle of the link road
and its proposed route. In terms of funding and timescales, it is clear that planning
authorities such as PKC should work with infrastructure providers, other local authority
departments, consultees and developers to undertake a robust assessment of
infrastructure requirements, the funding implications, i.e. with specific reference to
Circular 3/2012, and the timescales involved.

It is material that Scone Estate and A&J Stephen Limited control all the land required for
the delivery of the CTRL between the A9 and the A94. Indeed, A&] Stephen Limited is
also assisting with the ongoing design of the CTRL and its detailed routing.

As way of background, the Reporters will have noted that A&]J Stephen control allocation
H29 Scone North and as a Perth based housebuilder has a history of timeous housing
delivery in Scone. A&] Stephen also own the MU4 Supermarket allocation which
benefits from a current Planning Permission in Principle.

Reference is also made in answer to question 15 to H27 Luncarty South as this site is
also under the control of A&] Stephen Limited.

Question 6.

6.1. Paragraph 2.7 of Schedule 4 Document 446 estimates that 40% of the
overall transport infrastructure costs can be met from “other funding mechanisms
including working with government bodies to bring forward funding.” What is
the basis for this confidence and what specific mechanisms as anticipated?

Best answered by PKC.
6.2 Does the absence of any commitment to CTLR in the Strategic Transport
Projects Review (STPR) indicate that this project is regarded as one of local rather
than strategic importance and does this have implications for access to
government funding?

Best answered by PKC.

6.3 What confidence is there in the ability of the development industry to fund
the other 60% of the overall transport infrastructure costs over the next 30 years?

30 years is a long time in both national and local economic context and with a history of
boom and recession over such a long period, it is clear that in order to facilitate the
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development of housing on allocated sites, a range of infrastructure service
improvements and funding mechanisms will be required.

Landowners and Developers will therefore have to work closely with Perth & Kinross
Council to facilitate the continued progression and delivery of all development and the
associated infrastructure requirements. A do nothing approach is clearly not an option
and many Councils throughout Scotland are funding major infrastructure projects
through ‘Prudential Borrowing’.

Such borrowing and infrastructure investment requires to be repaid on a cost per house
basis and follows a very simple model whereby regular enabling payments based on the
number of houses completed in a particular period, usually quarterly in arrears, eases
the up-front funding requirements of developers.

Where a number of projects are required to contribute to a strategically necessary
infrastructure project, the easiest mechanism is for the relevant Council to administer,
facilitate and recoup expended costs. Examples can be found in Aberdeenshire Councils
Strategic Transport Fund and Dundee City Councils Western Gateway Infrastructure
Provision.

In terms of confidence of repayment, i.e. based on delivery of contributing development,
the latest 2010 based NRoS Popluation Projections for Scottish Areas * shows that by far
the greatest net migration increase in Scotland is projected for Perth & Kinross at +30.3
per cent.

There is therefore a strong demographic justification and the development pressure will
be such that the houses will have to be built to accommodate the migration. A very
strong context for the development industry to invest in the Perth & Kinross housing
market and no stronger context for local authority borrowing to pump prime such local
demand.

* http://www.gro-scotland.gov.uk/files2 /stats/population-projections/scottish-areas-
2010-based/population-projections-scottish-areas-2010-based.pdf

Question 7.

7.1 The authority expects to recoup from developers, at least some of the
£15m it appears to be willing to commit to funding the A9/A85 junction
improvements (ref Schedule 4 Document 452 Committee Report). As this would
be drawn from the same funding source as the funding for the CTLR
(contributions from developers in the Perth area), when considering the
availability of developer funding for the CTLR and the scale of any shortfall,
should this be factored into the estimates?

Best answered by PKC.

Question14.

14.1 Is the proposed embargo on greenfield planning consents for housing on
sites of 10 or more until the CTLR is a committed project, intended to apply to the
proposed housing site allocations in settlements to the east/north east of Perth?
Generally, yes with caveats as follows.
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Para 5.1.17(1), page 70, confirms that the embargo will apply to all sites, with the
exception of brownfield sites. It should also be noted however that only a partial
embargo applies to H29 Scone North, see below.

The general embargo is confirmed by the consistent text applying to for example,
Balbeggie para 5.6.3 page 89 and Wolfhill para 5.37.3 page 149 which confirm the
intended embargo as generally referred to in para 5.1.17(1) above.

As noted, the only exception to this is allocation H29 Scone North. Whilst the Proposed
Plan, para 5.33.3 includes the reference to the general embargo applying until the CTLR
is a committed project, the site-specific developer requirements, page 142, stated that
houses could not be occupied until the CTLR is constructed. PKC confirmed in writing
that this was an error that should have been corrected before the Proposed Plan was
sent to the printers. Appendix 1 refers. PKC also confirmed this was an error which
would be picked up in the Supplementary Guidance.

Schedule 4: 24 Perth Area (within Core) Transport Infrastructure also confirms on page
17 2nd bullet, that PKC’s view is that the third bullet on page 142 of the Proposed Plan
should be deleted as “Site H29 in Scone identified in the Proposed Plan will be released
prior to the Cross Tay Link Road being completed”.

Within Schedule 4: 25b - Perth Area (within Core) East Settlements, PKC acknowledge
that it would not be unreasonable to allow construction of 100 houses on H29 once the
CTLR is a committed project. =~ Furthermore, A&] Stephen and Scone Estates position
remains that an initial phase of H29 should be released for construction and occupation
in advance of either commitment or construction of the CTLR bridge. This would be on
the basis of a first 100 house layout which would fit in with an overall Masterplan to be
prepared for the site, i.e. the release and delivery of the first 100 houses would not
prejudice the line or delivery of the CTLR. This position is justified by the WSP analysis
referred to in answer 15 below.

14.2 Orisitintended to relate only to windfall development in these locations?
No
Question 15.

15.1 Was any modelling work undertaken to determine the additional traffic
impact in Perth City centre that could be expected to arise from housing
development in locations that are subject to the embargo?

Yes. A & ] Stephen engaged two separate consultants to carry out modelling work using
a PARAMICS model prepared by SIAS Ltd (Perth & Kinross Council’s (PKC) term
consultant), to look at Sites H29 Scone (Appendix 2 refers) and H27 Luncarty South
(Appendix 3 refers). It is not explicit that H27 Luncarty South is covered by the
embargo however, there is reference in the LDP to a limit of 75 units prior to the linking
of H27 to the new CTLR/A9 junction, consequently it could be implied that the full
release of H27 Luncarty South is tied to the delivery of the CTLR.

On behalf of A & ] Stephen Ltd, WSP UK Ltd instructed SIAS Ltd to undertake a test of

100 housing units at Scone North (H29). The scope of work and model to be used were
approved by PKC. The following models were used:

= 2015 Perth model Ref TPPTCPTF/74890 (reference case).
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= 2015 Perth model Ref TPPTCPTF/74890 + 100 housing units at Scone
North (LDP Area H29).

The results from the reference case model, particularly in the AM peak (09:10) show
that the A93 and A94 corridors and both the Perth and Queen’s Bridges have significant
queuing and vehicle delay. The indicative delay is around 15-20 minutes from Scone to
the bridges via the A93 /A94 corridors. The approximate queue length is around 1000m.

In the PM peak (17:10) there is an indicative delay of 12 minutes from the City centre to
both bridges. The result of 100 housing unit testing at Scone North show little
difference in delay or queue length in the AM or PM peaks. This would be expected as
the trips associated with a 100 unit development are small compared with the problems
already on the network. Scone North has excellent potential to be developed to
accommodate a small-scale first phase residential development (up to 100 houses). The
planning context for the first phase of 100 houses is set out in our answer to Question
14. The Scone Park & Ride is located immediately to the east of the site and provides, in
association with bus priority measures on the A94 corridor, up to a 10 minute frequent
service into the City.

JMP Ltd carried out tests using the same PKC/SIAS PARAMICS reference case (2015
Perth model Ref TPPTCPTF/74890) for a range of housing scenarios at H29 Luncarty.
Please see attached Appendix 3. This modelling work shows categorically that the road
network can accommodate traffic generated from development H27 at a level well in
excess of that envisaged in the Local Development Plan before the change in delay or
queue length becomes discernible.

In summary, can some limited development come ahead of the CTLR? Yes it can. This
position is supported by PKC as they are on record as saying 35% of the development in
the Local Plan can be accommodated in advance of the CTLR package of improvements.
It is also supported by the traffic model testing. The results of the testing show that a
controlled release of housing on sites H29 Scone North and H27 Luncarty South will not
have a discernible impact on the traffic flows in and around Perth. Importantly however
these releases would help fill a shortfall in the land supply which will exist prior to the
larger releases at H7 Bertha Park and H70 Perth West coming on stream several years
from now.
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From: sim trons [

Sent: 17 January 2012 15:16
To: James Lochhead
Subject: LDP - Scone

Jim

Got your latter this moming.

Itis an error. The committee report and the strategy introduction make it clear the commitment stage is the critical
trigger. | think what was intended was a statement that the first phase i.e. the link off the A94 will need to be
constructed 1o provide access to the site.

Itis a pity that you sent me a letter rather than phone Peter on Friday. If we known yesterday morming, before it went
to the printers, we could have corrected it. Unfortunately it wasn't picked up and will still appear in the published Plan.

The details can be clarified in the Masterplan and the Supplementary Guidance. Hope this provides some
reassurance.

Regards

Jim frons

Depute Chiefl Executive and
Executive Director {Environment)
Parth & Kinross Council

2 High Street

Perth

PH
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amail
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Securing the future... - Improving services - Enhancing quality of
life - Making best use of public resources.

The information in this email is solely for the intended recipients.

If you are not an intended recipient, you must not disclose, copy,
or distribute its contents or use them in any way: please advise
the sender immediately and delete this email,

Perth & Kinross Council, Live Active Leisure Limited and
TACTRAN do not warrant that this email or any attachments are
virus-free and does not accept any liability for any loss or damage
resulting from any virus infection. Perth & Kinross Council may
monitor or examine any emails received by its email system.

The information contained in this email may not be the views of

Perth & Kinross Council, Live Active Leisure Limited or TACTRAN.
It is possible for email 1o be falsified and the sender cannot be

held responsible for the integrity of the information contained in it

Requests o Perth & Kinross Council under the Freedom of

1
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14" June 2013

WSP UK

4/5 Lochside View
Edinburgh Park
Edinburgh

EH12 9DH

Tel: +44 (0)131 344 2300
Fax: +44 (0)131 344 2301
http://www.wspgroup.com

Perth & Kinross Local Development Plan Examination — Scone North
Q15 Technical Statement WSP Group plc

Offices worldwide
WWW.WSpPgroup.com

Introduction

The Reporter has issued a list of questions to all parties involved in the LDP. This technical
statement refers to Q15 as detailed below.

Q15 states ‘Was any modelling work undertaken to determine the additional traffic impact in Perth
City centre that could be expected to arise from housing development in locations that are subject
to the embargo?’

The following Paramics Micro-simulation models have been used to test a first phase of
development at Scone North.

e 2015 Perth model Ref TPPTCPTF/74890 (Do-minimum — reference case). This
model includes the Effective Land Supply (ELS) up to 2015 with a further 10% of
ESL as windfall. All committed development up to 2015 is included as well. The
model also includes road improvements including the A9/A85 interchange scheme
along with 800m of new road connecting to Ruthvenfield Road. Other
improvements to the road network are minor in nature involving improvements to
junctions in the City Centre area.

e 2015 Perth model Ref TPPTCPTF/74890 + 100 housing units at Scone North (LDP
Area H29). The trip generation and distribution matrix for the site is based on
previous testing all the LDP sites by PKC. The approach and use of model has
been agreed with PKC.

The Do-minimum model (reference case) shows significant queuing at various locations with Perth.
The location of queuing includes:

« Innerring road and City Centre;

e A912 Edinburgh Road,;

= A85 Crieff Road;

e A912 Dunkeld Road;

« AB85/A9 interchange;

« A9 Inverlamond Roundabout; and

« A93/ A94 corridors from the signal controlled junction at Bridge end;
« Perth Bridge and Queens Bridge;

e M90/A9 Broxden Roundabout.

It is noted that these are the main locations but there are other localised areas of congestion
within the City area.



Figure 1: 2015 Do-minimum (AM model)

The above snap shot of the model shows queuing traffic during the AM peak at 9:10am. There is
significant queuing on Perth Bridge and Queens Bridge and the A93 and A94 corridors to east
towards Scone. The queue is approximately 1000m in length with a delay to drivers of around 15-
20 minutes. This is perceived as a significant problem in Perth whilst being more acceptable in the
larger cities of Edinburgh, Glasgow and Aberdeen.

The PM peak at 17:10 shows queuing traffic in the City centre from both the Perth and Queens
Bridges. The delay to drivers is around 12 minutes occurring on the Inner Ring Road — Marshall
Place, Caledonian Road, Atholl Street and Charlotte Street. Both Perth Bridge and Queens Bridge
are affected by queuing west into the City Centre as well as the A95 Dundee Road.



Figure 2: 2015 Do-minimum (PM model) with 100 housing units at Scone North

The above snap shot of the model shows queuing traffic during the PM peak at 17:10. The small-
scale first phase residential development of 100 new housing units at Scone North has minimal
impact on an already congested network. The queuing and delay with 100 housing units was
observed as generally being the same as the 2015 Do-minimum model. Whilst the level of
congestion on the A93 and A94 corridors and both the Perth and Queen’s Bridges is significant,
particularly during the AM peak, the queues soon disperse after 9.15am and the network returns to
normal operation.

Discussion

Scone North has excellent potential to be developed to accommodate a small-scale first phase
residential development of up to 100 houses. The site is located adjacent to the A94 which
provides direct access into the centre of Perth. The site’s location will generate trips which are
attracted to employment opportunities provided in Dundee in addition to within the centre of Perth.
Generated trips are also expected to access employment opportunities provided on the western
edge of Perth and it is acknowledged that there is potential for these to use the CTLR. However
the majority of trips are expected to travel into the centre of Perth.

While it is acknowledged that the Perth Bridge area of the city’'s road network is currently
congested at peak periods, the current infrastructure for walking, cycling and buses does provide
opportunity to influence travel between Scone and the City Centre. This, along with more radical
measures in the city centre including parking policies to tackle employment journeys could assist in
reducing the number of car journeys, particularly journeys between 1 and 2 miles in length.

The Scone Park & Ride is located immediately to the east of the site and provides, in association
with bus priority measures on the A94 corridor, a frequent service into the City. The Park and Ride
Service is operated by Stagecoach Perth 'Goldline' Service 7 to Perth City Centre providing buses




every 10 minutes, Monday to Saturday daytime. A frequency of 30 minutes operates early in the
mornings, evenings and on Sunday. The Park and Ride site is open seven days a week and
provides free parking for 50 vehicles.

A map of City Bus Routes including service 7 is shown below.
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Conclusion

A small-scale first phase residential development of 100 housing units at Scone North was tested
using Perth and Kinross Council's 2015 Do-minimum model. The results show that there is already
significant queuing and delay on the network prior to running the test at Scone North. In the
context of the both models, the impact of Scone North on the already congested network is
negligible.

Yours sincerely

s

Christopher L Bell
BEng (Hons) CEng MCIHT MRTPI TPP
Associate Director

'WSP UK Limited | Registered Address WSP House, 70 Chancery Lane, London, WC2A 1AF, UK | Reg No. 01383511 England | WSP Group plc | Offices worldwide
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Introduction

Background

JMP Consultants (JMP) has been commissioned by A & J Stephen to undertake an assessment of
the strategic transport impacts of the proposed development site to the south of Luncarty. JMP
undertook an access study for the same site in Spring 2012. The results of this assessment were
presented in the JMP report “Luncarty South, Perth, Proposed Land Allocation for Development,
Proposed Perth and Kinross Local Development Plan, Access Strategy*, 14 May 2012.

A series of questions have been posed by the Reporter at the on-going Local Development Plan
Examination. One question, in relation to modelling the network wide impacts of development
proposals is,

“15. Was any modelling work undertaken to determine the additional traffic impact in Perth
City centre that could be expected to arise from housing development in locations that
are subject to the embargo?”

This assessment was commissioned to provide a response to this question in relation to the
potential impacts of trips associated with development at Luncarty South.

Methodology

The purpose of this technical report is to present the results of the assessment of the transport
impacts of various development scenarios for the development site at Luncarty South.

The modelling will use the currently available future year Paramics models developed by SIAS
Limited for Perth & Kinross Council. The Council authorised the release of the following information
to allow JMP to undertake the Paramics assessment;

e 2015 Stage 1 Paramics model, Do Minimum traffic forecast and including the Crieff Road
widening and the first programmed section of the CTLR (Cross Tay Link Road), 800 metre link
from A9 to Ruthvenfield Road.

*  Perth wide area Paramics 2010 base model development report, “Perth Wide Area 2010 Base
S-Paramics Model, Base Model Development Report”, 73772, 14 December 2011.

2015 Do Minimum forecast year development and infrastructure assumptions, “Updated
Development Content — Perth’s Transport Future”, TPPTCPTF/74890, 5th November 2012.

The remainder of the CTLR is included in subsequent forecast year models; crossing of River
Almond 2018, completion of CTLR 2024. This modelling assesses the local and strategic impacts
of various development scenarios, prior to completion of the CTLR.

Section 2 details the methodology and model inputs for this assessment. The Paramics model
results for each scenario modelled are presented in Section 3. General summary and conclusions
are provided in Section 4.
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Model Methodology

Introduction

This assessment uses the 2015 forecast year trip matrix developed by SIAS Limited and is
consistent with the basis of the assessment of other development sites around Perth. This model
represents the Do Minimum situation and contains the traffic activity associated with a series of
developments included in the forecast. The road network and development scenarios included in
the 2015 forecast are listed in the report “Updated Development Content — Perth’s Transport
Future”, TPPTCPTF/74890, 5" November 2012.

The trip generation and access proposals presented in the JMP Access Strategy report have been
applied to assess the local and strategic impacts of various development scenarios across the
model area.

Various access designs were presented in the report, all including the potential for re-alignment of
Main Road through the site to provide a link road to the CTLR. This assessment is based on the
local distributor road option. Prior to full development of the site and completion of the CTLR and
associated link roads, this layout retains the priority arrangement at the junction of Main Road /
Scarth Road with the priority movement from Scarth Road re-aligned to the development site and
access to Westfield and the eastern end of Scarth Road via a re-aligned priority junction.

Development scenarios

The JMP Access Strategy presented four scenarios covering a wide range of development scale;
from the 75 units suggested in the Draft Local Development Plan as an upper limit prior to
construction of the CTLR up to 690 units, considered a sensible upper limit prior to the completion
of a full Masterplan for the development site.

The development scenarios modelled are listed below:

¢ 2015 Do Minimum forecast year model (as supplied by SIAS Limited)
e 2015 Development Scenario 01, 75 housing units

e 2015 Development Scenario 02, 200 housing units

¢ 2015 Development Scenario 03, 350 housing units

* 2015 Development Scenario 04, 690 housing units

Development forecast

The Access Strategy report presented peak hour trip generation rates, derived from the TRICS
database. This assessment applied the same search criteria to derive trip rates corresponding to
the three 1 hour model periods. The trip generation rates (presented as a rate per housing unit) are
shown in Table 2.1.
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Table 2.1 TRICS trip generation rates

AM Peak PM Peak
07:00-10:00 16:00-19:00
Arr Dep Arr Dep
hour 1 0.075 0.269 0.305 0.2
hour 2 0.146 0.408 0.362 0.231
hour 3 0.17 0.212 0.257 0.207
Total 0.391 0.889 0.924 0.638

The peak hour rates (hour 2 in the table above) are consistent with the rates used in the PICADY
assessment of the development access proposals.

Table 2.2 shows the total number of trips for each development scenario, compared with the 2015
Do Minimum forecast, for the AM (06:30-09:30) and PM (15:30-18:30) model periods.

Table 2.2 2015 forecast year trip matrix totals

Matrix 1 Matrix 2 All Luncarty
car/kgv hgv vehicles dev trips
AM Peak 06:30-09:30
2015 Do Minimum 40,508 3,364 43,873
Plus;
Dev Scenario 1 "75 units" 40,604 3,364 43,969 96
Dev Scenario 2 "200 units" 40,764 3,364 44,129 256
Dev Scenario 3 "350 units" 40,956 3,364 44,321 448
Dev Scenario 4 "690 units" 41,392 3,364 44,756 883
PM Peak 15:30-18:30
2015 Do Minimum 57,811 2,479 60,290
Plus;
Dev Scenario 1 "75 units" 57,928 2,479 60,407 117
Dev Scenario 2 "200 units" 58,123 2,479 60,602 312
Dev Scenario 3 "350 units" 58,357 2,479 60,836 547
Dev Scenario 4 "690 units" 58,889 2,479 61,368 1,078

The trips were distributed across the model network as follows:

e Trips to Luncarty and north on A9, northbound at Scarth Road junction, using turning
proportions from a 2012 traffic survey, 7%/16% (am peak) and 13%/10% (pm peak) of total
development generation to/from Luncarty

Job No Report No Issue no Report Name Page
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e Trips to remainder of network, remainder of development trips (85%-95%) assigned across the
model area using the distribution from forecast year zone covering Luncarty (zone 312)

2.10  The trips allocated to Luncarty were applied directly from the new development zone (zone 501) to
the Luncarty route zone (zone 312).

Page Job No Report No Issue no Report Name
4 SCT3701 1 1 Luncarty South Development




3

3.2

3.3

3.4

AR

Model Outputs

In order to provide an evaluation of the impacts of the development trips on the operation of the
road network, the following outputs from have been collected:

«  Overall network performance - various indicators for each scenario in order to illustrate the
overall network operation, indicators include the mean delay per vehicle (mean travel time),
total distance travelled, total number of vehicles, and the average speed; results are presented
separately for service buses and all other vehicles.

* Junction approach journey time data - average travel time along a series of paths on the
approach to key junctions between the development site and Perth city centre.

* Queue length analysis - average maximum queue lengths on the approaches to the same
junctions, above.

All model results are presented for an average of 10 random seed model runs. This is four more
than used in the calibration validation of the SIAS base year Paramics models,

Overall network performance

The key network performance outputs for the AM model period are shown in Table 3.1 for each
development scenario.

Table 3.1 AM peak study area network results (06:30-09:30)

Vehicle Total Total Total Mean Mean Mean
Scenario Type Demand Travel Time Distance Speed Delay Distance
(hrs) (km) (mph) (mm:ss) (m)

All (exbuses) 44,060 5,679.6 229,345 251 07:44 5,205
2015 Do Min
Buses 182 79.7 1,608 125 26:17 8,842

2015 Dev Scenario 01 All (exbuses) 44,134 5,680.4 229,756 25.1 07:43 5,206

*luncarty 75 dwellings g ¢ 182 80.1 1,610 125 2625 8,848

2015 Dev Scenario 02 All (exbuses) 44,337 5,763.8 231,039 24.9 07:48 5,211

+Luncarty 200 dwellings g ¢ 182 80.2 1,609 125 2626 8,847

2015 Dev Scenario 03 All (ex buses) 44,516 5,795.0 232,236 24.9 07:49 5,217

+Luncarty 350 dwellings g ¢ 182 80.0 1,609 125 2622 8841

2015 Dev Scenario 04 All (exbuses) 44,932 5,954.3 235,206 245 07:57 5,235

+Lluncarty 690 dwellings g oo 182 80.3 1,607 124 2629 8836

The AM peak results show the addition of development trips does not have significant impact on
the average speed and travel time of vehicles across the model. Up to scenario 03, the increase in
mean travel time would be no more than 6 seconds (or 1.2%). Development Scenario 04 would
add 13 seconds to the mean travel time.

Job No Report No Issue no Report Name Page
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The PM model period network key performance indicators are shown in Table 3.2.

Table 3.2 PM peak study area network results (15:30-18:30)

Vehicle Total Total Total Mean Mean Mean
Scenario Type Demand Travel Time Distance Speed Delay Distance
(hrs) (km) (mph) (mm:ss) (m)

All (exbuses) 60,379 8,484.2 286,367 21.2 08:26 4,743
2015 Do Min

Buses 175 83.5 1,243 9.5 28:40 7,111

2015 Dev Scenario 01 All (exbuses) 60,418 8,898.8 286,000  20.1 08:50 4,734

+Lluncarty 75 dwellings g ¢ 175 90.7 1,202 84 3112 6,886

2015 Dev Scenario 02 All (exbuses) 60,573 9,035.4 286,700  19.9 08:57 4,733

+Luncarty 200 dwellings g ¢ 174 93.3 1,184 82 3210 679

2015 Dev Scenario 03 All (exbuses) 60,878 8,955.1 291,030 20.8 08:50 4,780

+Luncarty 350 dwellings o o ¢ 174 88.1 1,255 92 3022 7,208

2015 Dev Scenario 04 All (ex buses) 61,428 8,886.8 292,962 20.8 08:41 4,769

+Lluncarty 690 dwellings g ¢ 175 86.6 1,241 92 2946 7,106

The addition of development traffic would not significantly reduce the average travel speed. The
development trips would only add up to 30 seconds to the mean travel time, from an average of 8.5
minutes.

The PM peak Do Minimum forecast model is considerably more congested than the AM peak. The
mean travel speed is 21.2 mph (down from 25.3 mph in the AM peak). The congestion mainly
forms in Perth city centre, on approach to the junctions either side of the river crossings at West
Bridge Street and South Street.

Several of the random seed runs are still significantly congested at the end of the three hour
period, resulting in a wide range of modelled operating conditions in this period. This is evident as
more ‘noise’ in the model outputs, reducing confidence slightly when comparing the average model
results for each scenario.

Journey time analysis

Journey times for the AM modelled scenarios are shown in Table 3.3.

Job No Report No Issue no Report Name
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Table 3.3 AM Peak Change in Junction Approach Travel Time (seconds)

Journey time (secs) Difference (secs)
2015 Do Scenariol Scenario2 Scenario3 Scenario4
Minimum "75 units" "200 units" "350 units" "690 units"
A9 Luncarty-Inveralmond SB 122 0 1 1 3
NB 114 0 0 0 0
A9 Inveralmond-Broxden  SB 144 5 5 1 13
NB 130 0 0 0 0
A9 Broxden-M90 J10 SB 129 0 0 0 0
NB 176 -1 7 7 15
A912 Dunkeld Road SB 311 1 6 8 22
NB 229 0 3 2 6
A912 Barrack Street SB 59 0 0 0 0
NB 60 -1 0 -1 -1

The development trips would not significantly increase the average travel time on the approaches
to key junctions; generally, the increases are less than 10 seconds, other than on the A9 and A912
Dunkled Road corridors in the 690 unit development scenario.

Journey times for the PM modelled scenarios are indicated by Table 3.4.

Table 3.4 PM Peak Change in Junction Approach Travel Time (seconds)

Journey time (secs) Difference (secs)
2015 Do Scenariol Scenario2 Scenario3 Scenario4
Minimum "75 units" "200 units" "350 units" "690 units"
A9 Luncarty-Inveralmond SB 125 0 0 0 1
NB 110 0 0 0 0
A9 Inveralmond-Broxden  SB 313 9 1 26 36
NB 237 0 9 17 27
A9 Broxden-M90 J10 SB 126 0 0 0 0
NB 157 0 2 6 7
A912 Dunkeld Road SB 246 2 0 2 3
NB 216 -2 0 2 2
A912 Barrack Street SB 96 6 0 17 1
NB 87 -2 7 2 4
Job No Report No Issue no Report Name Page
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3.12  Development scenarios 01 and 02 would results in very little impact on travel times to the key
junctions presented. The A9 between Broxden and Inveralmond roundabouts would see the
biggest increase in travel time; but still less than 10% in most cases.

3.13 It should be noted that no changes to traffic signal timings have been implemented in the future
year models.

Queue length analysis
3.14  Maximum reported queue lengths are shown in Table 3.5 for the AM model period.
Table 3.5 AM modelled maximum queue lengths (vehicles)
Maximum queue length (vehs)
. 2015 Do Scenariol Scenario2 Scenario3 Scenario4
Junction Approach . . . . .
Minimum "75 units" "200 units" "350 units" "690 units"
Main Rd S 4 4 4 10
Main Rd/Scarth Rd,
Scarth Rd 2 3 5 14
Luncarty
Dev access n/a 2 3 5 25
SBslip
A9/Luncarty slip roads
B3063 2 2 2 3 2
A9N 7 9 9 9 15
A9/A912 Inveralmond Dunkeld Rd 18 22 20 19 21
Roundabout A9 W 7 7 7 7 7
Ind. Est. 2 2 2 2 2
Dunk. Rd N 29 27 29 28 31
Dunkeld Rd/Auld Bond
A Dunk. Rd S 15 14 14 14 14
Rd signals
Auld Bond Rd 6 6 6 7 7
Dunk. Rd N 47 47 49 48 47
Dunkeld Rd/Bute Dr
. Bute Dr 6 6 6 6 6
signals
Dunk. Rd S 9 9 9 9 9
Dunk. Rd 4 5 4 5 4
Dunkeld Rd/Crieff Rd
Barrack St 13 12 13 12 12
roundabout
Crieff Rd 11 10 10 10 9
Barrack St 6 7 7 7 6
Barrack St/Atholl Atholl St - 9 9 8 9
St/Caledonian Rd °
Caled.Rd 7 8 7 8 8

3.15  The queue length analysis shows no significant change in modelled queue lengths in any of the
scenarios.

3.16  The PM model queue length results are shown in Table 3.6.
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Table 3.6 PM modelled maximum queue lengths

Maximum queue length (vehs)

. 2015 Do Scenariol Scenario2 Scenario3 Scenario4
Junction Approach L " seen m seonm seonm seem
Minimum 75 units 200 units" "350 units" "690 units
Main Rd S 4 4 5 10
Main Rd/Scarth Rd,
Scarth Rd 2 2 2 3
Luncarty
Dev access n/a 2 2 2 3
SBslip
A9/Luncarty slip roads
B8063 2 2 2 2 2
A9N 6 6 6 6 6
A9/A912 Inveralmond Dunkeld Rd 12 13 13 12 13
Roundabout A9 W 36 35 34 36 41
Ind. Est. 5 5 5 5 6
Dunk. Rd N 7 6 7 6 8
Dunkeld Rd/Auld Bond
. Dunk.Rd S 15 15 16 16 16
Rd signals
Auld Bond Rd 11 9 9 11 11
Dunk. Rd N 23 22 20 24 27
Dunkeld Rd/Bute Dr
. Bute Dr 8 7 7 7 7
signals
Dunk.Rd S 9 10 9 10 9
Dunk. Rd 9 11 13 7 10
Dunkeld Rd/Crieff Rd
Barrack St 22 21 23 23 24
roundabout
Crieff Rd 10 9 8 9 10
Barrack St 21 23 23 27 17
Barrack St/Atholl Atholl St 9 9 10 9 9
St/Caledonian Rd °
Caled. Rd 18 19 14 21 16

3.17  The PM models also show no significant change in maximum queue lengths on the key junctions
linking Luncarty to Perth city centre.

Job No Report No Issue no Report Name Page

SCT3701 1 1 Luncarty South Development 9



4.1

4.2

4.3

4.4

4.5

4.6

4.7

4.8

Page

AR

Conclusions

Summary

JMP Consultants Ltd was commissioned by A & J Stephen to undertake an assessment of the
strategic transport impacts of the proposed development site to the south of Luncarty. JMP
undertook an access study for the same site in Spring 2012.

This assessment uses the 2015 forecast year trip matrix developed by SIAS Limited and is
consistent with the basis of the assessment of other development sites around Perth. This model
represents the Do Minimum situation and contains the traffic activity associated with a series of
developments included in the forecast.

The JMP Access Strategy presented four scenarios covering a wide range of development scale;
from the 75 units suggested in the Draft Local Development Plan as an upper limit prior to
construction of the CTLR up to 690 units, considered a sensible upper limit prior to the completion
of a full Masterplan for the development site.

The trip generation and access proposals presented in the JMP Access Strategy report have been
applied to assess the local and strategic impacts of various development scenarios across the
model area.

Key Paramics model performance indicators have been extracted for each scenario to compare
with the Do Minimum baseline situation, as follows;

«  Overall network performance - various indicators for each scenario in order to illustrate the
overall network operation, indicators include the mean delay per vehicle (mean travel time),
total distance travelled, total number of vehicles, and the average speed; results are presented
separately for service buses and all other vehicles.

* Junction approach journey time data - average travel time along a series of paths on the
approach to key junctions between the development site and Perth city centre.

*  Queue length analysis - average maximum queue lengths on the approaches to the same
junctions, above.

Conclusions

The four development scales evaluated would have no significant impact on the operation of the
local road network or on traffic conditions across the full model area.

The interim (pre-CTLR) access configuration presented in the Access Strategy report can
accommodate the development traffic associated with all four scenarios locally within Luncarty.

The modelled queue length analysis shows no significant change in maximum queues on the
approach to the key junctions linking Luncarty to Perth city centre.

Job No Report No Issue no Report Name
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Perth and Kinross Local Development Plan Examination

1) Statement of Withdrawal of Scone Palace and Estate's Objection to Detailed
Issues relating to the CTLR.

Scone Palace and Estate wishes to make clear that it fully accepts the principle of the Council’s
initiatives to resolve existing and potential traffic-generated issues in Perth. Scone Estate,
therefore, supports the principle of a Cross Tay Link Road (CTLR), which is an important traffic
management programme in the public interest. Further, as Scone Estate supports that
principle of a CTLR, it has, therefore, decided to withdraw its current objection (09163/4/015)
to the Perth and Kinross Proposed Plan in relation to aspects of the CTLR.

The issues Scone Estate raised in the objection related to the route proposed because of the
potential impact on the Designed Landscape in Scone Palace park and other designated sites.
There were concerns about severance of a key agricultural unit and the visual impact of the
bridge. Scone Estate has continued an open dialogue with the Council about its concerns.
Ultimately, the impacts of those concerns can be addressed in careful and sensitive
implementation of the CTLR undertaken in partnership with the Council.

Scone Estate sees the way forward to deliver an enhanced Perth City with robust, fit-for-
purpose infrastructure and facilities, as being for the Council, key landowners such as Scone
Estate, and others, to work together to find solutions.

Scone Estate wishes to be included in any Hearing session on the CTLR should one arise, given
the wider significance of this proposal to other representations Scone Estate has made to the
Proposed Plan.

2) Scone Palace and Estate’s Answers to Reporter Questions

Introduction

Scone Palace and Estate submitted representations to the Perth and Kinross Proposed Plan
consultation and has been asked to comment on questions raised by the Reporter(s) during
the course of the examination into the Proposed Plan. Scone Estate is responding to questions
6,7,14 and 15 on the following issues:

Issue 20d The Effectiveness of Strategic Sites
Issue 21 Perth Strategic Development Area
Issue 24 Perth Area (within core) Transport Infrastructure

Scone Estate considers that the transport infrastructure package is necessary for all of the
key development sites in the Perth area which will otherwise be constrained beyond a
certain point of growth. Therefore, it is appropriate that all of these sites contribute to this
package in a form to be negotiated and agreed mutually.

The answers to the questions below reflect Scone Estate’s position on the transport
infrastructure package. It is clear that Perth requires infrastructure investment and significant
new areas of development, particularly housing, to deal with its forecast population growth.
After ways are found to fund the infrastructure requirements, Scone Estate is willing to work
with the Council to take forward solutions.

The withdrawal of its objection to detailed issues relating to the CTLR is a demonstration of
support on behalf of Scone Estate for the proposed transport infrastructure package measures.
This is being done in order to demonstrate Scone Estate’s willingness to work with the people
of Perth to achieve a modern city with an improved and high quality environment capable of
attracting and managing growth sustainably.

Please find below responses to questions 6,7,14 and 15 from the above issues on behalf of
Scone Estate.



uestions

6. (Part 1)

Paragraph 2.7 of Schedule 4 Document 446 estimates that 40% of the overall
transport infrastructure costs can be met from “other funding mechanisms including
working with government bodies to bring forward funding.” What is the basis for this
confidence and what specific mechanisms are anticipated?

Perth and Kinross is forecast to be one of the fastest growing areas in Scotland and will be
unable to meet its potential if the necessary infrastructure is not put in place. There is
therefore a requirement for all relevant bodies, local, national, public and private to work
together to achieve this infrastructure package.

The Council will in its response explain that the funding package for the Infrastructure
improvements is achievable, including the potential for money to be re-allocated from the
Transport Scotland budget grade separation proposal at the Inveralmond Roundabout which
will no longer be required in this scenario.

6. (Part 2)

Does the absence of any commitment to CTLR in the Strategic Transport Projects
Review (STPR) indicate that this project is regarded as one of local rather than
strategic importance and does this have implications for access to government
funding?

The proposed package of infrastructure improvements will have significant benefits to the
trunk road network and therefore represents a significant benefit to the Scottish Government.
In this instance one would expect national funding to be made available through negotiation.
We understand that the project was submitted to the NPF 3 consultation and the response,
while identifying that the CTLR did not meet all of the criteria for a National project, did
conclude that it had impacts beyond the region. This statement would encourage us to believe
that an argument can be made for Government assistance.

6. (Part 3)
What confidence is there in the ability of the development industry to fund the other
60%0 of the overall transport infrastructure costs over the next 30 years?

Perth requires this investment to grow and there is an acceptance that this will have to happen
in partnership with the development community. Given that the funding is spread over 30
years, and the fact that Perth and Kinross is forecast to be one of the fastest growing areas in
Scotland, there is confidence within the development industry. Viability of development
changes over time, subject to a range of factors, therefore we would fully expect that the
developments set out in the Proposed Plan will be able to support the infrastructure funding
required for the package of transport infrastructure. House prices and land prices will rise as
the area grows in popularity and its facilities and infrastructure provide a high quality of life.

Scone Palace and Estate and A and J Stephen are the major landowners between the A9 and
the A94 and have given their support for the CTLR. Site H29 is subject to an agreement
between Scone Estate and A and J Stephen and can therefore be readily delivered.

The key question is, where will Perth be without this investment in infrastructure? There is a
need to support the growth of Perth with infrastructure investment and a joint package
between local and central government and the development industry is the most realistic
option.

The existence of the transport infrastructure package in the Proposed Plan demonstrates the
political consensus that this project is required and puts the Planning Authority in a stronger
position to seek funding and to lobby for additional borrowing flexibility to deliver.



Developers require certainty in relation to developer contributions and certainty in turn aids
delivery. The work currently being undertaken by the Council in consultation with the
development community in relation to developer contributions, will lead to greater certainty
which will assist in bringing forward sites in the Perth area.

7. The authority expects to recoup from developers, at least some of the £15 M it
appears to be willing to commit to funding the A9/A85 junction improvements (ref
Schedule 4 Document 452 Committee Report). As this would be drawn from the same
funding source as the funding for the CTLR (contributions from developers in the
Perth area), when considering the availability of developer funding for the CTLR and
the scale of any shortfall, should this be factored into the estimates?

See answer to question 6 Part 1 and the Council’s response.

14. Is the proposed embargo on further green field planning consents for housing on
sites of 10 or more until the CTLR is a committed project, intended to apply to the
proposed housing site allocations in settlements to the east/north east of Perth? Or
is it intended to relate only to windfall development in these locations?

Scone agrees with the statement in the response by A and J Stephen as follows.

“Para 5.1.17(1), page 70, of the Proposed Plan confirms that the embargo will apply to all
sites, with the exception of brownfield sites. It should also be noted however that only a
partial embargo applies to H29 Scone North, see below.

Whilst the Proposed Plan, para 5.33.3 includes the reference to the general embargo applying
until the CTLR is a committed project, the site-specific developer requirements, page 142,
stated that houses could not be occupied until the CTLR is constructed. PKC confirmed in
writing that this was an error that should have been corrected before the Proposed Plan was
sent to the printers. PKC also confirmed this was an error which would be picked up in the
Supplementary Guidance.

Schedule 4: 24 Perth Area (within Core) Transport Infrastructure also confirms on page 17
2"d pullet, that PKC’s view is that the third bullet on page 142 of the Proposed Plan should be
deleted as “Site H29 in Scone identified in the Proposed Plan will be released prior to the Cross
Tay Link Road being completed”.

Scone North therefore differs from other A93/A94 corridor housing. Schedule 4: 25b — Perth
Area (within Core) East Settlements recognises that it would not be unreasonable to allow
construction of 100 houses on H29 once the CTLR is a committed project. Furthermore, A&J
Stephen and Scone Estates’ position remains that an initial phase of H29 should be released
for construction and occupation in advance of either commitment or construction of the CTLR
bridge. This would be on the basis of a first 100 house layout which would fit in with an
overall Masterplan to be prepared for the site, i.e. the release and delivery of the first 100
houses would not prejudice the line or delivery of the CTLR. This position is justified by the
WSP analysis referred to in answer 15 below.”

15. Was any modelling work undertaken to determine the additional traffic impact in
Perth City centre that could be expected to arise from housing development in
locations that are subject to the embargo?

WSP have undertaken modelling work for A and J Stephen in relation to site H29, Scone North.
This modelling demonstrates that a small scale first phase residential development of 100
housing units at H29 was tested using Perth and Kinross Council’s 2015 Do-minimum model.
The results show that there is significant queuing and delay already on the network prior to
running the test at H29. In the context of both models, the impact of H29 on the already
congested network is minimal.



As the other key housing sites at Bertha Park and Perth West, have significant infrastructure
requirements to be met prior to delivery of housing, the initial 100 houses at H29 are the units
which can most easily be brought forward to contribute to the housing supply need across the
Perth area. H29 is also the most sustainable location of all of the sites being promoted in the
Proposed Plan. It is worth noting that this is the only significant housing proposal that does not
affect a trunk road. Recent water supply and drainage improvements mean that the site can be
readily serviced.

The site is adjacent to the Park and Ride facility which will assist in reducing congestion on
commuter routes into Perth. Scone is the largest village in the Perth Housing Market Area and
as such is particularly well placed to meet significant housing allocations for the Perth HMA as
it is within easy commuting distance of Perth, has good public transport links and has a
significant number of services and facilities all within walking distance of the edge of the
settlement. Given the choice of transport options, particularly public transport including the
most frequent bus service in Perthshire (the number 7 bus goes every 10 minutes from Scone)
this is one of the most sustainable locations for housing development. There are many facilities
within walking distance of the site and planning permission has been granted for a new
supermarket opposite the east end of the site and beside the Park and Ride. This will vastly
reduce the need for the residents of North Scone to travel for services and grocery shopping.
Therefore the impact on congestion and air quality in Perth will be minimal from a small initial
release of houses at North Scone.

A and J Stephen are of the view that Scone is the most marketable location in Perthshire. They
have continued to build and sell houses in Scone throughout the recession.

Please refer to a separate submission by A and J Stephen for further detail.



TAYSIDE AND CENTRAL SCOTLAND TRANSPORT PARTNERSHIP

23 JUNE 2009

REGIONAL TRANSPORT STRATEGY DELIVERY PLAN

REPORT BY DIRECTOR

This report recommends that the Partnership approves a revised Delivery Plan in
light of the outcome of Council consultations and the Strategic Transport Projects
Review.

1

1.1

2.1

2.2

2.3

2.4

RECOMMENDATIONS
That the Partnership:-

() approves a revised Delivery Plan, prepared following consultation with
Council officers, Scottish Government and Transport Scotland, as detailed
in Appendix A; and

(i) notes the implications of the Strategic Transport Projects Review that are
of direct relevance to the Draft Delivery Plan.

BACKGROUND

On 28 October 2008 the Partnership approved a revised Draft Delivery Plan
for consultation with partner Councils, and also agreed to formally request
that partner Councils make funding provision to support delivery of the RTS
within their 2009/10 — 2011/12 Budget processes, based on the levels of
former RTP Capital Grant which is now allocated to Councils as a result of the
2007 Government Spending Review (Report RTP/08/29 refers).

At its meeting of 10 March 2009 the Partnership was informed of the
outcomes of a 3-stage process that had been followed to secure partner
Council commitment to the RTS Delivery Plan, as follows:

e Stage 1 — Councils give consideration to the RTS Delivery Plan content
and priorities.

e Stage 2 — Councils give consideration to providing Delivery Plan funding
equivalent to the level of former RTP Capital Grant allocated to Council’s
under the General Capital Grant to Local Government.

e Stage 3 — Agreement on Assignment of Delivery Responsibilities.

Summary of Partner Council Positions

Dundee City Council, Perth & Kinross Council and Stirling Council agreed
Stage 1 of the process by approving the detail of the Draft Delivery Plan. In
Stirling Council’s case approval was subject to a few amendments to the
programme. Angus Council has noted the Delivery Plan.

Dundee City Council and Perth & Kinross Council have agreed Stage 2 and
approved the allocation of funding equivalent to the former RTP Capital Grant
for the Draft Delivery Plan.
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2.9

2.10
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3.1

Subsequent to 10™ March 2009 Board, Angus Council has confirmed it has
allocated funding over the three year period 2009/10 — 2011/12 to three roads
projects within Angus, namely A935 Montrose to Brechin Route Action Plan;
A92 North of Arbroath Route Action Plan; and A90 (T) to A935 East of
Brechin Link Road and to two public transport projects, namely Improvements
to Arbroath Bus Station and Bus Boarders at Key Bus Stops.

Stirling Council has confirmed it has agreed to not allocate funding for
Regional Transportation Projects, with the former RTP Capital Grant being
allocated to other Council priorities.

Strateqgic Transport Projects Review (STPR)

The Partnership considered the outcome of the STPR at its meeting on 3
February 2009 (Report RTP/09/11 refers). The draft Delivery Plan had
anticipated that a number of RTS interventions would have been addressed
nationally, but these were not ultimately included in the STPR. These were :-

1. Upgrading of Dundee Railway station
2. Perth Rail/Bus Interchange and associated links to the city centre.

3. Inter-modal regional freight facilities at Dundee and Montrose Ports and
Perth Harbour.

Two RTS interventions however were included in the STPR, namely the road
infrastructure interventions A90 through/around Dundee (STPR Project 29)
and Road Safety Measures on A9 Between Stirling and Inverness (STPR
Project 16)

In addition further projects in the STPR have direct relevance to projects
included in TACTRAN'’s Draft Delivery Plan, in particular Project 8: Strategic
Park & Ride/Park & Choose which has direct implications regarding Dundee
Park & Ride proposals. In addition STPR Project 23: Improvements to Rail
Services between Aberdeen and the Central Belt affects the Tay Estuary Rail
Study (TERS) proposals within the Draft Delivery Plan

As the STPR defines national priorities over the period 2012 to 2022 it will
affect the 15 year TACTRAN Delivery Plan.

The Partner Council positions on the Delivery Plan funding and the STPR
have implications not only for the overall 15 year Delivery Plan, but also the
2009/10 — 2010/11 Capital programmes.

In light of the outcome of partner Councils’ consideration for funding
requirements of the Draft Delivery Plan and the implications of the STPR,
officers were remitted to prepare a revised Delivery Plan.

DISCUSSION

The Transport (Scotland) Act 2005 and associated RTS Guidance requires
RTPs to produce a Delivery or Business Plan, setting out a 3-year
implementation programme for the RTS, which will be updated annually to
reflect Local and Central Government planning and funding cycles. In
addition an Investment Plan covering the first 10 — 15 years of the
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3.7

Strategy, setting out the anticipated programme of Capital investment
required for the successful implementation of the RTS should also be
produced.

As noted in the Background section of this report, agreement by all partner
Councils was not reached on providing funding for the 3-year implementation
programme. A separate report gives details of revised 2 year Capital
Programmes that contribute to the delivery of the RTS in 2009/10 and
2010/11. These short term Capital Programmes will be updated annually and
aligned with Central Government funding cycles as required by the Transport
(Scotland) Act 2005.

The revised Delivery Plan by sets out a 15 year plan that :-

¢ includes all the projects that are required to deliver the RTS;

e provides an indication of how each project contributes towards RTS
objectives and relevant sub-strategy objectives;

e provides an indication how these projects relate to the partner Council
Strategic Outcome Agreements (SOA’s); and

e provides an estimate of the capital investment needed to deliver each
project.

The 15 year Delivery Plan sets out the Partnership’s proposals for successful
implementation of the RTS and provides a framework for determining
associated Capital and Revenue programmes, which will require to be
developed with partner Councils, Scottish Government, Transport Scotland
and other key stakeholders. It also provides flexibility in the short term 2 to 3
year Capital funding programmes.

The revised Delivery Plan, as with any long term plan, requires to be flexible
enough to be able over time to include new projects and assess how well they
will contribute to achieving the objectives of the RTS.

Strategic Transport Projects Review

The revised long term Delivery Plan also reflects meetings with Transport
Scotland regarding the Strategic Transport Projects Review (STPR), in
particular the meeting on 6 May 2009 with TACTRAN and the partner Council
officers. At this meeting it was confirmed by Transport Scotland that the initial
phase of the STPR to 2016/17 will be targeted at four projects, namely
Projects 14 - Forth Replacement Crossing, 15 — Edinburgh to Glasgow Rail
Improvements, 17 — Highland Mainline Rail Improvements and 19 — Rail
Improvements between Aberdeen and Inverness.

However, it was acknowledged that there was a need to develop other
projects and Transport Scotland is keen to work in partnership with RTP’s and
Local Authorities to develop projects. At present there are no commitments
outside the four projects outlined above and no funding from Central
Government for other projects within the STPR. Therefore, for Park and Ride
around Dundee, for example, Transport Scotland would keen to be involved in
the Steering Group during development work, but could not provide funding
for this work, nor guarantee Capital funding to implement the project.
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Given these circumstances all relevant STPR projects have been re-included
within the revised Delivery Plan.

Revised TACTRAN Delivery Plan

The revised long term TACTRAN Delivery Plan is attached at Appendix A and
includes detailed information for each project.

Appendix B provides the key to the Delivery Plan’s presentation. However, a
further explanation is given below:

Reference Number

A unique reference number based on the original 11 categories identified in
developing the TACTRAN RTS.

Project and Description

The project name given where possible is the same as, or reflects, the hame
given in the appropriate TACTRAN Strategy document. A short description is
given and, where possible, the Strategy Action it is fulfilling is identified.

Relevant Strategy

The relevant strategy indicates from which of TACTRAN's strategies a
specific project originated. This could be directly from the TACTRAN RTS or
from one of TACTRAN’s 4 sub-strategies. In addition to identifying the
strategy, it also indicates which set of objectives the project is assessed
against i.e. RTS objectives or sub-strategy objectives.

Indicative Objective Benefits

The RTS contains 6 over-arching objectives regarding Accessibility,
Economy, Environment, Health & well being, Safety & Security and
Integration. The RTS then has 18 sub-objectives which nest within these
overarching objectives. In developing the four sub-strategies, each set of
sub-strategy objectives also nest within these 6 objective headings.

All of the strategies used a STAG type seven point scoring of projects against
their objectives as follows:

-3 Major dishenefit
-2 Moderate disbenefit
-1  Minor disbhenefit

0 Neutral

1 Minor benefit

2 Moderate benefit

3 Major benefit

As the RTS sub-objectives and all the sub-strategies’ objectives nest within
the 6 objective headings, the scoring of each project can be averaged against
each of the 6 objectives. The result of this is an average score for each
project against each of the 6 objective headings.



3.17

3.18

3.19

3.20

3.21

4.1

5.1

This average score can then be used to indicate whether the project has
beneficial, neutral or negative impact on achieving these 6 objectives,
adopting the following criteria:

Average Score 1 or over — Beneficial Impact (1)
Average Score below 1 and above -1 — Neutral ()
Average score -1 or less — Negative Impact ({)

This provides a general assessment of each project giving an indication of the
type of benefit each offers.

Relationship with SOA'’s

TACTRAN is expected to be a statutory signatory to all Community Planning
Partnership SOAs. An indication of which projects are included in each
Single Outcome Agreement is given, either specifically hamed or referenced
generally.

It should be noted that the attached Delivery Plan references previous
versions of Single Outcome Agreements, as the latest versions of the
Community Planning Partnership SOAs are in the process of being completed
and further discussion is required regarding updating this information.

Financial Estimate

An indicative cost estimate is given for each project. This cost is the full cost
of the project regardless of which organisation provides the finance. For
example Dundee Health Central Smarter Choice Project has £400,000
contribution from within the TACTRAN programme, but has been awarded a
grant of £1.7m from Scottish Government to give a total project cost of £2.1m.

CONSULTATIONS

The report has been prepared in consultation with the Chief Officers Liaison
Group, Transport Officers Liaison Group and Public Transport Officers Liaison
Group.

RESOURCE IMPLICATIONS

There are no direct resource implications arising from the revised Delivery
Plan. However, the Delivery Plan will be the Partnership’s key guide to
assignment of future Capital and Revenue funding programmes over the
lifetime of the RTS.

Eric Guthrie
Director

Report prepared by Niall Gardiner. For further information contact email
niallgardiner@tactran.gov.uk ortel. 01738 475764.

NOTE


mailto:niallgardiner@tactran.gov.uk

Background papers, as defined by Section 50D of the Local Government (Scotland)
Act 1973 (and not containing confidential or exempt information) which were relied on
to a material extent in preparing the above Report :-

Report to Partnership RTP/08/29, Draft Regional Transport Strategy Delivery Plan,
28 October 2008

Report to Partnership RTP/09/11, Transport Scotland — Strategic Transport Projects
Review, 3 February 2009

Report to Partnership RTP/09/17, Regional Transport Strategy Delivery Plan, 10
March 2009.
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Capital Cost
£000's
Land Use and Planning related measures (including Parking Strategy)
Regional Transport Model for scheme appraisal, design |Liaise with Transport Scotland and others to develop
and congestion monitoring suitably-robust models that are available for any
Al forthcoming scheme design and appraisal work and to RTS e ) e ) D
help monitor congestion.
Work closely with National Parks, Visit Scotland and Ongoing package of capital measures to support liaison
others as appropriate to identify, promote and deliver a |aimed at improving visitor access and travel experience.
A2 range of sustainable transport options and to improve Examples may include cycle parking, coach parking. RTS e T T e e T 1400

safety and quality of the experience of car and coach
visitors to the National Parks and th
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Capital Cost
£000's
Information-based measures
Implementation of Travel Information Strategy Actions
AO01, AO2 and A03. This will include purchase of
. . . hardward, software and initial population of travel
B1 !ti?:::al Tar:ler Information database, web interface and information system, building on best practice and in TIS T T T T e T AC, SC 240
J y P ) partnership with Traveline. Futher feasibility work also
required from revenue budget to identify best options to
take forward
Implementation of Travel Information Strategy Action
A26. SPT/Traveline pilot linking Outpatient appointment
Work in Partnership to integrate NHS appointment data with public transport personalised travel journey ( ) ( )
N N N N N N . . . TIS 60
B2 process with Travel Options information is currently ongoing. This project will use AC, sC
outcome of pilot in partnership with NHS in TACTRAN
area,
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Capital Cost
£000's
Measures designed to change attitudes and behaviours
Travel Plan - Provision of Bus Shelter at Pitheavlis, Perth|Provision of high quality bus infrastructure at Pitheavlis,
Perth in support of ongoing workplace travel plan in e e
Cc1 RTS 20
conjunction with AVIVA.
Awareness Campaigns including Smarter Choices, Salary|Implementation of Bus Strategy Actions NP6, NP8 and
Sacrafice, Travel Discount Schemes, Workplace Travel |Walking and Cycling Strategy Actions E1 and E3.
c2 Plann.ing, promot?on of Active Travel and marketing of In.vestment ir.| infrasFructure to support Hearts and ) RTS e e sc 1275
Walking and Cycling Minds campaigns which have been shown to be effective
in delivering Dundee Health Central Smarter Choices
Proiect cost-affactivel
Implementation of Walking and Cycling Strategy Action
E2. Contribution toassist in providing infrastructure in
Cc3 Dundee Health Central Smarter Choice Project overall £2.1m pilot project Dundee»Clty Coyn0|l (with wc 2100
TACTRAN support) was successful in securing from
Scottish Government Smarter Choices, Smarter Places
fund
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Capital Cost
£000's
Walking and cycling measures
Implementation of Walking and Cycling Strategy Action
_— . . . B2 . Development of an approximately 2km cycle
- . . . . wc 200
b1 Stirling University Cycle/Walk Link facility connecting Stirling University to local and NCN
route.
Implementation of Walking and Cycling Strategy Action
D2 Ninewells Hospital - NCN Cycle/Walk Link B1. Development of an approximatley 2km cycle facility wc T T T T T T 80
connecting Ninewells Hospital to local and NCN route.
Continued support for Walking and Cycling Strategy Action B1
. . and B2. Development of walking and cycling links to and within
D3 WaIkICycle links from Ho;pltals, Employment Centres, town and city centres and to education and health services and wcC SC 3000
Education to nearest National Cycle Network Route. 5 N s . N .
employment, leisure and tourism activities in conjunction with
Tra
Implementation of Walking and Cycling Strategy Action B1.
D4 Doune - Callander Cycle/Walk Link supporting development of the National Cyclg Network and a we sc 500
complementary regional network by connecting key settlements,
and provide local links to the NCN in cooperation with Sustrans.
Implementation of Walking and Cycling Strategy Action
B1. Perth to New Scone has been identified as the top
. priority cycle/walk regional link in work undertaken for
- M h . N wc 3800
b5 Perth - New Scone Connect 2 Bridge over Tay the Walking and Cycling Strategy. TACTRAN funding is g sc
contribution to a scheme that has also secured lottery
funding.
Continued support for Walking and Cycling Strategy Action B1.
. . . . Development of the National Cycle Network and a
. . 3000
D6 Walk/Cycle links completing gaps in National Cycle Network complementary regional network connecting key settlements, wcC T T T T T T SC
and provide local links to the NCN in cooperation with Sustrans.
Implementation of Walking and Cycling Strategy Action
D7 Secure cycle parking at key trip destinations in Dundee [B3. Location of cycle parking yet to be identified and wc T T T T T e 6
prioritised.
Implementation of Walking and Cycling Strategy Action
D8 Secure cycle parking at key trip destinations. B3. Location of cycle parking yet to be identified and wcC T T T T T e SC 274
prioritised.
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Ref No.

Project

Description

Relevant Strategy™

Indicative Ob

ective Benefit

Relationship
with SOA's

Financial
Estimate

ACCESSIBILITY

ECONOMY
ENVIRONMENT

HEALTH & WELL BEING

SAFETY & SECURITY

INTEGRATION

SOA Named
SOA General

Project Cost

Capital Cost
£000's

Bus-based measures

E1l

Blairgowrie - Coupar Angus - Perth Quality Bus Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main actions
for this project is to implement bus stop infrastructure,
lighting and mobility improvements (1V3, 1V6, IV7).

BUS

200

E2

Dundee - Perth Quality Bus Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main actions
for this project is to implement bus stop infrastructure,
lighting and mobility improvements (1V3, 1V6, IV7).

BUS

40

E3

Dundee - Coupar Angus Quality Bus Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main action for
this project is to implement bus priority/punctuality
improvements (NP3)

BUS

500

E4

Alloa - Stirling - Larbert Hospital Quality Bus Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main action for
this project is to implement bus priority/punctaulity
improvements (NP3)

BUS

300

ES

Arbroath - Montrose - Brechin - Stracathro Quality Bus
Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main actions
for this project is to implement bus stop infrastructure,
lighting and mobility improvements (1V3, 1V6, IV7).

BUS

T - ¢

T = |- | ¢

100

E6

Brechin - Forfar Quality Bus Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main actions
for this project is to implement bus stop infrastructure,
lighting and mobility improvements (1V3, 1V6, IV7).

BUS

100

E7

Forfar - Arbroath Quality Bus Corridor

Implementaion of measures to support a raft of Bus
Strategy Actions NP3, NP4, IV3, IV5, IV6, IV7. Although
incorporating a number of elements, the main actions
for this project is to implement bus stop infrastructure,

lighting and mobility improvements (1V3, 1V6, IV7).

BUS

- 2> 2> > -

A N N

e e T O OB

- 2> 2> > -

100
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Capital Cost
£000's
- . Bus Boarders to provide easy access to buses for those
Mobility As t Key Bus St Al y o . BUS 54
E8 obility Access at Key Bus Stops in Angus with mobility impairments e e
Continued support for Bus Strategy Action NP3 to Identify and
- " . prioritise key strategic corridors for bus priority measures and, in
L . e e e 4000
E9 Bus Priority Measures on Key Quality Corridors partnership with key stakeholders, explore the potential for BUS AC, 5C
introduction of Punctuality Improvement Partnerships (PIPs).
Continued support for Bus Strategy Action NP4 to ensure traffic
E10 Bus bay markings, signing and traffic regulation orders regulations that facilitate efficient bus service provision are BUS e T T e e 9 AC, SC 180
enforced.
. . Continue support for Bus Strategy Action V3, IV6 and IV7 to
E11 B.us Sl.()p Iljfra§tructure Impr.ovemenls on Quality Corridors prioritise corridors and individual sites for improvement to bus BUS e e AC, SC 4200
(including lighting and mobility access) X K L i~
stop infrastructure, including lighting and mobility access.
Continued support for Bus Strategy Action IV5 to identify and
E12 CCTV on Quality Corridors prioritise opportunities for enhanced provision of CCTV on BUS e e T T T e AC, SC 480
vehicles and at key interchanges.
Implementation of Travel Information Strategy Action
Real Time Information Corridor signs and on bus A22. Extending Real Time Passenger Information on ( )
E13 pees . . . . . TIS 3600
facilities next available services into Perth & Kinross and Stiling AC, SC
Council Areas.
. . . Implementation of Travel Information Strategy Action
E14 Zgal Time Information Central System (inc comms) A22. Extending Real Time Passenger Information on TIS T T T e T T AC, SC 160
next available services into Stiling Council Area.
) . . Implementation of Travel Information Strategy Action
E15 Ei(a:l Time Information Central System (inc comms) - A22. Extending Real Time Passenger Information on TIS T T T e T T AC, SC 160
next available services into Perth & Kinross Council Area.
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Capital Cost
£000's
Rail-based Measures
Feasibility Study nearing completion involving Transport
Scotland, First ScotRail and Network Rail to update the AC, SC
F1 TERS plus Rail Service from Arbroath to Glasgow Business Case for the proposed TERS Rail service from PR T T T e e 9 DCC p’KC ’ 219
Arbroath - Glasgow, including rail infrastructure
reqlirement
Feasibility Study nearing completion involving Transport
Scotland, First ScotRail and Network Rail to support and
TERS plus Station enhancements and New Stations at |Promote rail infrastructure enhancements proposed AC, SC,
i i i i e e e 9900
F2 l\west Dundee, Bannockburn, Blackford and Greanloaning|under TERS, including possible station enhancements at PR pee PKC
Arbroath, Carnoustie, Monifieth, Broughty Ferry,
Invergowrie and Gleneagles.
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Capital Cost
£000's
Measures associated with improving multi-modal interchange
Significant improvements to Dundee railway station Significant improvement in function and form of Dundee
G1 railway station to provide a suitable gateway to the city. RTS T T T T e T DCC 32000
Significant improvements to Perth’s rail and bus stations|Co-location of Perth's bus station with the railway
G2 and associated links to the city centre. station and improved links to city centre. RTS T T T T e T PKC 25000
Significant integration improvements at Stirling’s bus Upgrading of Stirling bus station to provide full
G3 and rail station. integration with the railway station. RTS T T T e e T sc 5000
Stirling’s bus and rail station - canopy and station To help deliver integration improvements at Stirling’s
G4 forecourt improvements.. bus and rail station. RTS T T T e e T sc 250
New Rail Station at Bridge of Earn Implementation of Park and Ride Strategy Action NPR 11
supporting the development of a new rail station at Bridge of
G5 Earn and ensuring the provision of parking space is sufficient to PR e e e PKC 3000
match the anticipated parking demand.
Additional Car Parking at Bridge of Allan/Dunblane Rail [Implementation of Park and Ride Strategy Action EPR5,
Stations supporting the provision of additional car parking at
G6 Dunblane and / or Bridge of Allan. Extension of existing PR T T T T T T SC 340
car park in early years and further investigation for
significant upgrade ongoing with Network Rail.
Implementation of Bus Strategy Action IV2 to assess the
G7 Bus CT DRT Spoke and Hub Interchange opportunities for new bus interchange facilities and provide BUS T T T T T T AC 4000
interchanges between CT/DRT and bus services.
Implementation of Bus Strategy Action V2. The need
G8 Crianlarich/Tyndrum Interchange and opportunity for new bus/coach interchange facility BUS T T T T T T SC 250
has been identified at Crianlarich/Tyndrum.
G9 Arbroath Bus Station Improvements _Implementanon of BL.JS Strate_gy_A.cUon. IV1 to deliver BUS e AC 420
improvements to regionally significant interchanges.
G10 Blairgowrie Bus Stance Improvements !mplementatlon of BL.'S Strate.gy.ACtlon. IV1 to deliver BUS e AC 600
improvements to regionally significant interchanges.
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Ref No.

Project

Description

Relevant Strategy™

Indicative Ob

ective Benefit

Relationship
with SOA's

Financial
Estimate

ACCESSIBILITY

ECONOMY
ENVIRONMENT

HEALTH & WELL BEING
SAFETY & SECURITY

INTEGRATION

SOA Named

SOA General

Project Cost

Capital Cost
£000's

G11

Upgrade Existing interchanges to a quality standard.

Continued support of Bus Strategy Action IV1 to establish
minimum standards for regionally significant interchanges and
deliver improvements.

BUS

AC

6000

G12

New Park & Ride facility - south of the Tay Bridge

Implementation of Park and Ride Strategy Action NPR2
and STPR project 8. Implement proposals for a new bus
Park & Ride south of the Tay Bridge, incorporating multi-|
madal and other best practice

PR

DCC

2800

G13

New Park & Ride facility - A90 West of Dundee

Implementation of Park and Ride Strategy Action NPR3
and STPR Project 8. Implement proposals for a new bus
Park & Ride site west of Dundee near the A90,
incorporating multi-modal and other best practice.

PR

DCC

1350

G14

New Park & Ride facility - A92 East of Dundee, near
Monifieth

Implementation of Park and Ride Strategy Action NPR5
and STPR Projects 8 Implement proposals for a new bus|
Park & Ride site east of Dundee near the A92,
incorporating multi-modal and other best practice.

PR

DCC

1350

G15

New Park & Ride facility - A90 Dundee North, near Fintry|

Implementation of Park and Ride Strategy Action NPR6
and STPR Project 8. Implement proposals for a new bus
Park & Ride site on the north side of Dundee near the
A90, incorporating multi-modal and other best practice.

PR

DCC

1350

Glée

New Park & Ride facility - A90 East of Perth, near Walnut|
Grove

Implementation of Park and Ride Strategy Action NPR8.
Implement proposals for a new bus Park & Ride site east
of Perth near the A90, incorporating multi-modal and
other best oractice

PR

PKC

1350

G17

New Park & Ride facility - A9 North of Perth

Implementation of Park and Ride Strategy Action NPR7.
Implement proposals for a new bus Park & Ride site
North of Perth near the A9, incorporating multi-modal
and other best practice

PR

PKC

1350

G18

New Park & Ride facility - South of Stirling

Implementation of Park and Ride Strategy Action NPR9.
Implement proposals for a new bus Park & Ride site
south of Stirling, incorporating multi-modal and other
best oractice

PR

SC

1350

G19

Improved waiting facilities at Broxden, Perth

Implementation of Park and Ride Strategy Action EPR1
to provide improved waiting facilities at Broxden, Perth
to accommodate the passenger demand at the site.

PR

58

G20

Improved waiting facilities at Springkerse, Stirling

Implementation of Park and Ride Strategy Action EPR2

to provide improved waiting facilities at Springkerse,

Stirling to accommodate the passenger demand at the
ite

PR

i A N

-2/ |=2=210 | >>|2-
-2/ |=2=210 | >~

-2/ |=2=210 | >~
il I e e R A

e =222 > -7

SC

100
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Capital Cost
£000's
Expansion of Car Parking at Castleview P&R, Stirling Implementation of Park and Ride Strategy Action EPR3
to expand existing P&R where there is demand. The
G21 Castleview Park and Ride Site with ?50 parking spaces PR T T T e 500
was opened recently. The demand is forecast to
increase and there is land for expansion to 400 spaces.
Implementation of Park and Ride Strategy Action NPR 12
G22  [A90 Forfar multi-modal Intechange to to facilitate essential interchange at long distance PR T e e e T e 75
bus stops
Implementation of Park and Ride Strategy Action NPR 12
G23  |A90 Brechin multi-modal Intechange to to facilitate essential interchange at long distance PR T e e e T e 75

bus stops
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Capital Cost
£000's
Community and Demand Responsive Transport
Demand Responsive Transport Urban Pilot - Dundee Assist with the implementatrion of Bus Strategy Actions
NC3, IV7, IV9, NP9 and NP11. Pilot to assist in
H1 determining the potential for expansion of Demand BUS e e 9 e ==
Responsive Transport provision in urban areas across
TACTRAN
Demand Responsive Transport Rural Pilot Assist with the implementatrion of Bus Strategy Actions
NC3, IV7, IV9, NP9 and NP11. Pilot to assist in
H2 determining the potential for expansion of Demand BUS e e 9 e SC 250
Responsive Transport provision in rural areas across
TACTRAN
Implementation of Bus Strategy Action NP9. Building on
. the outcomes of the DRT pilot schemes this action will
- h . . . N BUS e 500
H3 CT/DRT Booking system facilitate a co-ordinated information and booking service T T T T T sc
for CT/DRT services.
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Capital Cost
£000's
Road Infrastructure
A90 through/around Dundee and an associated package |Design, development and implementation of A90
of pedestrian, cycling and bus priority measures. through/around Dundee and an associated package of
11 pedestrian, cycling and bus priority measures. RTS T T e T T T DCC 175000
Consideration of all options in conjunction with
Transport Scotland through the STPR, Project 29.
A9/A94 link-road and an associated package of Design, development and implementation of a new
12 pedestrian, cycling and bus priority measures in Perth. |A9/A94 link-road and an associated package of RTS e PKC 35000
pedestrian, cycling and bus priority measures in Perth.
A9/A94 link road - Perth Western Edge Transport Design, development and implementation of
13 Solutions junc.tion/road improvements, pe.destrian overbridge and RTS e 3000
public transport enhancements in the western edge area
of Perth
A84/A9 link-road to the west of Stirling and associated |Design, development and implementation of the A84/A9
14 package of pedestrian, cycling and bus priority link-road to the west of Stirling and associated package RTS e sc 57000
measures in Stirling City centre. of pedestrian, cycling and bus priority measures in
Stirlina Citv centre
M9/A811 interchange. Design, development and implementation of M9/A811
15 interchange in conjunction with A84/A9 link road to RTS e e e e sc 11000
complete Stirling's Outer Ring Road
Programme of road safety measures for the A9 between |Programme of road safety measures for the A9 between
Stirling and Perth and Perth and Inverness. Stirling and Perth and Perth and Inverness included in
STPR. Work closely with Transport Scotland through the
16 STPR Project16 and the relevant Councils and HITRANS RTS e e e PKC 500000
to support a programme of road safety measures for
the A90.
Programme of road safety measures for the Work closely with Transport Scotland and Stirling
17 A85/A84/A82 between Callendar and the regional Council to support a programme of road safety RTS e e e 9 sc 11750
boundary. measures for the AB5/A84/A82 between Callendar and
the reaional boundary
Programme of road safety measures for the A90. Work closely with Transport Scotland, the relevant
18 Councils and NESTRANS to support a programme of RTS e e e e T e 24000
road safety measures for the A90.
Programme of road safety measures for the A977 Work closely with Transport Scotland, Perth and Kinross
Council, SESTRAN and FETA to support a programme of T
19 RTS e e e e e 1000
road safety measures for the A977.
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Capital Cost
£000's
Programme of road safety measures for the A811 Work closely with Stirling Council and SPT to support a
110 programme of road safety measures for the A811. RTS e e e e T e sc 500
Road safety concerns on the strategic road network Work closely with Transport Scotland, constituent
Councils and neighbouring Regional Transport ( ) ( ) ( ) ( )
111 RTS AC, SC 3000
Partnerships to address road safety concerns on the
strateaic road network
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Capital Cost
£000's
Freight Specific measures
Inter-modal Regional Rail Freight Facilities at Dundee Development of freight facilities, building on existing
1 proposals at Dundee Port for inter-model transfer RTS e T T e e T DCC 10000
between road, rail and sea-borne freight.
Inter-modal Regional Rail Freight Facilities at Perth Development of freight facilities, building on existing
2 proposals at Perth Harbour for inter-model transfer RTS e e e PKC 1500
between road, rail and sea-borne freight.
Inter-modal Regional Rail Freight Facilities at Montrose [Development of regional facilities, building on existing
13 proposals at Montrose Port for inter-model transfer RTS e e e 1500
between road, rail and sea-borne freight.
Improved Road Links to Dundee Port The rail line creates a barrier with few accessible road
links to Dundee Port This action will assist with design
J4 and development work on a new bridge over the rail line| ~RTS e e DCC 5150
at Stannergate, Dundee and associated road and
ilinction imnrovement
Improved Road Links to Perth Harbour Investigation, development and implementation of a
5 road link extending to Perth Harbour to facilitate RTS e e PKC 3000
road/rail interchange.
Improved Road Links to Montrose Port - A92 north of Improvements to the A92 north of Arbroath to
6 Arbroath Route Action Plan Montrose and its Port through a series of targeted road RTS e T T ¢ e T AC 2880
improvements.
Improved Road Links to Montrose Port - A935 Montrose [Improvements to A935 road link between Brechin and
37 to Brechin Route Action Plan Montrose and its Port through a series of targeted road RTS e e AC 1459
improvements.
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Capital Cost
£000's
Improved Road Links to Montrose Port - A90(T) to A935 [Investigation, development and implementation of a link
18 East of Brechin Link Road. road between AQQ and A935 to provide improved access RTS e e AC 4700
to Montrose and its Port.
Frieght Quality Partnership and Action Plan - cost- Capital funding provision to assist in delivering cost-
J9 ef’fectiv.e packages of freight-related interventions across| eﬁectiv.e pa.ckaggs_ of freight-relate(.i inteweﬁtions across| RTS e e e 3000
the region. the region. identified through a Freight Quality
Partnershio
TACTRAN RTS 303201
Stratgglc Tran;port 681850
Projects Review
Total 985051




Appendix B

Key to Delivery Plan

1. Column 1 contains unique reference number for each project.
2. Columns 2 and 3 contain the project name and a brief description of the project.

3. Column 4 indicates which TACTRAN strategy is the most relevant strategy to the
project and its objectives.

RTS — Regional Transport Strategy

BUS — Buses Strategy and Action Plan

PR — Park and Ride Strategy and Action Plan

TIS — Travel Information Strategy and Action Plan
WC — Walking and Cycling Strategy and Action Plan

4. Columns 5 — 10 provide an indication of the benefit against each of the 6
objectives. This is the same notation as used in the STPR.

T Beneficial impact EE Neutral ¢ Negative impact

5. Columns 11 and 12 show which projects are included in the parthner Community
Planning Partnerships’ Single Outcome Agreements either specifically named or
referenced generally.

All — All 4 partner Community Planning Partnerships

AC — Angus Community Planning Partnership

DCC — Dundee Community Planning Partnership

PKC — Perth & Kinross Community Planning Partnership
SC - Stirling Community Planning Partnership

6. Column 13 provides an indicative total cost estimate for each project.



Tactran Submission - PERTH AND KINROSS PROPOSED LOCAL DEVELOPMENT PLAN

THE TOWN AND COUNTRY PLANNING (DEVELOPMENT PLANNING) (SCOTLAND) REGULATIONS
2008

ISSUES — 20d EFFECTIVENESS OF STRATEGIC SITES, 21 PERTH STRATEGIC DEVELOPMENT AREA —
WEST/NORTH WEST PERTH & 24 PERTH AREA (WITHIN CORE) TRANSPORT INFRASTRUCTURE

Q2. What status does the CTLR have in the Regional Transport Strategy?

The CTLR is identified in the Regional Transport Strategy Delivery Plan as Project 12 A9/A94 link-road
and an associated package of pedestrian, cycling and bus priority measures in Perth. The Delivery
Plan was approved by the Tactran Partnership Board on 23 June 2009.

Project 12 is shown on page 18 of Appendix A of the attached Partnership Board report.

Q3. In the November 2012 draft supplementary guidance “Developer Contributions Transport
Infrastructure” (Schedule 4 Document 446) the cost of the CTLR is estimated to be £90 M. Is this still
considered to be an accurate and up to date figure and how has it been calculated when many
design details (such as the river, A9 and railway crossing) are at this stage unknown?

Refer to Perth & Kinross Council.

Q4. Given the authority’s acknowledgement (in Shaping Perth’s Transport Future (Core Document
21, page 16)) that the CTLR would not reduce traffic in the city centre unless city centre
improvements (the “City Improvements Package”) were also undertaken, should the cost of such
works be added to the £90 M? A figure of £23 M is identified for “public transport, city centre
improvements, walking and cycling” (Schedule 4 Document 446). Does this figure relate to the “City
Improvements Package”?

Refer to Perth & Kinross Council.

Q6. Paragraph 2.7 of Schedule 4 Document 446 estimates that 40% of the overall transport
infrastructure costs can be met from “other funding mechanisms including working with government
bodies to bring forward funding.” What is the basis for this confidence and what specific
mechanisms are anticipated? Does the absence of any commitment to CTLR in the Strategic
Transport Projects Review (STPR) indicate that this project is regarded as one of local rather than
strategic importance and does this has implications for access to government funding? What
confidence is there in the ability of the development industry to fund the other 60% of the overall
transport infrastructure costs over the next 30 years? Annex

Refer to Perth & Kinross Council.

Q8. With reference to the Perth Traffic and Transport Issues Transport Appraisal 2010 and any other
evidence, explain the extent to which the CTLR will affect traffic levels in central Perth. This question
is prompted by the claim that the CTLR will not significantly alter travel patterns. (Bidwells for Zurich
Assurance Ltd 08816/7/001).



Refer to Perth & Kinross Council.

Q11. In Core Document 202 “Strategic Transport Projects Review Report 1: Review of Current and
Future Network Performance: 6 Performance of the Strategic Nodes” (2008) it appears that the
strategic road network around Perth operates reasonably well and that there is not forecast to be
significant increases in road congestion. Is this correct? Does this take account of planned increases
in the size of Perth? (there is reference to new housing planned for Perth on para 6.2.10).

Refer to Transport Scotland.

Q15. Was any modelling work undertaken to determine the additional traffic impact in Perth City
centre that could be expected to arise from housing development in locations that are subject to the
embargo? Annex

Refer to Perth & Kinross Council.















LDP 340-01: Perth and Kinross Council Local Development Examination

THE TOWN AND COUNTRY PLANNING (DEVELOPMENT PLANNING) (SCOTLAND)
REGULATIONS 2008

ISSUES — 20d EFFECTIVENESS OF STRATEGIC SITES, 21 PERTH STRATEGIC
DEVELOPMENT AREA — WEST/NORTH WEST PERTH & 24 PERTH AREA (WITHIN CORE)
TRANSPORT INFRASTRUCTURE

Response on behalf of Zurich Assurance Ltd by Bidwells and WSP

3. Inthe November 2012 draft supplementary guidance “Developer Contributions Transport
Infrastructure” (Schedule 4 Document 446) the cost of the CTLR is estimated to be £90 M. Is this still
considered to be an accurate and up to date figure and how has it been calculated when many design
details (such as the river, A9 and railway crossing) are at this stage unknown?

The CTLR cost has been revised to £88M in the PKC Developer Contributions Transport
Infrastructure Supplementary Guidance report dated May 2013. It is unclear the extent of the
assumptions that have been built into producing this cost estimate and the level of certainty that is
associated with this figure.

We are concerned that the cost includes an internal distributor route through Bertha Park (site H7).
One of the main traffic arguments promoted by PKC for CTLR is to provide an alternative east-west
Tay Crossing to ease congestion at Bridgend. The section of CTLR from the A94 north of Scone to
the A9 south of Luncarty will provide the link across the Tay to the trunk road network. Therefore the
route through Bertha Park should be a cost borne only by that development and should be subtracted
from the CTLR cost.

It is also assumed that land assembly costs including any costs to Network Rail, will be borne by PKC
and not included in CTLR and A9/A85 costs.

4. Given the authority’s acknowledgement (in Shaping Perth’s Transport Future (Core Document
21, page 16)) that the CTLR would not reduce traffic in the city centre unless city centre
improvements (the “City Improvements Package”) were also undertaken, should the cost of such
works be added to the £90 M? A figure of £23 M is identified for “public transport, city centre
improvements, walking and cycling” (Schedule 4 Document 446). Does this figure relate to the “City
Improvements Package™?

It is considered that new development should contribute towards the city centre improvement works
on the basis that the level of contribution is proportional to the impact that the development trips from
the specific site would have on traffic conditions within the city centre. Itis not considered suitable to
apply a uniform contribution level set out in the Transport Infrastructure Developer Contributions
document for all new development sites within the application area. An example of a tried and tested
approach is Stirling Council’s Development Advice Note from 2007 which set out a clear and fair
methodology for securing contributions from the private sector.

It is assumed that the £23m figure corresponds to the “City Improvements Package” presented in
Shaping Perth’s Transport Future, although it is unknown what the Package actually includes, and
therefore it is impossible to calculate the trip impact of LDP development on the need for the
Package.

However, the Revised Infrastructure Contribution Policy clearly states that "the Council will only use
contributions received from new developments from the date of adoption of this Supplementary
Guidance towards funding the A9/A85 Crieff Road junction improvements and the Cross Tay Link
Road (CTLR)" (para 2.5). This indicates that PKC will fund the 'City Improvements Package'.

Therefore, the cost of £23 million should not be included in the Policy at all, and certainly should not
be added to the cost of CTLR.



Furthermore, the fact that the document acknowledges that the CTLR will itself have little impact on
city centre traffic levels and result in no improvements to air quality, we would further question the
need and benefit to the wider area of CTLR, which PKC openly admits is required to open up
development land to the North and West of Perth (Perth Traffic and Transport Issues Transport
Appraisal 2010, p.6; and DMRB Stage 1 2011, Section 4, p.7)

6. Paragraph 2.7 of Schedule 4 Document 446 estimates that 40% of the overall transport
infrastructure costs can be met from “other funding mechanisms including working with government
bodies to bring forward funding.” What is the basis for this confidence and what specific mechanisms
are anticipated? Does the absence of any commitment to CTLR in the Strategic Transport Projects
Review (STPR) indicate that this project is regarded as one of local / regional rather than strategic
importance and does this has implications for access to government funding? i.e. no funding through
TACTRAN. What confidence is there in the ability of the development industry to fund the other 60%
of the overall transport infrastructure costs over the next 30 years? It is extremely difficult for the
development industry to borrow money to front fund large infrastructure whilst not receiving any
income.

There is no confidence in the figure for other funding mechanisms. This appears to be an arbitrary
figure based on the proportion of funding expected to be demanded from new developments. l.e. As
the developer contribution level is set at 56%, therefore remainder (44%) will come from other
sources. There is no identification of how this funding will be secured.

The CTLR is a TACTRAN proposal and therefore is considered infrastructure of regional importance
and would therefore be applicable for funding sources available for this level of public project.

The proportion split has been reassessed at 44% from other funding mechanisms and 56% from
developer contributions. However, there is a fundamental flaw in the methodology of the calculation
that has provided these figures. They have been derived only as a percentage of future traffic growth
from a 2010 baseline, and do not include existing trips. This method implies that 56% of all traffic is
attributable to LDP development, in other words that LDP development will be more than double
existing traffic. The proportion of LDP trips as a percentage of ALL trips will be significantly less than
56%. Shaping Perth's Transport Future 2010 confirms (section 2, page 2):

"The local road network in the centre of Perth is extremely busy during the morning and evening rush
hours and can become gridlocked during special events, incidents and accidents.

A key congestion problem results from the conflict between local traffic and traffic travelling through
the city converging in the centre of Perth to use one of the two existing bridges over the River Tay
(Perth Bridge and Queen'’s Bridge). Other key congestion areas include:
e Trunk Road Network - A9, Inveralmond Roundabout, Broxden Roundabout, A85 (Crieff
Road).
e Local approach roads - A93, A94, A90 (Dundee Road).
e Town Centre - Perth Bridge, Queen’s Bridge, Glasgow Road, Dunkeld Road, Atholl Street etc.

Developer contributions cannot be used to resolve existing problems. Therefore the breakdown must
take account of TOTAL trips, not just projected growth, and accordingly the proportion of funding to be
provided by other sources will be significantly higher than 44%. There is little confidence in the
methodology of the Proposed Infrastructure Policy, and even less confidence in the Council's ability to
fund it; as yet no means of securing the required funding has been confirmed.

Stirling Council's Developer Advice Note (Transport Planning) provides an example of a fair
breakdown of development trips vs. other trips and it is considered that a similar approach is the only
lawful way to deal with this matter.

The Proposed methodology places an unjustifiable burden on developers to fund the proposed
transport package, with no assessment at all as to the actual impact of each development on the road
network. The development industry is subject to stringent borrowing constraints and would have no
confidence in being able to ‘front fund' the transport package, when other requirements such as
affordable housing, education, energy efficiency and site specific infrastructure are taken into account.



7. The authority expects to recoup from developers, at least some of the £15 M it appears to be
willing to commit to funding the A9/A85 junction improvements (ref Schedule 4 Document 452
Committee Report). As this would be drawn from the same funding source as the funding for the
CTLR (contributions from developers in the Perth area), when considering the availability of developer
funding for the CTLR and the scale of any shortfall, should this be factored into the estimates?

It is assumed that development contributions to both projects will be allocated in proportion to the total
costs for each project. Therefore any shortfall in developer contribution would be applied to both
projects rather than funding for one project being favoured over the other.

However, it is known that the Sainsbury Development (ref 09/02126/FLL) will contribute £2.18 million
to the cost of the A9/A85 junction "improvements" and at least £2.3 million worth of other transport
related expenditure (see Committee Rpt).

Accordingly at least £2.18 million and possibly up to £4.48 million should be deducted from the
A9/A85 and CTLR total costs.

8.  With reference to the Perth Traffic and Transport Issues Transport Appraisal 2010 and any other
evidence, explain the extent to which the CTLR will affect traffic levels in central Perth. This question
is prompted by the claim that the CTLR will not significantly alter travel patterns. (Bidwells for Zurich
Assurance Ltd 08816/7/001).

Section 6 of the Perth Traffic and Transport Issues Transport Appraisal 2010 document presents
traffic assessment results for a number of proposed CTLR link and junction options. The results for
the preferred option , ‘Option C’, predict reductions in two-way traffic using Perth Bridge (indicator for
central Perth) of approximately 30% in the AM two hour peak and 20% in the PM two hour peak
compared to the Do Minimum assessment.

The DMRB Stage 1 2011 report identifies that the reductions in city centre traffic by 2033 resulting
from the implementation of the CTLR ‘Corridor C’ option compared to the ‘Do Minimum’ option are
approximately equivalent to those presented in the Perth Traffic and Transport Issues Transport
Appraisal 2010.

It is however noted that the Developer Contributions Transport Infrastructure 2011 document (section
2.1) identifies the existing poor air quality levels within the Air Quality Management Area are a major
justification for implementing a package of infrastructure measures including the CTLR. In both the
Perth Traffic and Transport Issues Transport Appraisal 2010 (7.10.3) and DMRB Stage 1 2011 report
(7.2.2) it is stated that there would be a negative impact on air quality within the AQMA related to the
implementation of the preferred CTLR option compared to the ‘Do Minimum’ option. This is as a
result of the increase in traffic within the centre of Perth resulting from future development.

Therefore, it is considered that the implementation of the CTLR is not sufficient to significantly alter
the long term travel patterns and air quality within Perth city centre. This could only be achieved
through the provision of viable travel mode alternatives to reduce the number of car trips, as a
proportion of all mode trips, generated by existing and future developments. It is anticipated that
effective measures to reduce the requirement for car trips into the centre of Perth will be implemented
by PKC through the ‘City Enhancements Package’ as identified in Shaping Perth’s Transport Future
2010 (p.15).

9. Did the modelling work that informed the CTLR process in the Perth Traffic and Transport Issues
Transport Appraisal 2010 take account of site H70 being developed? If not, is the impact of the CTLR
likely to be any different now that H70 is proposed?

At the time these studies were carried out, Perth West was not considered one of the preferred
development options. AlImond Valley was allocated in the Local Plan and it is our understanding that
the 2010 appraisal was based on existing and likely LDP allocations. This would not have included
site H70. It is our understanding that the A9/A85 junction improvement was designed and developed
with Almond Valley in mind, not Perth West.



No information has been made public on the impact of H70 and how it relates to CTLR. What is
apparent is that CTLR will increase traffic at Broxden roundabout.

Modelling figures set out in the Stage 1 DMRB assessment suggest that CTLR will result in an
increase in traffic flows at Broxden compared to the do-minimum option.

12. What is known at this stage of the archaeological investigation and landscape impact mitigation
works that will be required for the proposed CTLR route? What cost and timing implications might
these have?

At this stage the DMRB stage 2 assessment has not been completed and the final route of CTLR has
not been confirmed. Based on the preferred Corridor indicated in the Proposed Plan it is clear that the
Environmental Impact of CTLR will be significant. The route runs through a Historic Garden and
Designed Landscape, and is very close to two Scheduled Ancient Monuments. Further, the route is
considered to run close to remains of prehistoric settlements. The potential for archaeological findings
is significant. It is expected that the scope of required assessment will be refined during stage 2 of the
DMRB process and subsequent planning application.

It is assumed that archaeological investigations and any follow up studies have not been factored into
either time or cost planning.

In respect of landscaping:

"The potential major negative impact to Scone Palace Gardens and Designed Landscape has been
identified by Historic Scotland as one that could not be reduced through mitigation, given the
impact upon the legibility and character of the designation." (DMRB stage 1 appraisal p46)

It is not clear what landscaping measures are proposed as none have been made public, but itis
apparent that even significant landscaping will not address the detrimental landscape impact of the
CTLR development. As Historic Scotland would be a statutory consultee, and any planning approval
would have to be referred to Scottish Ministers, it is not at all clear how this issue could be
satisfactorily addressed, or how long it would take to do so.

13 What is the latest estimate of the completion date for the CTLR?

PKC have intimated (at a meeting with Bidwells and WSP on 4/6/13) that the CTLR is planned to be
delivered by 2018/20. Based on the information available, DMRB Stage 2 is due to be completed by
the end of 2013 with Stage 3 being completed in 2014 which will include a planning application. It is
estimated that construction could start in 2017 depending on technical approvals and resolving any
objections to Road Orders / CPOs. Whilst 2018/20 target date is achievable there are a number of
risks which could significantly delay the delivery of the road scheme, namely objections to the
planning application, and Road Orders which could trigger a lengthy public inquiry.

There are also the financial risks associated with relying on funding mechanisms which require the
agreement of others as well obtaining the necessary consents and financial compensation from
Network Rail to secure access over the Perth of Inverness railway. PKC confirmed in that meeting
that no detailed discussions have been carried out with Network Rail at this stage. With no means of
securing funding currently in place, and land assembly matters and all consenting to be resolved, we
believe that the intended timescale is optimistic.

Any delay to CTLR poses significant potential threats in respect of the Council's requirement to deliver
on TAYplan's target of 510 houses per annum and provide a minimum 5 year, desired 7 year, supply
of effective land. The Proposed LDP deals with the period to 2024 and allocates 3530 houses for this
period. This provides limited flexibility over the 3340 that are required.

Of the 3530 houses allocated in the Proposed LDP, 2170 are constrained by reliance on CTLR
construction/connections being available. The Proposed LDP only permits 265 of the 2170 to come
forward before CTLR. A further requirement is that site H7 (and it is presumed this includes the
section of CTLR through H7) cannot be developed until any viable minerals have been extracted from
the site.



Accordingly, any significant delays in the delivery of CTLR will have ramifications for the delivery of
housing land in the Perth Housing Market Area. Therefore, development land that is not constrained
by CTLR delivery ought to be brought forward in earlier phases.



References:

1 — Revised Infrastructure Policy table paragraph 2.3

2 — Revised Infrastructure Policy paragraph 2.5

3 — 2010 Transport Appraisal p6

4 — Shaping Perth's Transport Future section 2, page 2-3
5 — DMRB Stage 1 section 4.1 p7

6 — Committee Report — Sainsbury's PKC ref 09/02126/FLL
7 — 2010 Transport Appraisal section 6

8 — Revised Infrastructure Policy para 2.1

9 — 2010 Transport Appraisal section 7.10.3

10 — DMRB Stage 1 section 7.2.2

11 — Shaping Perth's Transport Future p15

12 — DMRB Stage 1

13 — DMRB Stage 1 p46



2.3 Due to the scale and nature of the infrastructure packages required the
final costs are not yet established. The current working estimates are
as follows:

Element Cost £(million)

Cross Tay Link Road £88m

Park and Ride £4m

Public Transport, City Centre improvements, walking | £23m

and cycling

A9/A85 Crieff Road junction improvements £17m

Friarton Link Road £3m

Total £135m

2.4  The current working estimates identify that £135m is required to fund

2.5

2.6

2.7

the entire transport infrastructure package. Placing the funding of these
improvements solely on the development industry would not be
feasible and this Supplementary Guidance does not seek to recoup all
of the costs, but seeks a fair and reasonable contribution related to the
scale and nature of any proposed development. Traffic modelling work
carried out has identified that 56% of future traffic growth is associated
with new development sites in the Local Development Plan.

With 56% of the total package costs (£75.6m) attributed to new
development, the remainder (£59.4m) is to be sought through other
mechanisms. To meet the costs of the entire infrastructure package the
Council will continue to investigate other funding mechanisms,
including working with government bodies to bring forward funding.
While the overall infrastructure package set out in ‘Shaping Perth’s
Transport Future’ is required to support future development, the
Council will only use contributions received from new developments
from the date of adoption of this Supplementary Guidance towards
funding the A9/A85 Crieff Road junction improvements and the Cross
Tay Link Road (CTLR).

The Transport Infrastructure contributions only benefit the identified
packages outlined in Paragraph 2.3. New developments making a
contribution in line with this Supplementary Guidance may also be
required to make additional contributions to mitigate site specific
issues, which will be determined on a case by case basis.

It has been identified that the largest impact on the road network
comes from within the Perth Housing Market Area (HMA) including the
Carse of Gowrie part of the Dundee HMA. The defined area in which
this Supplementary Guidance is applied is broadly based upon the
geographical area covered by these HMA'’s. The defined area has
been altered to avoid overlap with the Auchterarder A9 Contributions
area and, in order to provide clarity, post code areas have been used
to allow easy reference for the application of the Supplementary
Guidance.




thereby also providing increased opportunity for the development of the proposed
“sustainable” measures were identified for more detailed Part 2 Appraisal.

In summary, the options include a core element incorporating a package of
sustainable transport measures; city centre traffic management and junction
improvements and the provision of a new CTLR for which multiple alignments are
presented. Each option also includes an improvement of the A85 Crieff Road/A9
junction which is considered a requirement taking into consideration existing
problems at this junction and future development opportunities focussed to the
north-west of the city centre. A separate Development Impact Assessment (DIA)
has been completed which includes consideration of options for a new junction
layout with plans ongoing to move forward with this project as a key priority given

the planning applications which are coming forward.

Some of the options also include a Western Edge Link extending from the CTLR to
Bertha Park, a key development area to the north-west of the city centre, and new
slips at Friarton. Two options (B and D) were also considered, essentially Option C
and E respectively but without the Western Edge Link, however they were not
progressed to Part 2 on the basis that without this link it would not be possible to

tully achieve the development proposals to the north-west of the city centre.
The options progressed to Part 2 Appraisal are summarised below:

. Option C — CTLR between the A9 trunk road (North of Inveralmond
Roundabout) to the A94 north of Scone with a new junction to the A9 +
Option A + A85 Crieff Road/A9 junction improvement + Western Edge
link.

. Option E — CTLR between the A9 trunk road (existing Luncarty
junction) to the A94 north of Scone + Option A + A85 Crieff Road/A9

junction improvement + Western Edge link.

. Option F — CTLR from the A912 (Dunkeld Road) to the A9 (north of
Scone) + Option A + A85 Crieff Road/A9 junction improvement +
Western Edge link.

J Option G — CTLR from the A912 (Dunkeld Road) to the A94 south of
Scone + Option A + A85 Crieff Road/A9 junction improvement +
Western Edge link.

. Option H — CTLR from Inveralmond roundabout and the A94 (north of
Scone) + Option A + A85 Crieff Road/A9 junction improvement +
Western Edge link.
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Figure 1: Local and Trunk Road Network

2. WHY DO WE NEED THE STRATEGY?

The local road network in the centre of Perth is extremely busy during the morning
and evening rush hours and can become gridlocked during special events, incidents
and accidents.

A key congestion problem results from the conflict between local traffic and traffic

travelling through the city converging in the centre of Perth to use one of the two

existing bridges over the River Tay (Perth Bridge and Queen’s Bridge). Other key
congestion areas include:

* Trunk Road Network - A9, Inveralmond Roundabout, Broxden Roundabout,
A85 (Crieff Road).



= Local approach roads - A93, A94, A90 (Dundee Road).
= Town Centre - Perth Bridge, Queen’s Bridge, Glasgow Road, Dunkeld Road,
Atholl Street etc.

When there are major incidents, such as the closure of Friarton Bridge due to high
winds or major roadworks, traffic has to divert through the city centre due to the lack
of an alternative east-west route. This results in increased journey times of over
1.5 hours for traffic attempting to avoid the congestion in the city centre by using B
and C class roads. Similar problems are also experienced on event days at Perth
Racecourse and Scone Palace.

Due to physical constraints, namely the location of the rail line, Kinnoull Hill and the
River Tay, future development in Perth and the immediate city-region is primarily
concentrated to the north-west of the city centre. As a result, cross-city movements
can be expected to increase in the future resulting in the need for the development of
the transport network to support the planned development of Perth and the wider
region.

Forecasts of transport movements in the area predict that if future land-use
developments were to occur with no change to the transport network existing
problems would become greater and new transport/movement problems would
emerge. This means the current network would only be able to support limited future
developments and is expected to have severe operational difficulties before 2018
with gridlock becoming common place. As a result, there are consequential questions
over the deliverability of future development proposals that could significantly affect
Perth’s economic growth. In addition, increasing congestion would also be
detrimental to air quality within the city’s Air Quality Management Area (AQMA) and
restrict opportunities for any further bus priority and cycling and walking
enhancements that would encourage sustainable travel.

Therefore, not only would gridlock of the local transport network cause congestion
and lead to environmental problems, it may also harm the future economic
development of the city and wider region development. Furthermore, there is limited
capacity in the local road network at present to facilitate further improvement to
public transport or to the cycling and walking network.

In summary, existing key transport problems include:-

e Walking and Cycling — unattractive due to heavily trafficked roads in
the city centre and on key routes leading to the centre, air quality
problems and severance by the A9 to access to future growth areas.

e Bus network - congestion at key junctions impacting on reliability of
journey times and compromising the operation of existing bus priority
measures. Bus congestion at South Street and Mill Street bus stops.

e Local Road Network - congestion in the city centre due to the
constraints imposed on the local road network by the Perth and
Queen’s Bridges and the lack of a suitable alternative east-west route
that avoids the centre of Perth. Crieff Road /Newhouse Road to the
north-west of the city centre also experiences congestion.

e Air Quality — Perth AQMA designated in Perth city centre and wider
city region in 2006 as a result of air quality being below the required
standards with transport identified as a key contributing factor.
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4 Existing Conditions

The study area is primarily the City of Perth and its immediate surroundings. The
Perth Core Area, as defined by the Perth & Kinross Structure Plan (2003), includes the
City of Perth and the area that lies within 25 minutes of travel by bus from the centre
of Perth. The area contains 50% of Perth & Kinross’ population and employment and
is consequently the main source of economic growth and the focus for future
development.

The Perth & Kinross Structure Plan, Towards a Sustainable Future, sets out policies
for the sustainable development of Perth and Kinross in 2020. In the period since the
publication of the Structure Plan, the population and housing projections upon which
it was based have been and are set to be further exceeded by a significant margin.
Perth & Kinross Council has therefore undertaken to prepare an Alteration to the
Structure Plan on housing and population to inform the Local Plan process.

In Perth & Kinross the supply of prime business land is mostly in Perth City, but
much of the supply suffers from constraints. Whilst there is land for development,
primarily in the north and north-west, the road network connections from the
existing Inveralmond Industrial Estate and Crieff Road are at capacity and unable to
cater for further vehicular loading and public transport services without significant
improvement. Accordingly, the Structure Plan recognises transport has an integral
role to play in the economic and social well being of Perth & Kinross. The Structure
Plan promotes an integrated approach to improving access within Perth & Kinross
and also recognises the importance of enhancing strategic transport links to the area.

Actual and perceived problems and opportunities in turn provide the rationale for
the study. It is important for problems and opportunities to be considered in the
wider context and therefore consideration is also given to issues and constraints of
relevance to the study.

4.1 Existing Traffic Problems

In summary, the local road network in the centre of Perth is extremely busy and can
become gridlocked during special events, incidents and accidents. This is due to the
constraints imposed on the local road network by the Perth and Queens Bridges, and
the lack of a suitable alternative east-west route that avoids the centre of Perth. A90
traffic from Dundee accessing Perth via the A912 and A93/A9%4 traffic going to the
industrial areas to the west of Perth converge in the centre of Perth to use one of the
two existing bridges (Perth Bridge and Queens Bridge).

When there are major issues, such as the closure of Friarton Bridge on the A90 due to
high winds or major roadworks, traffic has to divert through the city centre resulting
in journey times of 1.5 — 2 hours. Due to the lack of a suitable alternative east-west
route into the centre of Perth, traffic uses B and C class roads to avoid the congestion
in the city centre and to also access special events taking place at Perth Racecourse
and Scone Palace.

Against a background of increasing population and economic growth, background
growth in traffic on the national trunk road network in and around Perth has been
modelled and shows that the current network will have severe operational difficulties
before 2018 and, given forecast development scenarios, gridlock will become
common place. As a result there are consequential impacts on air quality within the

Docno: 1 Version: 1 Date: 19 October 2011 Project code: TKPKFA Filename: CTLR DMRB Stage 1 Ver 4.0.doc
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Perth and Kinross Council 12/532
Development Management Committee — 28 November 2012

Report of Handling by Development Quality Manager

Erection of a retail superstore (open class 1) and petrol filling station with
associated landscape treatment and engineering works at
United Auctions Ltd, Perth Agricultural Centre,
East Huntingtower, Perth PH1 3JJ

Ref No: 09/02126/FLM
Ward No: 9 - AlImond and Earn

Summary

This report reviews certain aspects of a previous decision to support a major
planning application for a retail development (Class 1 Supermarket) on the edge of
Perth which was previously considered by this Committee in May 2012, when it was
resolved to grant conditional permission subject to a Section 75 Obligation. The
application is being reported back to seek the Committee’s agreement to (i) a change
to the terms of the Procedural Note contained in the relevant Minute, (ii) minor
amendments to two of the approved planning conditions and (iii) clarification of the
terms of the Section 75 Obligation. Approval is recommended as the changes
requested are considered to be reasonable.

BACKGROUND

1 The application was previously considered by this Committee at its meeting in
May 2012 and a copy of that report is appended to this report for information
(Appendix 1).

2 Since the previous decision to approve, discussions have been held with the
applicant over several issues including the following:-

e Wording of the Committee’s minute in respect of the decision of the
previous Development Management Committee relating to the timing of the
development

e The particulars and specification of some of the planning conditions

e Clarification of the Heads of Terms for the Section 75 Obligation.

3 This report seeks Committee approval for a revised Procedural Note and
amended conditions as set out below. The background and policies remain as
stated in the previous report and are therefore not set out again.

PROPOSAL

Previous Committee Minute and Procedural Note

4 The Procedural Note which was incorporated within the Minutes of the DMC
meeting of 30 May 2012 which determined the planning application stated:
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“The decision notice shall not be issued until the requisite Section 75
agreement, relating to the supermarket development not commencing prior
to the letting of a contract for the A85(T)/A9(T) junction upgrade and the
appropriate developer contribution therefore being made, is signed and
recorded.”

The applicant is concerned at the wording of this procedural note, the effect of
which is that they cannot commence development until the road contract has
been let. Having regard to the previous report and to the Committee’s
deliberations, they anticipated terms which would have prevented them from
“trading” before the contract had been let. | accept that the previous report may
not have been as clear on this aspect as it could have been. | also accept that it
is a point of crucial significance for the applicant. Accordingly, for reasons given
in the paragraph immediately below, this report seeks to vary the wording in line
with the thrust of the report to restrict the trading of the supermarket until such
time as the contract for the A85(T)/A9(T) junction upgrade is let. This variation
is required to allow the Section 75 legal agreement to be progressed.

The need for the local road improvements, and specifically the A85(T)/A9(T)
junction upgrade, only becomes necessary and justifiable in planning terms
when there is a significant increase in traffic generation. This will occur at the
commencement of trading. The intention to restrict only the trading of the
proposed supermarket (as opposed to any development) until such time as the
A85/A9 junction improvements were secured was referred to at paragraphs 143
and 148 of the previous report.

| am satisfied that there will be no prejudice to any interest if a revised
procedural note is approved which will prevent the applicant from trading before
the contract for the A85(T)/A9(T) has been let and | consider that this variation
is reasonable.

Conditions
Recommended condition 3 stated:
“Unless otherwise agreed in writing by the planning authority, after consultation

with Transport Scotland, the gross floor area of the permitted development shall
not exceed 9533sgqm.”

This wording was recommended by Transport Scotland in their consultation
response, though the figure was then revised from 9500sgm to 9533sgm to
reflect the exact floorspace to be provided. There is the same ‘unless otherwise
agreed in writing’ phrase in recommended condition 4 which the applicant also
wishes to be deleted.

Following the report to Committee in May, a judgement was issued by the
English High Court, Queen’s Bench Division, in July on a planning case. This
case approved an earlier decision by the same Court in 2009." In that
judgement Mr Justice Ousley also considered an ‘unless otherwise agreed in
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10

11

12

13

14

15

writing’ provision in a condition which he referred to as ‘the tailpiece in the
condition’. In his judgement he stated:-

....... | accept the existence of a very limited power to make a material
variations informally. But while the tailpiece in the condition in question could
be applied in that way, it contains no words purporting to limit its application.
The tailpiece on its face does enable development to take place which could be
very different in scale and impact from that applied for, assessed or permitted
and it enables it to be created by means wholly outside any statutory process.
It undermines the effect of specifying floor space limits. | do not consider that a
public document such as a planning permission should contain such
provision........ ”

In view of this judgement the applicant has requested that the flexibility
otherwise available from the provision “unless otherwise agreed in writing by the
planning authority” is removed. The effect of its removal would be that any
extension of the gross floor area could only be secured by a further application.

Furthermore, condition 4 as approved by the Committee in May, contains a
reference to the net sales floor area. Again in the interests of certainty and
precision, the applicant wishes the actual figure, in floor area terms, to be
specified.

The effect of the amendments to these particular conditions, which the applicant
has requested, will be to impose greater restrictions upon them. Nonetheless, |
consider that these have been justified, that they are reasonable and that the
revised wording will be closer to the Scottish Government’s guidance in the
current conditions circular. The conditions as revised are set out at
Recommendation A below.

Section 75 Obligation Heads of Terms

In terms of the original report, it was agreed that an agreement was required to
cover, amongst other things, an appropriate financial contribution towards the
construction of the road junction upgrade between the A85 and the A9 trunk
roads.

Negotiations have since taken place and officers are now satisfied that the sum
of £2,180,000 would represent an appropriate contribution from this applicant
towards the road infrastructure improvements which are, in part, necessitated
by their development in order to accommodate the additional traffic in the local
road network. The Committee is asked to agree this sum as the appropriate
contribution to be incorporated in the Section 75 Obligation. The timing of this
payment will be negotiated as part of the Section 75 Obligation drafting process.

It is worth noting that the applicant will encounter further expense of some
£2.3m (as estimated by their consultants) for off-site road works along the
A85(T) corridor detailed as mitigations in the Transport Assessment and
required by conditions 7, 8 and 9. There are also likely to be expenses incurred
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as a result of some of the other recommended conditions for example
conditions 11 and 12 relating to enhanced public transport services.

REPRESENTATIONS

16

No re-notification was required in respect of the above matters.

CONSULTATIONS

17

As the wording of condition 3 was originally recommended by Transport
Scotland, their views were sought on the proposed revised wording. Transport
Scotland has confirmed they have no objection to the proposed amendment.

ADDITIONAL STATEMENTS
18 | Environment Statement Yes
Screening Opinion Yes, on file
Environmental Impact Assessment Yes
Appropriate Assessment Not required
Design Statement / Design and Access
Yes
Statement
Retail Impact Assessment
. Air Quality Assessment
Report on Impact or Potential Impact
Tree Survey
Transport Assessment

DIRECTION BY SCOTTISH MINISTERS

19

Under the Town and Country Planning (Development Management Procedure)
(Scotland) Regulations 2008, regulations 30 — 32 there have been no directions
by the Scottish Government in respect of an Environmental Impact Assessment
screening opinion, call in or notification relating to this application.

CONCLUSION AND REASONS FOR RECOMMENDATION

20

The Minute, conditions and Section 75 Obligation requirements have been re-
addressed since the application was previously considered by this Committee.
It is considered that the changes set out above can be accommodated without
prejudicing the delivery of the required components to this development and
they are therefore considered to be acceptable. As a consequence, an
amended set of conditions and clarified heads of agreement are being
recommended and are as set out below. The sum specified in paragraph 14
above is considered to be fair and reasonable contribution having regard to the
impact of the proposal upon the road network.
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RECOMMENDATION

A

Agree to the rewording of the terms of the earlier Minute of 30 May 2012
and

Approve the application subject to the following conditions:

The proposed development must be carried out in accordance with the
approved plans herewith, unless otherwise provided for by conditions imposed
on the planning permission.

Notwithstanding the details shown on the drawings hereby approved, no
permission is granted for the petrol filling station, car wash, landscaping and
associated works.

The gross floor area of the permitted development shall not exceed
9533sqm.

The net sales floor area of the supermarket (6038sqm) shall be made up of
a minimum of 65% for the sale of food and a maximum of 35% for the sale
of non food.

No internal comparison units (e.g. opticians, travel agents, pharmacies, etc)
shall be formed within the retail unit hereby approved without the prior written
agreement of the Council as planning authority.

No development shall take place within the development site as outlined on the
approved plan until the developer has secured the implementation of a
programme of archaeological works in accordance with a written scheme of
investigation which has been submitted by the applicant, agreed by Perth and
Kinross Heritage Trust, and approved by the Planning Authority. Thereafter the
developer shall ensure that the programme of archaeological works is fully
implemented and that all recording and recovery of archaeological resources
within the development site is undertaken to the service, shall be submitted to
and approved in writing by the planning authority, after satisfaction of the
Planning Authority in agreement with Perth and Kinross Heritage Trust.

Prior to the commencement of any development on site a detailed scheme
design and specification for modifications to the A85(T) corridor between the
site access junction and the A85(T)/Newhouse Road junction (inclusive),
generally in accordance with 09/02126/46, shall be submitted to and approved
by the planning authority, in consultation with the Local Roads Authority and
Transport Scotland.

The traffic signals associated with the works indicated in Condition 7 shall
incorporate either MOVA control, or other approved means of dynamic control
and queue detection (e.g. SCOOQOT), to the satisfaction of the Planning Authority,
in consultation with the Local Roads Authority and Transport Scotland.
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10.

11.

12.

13.

14.

15.

16.

Prior to the occupation of any part of the development the modifications to the
A85(T) corridor between the site access junction and the A85(T)/Newhouse
Road junction (inclusive) shall be completed in accordance with the approved
plans, referred to in Condition 7 above, to the satisfaction of the planning
authority, after consultation with Transport Scotland.

Prior to the commencement of any development on site a comprehensive
Travel Plan that sets out proposals for reducing dependency on the private car
shall be submitted to and approved in writing by the planning authority, in
consultation with the Local Roads Authority and Transport Scotland. The Travel
Plan will have particular regard to provision for walking, cycling and public
transport access to and within the site and shall identify measures to be
implemented; the system of management, monitoring, review and reporting; and
the duration of the plan.

Prior to the commencement of any development on site proposals for the
provision of either new or extended bus services to serve the development,
including details of operating hours, frequency of service, route and timescale
for introduction, together with evidence of an agreement with a public transport
operator to provide this, shall be submitted to and approved in writing by the
planning authority in consultation with the Local Roads Authority and Transport
Scotland.

Concomitant with the occupation of any part of the development hereby
approved the agreed bus services referred to in Condition 11 shall be
introduced.

Prior to the commencement of the development a sample of each of the
external finishing materials shall be submitted for the approval of the Council as
Planning Authority.

A detailed landscaping and planting scheme for the site shall be submitted for
the further approval of this Planning Authority prior to the commencement of
any site works and construction shall not commence prior to the approval of that
scheme. The scheme shall include details of the height and slopes of any
mounding or recontouring of the site, species, height, size and density of trees
and shrubs to be planted. The on-site scheme as subsequently approved shall
be carried out and completed within the first available planting season after the
completion of the development hereby approved with the off-site planting
scheme being completed within the first available planting season after the
commencement of works on site; unless otherwise agreed in writing with this
Planning Authority and thereafter maintained to the satisfaction of the Planning
Authority

Any planting failing to become established within five years shall be replaced in
the following planting season with others of similar size and species to the
satisfaction of the Council as Planning Authority.

Prior to the occupation or use of the approved development all matters
regarding internal access, car parking, cycle parking, road layout, design and
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17.

18.

19.

20.

21.

22.

23.

24,

specification, including the disposal of surface water, shall be in accordance
with the standards required by the Council as Roads Authority and to the
satisfaction of the Planning Authority.

Storm water drainage from all paved surfaces, including the access, shall be
disposed of by means of suitable sustainable urban drainage systems to meet
the requirements of best management practices.

All plant and equipment to be installed or operated in connection with the
granting of this permission shall be so enclosed, attenuated and/ or maintained
such that any noise there from shall not exceed International Standards
Organisation (ISO) Noise Rating 35 between 0700 and 2300 hours daily, or
Noise Rating 25 between 2300 and 0700 hours daily, within any neighbouring
residential premises, with all windows slightly open, when measured and/ or
calculated and plotted on an ISO rating curve chart, all to the satisfaction of the
Planning Authority.

All external lighting to be installed shall be sufficiently screened and aligned so
as to ensure that there is no direct illumination of neighbouring land and that
light spillage beyond the boundaries of the site is minimised to the satisfaction
of the Planning Authority.

Hours of operation will be limited to 0700-2300 Mondays to Saturdays and
0800-2000 Sundays but with extended hours of 0600-0000 during December
unless otherwise agreed in writing by the Council as planning authority.

Prior to the commencement of the development, full details of an acoustic
barrier to be erected around the service yard and capable of reducing noise
levels by 5-10 dB shall be submitted for further approval of the planning
authority. The barrier should be sufficiently high to obscure direct line of sight
between the noise source and the upper floor windows of the houses along
Errochty Grove. The acoustic barrier as subsequently agreed shall be installed
prior to the store hereby approved being brought into use and the barrier shall
be maintained to the satisfaction of the Council as planning authority for the
term of the development.

Servicing of the recycling facilities shall be limited to 0800 hours to 1900 hours
Monday to Friday and 0900 to 1300 on Saturdays unless otherwise agreed in
writing with the Planning Authority.

An effective ventilation system commensurate with the nature and scale of
cooking to be undertaken shall be installed, operated and maintained, within the
commercial areas, such that cooking odours are not exhausted into or escape
into any neighbouring dwellings.

Details of all lighting and advertising features within the site shall be submitted

to and approved in writing by the planning authority, in consultation with
Transport Scotland Trunk Road Network Management.
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10.

11.

12.

13.

14.

15.

16.

17.

18.

19.

Reasons:

To ensure that the development is carried out in accordance with the plans
approved.

In order to clarify the terms of the permission.

To restrict the scale of the development to that suited to the layout of the access
and other junctions, and minimise interference with the safety and free flow of
traffic on the trunk road.

To safeguard the vitality and viability of Perth city centre.

To safeguard the vitality and viability of Perth city centre.

The site lies adjacent to an area of archaeological interest.

To ensure that the standard of junction layout complies with current standards
and that the safety and free flow of traffic on the trunk road is not diminished.

To ensure that the standard of junction layout complies with current standards
and that the safety and free flow of traffic on the trunk road is not diminished.

To ensure that the standard of junction layout complies with current standards
and that the safety and free flow of traffic on the trunk road is not diminished.

To be consistent with the requirements of Scottish Planning Policy.
To be consistent with the requirements of Scottish Planning Policy.
To be consistent with the requirements of Scottish Planning Policy.

In the interests of visual amenity; to ensure a satisfactory standard of local
environmental quality.

In the interests of visual amenity; to ensure a satisfactory standard of local
environmental quality.

In the interests of visual amenity; to ensure a satisfactory standard of local
environmental quality.

In the interests of pedestrian and traffic safety and in the interests of free traffic
flow.

In the interests of pedestrian and traffic safety and in the interests of free traffic
flow.

In the interests of residential amenity.

In the interests of residential amenity.
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20.

21.

22.

23.

24.

In the interests of residential amenity.

In the interests of residential amenity.

In the interests of residential amenity.

In the interests of residential amenity.

To ensure that there will be no distraction or dazzle to drivers on the trunk road.
JUSTIFICATION

The proposal is contrary to the Development Plan and there are material
considerations to justify a departure there from.

PROCEDURAL NOTES

The decision notice shall not be issued until the requisite section 75
obligation is signed and appropriately recorded in respect of the following
issues: -

e Trading from the supermarket shall not commence until such time as
the contract to design and build the road junction upgrade between the
A85 and the A9 trunk roads has been let.

e An appropriate financial contribution towards the construction of the
road junction upgrade between the A85 and the A9 trunk roads has
been secured.

Delegated powers be given to officers to agree the timing of payment of
the financial contribution.

INFORMATIVES

This planning permission will last only for three years from the date of this
decision notice, unless the development has been started within that period.
(See Section 58(1) of the Town and Country Planning (Scotland) Act 1997 (as
amended).

Under Section 27A of the Town and Country Planning (Scotland) Act 1997 (as
amended) the person undertaking the development is required to give the
Planning Authority prior written notification of the date on which it is intended to
commence the development. A failure to comply with this statutory requirement
would constitute a breach of planning control under section 123(1) of that Act,
which may result in enforcement action being taken.

As soon as practicable after the development is complete, the person who
completes the development is obliged by Section 27B of the Town and Country
Planning (Scotland) Act 1997 (as amended) to give the Planning Authority
written notice of that position.
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4  This development will require the ‘Display of notice while development is carried
out’, under Section 27C(1) of the Town and Country Planning Act 1997, as
amended, and Regulation 38 of the Development Management
Procedure(Scotland) Regulations 2008. The form of the notice is set out in
Schedule 7 of the Regulations and a draft notice is included for your guidance.
According to Regulation 38 the notice must be:

Displayed in a prominent place at or in the vicinity of the site of the development
Readily visible to the public
Printed on durable material.

5 Should consent incorporating the archaeological condition be granted, the
developer should contact the Area Archaeologist as soon as possible. The
procedure for work required can be explained and Terms of Reference
prepared.

6 The applicant is advised that in terms of Section 21 of the Roads (Scotland) Act
1984 he/she/they must obtain from the Council as Roads Authority consent to
construct a new road prior to the commencement of roadworks. Advice on the
disposal of surface water must be sought at the initial stages of design from
Scottish Water and the Scottish Environment Protection Agency.

7  The applicant is advised that in terms of Section 56 of the Roads (Scotland) Act
1984 he must obtain from the Council as Roads Authority consent to open an
existing road or footway prior to the commencement of works. Advice on the
disposal of surface water must be sought at the initial stages of design from
Scottish Water and the Scottish Environment Protection Agency.

8 The applicant is advised he must consult with Transport Scotland, Trunk Road
and Bus Operations through its Management Organisation (Transerv, Broxden
House, Broxden Business Park, Lamberkine Drive, Perth PH1 1RA) on the
terms and conditions, under Roads legislation, that require to be agreed to
enable works within the trunk road boundary to be approved.

9 All sighage proposed on the building shall be subject to a separate application
for Display of Advertisement Consent.

10 There is evidence of Japanese Knotweed present on the site. This is an
invasive species which may require a licence from SEPA for its disposal.
Advice should be sought.

Background Papers: None

Reference: ' — R (Halebank Parish Council —v- Halton Borough Council [2012]
EWHC 1889 (Admin)
R (Midcounties Co-Operated Ltd -v- WYRE Forest District Council
[2009] EWHC 964 (Admin)
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Contact Officer:
Date:

Nick Brian — Ext 75351
12 November 2012

Nick Brian
Development Quality Manager

If you or someone you know would like a copy of
this document in another language or format, (On
occasion only, a summary of the document will be
provided in translation), this can be arranged by

contacting the

Customer Service Centre
on
01738 475000

"F;f Council Text Phone Number 01738 442573
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Perth & Kinross Council
09/02126/FLM

Erection of a retail superstore and petrol filling station

Perth Agricultural Centre, East Huntingtower, Perth
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Appendix 1

12/196
Perth and Kinross Council
Development Management Committee — 30 May 2012
Report of Handling by Development Quality Manager

Erection of a retail superstore (open class 1) and petrol filling station with
associated landscape treatment and engineering works at
United Auctions Ltd, Perth Agricultural Centre,
East Huntingtower, Perth PH1 3JJ

Ref No: 09/02126/FLM
Ward No: 9 Almond & Earn

Summary

This report recommends approval of the application for a retail development (Class 1
Supermarket) and associated landscape treatment and engineering works as,
although the development is considered contrary to a number of the policies of the
Development Plan, SPP 2010 and Scottish Government guidance in relation to retail
impact, there are material considerations which justify a departure from policy in this
particular instance.

This is a Major development proposal in terms of the Town and Country Planning
Hierarchy of Developments Regulations and is accompanied by an Environmental
Statement under the EIA Regulations.

SITE DESCRIPTION

1 The site is located to the south of the A85(T) road and to the west of the A9(T)
road as it bypasses the western extent of Perth. There are a number of houses
located on the northern side of the A85(T), known as East Huntingtower,
located opposite the access into the site and extending some 160 metres along
the roadside. To the east of the A9(T) lies established residential areas with the
closest housing being approximately 120 metres from the site.

2  The site is bounded to the west by the boundary of the former agricultural mart
landholding which is defined by a hedge and footpath running north-south. The
footpath, which is located outwith the application site boundary, meets a path
running west-east some distance to the south of the application site, along what
was the southern boundary of the former mart site.

3  The site sits within a landscape that gradually slopes down from south to north
which levels to the north of the site before reaching Huntingtower Castle, a
distinctive structure that, combined with the general flatness of the surrounding
landscape, plays an important role as landmark to the area. To the south of the
site sits Newhouse farm and hills that gradually rise beyond.

4 The application site extends to some 6.0 hectares and is located on the footprint
of the former United Action Mart and Car Auction facility, to the west of the
Dobbie’s Garden Centre at East Huntingtower. It is currently accessed from the
A85 along with other existing businesses.
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Within the site the natural slope of the surrounding landscape has already been
removed as a result of the previous development of the site. Engineering works
levelled off the site leaving a terraced effect to the site and its immediate
surrounds. Further north, beyond the A85, the landform slightly plateaus before
a sharper descent at a ridgeline (approximately 400 metres from the site).

Landscaping around the site is already fairly well established due to the use of
planting to screen previous development, the majority of which was undertaken
to minimise the impact of development on the edges of the site that border onto
open countryside, notably along its western and southern edges. This has
resulted in a planted southern edge some 50 metres thick and a broken line of
trees running along the western edge, which itself is raised by a 2 metre high
bund feature that runs the length of the site. The trees along the site's western
edge run into a 40 metre wide strip of vegetation close to the north west corner
of the site. There are mature clumps and strips of woodland around Newhouse
farm and along the ridgeline that runs just north of Huntingtower Castle.

The main mart building and linked shop units, cafe, etc have been demolished
and the only building currently remaining on site is a large agricultural-style
warehouse shed.

The site is not allocated for any particular use within the adopted Perth Area
Local Plan 1995 and although a brownfield site it is currently outwith the city
boundary and west of the A9(T).

PROPOSAL

9

10

11

The proposal is to erect a Class 1 (Retail) Supermarket and associated
landscape treatment and engineering works. The supermarket is to have a total
gross internal area of 9,533 sq.m (102,615 sqft) which will be made up of a total
of 6,038 sq.m (65,000 sqft) net sales floor, a customer café of 320 sq.m (3,405
sqgft), an entrance lobby of 83sqm (893 sqft), staff facilities of 450 sq.m (4,843
sqft) and back-up area of 2,158sqgm (23,228sqft). The proposed foodstore is
located on the eastern side of the former Auction Mart site with the car park to
the west. Although the expected core hours of the store would be 0700 until
2200, the operators indicated a desire to be able to operate on a 24 hour basis
and also to accept deliveries to the store at any time of the day or night.

The associated car park is to have 583 spaces including 28 disabled spaces
and 25 parent and child spaces. Within the car park area there will also be
trolley storage areas, cycle racks and an area reserved for recycling facilities.
The service yard to the east of the retail unit incorporates an unloading dock,
pump house, sprinkler tanks and other operational apparatus.

A six pump petrol filling station (PFS) together with associated underground fuel
storage tanks and car wash is shown to be located to the north west of the
store, immediately adjacent to the A85(T) but accessed from the internal site
access road. It should be noted that a more recent planning application
(12/00392/FLL) has been submitted in respect of a petrol filling station on a
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similar but revised location to that applied for under this application. The
revised location and layout of the PFS has come forward as a result of
discussions between the applicant and the local residents who had raised
concerns about the PFS as proposed in this application. It has been made
clear that the applicant wishes to proceed with the revised petrol filling station
proposal. The petrol filling station element cannot be withdrawn from this
application as it would constitute a material change to the proposal triggering
the need for the submission of a fresh planning application. It would be
possible to omit by condition the petrol filling station which forms part of this
application, should the Committee be minded to support the application.

12 The main building is proposed in the eastern part of the site. The main
entrance to the store will face west across the proposed car park which will
occupy the space between the existing footpath and the proposed store. The
east elevation will incorporate a service yard. As mentioned above, the
development will be provided with vehicular access to the A85(T) via an existing
junction onto to the north of the site which currently serves Dobbies Garden
Centre, a Travelodge and a restaurant/pub. Pedestrian access follows the
same route as there are footways adjoining the access road although there is a
stepped route through the landscaped embankment to the north of the car park
providing a shorter route to the store. A ramp access is proposed to the north
east of the store to allow pedestrian access to the recycling area and Dobbies
Garden Centre and car park beyond.

13 The proposed building is to be some 127m long by 76m wide and approximately
9m high. A canopy overhang of some 7.8m is incorporated into the main
elevation with a smaller canopy of some 2m providing limited shelter on the
north elevation. The majority of the west elevation, which incorporates the main
entrance, is to be glazed, as is part of the return along the north elevation.
Internally, the customer café is shown to be located in this area. The remaining
walls are shown to be finished in a white composite cladding panel with a flat
texture in the main though a few area of natural stone finished panels are
incorporated to provide visual variety. The colour stated is blonde/buff. This
will tie in with the buff coloured stall riser cladding which features on the eastern
elevation. The roof of the building is to be a very low rise trapezoidal form
finished in Goosewing Grey (a light grey colour).

14 Additional landscaping is proposed along the western boundary of the
application site adjacent to the public footpath and to the embankment area to
the north of the car park, the latter of which incorporates the significant levels
change. Details of the planting could be required by condition should
permission be forthcoming.

15 The current access off the A85 into the site will be upgraded and details of the
proposed works, which includes revisions to the A85 between the site and the
A9 junction and beyond, are set out in the accompanying Transport
Assessment. Cycle racks are to be incorporated and located adjacent to the
side of the Sainsbury's Store.

MAJOR APPLICATION
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Due to the size of the application site, which is over 2 hectares, this proposal is
classed as a Major Application as defined in the Town and Country Planning
(Hierarchy of Development) (Scotland) Regulations 2009 and as such the
applicant has carried out a pre application public consultation exercise, details
of which are included within the Environmental Statement (ES).

ENVIRONMENTAL IMPACT ASSESSMENT (E.L.A.)
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The need for an EIA at this site was identified following a screening exercise
undertaken by the Council under the EIA (Scotland) Regulations 1999 dated 20
October 2009.

EEC Directive (No 2003/35/EC) requires an authority giving a planning consent
for particular large scale projects (the ‘competent authority’, and in this case
Perth and Kinross Council) to make its decision in the knowledge of any likely
significant effects on the environment. The Directive therefore sets out a
procedure that must be followed for certain types of project before they can be
given ‘development consent’. This procedure, known as Environmental Impact
Assessment (EIA), is a means of drawing together, in a systematic way, an
assessment of a project’s likely significant environmental effects. This helps to
ensure that the importance of the predicted effects, and the scope for reducing
any adverse effects, are properly understood by the public and the relevant
competent authority before it makes its decision.

An Environmental Impact Assessment supports the planning application and is
a key part of the submission. The Environmental Statement examines
environmental matters of likely significance associated with the development of
the site for a supermarket.

The key areas on environmental concerns identified through the scoping
opinion issued by the Council are:

e Ecology

e Landscape and Visual Amenity

e Cultural Heritage

¢ Ground conditions

¢ Noise and other operational aspects
e Traffic and Transportation

e Socio-Economic
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NATIONAL POLICY AND GUIDANCE

21

SPP 2010 Scottish Planning Policy 2010

This SPP is a statement of Scottish Government policy on land use planning
and contains:

e the Scottish Government’s view of the purpose of planning,

e the core principles for the operation of the system and the objectives for key
parts of the system,

e statutory guidance on sustainable development and planning under Section
3E of the Planning etc. (Scotland) Act 2006,

e concise subject planning policies, including the implications for development
planning and development management, and

ethe Scottish Government’s expectations of the intended outcomes of the
planning system.

Of relevance to this application are:

e Paragraph 25: Determining planning applications

e Paragraph 33: Sustainable Economic Growth

e Paragraphs 45-48 : Economic Development

e Paragraphs 52-65 : Town Centres and Retailing

e Paragraphs 125-148: Landscape and Natural Heritage
e Paragraphs 165-176: Transport

e Paragraph 255: Outcomes

The following Scottish Government Planning Advice Notes (PAN) are also of
interest:

e PAN 1/2011 Planning and Noise

¢ PAN 2/2011 Planning and Archaeology

¢ PAN 40 Development Management

¢ PAN 51 Planning, Environmental Protection and Regulation
¢ PAN 60 Planning for Natural Heritage

¢ PAN 61 Planning and Sustainable Urban Drainage Systems
¢ PAN 68 Design Statements

¢ PAN 69 Planning & Building Standards Advice on Flooding
e PAN 79 Water and Drainage

CITY REGION PLANS

22

TAYplan (June 2011)

The Proposed Strategic Development Plan 2012 — 2032, while not approved by
Scottish Ministers, has been adopted by the four constituent Councils as
strategic land use policy and as such should be given weight in the
consideration of any proposal. It, like the Structure Plan, supports the
concentration of retail development within existing centres to protect and
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enhance the vitality and viability of town centres with the largest scale of activity
expected in Dundee and Perth.

OVERARCHING COUNCIL PLANS
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Perth & Kinross Community Plan (2006 — 2020)
Key aim - Create a vibrant and successful area through

e Improved infrastructure and transport links
¢ A sustainable natural and built environment

Perth & Kinross Corporate Plan 2009 -2012

Corporate Plan Vision includes — Building a vibrant and successful area through
the following objectives:

¢ Provide a safe, secure and welcoming environment

e Promote healthy, caring communities

¢ Build a prosperous, sustainable and inclusive economy
¢ Develop educated, responsible and informed citizens

e Support confident, active and inclusive communities

DEVELOPMENT PLAN
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The Development Plan for the area consists of the Approved Perth and Kinross
Structure Plan 2003 and the Perth Area Local Plan 1995.

Perth and Kinross Structure Plan 2003

The application site is located within the Perth Core Area where the strategy
below applies:

Strategy 1 - The Perth Core Area

The Strategy seeks to accommodate growth while safeguarding the key
environmental and cultural assets of the area. It hopes to achieve this in part by

e Promoting Perth as the key retail and service centre in Perth and Kinross by
encouraging further improvements to the range and quality of retail
provision, leisure, entertainment and public services

e Promoting the re-use of brownfield and contaminated land

e Promoting an integrated transport system across the Core area

The principal relevant policies are in summary:
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Sustainable Communities Policy 8: Town Centres

Town Centres shall be main focus for investment in employment, retail, leisure
and other service provision. Development in other town centres will be
encouraged to maintain their role and improve their vitality.

Sustainable Communities Policy 9: Built Environment

Local Plans will ensure new development makes positive contribution to
identity, character and quality of built and historic environment, contributes to
sustainable development, assists urban renewal.

Sustainable Economy Policy 1

There is a presumption that business and industrial sites will be predominantly
identified close to Perth and the former burghs.

Sustainable Economy: Policy 6

Proposals for convenience or comparison retail floorspace (over 1,000 square
metres gross) outwith the city centre, as defined in the Local Plan, will not be
supported unless it can be demonstrated that they cannot be accommodated in
the city centre. Proposals will be assessed against the following criteria:

¢ A sequential approach which considers fully alternative sites in or adjoining
the town centre or other designated retail centres (as defined in the Local
Plan).

e That the proposal provides for significant improvements in distribution and
accessibility of shopping provision.

e That the existing or proposed floorspace can be supported.

¢ Accessibility to the public transport network.

e The extent to which they encourage change to development patterns which
are accessible by means other than car.

¢ The outcome of a Transport Assessment.

e The cumulative impact of new retail floorspace.

Environment and Resources Policy 2: Natural Heritage

The protection and conservation of wildlife, habitats and other natural features
will be supported. Development affecting areas designated as being of
international or national importance will only be permitted where it can be
demonstrated that:

e the objectives of designation and the overall integrity of the area will not be
damaged.

e there are no alternative solutions.

e there are imperative reasons of overriding public interest including social or
economic considerations.
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Environment and Resources Policy 8: Cultural Heritage

The Council will seek to ensure that the rich and varied cultural heritage
resources of Perth and Kinross are recognised, recorded, protected and
enhanced as appropriate. New development which would adversely affect
Listed Buildings, Conservation Areas, Scheduled Ancient Monuments, Historic
Gardens and Designed Landscapes or their settings will not be permitted unless
there is a proven public interest where social, economic or safety considerations
outweighs the cultural interest in the site.

Environment and Resources Policy 10: Sustainable Drainage

The use of sustainable drainage solutions to regulate run-off will be required as
part of development proposals to control the rate and quality of run-off as close
to its source as possible.

Making it Happen Policy 1:

The Council will identify in Local Plans and/or development briefs deficiencies in
facilities and infrastructure that may be created or exacerbated by a proposed
development. In addition the need for affordable housing will be assessed. In
these circumstances, provision of affordable housing and/or the necessary
infrastructure or contributions to overcome these deficiencies will be sought
from developers through mechanisms including the use of Section 75
agreements. These contributions will be proportionate to and commensurate
with the scale of development. In instances where a developer wishes to
proceed before or in the absence of public bodies provide the necessary
infrastructure or facilities, the Council will support mechanisms, including the
use of Section 75 agreements, to achieve satisfactory provision.

Perth Area Local Plan 1995 (incorporating Alteration no.1 Housing Land
2000)

The application site is not allocated for any particular use within the adopted
Perth Area Local Plan 1995 and although a brownfield site it is currently outwith
the defined city boundaries and west of the A9(T).

The principal relevant policies are in summary:
Policy 1: General Policies
Developments will be judged against the criteria which include the following:
e The site should have a good landscape framework within which the
development can be set and, if necessary, screened completely.
¢ In the case of built development, the scale, form, colour and design should
accord with the existing pattern of building.

¢ The development should be compatible with its surroundings in land use terms
and should not cause unacceptable environmental impact.
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¢ The local road network should be capable of absorbing the development and a
satisfactory access onto that network provided

e There should be sufficient spare capacity in local services to cater for the
development.

e The site should be large enough to satisfactorily accommodate the
development.

e The need to accommodate development as part of ongoing requirements of
existing commercial land uses in the countryside.

Policy 2: General Policies

There will be a presumption against consent for built development adjoining
those settlements which are the subject of settlement maps.

Policy 22: Archaeology

The District Council will seek to protect unscheduled sites of archaeological
significance. Where development is proposed in such areas there will be a
strong presumption in favour of preservation in situ and where in exceptional
circumstances preservation of the archaeological features is not feasible the
developer, if necessary through appropriate conditions attached to planning
consents, will be required to make provision for the excavation and recording of
threatened features prior to development commencing.

Policy 46: General Shopping
This policy identifies both major retail areas and neighbourhood shopping
centres. Retail development of more than 1000m? gross outwith these areas will
not be in accordance with the Local Plan.

Perth and Kinross Local Development Plan — Proposed Plan 2012

The PDLP 2012 is a material consideration at this time where the policies below
are relevant:

Policy RC4 Retail and Commercial Leisure Proposals

Retail and commercial leisure facilities will be expected to locate in town and
neighbourhood centres or other commercial centres.

Proposals for any retail and leisure development of 1,500 square metres or
more gross floor space outwith a defined town centre boundary, and not in
accordance with the development plan, will require a transport, retail or leisure
impact assessment. Any detrimental effects identified in such an assessment
will require mitigation.

Proposals for edge of centre or out of centre locations will only be acceptable
where:
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(@)

(b)
(c)
(d)
(e)

(f)
(9)

It can be demonstrated that a proposal helps to meet quantitative and
qualitative deficiencies in existing provision

It is supported by a favourable sequential assessment

It is of an appropriate scale

It provides improved distribution and accessibility of shopping provision

It provides for accessibility to public transport and non car modes of
transport

Any detrimental effects identified in the transport assessment are mitigated
It has been demonstrated that there will be no significant impact (individual
or cumulative) on any centres within the network of centres

Policy ED1A: Employment and Mixed Use Areas

45 Areas identified for employment uses should be retained for such uses. Within
these areas any proposed development must be compatible with surrounding
land uses. In addition the following criteria will apply:

(@)
(b)
(c)
(d)

The proposal should not detract from the amenity of adjoining, especially
residential areas

The local road network should be suitable for the traffic generated by the
proposals

There should be good walking, cycling and public transport links to the
new employment uses

Proposals for retail uses in employment areas will not generally be
acceptable unless they are ancillary to an acceptable use on the site.

OTHER POLICIES

The Perth and Kinross Retail Update 2011

46 The 2011 Retail Review updates and replaces the previous study of 2006. The
main purpose of the study is to contribute updated information to support and
inform the Perth and Kinross Development Plan.

SITE HISTORY

47 There have been a series of applications relating to this site over the years.
These include:

¢ 88/01145/FUL - erect livestock auction market & ancillary facilities — approved

23.09.1988

¢ 88/01781/FUL - revised proposals for auction market & ancillary facilities —

approved 27.01.1989

¢ 08/01513/IPM - Mixed use development (in principle) — appeal against non-

determination withdrawn 04.11.2009
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CONSULTATIONS
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Architecture and Design Scotland

General guidance provided on recent retail developments but no specific
comments relating to the current proposal.

Scottish Environment Protection Agency

No objection but advice provided to applicant relating to Sustainable Urban
Drainage System, foul drainage, pollution prevention and waste management.

Scottish Water

No objection but advises that due to the size of this proposed development it is
necessary for Scottish Water to assess the impact this new demand will have
on the existing infrastructure. With any development of 10 or more housing
units, or equivalent, there is a requirement to submit a fully completed
Development Impact Assessment form. Development Impact Assessment forms
can be found at www.scottishwater.co.uk.

Scottish Government Consultation

Under the Environmental Impact Assessment (Scotland) Regulations 1999
Scottish Government are a statutory consultee to any submitted EIA. The
comments detailed below are presented only in relation to the Environmental
Statement and are not consultation responses on the appropriateness or
otherwise of the submitted development proposal:

e Historic Scotland — no objection
¢ Scottish Government Air Quality/Noise — no comments
¢ JMP Consultants to Transport Scotland in regard to EIA:-

The Air Quality Assessment Report provides a robust assessment. The
conclusions and proposed mitigations for the construction phase of the
development are agreed with. The conclusion that the impact on air quality
during the operational stage will be ‘slight adverse’ at the properties across the
road from the access whilst being ‘negligible’ elsewhere is also accepted.

Transport Scotland Network Operations Trunk Road and Bus Organisation
recommends conditions be attached to any permission relating to gross
floorspace, provision of a travel plan, proposals for new and/or extended bus
services and their associated introduction, off-site improvements to the trunk road
network incorporating appropriate traffic signalisation, with the improvements
being completed prior to the occupation of the store, and that details of all lighting
and advertisement features within the site be provided for further approval.
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Tulloch Community Council

The main concern for the community is the increased traffic on the Crieff Road
that the proposed development would generate. Problems are envisaged, even
with the proposed mitigations.

Perth & Kinross Heritage Trust

The area outlined for the development contains an area of known
archaeological sensitivity and is considered to have archaeological potential.
Cropmarks likely to represent archaeological remains have been identified
through aerial survey in the northern sector of the site and adjacent to it, to the
west. The site lies to the south east of Huntingtower, an area of extensive
archaeological remains and historic significance, including Scheduled Ancient
Monument (SAM 3630) and Huntingtower Castle. It is recommended that a
condition for an archaeological programme of works be attached to any
permission if granted to identify any archaeological remains and, if appropriate,
to ensure that the impact of the development is mitigated through preservation
in situ or by record.

PKC Access Officer/Countryside

Concerns relating to the lack of current provision of a separate crossing over
the A9(T) for pedestrians and cyclists are raised. An existing Right of Way
(RoW) and proposed core paths runs along the western perimeter of the site.
There is a wicket gate on the path route which was considered necessary when
the mart was in operation, with a view to controlling escaped livestock. This
gate is superfluous now and its removal would allow future maintenance of the
path and hedge. A condition requiring the footpath route to be maintained
and/or repaired if necessary should be attached to any permission.

PKC Environmental Health

Noise

It is acknowledged that there is always the potential for noise from a
development of this scale due to plant noise, traffic noise and delivery noise etc.
The noise assessment which was included as part of the EIA did show there
could be an issue with sleep disturbance due to night time deliveries therefore |
have recommended that an acoustic barrier be installed along the service yard.

Odour

This store is proposing to have an in store bakery, therefore | have
recommended a condition below controlling the escape of odours from this.
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Lighting

A condition requiring the appropriate orientation of external lighting so as not to
permit direct illumination of neighbouring land and that light spillage beyond the
site boundaries is minimised is recommended.

Air Quality

Initially concerns were raised regarding the execution of the original Air Quality
Assessment (AQA) and potential air pollution and further information has been
submitted and considered.

The last set of modelling results provided by the applicant in March 2012 has
predicted 0.78ugm™ increase in PMj, at Bencloich, which the consultant
correctly states means a small increase in terms of Environment Protection UK
guidance and a slight adverse significance descriptor. The concern is that this
is the fourth run of this model and the 0.78ugm™ value is considerably less than
the other results and only just below the 0.9ugm-® EPUK banding for a medium
increase. The previous predicted increases of PM4 at Bencloich are 1.89ugm’
3 2.24ugm™ and 1.05ugm™ and the concern is that the latest increase is
considerably less than some of the other predicted increases here which
reduces the confidence Environmental Health Officers have in these results.

The Environmental Health Team is in the process of installing a background
PMio monitor to improve the validity of the PKC model. The Environmental
Health Team maintains the recent city wide modelling study offers a more
accurate representation of air quality in the vicinity if the application site than the
consultants model. Due to the fact that at least one of the properties opposite
the site may be exceeding the annual mean PM;y standard and they are all
outside of the Perth Air Quality Management Area (AQMA), this department will
be required to investigate this in more detail and the possibility exists that the
AQMA may have to be extended to accommodate these properties. Any
development which increases PM1o pollution here, even if by only 4% of the
standard, obviously makes the possibility of extending the AQMA more likely,
and this can be an expensive and time consuming process for a local authority.

The consultant states that the development should be assessed on the increase
in emissions due to traffic, rather than the absolute levels around the site due to
the uncertainty of PMqo levels here, but goes on to state that there is no
requirement for PMso monitoring to be undertaken by Sainsbury’s. PMjg
monitoring would make the picture far clearer here and aid any planning
decision, but in its absence we must go by the best available data at this time
which is the recent city wide modelling report referred to above.

It is worth noting that a recent appeal by Sainsbury’s to a proposal in Sheffield,
which was refused on air quality grounds, was dismissed by the Planning
Inspectorate in England due to a few factors including the use of monitoring
data which was not appropriate in verifying the model.
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The consultant’s response notes that JMP Consultants on behalf of Transport
Scotland were satisfied with the conclusions of the air quality assessment. JMP
and therefore Transport Scotland would not be aware of the findings of the
recent modelling report referred to above and would not posses the detailed
local knowledge in relation to air quality that this department has therefore this
has no effect on the conclusions of the Environmental Health Team.

The consultant quotes PAN 51 “In Air Quality Management Areas (AQMAS)or
adjacent to them, air quality is likely to be a material consideration for large
scale proposals ...This does not mean that all such applications should be
refused even if they are likely to affect local air quality, but it may mean that
conditions have to be applied to mitigate adverse effects” and states that the
presence of an AQMA should not sterilise a site from development as long as
appropriate mitigation is applied. It should be remembered that the properties
in question are not actually in the AQMA and it is this officer’s opinion that every
effort should be made to avoid the AQMA being extended if possible.

Whilst certain mitigation measures are mentioned in the air quality assessment
and the A85/A9 interchange is mentioned within the latest reply, none of these
measures are quantified therefore it is impossible to say if they will bring down
the predicted levels of PMyg to the “imperceptible” level required to permit the
removal of this objection.

If the applicant can mitigate air quality impacts so they will essentially be so
small as to be imperceptible or show through their own monitoring that there is
no risk of the AQMA being extended, then this objection could be removed.

REPRESENTATIONS
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A total of 26 letters of representation have been received. 24 are objecting to
the proposal and 2 support the application. Of these 26 letters, one is from
Tulloch Community Council objecting to the application.

The letters raise the following relevant issues:
Transport/traffic issues

e Traffic impact — Inadequate road network to cope current transport
infrastructure couldn’t accommodate the proposed development capacity

e Safety especially cyclists and pedestrians

e Lack of alternative transport methods

¢ Road Congestion at key points — liable to get worse particularly during events
e.g. football matches, Game Fair at Scone, Jehovah Witnesses
convention, etc

¢ Access should be directly from A9(T)

e Mitigations proposed will only resolve current issues

e Access to properties on A85(T) will be further restricted due to queuing traffic

e Concerns regarding disruption during completion of road mitigations

4L



Retail Impact

¢ RIA suggests only impact on Tesco and Asda with Morrison’s not being
mentioned

e Sequential assessment is flawed

e Lack of sufficient retail capacity

Pollution/Nuisance

¢ Health concerns through traffic pollution build up
¢ Noise impact from supermarket

Development Plan

e Contrary to Local Plan

e Contrary to Structure Plan

e Lack of need due to existing provision in town

e Premature in relation to Proposed Local Development Plan
¢ No justification for setting aside the development plan

Amenity

¢ Existing light pollution will be exacerbated
¢ Loss of residential amenity for nearby houses

Culture/Historical Setting

¢ Unsympathetic development given historical importance of the area

Effect on biodiversity/habitat

e Loss of wildlife areas
¢ Existing woodland should be retained

Associated Issues

e Town centre requires boosting not rural areas

¢ Additional hardstandings will result in further surface water run-off

¢ Job creation could be delivered at better site, e.g. St Catherine’s Retail Park

e Construction employment will only be short term benefit

e Existing empty units should be filled in preference to constructing new

e Site could be developed as camping/caravanning site with multiple leisure
facilities

A number of concerns were also raised in relation to the proposed petrol filling
station. The applicant was aware of this and has carried out extensive
consultations with local residents. The result of these discussions is the
submission of an associated but separate planning application (12/00392/FLL)
for a petrol filling station on a similar but revised location and incorporating
additional screening and planting. As that application has only attracted one
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letter of comment it can be processed under the Council’s delegated powers
and is not required to be reported to Committee for determination. Given the
desire of the applicant to develop the revised petrol filling station proposal it is
reasonable and appropriate to remove by condition the petrol filling station
element of this application, should permission be forthcoming.

72 In support of the application, the following comments were made:
¢ Proposal will provide real competition for existing operators
e Shoppers go outwith the area and money is being lost to Perth due to lack of
choice of operators
¢ Additional jobs will be created
e Sainsbury’s is an ethical company
Response to issues
73 The appraisal section of this report responds to the material planning concerns
raised.
ADDITIONAL STATEMENTS
74 Environment Statement Yes
Screening Opinion Yes on file
Environmental Impact Assessment Yes
Appropriate Assessment Not required
Design Statement / Design and Access vy
es
Statement
Retail Impact Assessment
. submitted
Report on Impact or Potential Impact Air Quality Assessment
Tree Survey
APPRAISAL
Content and Adequacy of the Environmental Impact Assessment
75 Part Il Schedule 4 of the Environmental Impact Assessment (Scotland)
Regulations 1999 outlines the information which is to be required in an EIA.
The content of the EIA is considered to meet the requirements of the
regulations.
Legislative Background
76 Sections 25 and 37(2) of the Town & Country Planning (Scotland) Act 1997 (as

amended) requires the determination of the proposal to be made in accordance
with the provisions of the Development Plan, unless material considerations
indicate otherwise. The determining issues here are whether the proposals
comply with Development Plan policy or if there are other material
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considerations, which justify a departure from policy. The most relevant policies
of the Development Plan are listed in the policy section above.

Consideration requires to be given as to whether the proposed development
accords with both National Policy and Development Plan policies, in particular
whether retail capacity exists to accommodate the proposal without a significant
adverse impact on Perth City Centre, whether the proposals are acceptable in
terms of zoning, scale, design, siting and landscape terms, whether satisfactory
access, parking, servicing and related infrastructure can be achieved. If the
proposal fails to meet with policy requirements, careful consideration has to be
given to whether there is a satisfactory argument in terms of overriding public
interest which justifies the setting aside of the Development Plan.

It should be noted that Perth and Kinross Council has a property interest on
land outwith the planning application site but required for the off-site road
mitigation proposals. This ownership interest does not affect the consideration
or determination process of this planning application. The decision whether or
not to allow the developer to use Council land, should permission be
forthcoming, is not for this Committee.

Land Use Zoning

The site is identified as existing employment land in the Proposed Local
Development Plan 2012 (PLDP). Policy ED1A seeks to retain employment land
as such and expects proposals not to detract from the amenity of the
surrounding area, to be served by an appropriate local road network, to be able
to provide good access to non-car travel modes and does not generally support
anything other than ancillary retail use. It is worth noting that the site is included
within the proposed revised settlement boundary of Perth as shown in the PDLP
and surrounded to the west and south by new residential development.

The PDLP is at a stage where, although the public consultation part of the
process has been completed, the representations received have not yet been
assimilated. It is not known how many, if any, representations have been made
with regard to the policy zoning of the site. The Council has yet to decide how
to progress the adoption of the PLDP. The PLDP therefore carries limited
weight as a consideration in the determination of any application at this time
and the adopted Local Plan still retains precedence.

The site is not allocated in the Perth Area Local Plan 1995 for any particular use
probably as, at the time, the livestock auction mart and associated uses were in
operation. The General Background Policy 1 therefore applies. This policy
generally, but not exclusively, restricts developments to agriculture, forestry or
recreation and tourism projects requiring a countryside location. There are a
number of criteria against which all developments are to be judged. Even
though not one of the four named acceptable uses, the proposed development
does or could meet all the necessary criteria (see policy section above), as will
be demonstrated later in this report.
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Policy 2 of the Local Plan seeks to prevent development creeping into the
countryside by prohibiting built development outwith and adjacent to defined
settlements. Whilst the application site lies outwith the identified settlement
boundary of Perth, the site is not virgin countryside. The application site has
previously been developed and is therefore a brownfield site.

The planning history of the site shows a mix of uses. The site was originally
developed as an agricultural livestock mart. There were a number of ancillary
uses which developed alongside including cafes, banking facilities and
numerous retail units. Some of the retail units were closely associated with a
country lifestyle (e.g. saddler, animal feed, etc). Other uses were aimed more
at the general public, particularly the large Edinburgh Woollen Mill store and the
cafes. This meant that the site became a destination for the public for purposes
and at times other than directly linked with the livestock sales operation. Part of
the original mart buildings gained permission to be used as car auction
premises. There have also been a few large scale ‘one off’ exhibition/sales on
the site (e.g. Potfest).

On the wider Huntingtower Park site there is a restaurant/public house, a
Travelodge and a garden centre. The garden centre incorporates a significantly
sized café and retail areas for books, clothes, gifts and food. The character of
the site, which has been established over the past twenty years, is therefore
one of a mix of uses incorporating business, retail and tourism.

The majority of the application site is now cleared and sitting empty though one
large shed remains. This derelict state is detracting from the remaining
businesses in the immediate area, potentially to their detriment. The current
proposal would re-use this brownfield land.

In my view, on this issues, there is scope to justify a departure from the
Development Plan for the principle of development on this site given the
brownfield nature of the site, the existing and historic mix of uses on the site
and the potential for environmental betterment.

Retail Impact

Policy

In accordance with Scottish Planning Policy (SPP) 2010, the aim of the
Development Plan is to direct new retail investment towards existing town
centres as this offers the best opportunity to provide for the whole community as
well as offering the potential to reduce car journeys. It is accepted in SPP 2010
that town centre locations are not always possible and recommends that the
sequential approach should be applied which defines a range from ‘town centre’
to ‘out of centre’ and that reasonableness and flexibility should be exercised by
all parties in the selection process.

Sustainable Economy Policy 8 of the Perth & Kinross Council Structure Plan
(2003) echoes this. It is left to Local Authorities in co-ordination with related
strategies and stakeholders to assess how centres might accommodate
requirements for new development and identify appropriate sites having regard
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to other policies in the Development Plan. Whilst the sequential test does not
prohibit new retail developments outwith town centres, there remains a
requirement for new developments to be accessible by a range of transport
modes, especially public transport, walking and cycling. If the new site can be
accessed and linked with the existing town centre, there would be a greater
possibility of linked shopping trips and more mutual trade and footfall between
the site and the town centre.

The site is not allocated for any particular use within the Perth Area Local Plan
1995 and although a brownfield site it is currently outwith the city and west of
the A9.

The Local Development Plan Proposed Plan (2012) does not allocate it for any
use other than showing it as within an existing employment area. Following the
recent Council decision to include Perth West Strategic Development Area
instead of AlImond Valley Strategic Development Area within the Proposed Plan
the site is now shown to be within the city should the Plan be adopted. In
addition a site for retail use has been allocated (subject to capacity) in the Local
Development Plan Proposed Plan at Newton Farm off Crieff Road. A Proposal
of Application Notice (12/00001/PAN) has been received in respect of this site
but no formal application has been lodged.

The applicant has undertaken a Retail Impact Assessment which includes three
main elements:

¢ A qualitative assessment (i.e Town Centre Health Check) to define the relative
health of the town centre and as such its ability to absorb impacts

¢ A quantitative assessment of available expenditure and likely expenditure
patterns pre and post development

e A sequential site assessment to determine whether the subject site is
appropriate

Scale

There is concern regarding the scale (9,533 sgm gross internal and 6,038 sqm
net sales area) of the proposed supermarket especially in relation to the
sequential assessment and the quantitative assessment. With specific regard
to the quantitative assessment, there is very little capacity for the size of the
supermarket proposed.

Sgm

Net Sales 6,038
Convenience Sales 3,716

Comparison Sales 2,322

Customer Café 320

Entrance Lobby 83

Staff Facilities 450
Backup/Storage 2,158

Cash tills/Circulation 484

Total 9,533sgm
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Convenience Goods

The recent Retail Review in 2011 by Roderick Maclean Associates on behalf of
Perth & Kinross Council indicates that there is currently only £5million of
available convenience expenditure in 2011 and just £11 million in 2016. This
equates to 800sgm of floorspace. However since this study, a modification to
the Section 75 agreement has been granted allowing a foodstore within St
Catherine’s Retail Park and means there is no convenience capacity for any
more stores and especially of the scale of the proposed superstore. This
indicates that the existing stores in Perth plus extant permissions provide an
acceptable level of service for the catchment population. The scale of the
proposed store is a significant concern especially if there is no capacity
available for the convenience goods element of 3,716sqgm (62%). It therefore
fails to justify the need for a new superstore from a quantitative perspective.

However the level of convenience retail units within the city centre is reasonably
low (6%) and any impact from the proposed stores large convenience goods
section (3,716sgm) will therefore be reasonably limited.

Comparison Goods

There is also significant concern regarding the scale of the store’s comparison
offer and its potential impact on Perth City Centre. The comparison shopping
element of the proposed store of 2,322sgqm (38%) is considered too high and
could result in a significant adverse impact on the existing comparison retailers
within Perth City Centre.

If permission were to be granted for the store it is considered that a comparison
goods element of 30%-35% would be more acceptable given the size of the
store which will be the largest within Perth. This should be covered by way of a
planning condition which includes the percentage and a maximum floorspace
allowance in the event that the store expands in the future.

In addition there should also be a condition preventing any internal comparison
units such as opticians, pharmacy, travel agents etc from trading as such units
are considered that they could have an adverse impact on the city centre.

Sequential Assessment

SPP 2010 sets out the Government’s aspirations for town centres in relation to
retailing and emphasises the need for Development Plan policies to better
reflect local circumstances. It goes on to state that the sequential approach
requires flexibility and realism from Planning Authorities, developers, owners
and occupiers to ensure that different types of retail and commercial uses are
developed in the most appropriate location. Structure Plan Sustainable
Economy Policy 8 requires that a sequential approach is demonstrated for non
town centre or edge of centre retail sites.

The sequential approach in SPP 2010 requires locations for retail development
to be considered in the following order:
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town centre,

edge of town centre,

other commercial centres identified in the Development Plan,

out of centre locations that are or can be made easily accessible by a
choice of transport modes.

NS

The application site is considered to be an out of centre site.

In terms of the sequential assessment there are a number of sites which have
been assessed. There are a number of vacant units within St. Catherine’s
Retail Park. These vacant sites are located within an edge of centre retail park
and because of their proximity to the city centre are better placed to encourage
linked trips and are more accessible by all modes of transport in comparison to
the proposed site.

The surface car park at Thimblerow is a city centre site on the edge of the prime
retail area. It has also been allocated as an opportunity site with ground floor
retail in the Perth Central Area Local Plan 1997 and an Opportunity Site within
the Local Development Plan Proposed Plan.

SPP (2010) (paragraph 57) indicates that the division of a large proposal to
better fit existing properties and sites could be considered. It is the opinion of
Development Planning that both of the above sites could accommodate a large
percentage of the proposed store.

The application site is only readily accessible to the car and is currently not
easily accessible to sustainable modes of transport of public transport, walking
and cycling. There are four bus services which pass the application site with just
two scheduled to stop near the proposed development. The services at the
weekend and in the evenings are particularly poor and this is when the store is
likely to be at its busiest. In comparison the two services stop at Tesco on Crieff
Road every 10 minutes.

It is considered that west/north west Perth is currently adequately served by the
Asda at Dunkeld Road and Tesco Extra on Crieff Road. Whilst the population
of Perth is predicted to increase over the next 20 years and it is the west/north
west of the city that is expected to expand, it will be some time before a
significant population will be present in north west Perth. At this stage of the
PLDP process, it is not clear where that population would be located in relation
to the current proposal.

The recent appeal decision (PPA-110-2059) to dismiss the planning application
for an out of centre foodstore in Stonehaven raises some important issues. It is
accepted that no comparison should be made with other out of centre sites
within Perth in terms of the sequential assessment. However the recent appeal
decision does state that comparison with out of centre sites supported by the
development plan can be made. Because there is a potential retail site
identified at Newton Farm (subject to capacity) in the Proposed Local
Development Plan, any decision made could have a significant impact on the
future strategy for the west/north west area of Perth.
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In addition, the recent appeal decision in Stonehaven to dismiss that application
on the grounds of prematurity with respect to the emerging Local Development
Plan raises the question of prematurity of decision regarding the current
planning application. It may be a number of years before the Local
Development Plan is formally adopted and is therefore still subject to potential
change/alteration at this location. The Proposed Plan does not allocate the site
in question for retail use and it could be a some time before the surrounding
area sees any significant levels of development.

The important issue is the fact that there is no quantitative capacity available
within Perth for the scale of store proposed or even a smaller store. The 2011
Retail Update identifies (Table 5.1) that in 2016 and 2021 there will be very little
spare capacity. If there was capacity identified in the 2011 Retail Review for a
smaller store there may be edge of centre sites (St Catherine’s Retail Park,
Thimblerow Car Park) that could potentially accommodate a smaller proposal
and would have to be considered.

It is considered that because the scale of the store proposed by Sainsbury’s is
not required and there is no site available in Perth City Centre or in an edge of
centre location then the sequential assessment is not met.

Quantitative Assessment

An understanding of the current quantitative retail factors within an area allows
an understanding of the retail requirements of an area and the affect of bringing
forward new retail development. The Retail Impact Assessment contains a
model which sets about understanding the current available expenditure within
an identified catchment (demand) and assessing this against the turnover of
existing/consented provision (supply).

The applicant’s RIA states that there is considered to be a Total Available
Expenditure TAE (net) (Supply) of some £201.95 million for convenience goods
and £552.15 million for comparison goods at 2014. Based upon average
turnover levels of the existing retail units in Perth suggests that there is a deficit
of £10.6 million on convenience goods and £97.47 million capacity for
comparison goods in 2014. The 2011 Retail Review prepared by Roderick
Maclean Associates on behalf of Perth & Kinross Council is more up to date
than the applicant’s RIA (2009) and it shows that within Perth and Kinross there
is £297million available for convenience goods and £493million for comparison
goods at 2014. Within the Perth area itself the figure is £165million
(£169.5million at 2016) for convenience goods and £274million (£291million at
2016) for comparison goods at 2014.

Convenience Goods Capacity

On the basis of the capacity information contained within the RIA there is no
quantitative need justified for convenience goods but there is capacity for
additional comparison goods. The Perth & Kinross Structure Plan (2003)
Sustainable Economy Policy 6 and the Perth & Kinross Local Development Plan
Proposed Plan (2012) Policy RC4 state there must be sufficient capacity in
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expenditure terms to accommodate the retail proposal and that it does not have
an adverse impact on the city centre.

The 2011 Retail Review shows that that at 2016 there is no convenience
capacity in Perth with £169.5million available expenditure amongst the resident
population but the existing stores in Perth have a average turnover
£183.6million leaving a capacity deficit of £14.1million. In fact within the whole
of Perth and Kinross, there is only £5million spare capacity for convenience
goods at 2011 and £11million at 2016. As stated earlier planning permission
has recently been granted for a foodstore within St Catherine’s Retail Park
which leaves no capacity for an additional foodstore within Perth.

Comparison Goods Capacity

In terms of capacity for comparison goods in Perth the 2011 Retail Review
shows there is capacity of £44.8 million at 2016 within Perth itself and £53.6
million in Perth & Kinross. Whilst the comparison goods capacity figure
indicates that there are opportunities for further development there are concerns
that the comparison goods element of the proposal of 2,322sgm will have an
adverse impact on Perth City Centre which is currently struggling following a
recent increase of comparison good unit closures. It is considered that the
scale of the proposed comparison goods floorspace in the proposed location
could result in further city centre closures, though as mentioned previously, this
could be restricted by condition.

Qualitative Assessment

A health check is a recognised monitoring tool to measure the strengths and
weaknesses of a town centre and to analyse factors which contribute to its
vitality and viability. Vitality is a measure of how lively and busy a town centre is
and viability is a measure of capacity to attract on going investment, for
maintenance, improvements and adaption to changing needs.

Perth is the main urban area within Perth and Kinross and has a strong focus
on the tourist industry. It plays a vital social and economic role in providing
services for Perth and the surrounding region. There is a range in the quality
and convenience of services, especially independent retailers, that are
attractive to local residents, tourists and investors.

The applicant’s Retail Impact Assessment provides details regarding the current
situation within Perth and is outlined as follows:

e There are 670 units in Perth City Centre including 40(6%) units occupied by
convenience operators, 281(42%) by comparison, 134 (20%) by leisure,
172(25.6%) by service and 43(6.4%) vacant units. Of these 71% are
independent retailers.

e The principal convenience retailers are the Tesco Metro and Marks and
Spencer's Foodhall.  There are just 28 independent convenience
operators including butchers, bakers, delis, off licenses and newsagents.
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e Comparison retailers account for 42% of the units within the town centre
including a number of national retailers such as Debenhams, Boots, and
Gap.

e The vacancy rate at the time of submission in 2009 was 6.4% which was well
below the GOAD national average of 10.35%. (GOAD is a retail database
and is derived from retail occupancy information.) (Note: these figures are
now out of date and figure is a bit higher at 9.6% in Perth with the UK
average now over 14% at January 2012.)

¢ The city centre is easily accessible by public transport from a number by both
bus and train and there are cycle and car parking facilities within and on
the edge of the town centre.

The applicant has stated that the Retail Impact Assessment when assessed
against the Town Centre Health Check Perth scores relatively highly at 3.7 out
of 5. The applicant’s conclusion is that Perth has a reasonably healthy town
centre and robust enough to accommodate the impact of the proposed new
store. It is considered that the score today would be a bit lower owing to the
current economic climate and the number of comparison goods shops that have
closed in the city centre in recent years.

The impact on convenience provision in Perth is predicted to be small but this is
based mainly on the fact that convenience representation within the city centre
is relatively low at just 6%. Within the Retail Impact Assessment, the applicant
does not appear to fully assess the impact of the proposal on city centre
comparison outlets other than saying they “are not predicting any adverse
comparison impacts arising” and that at 2014 they will be overtrading by
£17million and there will be £60million in leakage.

The Planning and Retail Impact Assessment concludes that a new superstore
will further improve the convenience and comparison goods on offer within
Perth, will provide appropriate competition and will enhance local consumer
choice.

Whilst the above may be true, in terms of qualitative impact the applicant does
not state that a new supermarket at East Huntingtower will provide a benefit to
the city. The site is not currently easily accessible to non car modes of
transport and the current bus service past the site is relatively infrequent
especially at evening time or at weekends when the store would be at it's
busiest. Because of its location beyond the A9 there will be limited scope for
linked trips with people carrying out their convenience shopping at the
supermarket and heading home rather than using the town centre for other
retail and service needs which would help claw back any lost expenditure.

It is recognised that the addition of a main convenience goods operator not
already represented within Perth will improve customer choice, competition and
may lead to some of the existing stores improving their offer. However, on
balance it is considered that the qualitative justification for a supermarket at
East Huntingtower other than increased retailer competition and consumer
choice is not enough to outweigh significant concerns regarding the expenditure
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capacity for convenience goods and the likely impact the proposed store could
have on the existing comparison retailers in Perth City Centre.

In addition, within the LDP Proposed Plan (paragraph 5.1.17) it is important to
note that an embargo is included on further planning permissions on the A85
(Crieff Road) for developments outwith Perth greater than 0.5 hectare until such
time as the construction of the proposed A9/A85 junction has commenced.

In summary, the Retail Impact Statement concludes that the impact on Perth
city centre will be marginal given the strong trading position of the centre and
the predominance of the non food retail offer. It further states the greatest
impacts will be realised within the existing large food stores set around Perth
but no so much that this would undermine their ability to trade.

Conclusion

Based on the information provided it seems a number of matters are clear
regarding the proposal.

e There is insufficient quantitative capacity for any new large foodstore within
Perth and therefore the proposal fails the quantitative test;

e Improving customer choice, adding competition and added investment in
Perth’s retail sector by the applicant and other operators will provide some
qualitative benefits. However the qualitative reasons put forward for the
proposed store are marginal and not quite strong enough to outweigh the
quantitative issues. The proposal therefore also fails the qualitative test;

elt is considered that the sequential assessment is fundamentally flawed
because no need has been justified for the scale of store proposed by
Sainsbury’s. There are no sites available in Perth City Centre or in an
edge of centre location that could accommodate the scale of the proposal.
The application therefore fails the sequential test;

e The proposed store is currently considered to be in a poorly accessible and
unsustainable location because it is poorly related to existing residential
areas within Perth, although the development at Almond valley is the
subject of a current appeal.

elt could be some time before a significant population will be present in
west/north west Perth and it could end up being a significant distance from
the proposed store;

e The Proposed Local Development Plan raises the issue of prematurity of
decision regarding the current planning application. It will be some time
before it will be formally adopted and is therefore still subject to
change/alteration at this location. The Proposed Plan does not allocate
the site in question for retail use and allocates one (subject to capacity) at
Newton Farm. It could be a number of years before there are any
significant levels of development at west Perth;

e The PLDP (paragraph 5.1.17) highlights that there is an embargo on further
planning consent on the A85 (Crieff Road) for developments outwith Perth
greater than 0.5 hectare until such time as the construction of the
proposed A9/A85 junction has commenced.
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On the basis of the above, there is little retail planning policy support for the
proposed superstore. There are sites within or on the edge of the town centre
such as St Catherine’s Retail Park and Thimblerow Car Park that could be
better placed to provide convenience retailing of a smaller and potentially more
acceptable scale.

A more central location would encourage linked trips to the town centre which
has seen its retail ranking slip in recent years and vacancy rates are on the
increase. National and local planning polices seek to protect and improve city
centres such as Perth.

It is considered that the current economic situation is not a strong enough
reason to relax national and development plan polices regarding out of centre
retail proposals e.g. the 2010 appeal decision for a small convenience store on
Riggs Road, Perth.

Should permission be granted it is considered necessary that there should be a
condition restricting the comparison goods element of the sales floor. It is
recommended that 30%-35% would be more than acceptable. A maximum
comparison floorspace allowance should also be stipulated in the event that the
store expands in the future.

There should also be a condition preventing internal comparison units such as
opticians, pharmacy, travel agents etc from trading as they could have an
adverse impact on the city centre.

As there is no capacity within the Perth area, the qualitative reasons to support
the proposal need to be strong and not have a serious adverse impact on the
town centre. The proposed convenience floorspace is likely to have a limited
impact on city centre convenience retail units, due to their exiting low number.
The restriction of the percentage and area of comparison floorspace of the
proposed store would effectively manage the potential impact the new store
could have on the existing comparison provision within the city centre. As a
new retail operator is the applicant it is highly likely that they will occupy the site.
This will help improve the retail provision and choice within Perth. Although the
qualitative argument is not fully satisfied, there would be some benefit to Perth
residents from the introduction of an additional, different supermarket operator.
It is possible for the accessibility concerns to be addressed at least in part as
detailed later in this report.

Road Network Capacity/Traffic Impact

Background

The biggest single constraint facing the Perth Area is the capacity of the roads
infrastructure in and around Perth. Of the future land supply identified through
the Proposed Local Development Plan for the Perth Housing Market Area only
30% can be delivered without significant improvements to the transport network.
Not only is congestion becoming an ever increasing problem but the increased
pollution levels evident in several areas of the City have required the Council to
identify Perth as an Air Quality Management Area. This deterioration in air
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quality is caused in part by standing traffic which is particularly evident around
the A9/A85 junction at present.

In order to provide adequate industrial and business land supporting economic
growth and job creation in Perth the Perth Area Local Plan 1995 recommends
(REC 12) an amendment to the A9/A85 Junction to allow a partial interchange
between the A9 and the Inveralmond Industrial estate opening up further
employment land at Inveralmond under B13 (General Business Use) and IND3
(Extension to Industrial Estate).

The strategy of the TAYplan focuses the majority of growth on Perth City and its
Core area building upon its key role as the hub of the area. The Plan
concentrates on the delivery of strategic sites to the north-west and north of
Perth as the main driver to achieving sustainable economic growth providing the
prime source of future employment and housing land during and beyond the
Plan period. The TAYplan Action Programme October 2011 identifies the
transport network improvements as a priority action with the A9/A85
improvements during the first phase.

The delivery of the A9/A85 junction improvement is a key component in
achieving the aims of the Proposed Plan. It removes the embargo on future
development on the A85 corridor and provides access to further employment
land at Inveralmond and access to the strategic land release at Bertha Park
meeting the future employment and housing needs of Perth. Progression
towards delivery of the A9/A85 junction improvement is actively being
progressed with the submission of planning application 11/01579/FLL
(Upgrading of roads infrastructure including the formation of slip roads,
roundabouts, bridges, SUDS ponds, landscaping and diversion of culvert) which
is to be considered by Development Management Committee. It is anticipated
subject to the usual statutory procedures that the junction could be operational
within a very few years.

Transport Assessment

Policy 1 of the PALP requires local road networks be capable of absorbing the
additional traffic generated by the development and that a satisfactory access to
the network is to be provided. The required standard is the impact that any
development has on the operation of the associated road network should result
in ‘no net detriment’. This means that conditions such as road capacity, safety,
etc should be no worse after a development is open than they were before.
Developers are not required to resolve existing problems on the road network
but must put in place works that will offset any negative effect of their
development.

SPP 2010 emphasises the importance of locating development in places well
served by public transport and a wide choice of transport modes, including on
foot and by cycle. It also recommends that a transport assessment is carried
out where a new development is likely to increase the number of trips.
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A Transport Assessment (TA) has been submitted with the planning application
as has a Design and Access Statement. The TA considered the current levels
of traffic on the road network and projected future network performance against
the effects of the proposed development related traffic and any associated
mitigation measures identified within the TA. As mentioned previously, access
to the site is proposed via an existing signalised junction with the A85(T). The
A85(T) runs westwards to Crieff and beyond, and to into Perth to the east.
There are slip roads onto the A9(T) close to the north east of the application site
which in turns provide access to the north and south of the country. The
submitted TA contains a number of mitigations proposed for both the local and
trunk road networks. There were however a number of concerns in respect of
the originally submitted TA and a revised TA was subsequently lodged. The
revised TA has been thoroughly audited and cross referenced with the original
TA both by the Transport Planning team and by the Council’'s Term Traffic
Consultants using S- Paramics Traffic Modelling software.

Local Road Network

It is well known that there are existing traffic congestion issues in the vicinity of
the proposed development. There is a conflicting pattern of traffic movements
between through traffic on the trunk road network and local traffic movements
which has contributed to high levels of congestion in the peak periods. This has
already led to Stagecoach withdrawing the Service 1 and 2 from serving Tesco
on Crieff Road approximately three years ago due to the difficulties in providing
a reliable service given the congestion problems.

In order to ensure there is no net detriment to the road network, the applicant
has put forward a number of mitigations in the TA which are designed to ensure
the situation is not exacerbated in any way. These mitigations include:

e Improving and upgrading existing access from the A85(T)

e Localised road widening of A85(T) east to A9(T)

¢ Replacement of A9(T) northbound ramps roundabout with signalised junction

¢ Reconfigured and rephrased traffic signals to east of A9(T) including widening
of westbound approach forming 3 lanes at stop line, dedicated right turn
lane to B&Q and two lanes eastbound

e Provision of four traffic lanes on A85(T) between Tesco signals and Newhouse
Road roundabout

e Upgrading and replacing A9(T) southbound ramps roundabout (at Newhouse
Road) with traffic signals

There are some consequences arising from the proposed off-site road
alterations which include the loss of the westbound bus layby outside B&Q and
the loss of some of the landscape strip including eight trees with one being the
mature oak tree. There are concerns that the loss of the dedicated bus layby
may exacerbate problems for public transport operations.

The Council’s Transport Planners have been consulted on the proposal and
after detailed and lengthy consideration and consultation with the Council’s
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consultants, have concluded that the scheme as currently submitted will not
provide the necessary mitigations on their own. Whilst the proposed mitigations
will go some way to producing no net detriment to the trunk road network, the
proposed improvements put forward as part of the Transport Assessment will in
officers’ opinion not deliver any benefit to the local road network. It is
considered however, and this has been borne out through work carried out by
the Council, additional mitigations could be provided through the development
of the proposed A9/A85 junction upgrade which is currently being progressed to
alleviate the existing traffic congestion and to provide capacity in the local road
network for additional developments. Although the current development
proposal could be seen as being premature given the local road network
capacity issues and the lack of junction improvement at this time, it is
considered appropriate, given the timescale for construction of the store (should
it be approved) and the junction improvements (should it be approved), to allow
the developer to contribute towards the proposed junction improvements, thus
shortening the timescales involved for the junction’s provision

Although the intention would be to restrict the commencement of trading until
such time as the contract for the junction improvements was let, thus ensuring
commitment to the provision of the new junction, it may be that for a short while
the store could be trading with only the applicant’s proposed mitigations in
place. This has been considered by Council officers and the conclusion
reached is that although there will be, particularly at peak periods of the day,
exacerbation of traffic congestion in the immediate vicinity, this would only be
until such times as the new junction were fully operational, which would result in
a long term and significant improvement not only for the immediate area and the
new development but for the wider area and Perth as a whole, allowing further
development and investment in Perth and its surrounds.

It is considered that, subject to the on-line road improvements and a financial
contribution to the construction of the new junction, the development is in
compliance with policy 1 of the PALP 1995 in regard to transport and road
safety issues.

As noted above, the car parking provision has been reduced down from the
original submission in order to bring it into line with the Council’s standards.
Standard conditions relating to all access arrangements, car parking, design
and specification to be to the standards required by the Council are
recommended.

Trunk Road Network

Transport Scotland have been consulted on the proposal. Transport Scotland
have offered no objection to the proposal subject to conditions requiring the
submission of a comprehensive Travel Plan which sets out proposals for
reducing the dependency on the private car including augmentation of the
existing bus services.
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Concerns have been raised in letters of objection regarding the conclusion
reached by Transport Scotland in respect of there being no net detriment to the
trunk road network. My colleagues in Transport Planning also find the
conclusion questionable though are aware the remit lies with Transport
Scotland. As the statutory consultee in such matters, the response from
Transport Scotland is a material consideration.

Conclusion

In order to alleviate any resultant issues relating to traffic congestion (and air
quality, see below) in the A85(T) vicinity and given Transport Planning’s
response indicating that the development could not be supported without the
new A9(T)/A85(T) junction being committed to, it would be reasonable to
require (by way of a section 75 agreement) that the development, if permission
were to be granted, should not become operational until such time as the new
A9(T)/A85(T) junction is committed to with the contract being let, or otherwise
within a reasonable period to be agreed. The construction of the new junction
would also allow the proposed development embargo (PLDP para 5.1.71) to be
lifted for all development in the A85 corridor, thus providing wider economic and
development benefits. Given the essential requirement for the provision of the
new junction to fully mitigate the additional traffic from the proposed
development and the financial commitment required from the Council, it is
considered reasonable and appropriate to require a financial contribution from
the applicant to enable the new junction works to be progressed in the very near
future. It is worth noting that a Developers’ Contribution Policy requiring
contributions from a wide variety of applicants within the A85(T) corridor is to be
brought forward in the near future to ensure all new developments who would
benefit from the new junction contribute towards the infrastructure itself.

The overall proposed package of transport network improvements, including the
new junction, will help solve the standing traffic issue which is particularly
evident in the area around Crieff Road while the upgraded A9/A85 junction is a
key component and immediate requirement to support short term growth.

Public Transport

The application site is at present accessible to the car but is not easily
accessible to sustainable modes of transport of public transport, walking and
cycling. It is not currently accessible by public transport with four services
passing the site but only two scheduled to stop near the proposed development.
Existing services are very poor in the evening and the weekends — a time when
the proposed store is likely to be at its busiest.
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Route Weekdays Saturdays Sundays

Daytim | Evening | Daytime Evening | Daytime | Evenin

e S s g
13 No No Every 80 No No No
Perth — Service | Service minutes Service Service Service
Dobbies
Garden
Centre
14 Hourly Every 1-2 | Hourly Every 1-2 | Every 2 Two
Perth — hours Hours hours return
Crieff journey
Road S
15 Hourly Every 1-2 | Hourly Every 1-2 | Every 2 Every 2
Perth — hours Hours hours hours
Crieff
49 One No No Service | No No No
Crieff - return Service Service Service Service
Perth journey
155 Five No Two No No No
Crieff to services | Service Services Service Service Service
Perth
647 One No No Service | No No No
Braco - return Service Service Service Service
Perth journey

Bus Timetable past proposed site (www.pkc.gov.uk)

Concerns have been raised by the Council’s Public Transport Unit (PTU) in
respect of using the existing bus stops on the A85. If the proposal were to be
approved both stops would require to be upgraded to full DMRB (and DDA
accessibility guidance) standards. It is worth noting that the bus shelter marked
on drawing A067595/001-3 opposite the junction with the A85 is no longer
present, with a replacement shelter located approx 150m west.

There does not appear to be any dedicated passenger waiting/bus turning
facilities within the proposed site. Concerns are raised that any buses serving
the store could potentially have significant delays in exiting at peak times
without bus priority measures being established.

The TA indicates that the developer would seek to ensure only off-peak
services to serve the site, however it is likely that peak time services into the
site would be required for any substantive use of public transport by staff.

The proposal to remove the bus bay opposite Tesco as part of the off-site road
improvements could have a significant impact on traffic turning left from
Newhouse Road onto Crieff Road, general westbound traffic flows and
impacting on bus service timings. It should be noted that the bus stop located
opposite Tesco is used by shoppers who are likely to be encumbered with bags
of shopping. There is the likelihood of buses having to take longer than normal
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to load passengers at this stop which will impact on the traffic flows at this
location, with queues potentially stretching back to the roundabout.

The provision of a pedestrian crossing point at the access to McDiarmid Park
will result in the removal of the bus stops at and opposite this location. There
do not appear to be alternative sites for these bus stops identified in the
submitted TA drawings. These two stops are well used and are the nearest
stops for shoppers accessing the city bus service network. It should be noted
that moving or relocating these stops would not be supported by the Public
Transport Unit given the likely impact this would have on bus users.

The applicant has noted, in the TA, that a Travel Plan Framework will be
submitted with a view to minimising private single occupancy car usage whilst
encouraging the use of public transport, car sharing, cycling and walking
amongst staff with some measure being equally applicable to customers. An
improved and extended bus service, as recommended by Transport Scotland,
could be reasonably required by condition, if permission were to be granted.
The proposed Travel Plan would be considered in detail by Transport Scotland
and the Council’s Transport Planning and Public Transport sections prior to it
being agreed. This could ensure a satisfactory package of appropriate
measures would be put in place prior to the opening of the proposed store.

Footpaths/Cycle Access

The TA identifies the designated cycle route NCR 77 runs to the north of the
site and through Almondbank. This route then links in with local cycle routes
into the city centre. An existing Right of Way (RoW) and proposed core path
runs along the western side of the application site, but outwith, the site. This
route links in with routes in the wider area. None however are developed
specifically as cycle routes.

It is acknowledged within the TA that pedestrian and cycle links to the site are
currently limited. There are, however, some pedestrian and cycle
improvements are outlined in the TA and include:

¢ 2m wide footways along both sides of the site access road, linking in with
internal walkways

¢ A pedestrian and cycle entrance along the western boundary linking in with
the Right of Way

¢ The footway along the south side of the A85(T) will be improved to provide a
continuous link to the east of the A9(T) overbridge.

e Installation of traffic lights will allow pedestrians to safely cross the A9(T) slip
road

¢ Signalised pedestrian facilities will be provided around the junction of A85(T)
with the A9(T) southbound ramp which is to be changed from a
roundabout to signalised junction

e Appropriate cycle parking provision will be made within the site
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Whilst concerns relating to the lack of current provision of a separate crossing
over the A9(T) for pedestrians and cyclists have been raised, there is no
proposal for a dedicated pedestrian and cycle crossing over the A9(T) but some
accommodation is made via the above noted mitigations.

As the Right of Way along the western boundary of the application site lies
outwith the identified planning application site, it is not under the control of the
applicant. To that end it would not be reasonable to condition any approval to
require works to or the maintenance of the existing footpath.

Air Quality

The application is supported by an Air Quality Assessment (AQA), but due to
issues with the execution of the original assessment, an update was submitted
resolving the errors in the modelling and reassessing impacts of this
development. The resolution of the issues has led to a lower verification factor
for the model (1.47 compared to 4.74 in the original assessment), which was
adjusted using local diffusion tube data, and hence the absolute levels predicted
are very similar to the original assessment.

The update predicts an increase of both PMiy; and NO, at the 11
dwellinghouses opposite the site and at properties along Crieff Road, but the
absolute values are just below the national standards according to this
assessment. However, consultants AEA recently carried out a city wide
modelling study for the PKC Environmental Health Team, the results of which
have recently become available. Whilst the NO, results are largely similar, the
PMjo results in the study are much higher and a level of over 18ugm'3 is
predicted at Bencloich even without this development. This is in part due to the
use of a higher background level of this pollutant at 14ugm'3 compared to the
11ugm™ which was agreed between the applicant's agent and the PKC
Environmental Health Team when the original assessment was carried out in
2010. The background PM4, used was based on the DEFRA background maps
which have come under criticism in recent months for being too low in places,
therefore a higher level was chosen for the PKC model. It is appreciated that
this increase in the assumed background is a departure to what was originally
discussed with the applicant’s agent, however a number of backgrounds were
tried as part of the model and 14ugm™ is deemed to be most appropriate.

Whilst the PKC consultant agrees there is a large level of uncertainty in his
PMio model, due to the fact that the PM, model is verified and adjusted with
PM;o data from the real time monitors, this is the best estimate there is of PMyg
levels here at this time and it would be remiss not to use the latest information
available to inform the opinion of the Environmental Health Team in the
evaluation of the current application.

The high degree in uncertainty in the PMyo model is due to having less
widespread monitoring data with which to verify the model. There is a large
amount of NO, data to verify that model so this is considered very accurate, but
as PMy, monitoring is much more expensive, there is far less data available to
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enable such in-depth verification. However, as noted above there is confidence
that the PKC model is a more accurate representation of both NO, and PMyg in
and around the city due to the fact our model uses very detailed traffic data with
a robust fleet breakdown and very accurate speed data.

The city wide modelling showed that properties further down Crieff Rd, towards
the city centre, were probably already exceeding the Scottish Annual Mean
PM1o standard and this development is predicted to increase PMqq levels here
also.

The fact that Bencloich may already be exceeding the annual Mean PMqg
standard means that the Perth Air Quality Management Area (AQMA), may
have to be extended and the Environmental Health Team intend to investigate
whether this is required by installing a background PM1o real team monitor to
improve the accuracy of our model and inform that decision.

Due to the lack of definitive PMqo levels by the application site and as recent
work by the Environmental Health Team would indicate that the PM4, standard
may already be exceeded, any application which considerably increases traffic
at this location will push PMyo levels up, the potential for degradation of air
quality here is a material consideration in this application. Further work is
required by the applicant’s consultant in order to show whether or not the
increase in PM4o would be imperceptible. The proposed new interchange for
the A9(T)/A85(T) may make a difference to levels here as may the “other
transport mitigation measures” which Sainsbury’s are proposing and these
should be incorporated into the revised model.

Transport Scotland’s term consultants accepted the findings of the Air Quality
Impact Assessment and did not require any further assessment to be
undertaken in relation to the proposed trunk road modifications.

The Environmental Health Team has maintained its objection to the proposal on
the grounds that there will be a possible deterioration of PMyy levels at
residential properties which may already be breeching the Scottish Annual
Mean Standard.

Residential Amenity

There are residential properties within close proximity to the application site
located opposite the existing junction of the access with the A85(T), to the north
of the site (approx 170m from site), to the north. Policy 1 of the Perth Area
Local Plan seeks to ensure new development does not result in an
unacceptable environmental impact.

External Lighting

Due to the distance between the site and local receptors, and taking into
account intervening structures and land uses, there is not likely to be any
significant impact from proposed external illumination. All external lights within
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the development site, both on the building and within the car park can be
sufficiently aligned to ensure the prevention of nuisance and to meet the design
target that glare to local residents will be totally prevented. This aspect can be
suitably controlled by a condition on any permission granted.

Construction Phase

The ES demonstrates cognisance of potential impacts during the construction
phase (including noise, vibration and management of construction traffic). The
Environmental Health Team has sufficient statutory powers to address such
issues if any permission is granted.

Odours from Food Preparation

The supermarket is proposed to include a bakery. The escape of odour from
cooking can be suitably controlled by providing a suitable ventilation system for
cooking and this can be controlled by a condition on any permission granted.

Noise

Noise from plant and equipment can again be suitably controlled by use of a
condition on any permission granted to protect neighbouring residential
amenity.

Deliveries/Loading and Unloading Activities

The ES states that the hours of operation have yet to be confirmed but advises
the applicant may wish to operate on a 24 hour basis, with no restriction in
terms of hours of operation or servicing. Confirmation was more recently
received from the applicant’s agent advising the preferred hours of operation
would be to 0700-2300 Mondays to Saturdays and 0800-2000 Sundays but with
extended hours of 0600-0000 during December. If permission were to be
granted, it would be reasonable to control the operating hours by condition.

The proposed service yard is to be located to the east of the site approximately
125m across the A9(T) from Errochty Grove and over 200m from the houses at
East Huntingtower. It is accepted that there are potential noise issues
associated with vehicle noise and loading/unloading activities. However given
the previous use of the site, the location of the proposed servicing yard, the
distance to the nearest residential properties, the intervening buildings and the
busy trunk roads which bound the site to the north and east, it is extremely
unlikely that any disturbance to residential amenity would be discernible let
alone significant.

With regard to access and egress by delivery vehicles, it is expected that 6 to 8
articulated lorry deliveries will be made in any 24 hour period, along with 4 to 6
van deliveries. A limited number of these would be made between 2300 hours
and 0700 hours. Given the low number of proposed daily delivery vehicles, the
previous use of the site and the presence of other commercial premises in the
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immediate vicinity which do not have restrictions placed on their delivery hours,
it would be unreasonable to restrict hours of delivery in relation to the proposed
store.

Audible Reversing Alarms

Given the use of audible reversing alarms is connected with nearby commercial
premises it would be unreasonable to prevent their use in connection with the
proposed development. Within the ES it is noted (para 8.120) that all
Sainsbury’s fleet are fitted with broadband reverse alarms which eliminate high
frequency narrow band alarms which attract attention. The alarms are designed
to contain the noise within the danger zone behind the reversing vehicle, thus
limiting unnecessary noise breakout.

Servicing of Recycling Facilities

The plans indicate that the proposed supermarket will have a collection point for
recyclable materials. There is potential for nuisance to be created due to noise
generated during the uplift of glass bottles, and the nature of this noise can
result in annoyance to nearby residents. A condition would therefore be
recommended to restrict the hours of servicing to the recycling facilities if
consent were to be given.

In conclusion, and having considered the above, there will be no significant
detrimental loss of amenity to nearby residential properties.

Design and Layout

The application site sits within the immediate context of recently constructed
buildings which use a simple palette of materials which have traditional
characteristics. The site sits a considerable distance from the Category A
Listed Huntingtower Castle. Due to the physical separation between the two
there is no need to have this listed building influence the design of the proposed
building. Whilst care requires to be taken in the choice of design and materials,
the relatively simple, modern design proposed here is considered to be
acceptable in principle given the context of the site.

The store is shown to be located at the eastern extent of the site, with the car
park extending to the west. The development sits at a higher level than the
access road on the terrace formed as part of the previous development of the
site. The proposed store is very similar in overall height (approximately 9
metres) to the height of the mart building previously on the site, though the
massing will be increased. The design and variety of materials proposed, along
with elevational treatments will work to reduce the overall perceived massing of
the building. This and the increased depth of the landscaping area to the north
of the store will help to minimise any visual impact and will ensure the
development fits the site.
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The wall cladding is to be a white composite panelling with a buff coloured
masonry basecourse. The roofing material is to be a “goosewing grey”
panelling. Elements of sandstone ashlar on the main elevations are proposed
to visually break the massing. The projecting canopy detail will also help this.

The design which is proposed is considered to be appropriate in the context of
the area. The materials on the public elevations of the building help to integrate
the building more successfully with its surroundings. The exact details of colour
and type of finishing materials can be requested by a condition on any
permission given. | do not consider the proposed store would have any
significantly detrimental impact on the visual amenity of the area.

The signage displayed on the plans is for indicative purposes only and no
signage is approved as part of this development and this would require to be
the subject of a separate application for Display of Advertisement Consent.

Landscaping and Trees

Policy 1 of the Perth Area Local Plan seeks to ensure development proposals
have a good landscape framework within which the development can be set
and, if necessary, can be screened. The site benefits from established
perimeter planting inherited from the earlier development of the site. Within the
site there is little established landscaping that will be affected. The planting
which is located at the boundaries of the site is to be retained.

The most significant change to the existing situation will be the formation of a
stone faced retaining wall at the south of the existing roundabout within the site.
The proposed wall is shown to be some 3.7m high at the centre, reducing in
height to the east and west due to road levels. A landscaping area of between
20m and over 30m is to be incorporated to the south of the retaining wall and to
the north of the store and car park area. Although details have not been
submitted at this stage, it is appropriate to require further information by
condition, should permission be granted. The potential exists for this area of
landscaping to effectively filter views of the store and car parking giving only
partial views of the store from the A85(T). This would ensure the visual amenity
of the area is protected and enhanced. There is no off site landscaping
proposed.

The proposed off site local road network improvements will have an impact on
existing established landscape areas due to the need to widen Crieff Road in
certain areas. A tree survey was requested of the applicant in order to be able
to fully assess the potential impact on trees and landscaping with particular
reference to the area along the frontage of the B&Q retail outlet.

The Council’s Trees and Woodland Officer confirmed that the mature landscape
area to the north of the existing B&Q unit is considered to be a very important
area of green space on what is a major approach road into Perth. Whereas the
submitted tree survey implies that the trees are not particularly important (Page
1 of the summary) this is not the view shared by the Trees and Woodland
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Officer or by the Reporter in 2005 when he refused the appeal (PPA-340-359)
to remove the same group of trees to accommodate car parking for the new
B&Q site. At the time the Reporter stated “the area provides a significant and
attractive feature along the south side of the Crieff Road. This contrasts sharply
both with the car showroom to the west where there is limited landscaping and
with the Tesco superstore opposite”. It is argued that the value of this area of
landscaping has not declined in the past six years.

The key tree within the group is the large mature native Oak (Tag No. 0673)
which provides a very positive contribution to both landscape character and
biodiversity. This old native Oak is the defining characteristic of this particular
location and its removal would be extremely disappointing.

The proposed tree loss, in particular the oak, coupled with the narrowing of the
landscape strip would noticeably alter the appearance of this road frontage to
the extent that the visual impact and attraction of the landscape strip would be
detrimentally affected and the amenity of the surrounding area diminished. The
potential effect of the loss of these trees and the associated visual impact must
however be considered in light of the potential benefits that the proposed
development could bring not only to the immediate vicinity, but also to the wider
population in terms of infrastructure improvements and employment
opportunities.

Impact on Listed Buildings and Scheduled Monuments

The site is over 350m from Huntingtower Castle which is Listed category A.
Due to the distance between the sites, the topographical changes and the
existing buildings, it is accepted that there will be no detrimental impact on the
Listed building or its setting.

There are four Scheduled Monuments in the vicinity of the application site. The
ES contains an assessment of the potential impacts on these sites and
concludes that there are no significant impacts on any of the sites. Historic
Scotland and Council’s Conservation Officer concur with this assessment and
raise no concerns.

Archaeology

Perth Area Local Plan Policy 23 seeks to protect unscheduled sites of
archaeological significance and their settings and where it is likely that
archaeological remains exist the developer will be required to arrange for an
archaeological evaluation to be carried out. The ES has adequately considered
the development in terms of the above and, in line with Structure Plan Policy
Environment and Resources Policy 8 as well as Perth Area Local Plan Policy
23, the ES recommends that during the construction works an archaeological
watching brief be put in place.

Perth and Kinross Heritage Trust has advised that the development site
contains an area of known archaeological sensitivity and is considered to have
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archaeological potential. Cropmarks likely to represent archaeological remains
have been identified through aerial survey in the northern sector of the site and
adjacent to it, to the west. The site lies to the south east of Huntingtower; an
area of extensive archaeological remains and historic significance, including
Scheduled Monuments (SAM 3630) and Huntingtower Castle. On this basis it
is recommended that a condition for an archaeological programme of works be
attached to planning permission, should it be granted, to identify any
archaeological remains and, if appropriate, to ensure that the impact of the
development is mitigated through preservation in situ or by record.

Natural Heritage

196 Structure Plan Environment and Resources Policy 2 requires development
proposals to avoid detrimental impact on biodiversity and protected species.
Whilst bats have been seen foraging in the area, the buildings which provided
the only potential root sites have been demolished. No evidence has been
found of any other protected species on site. | am satisfied that protected
species issues have been adequately addressed. There is the potential to
augment the existing diversity when considering the species mix within the
landscaping schemes to be undertaken.

Drainage

197 Perth Area Local Plan policy 1 requires all development to have sufficient
infrastructure to serve the development. Within a settlement the main aim is to
ensure that the public services can accommodate the development. Scottish
Water has been consulted on the proposal and has advised that they have no
objection to the proposal. They have advised, similar to other proposals in
Perth and Kinross, that there is a requirement to discuss a drainage connection
directly with Scottish Water. The applicant is therefore advised that the granting
of any planning permission does not guarantee a connection to Scottish Water
assets. An informative note could be attached to any consent given to make
the applicant aware of the above.

198 The surface water drainage is required to be controlled by way of a Sustainable
Urban Drainage System (SUDS). As no detailed system is submitted at this
stage, a condition requiring such a system could be required by condition, if
permission were to be forthcoming.

OTHER MATERIAL CONSIDERATIONS
Condition of Land

199 As mentioned previously, although the application site is located outwith the
currently identified settlement of Perth, the site does not benefit from the
amenity levels or characteristics expected of a countryside site. The site is
bounded to the east and partly to the north by a mix of uses including retail,
leisure and tourism. The application site itself has accommodated a mix of uses
and buildings over the past twenty years. The previously approved
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development on the site post dates the Local Plan for the area, which therefore
makes the zoning within that Plan less relevant. It is accepted that the other
polices in the Plan remain applicable.

The redevelopment of the site could significantly benefit the local environmental
quality by removing elements of dereliction and providing additional planting
which will develop biodiversity and additional habitats in the area.

Economic Impact

There are a number of economic benefits both direct and indirect arising from
the proposed development. Direct jobs will be created by the on-going
operation of the proposal; shorter term job opportunities arising from the
construction phase of the project; and opportunities created for further sales
within both current and potentially new local food and drink product suppliers of
the supermarket.

The applicant has indicated that the proposed development would create
around 450 direct job opportunities within the new store; approximately 70% of
these would be part-time, with the remaining 30% being full-time. They have
also indicated that as part of 450 opportunities, around 45 management/team
leader positions would be created within the new store. The operator has
stated an on-going commitment to staff training, and has outlined that potential
employees would have access to a range of training opportunities including
Modern Apprenticeships and access to a Graduate training scheme.

The creation of additional employment opportunities is very significant in
supporting the sustainable economic growth of the area. Since 2009 a
significant number of local residents have been made redundant, and the
numbers recorded as seeking employment have increased substantially from
less than 1000 (or 1%) to nearly 2500 (2.6%) in March of 2012. Particular
areas within Perth & Kinross have significant concentrations of those seeking
work, including a number of wards close to the proposed supermarket. The
wards adjacent to the proposed site include North and South Letham where
unemployment currently stands at nearly 7%, and Hillyland/Tulloch which has
an unemployment rate of 5.1%. In total nearly 400 individuals are registered as
job seeking within these 3 local wards.

The applicant has stated that they have a policy of recruiting from local areas
where possible and in addition plan to ring-fence approximately 10% of jobs for
individuals with additional employment challenges. They have also offered to
work with the Council and its local partners such as the Job Centre in targeting
employment opportunities.

While it is recognised that the proposal may lead to an element of displaced
jobs from other local supermarkets, the overall net impact is likely to provide a
significant boost to local employment.
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In addition, the proposed operator has indicated that it has a commitment to
sourcing local Scottish products. It already provides sales opportunities for a
number of local businesses; including Inveralmond Brewery, Simon Howie
Foods, Heather Hills Honey, Highland Spring and the Vion poultry processing
plant at Coupar Angus. An expansion in the number of its stores will provide
further opportunities for local producers to access additional sales. The Council
are already keen to link local producers to such opportunities, to encourage the
reduction in “food miles”, and thereby supporting our Cittislow status.

In summary, the overall economic impact will be positive for the local area,
supporting the creation of additional employment and training opportunities, and
providing additional business opportunities for local suppliers.

Major Infrastructure Development

The issue of traffic congestion in Perth has been under investigation by the
Council for several years. A major programme of work was undertaken to look
into the issues culminating in a report prepared by Halcrow Group Limited in
October 2010 on traffic and transport issues in Perth entitled ‘Perth Traffic and
Transport Issues Transport Appraisal’. This report followed the Scottish
Transport Appraisal Guidance (STAG) methodology as laid down by the
Scottish Government. The Report established the main contributing factors and
subsequently a number of options were considered with the preferred option
being identified as the upgrading of the A85(T)/A9(T) junction. Councillors may
be aware of the two reports ‘North West Perth Expansion Area Study’ (09/406)
and ‘Strategic Transport Network Issues’ (09/405) that were presented to the
Enterprise and Infrastructure Committee of 26 August 2009, which outlined both
the economic development and traffic benefits of the proposed junction
upgrade.

Extensive modelling work was carried out by using the Council’s S-Paramics
Traffic Model of Perth. This has confirmed that this area would experience
severe congestion problems both in the short term and in the longer term (2030)
if nothing is done to alleviate the current problems associated with the A9/A85
junctions. The lack of capacity on the transport network in this area would act
as a major constraint on the development aspirations of the Council outlined in
the current and emerging Development Plan.

A planning application (11/01579/FLL) for the amendment to the A9/A85
Junction with a view to allowing a partial interchange between the A9 and the
Inveralmond Industrial estate opening up further employment land has been
lodged and is to be considered by this Committee. This link is seen as the vital
first stage in a much wider transport strategy for Perth contained in the
document ‘Shaping Perth’s Transport Future’. The strategy includes plans for a
third crossing of the Tay, the Cross Tay Link Road (CTLR) that will remove
through traffic from the major congestion areas of Bridgend and Inveralmond,
as well as freeing up the City Centre. The junction upgrade will provide much
needed relief for the Inveralmond area as well as providing a much improved
solution to the problems currently faced on the Crieff Road corridor. This will in
turn allow for expansion of the Inveralmond industrial area and allow the
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Council to realise the development aspirations contained within the current and
emerging Development Plan. It is difficult to underestimate just how important;
indeed crucial, this major investment in transport infrastructure is to the future
economic prosperity of Perth.

211 It is recognised however, that investment of this scale does impose a major
financial burden on the Council. To this end it is proposed that major
developments that will have a major traffic impact, such as the proposed
Sainsbury’s development, should provide a fair and proportionate amount to the
development of this transport infrastructure. The provision of a significant up
front contribution towards the implementation of this essential infrastructure
project will assist in accelerating the construction of the much needed transport
improvements, delivering a reduction in congestion in the vicinity and mitigating
the impact of their development. Furthermore the acceleration of this
investment will facilitate the delivery of many of the key projects identified in the
Council’s Local Development Plan including much needed employment land.

212 In conclusion it can be seen that there is a major traffic and air quality issue
surrounding the existing A9/A85 junction and that the current junction is acting
as a major constraint not only on the transport network, both regionally and
locally, but also as a major constraint to the further development of sustainable
economic growth in and around Perth. It can clearly be seen that the ‘do-
nothing’ scenario is not a viable option and that a major upgrade of this junction
is essential if Perth is to continue to flourish and its residents continue to enjoy
the quality of life that makes Perth unique.

LEGAL AGREEMENTS

213 If members choose to support the application, a Section 75 Agreement will be
required to secure the payment of a financial contribution by the applicant
towards the construction of the new A85(T)/A9(T) junction.

DIRECTION BY SCOTTISH MINISTERS

214 Under the Town and Country Planning (Development Management Procedure)
(Scotland) Regulations 2008, regulations 30 — 32 there have been no directions
by the Scottish Government in respect of an Environmental Impact Assessment
screening opinion, call in, or notification relating to this application.

CONCLUSION AND REASONS FOR RECOMMENDATION

215 The proposal fails to accord with National Guidance and Development Plan
policy in relation to retail development on an out of centre site and may lead to a
deterioration in air quality through a possible deterioration of PMqq levels. The
proposal is, however, acceptable in terms of its design, siting and landscape
impact. It has also been demonstrated that the development can be
satisfactorily accessed, with appropriate parking, road infrastructure
improvements and servicing, together with the early implementation of the
proposed junction improvements to the A85(T)/A9(T) junction.
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Key material considerations in this instance include the potential economic
benefit to the local area with the creation of a number of temporary, permanent,
full- and part-time jobs, the ability to potentially bring forward the junction
improvements required to resolve existing traffic problems which would be
exacerbated by the current proposal and which will allow the further
development of Perth as a desirable location for employers and businesses and
the provision of a wider choice of food retail experience for Perth and the wider
area. It is recognised that the junction improvement will open up significant
additional development opportunities, in particular, opening up the potential for
the expansion of Inveralmond Industrial Estate which will also bring wider
economic benefits to the City.

The assessment here requires to consider whether the material considerations
outweigh the primacy of the Development Plan for over riding reasons of public
interest. My conclusion, in taking into account the policy background, the
increase of choice for the local consumer, the economic benefits and the wider
development strategy for Perth, is that in this particular instance the materials
considerations do, on balance, provide a strong enough justification for setting
aside the policy concerns of the development plan. On that basis | recommend
approval of the application subject to the conditions noted below.

RECOMMENDATION

A

25.

26.

27.

28.

29.

30.

Approve the application subject to the following
conditions:

The proposed development must be carried out in accordance with the
approved plans herewith, unless otherwise provided for by conditions imposed
on the planning permission.

Notwithstanding the details shown on the drawings hereby approved, no
permission is granted for the petrol filling station, car wash, landscaping and
associated works.

Unless otherwise agreed in writing by the planning authority, after consultation
with Transport Scotland, the gross floor area of the permitted development shall
not exceed 9533sqm.

The net sales floor area of the supermarket shall be made up of a minimum of
65% for the sale of food and a maximum of 35% for the sale of non food unless
otherwise agreed in writing by the Planning Authority.

No internal comparison units (e.g. opticians, travel agents, pharmacies, etc)
shall be formed within the retail unit hereby approved without the prior written
agreement of the Council as planning authority.

No development shall take place within the development site as outlined on the
approved plan until the developer has secured the implementation of a
programme of archaeological works in accordance with a written scheme of
investigation which has been submitted by the applicant, agreed by Perth and

/3



31.

32.

33.

34.

35.

36.

37.

Kinross Heritage Trust, and approved by the Planning Authority. Thereafter the
developer shall ensure that the programme of archaeological works is fully
implemented and that all recording and recovery of archaeological resources
within the development site is undertaken to the service, shall be submitted to
and approved in writing by the planning authority, after satisfaction of the
Planning Authority in agreement with Perth and Kinross Heritage Trust.

Prior to the commencement of any development on site a detailed scheme
design and specification for modifications to the A85(T) corridor between the
site access junction and the A85(T)/Newhouse Road junction (inclusive),
generally in accordance with 09/02126/46, shall be submitted to and approved
by the planning authority, in consultation with the Local Roads Authority and
Transport Scotland.

The traffic signals associated with the works indicated in Condition 7 shall
incorporate either MOVA control, or other approved means of dynamic control
and queue detection (e.g. SCOOQOT), to the satisfaction of the Planning Authority,
in consultation with the Local Roads Authority and Transport Scotland.

Prior to the occupation of any part of the development the modifications to the
A85(T) corridor between the site access junction and the A85(T)/Newhouse
Road junction (inclusive) shall be completed in accordance with the approved
plans, referred to in Condition 7 above, to the satisfaction of the planning
authority, after consultation with Transport Scotland.

Prior to the commencement of any development on site a comprehensive
Travel Plan that sets out proposals for reducing dependency on the private car
shall be submitted to and approved in writing by the planning authority, in
consultation with the Local Roads Authority and Transport Scotland. The Travel
Plan will have particular regard to provision for walking, cycling and public
transport access to and within the site and shall identify measures to be
implemented; the system of management, monitoring, review and reporting; and
the duration of the plan.

Prior to the commencement of any development on site proposals for the
provision of either new or extended bus services to serve the development,
including details of operating hours, frequency of service, route and timescale
for introduction, together with evidence of an agreement with a public transport
operator to provide this, shall be submitted to and approved in writing by the
planning authority in consultation with the Local Roads Authority and Transport
Scotland.

Concomitant with the occupation of any part of the development hereby
approved the agreed bus services referred to in Condition 11 shall be
introduced.

Prior to the commencement of the development a sample of each of the

external finishing materials shall be submitted for the approval of the Council as
Planning Authority.
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42.

43.

44.

45.

A detailed landscaping and planting scheme for the site shall be submitted for
the further approval of this Planning Authority prior to the commencement of
any site works and construction shall not commence prior to the approval of that
scheme. The scheme shall include details of the height and slopes of any
mounding or recontouring of the site, species, height, size and density of trees
and shrubs to be planted. The on-site scheme as subsequently approved shall
be carried out and completed within the first available planting season after the
completion of the development hereby approved with the off-site planting
scheme being completed within the first available planting season after the
commencement of works on site; unless otherwise agreed in writing with this
Planning Authority and thereafter maintained to the satisfaction of the Planning
Authority

Any planting failing to become established within five years shall be replaced in
the following planting season with others of similar size and species to the
satisfaction of the Council as Planning Authority.

Prior to the occupation or use of the approved development all matters
regarding internal access, car parking, cycle parking, road layout, design and
specification, including the disposal of surface water, shall be in accordance
with the standards required by the Council as Roads Authority and to the
satisfaction of the Planning Authority.

Storm water drainage from all paved surfaces, including the access, shall be
disposed of by means of suitable sustainable urban drainage systems to meet
the requirements of best management practices.

All plant and equipment to be installed or operated in connection with the
granting of this permission shall be so enclosed, attenuated and/ or maintained
such that any noise therefrom shall not exceed International Standards
Organisation (ISO) Noise Rating 35 between 0700 and 2300 hours daily, or
Noise Rating 25 between 2300 and 0700 hours daily, within any neighbouring
residential premises, with all windows slightly open, when measured and/ or
calculated and plotted on an ISO rating curve chart, all to the satisfaction of the
Planning Authority.

All external lighting to be installed shall be sufficiently screened and aligned so
as to ensure that there is no direct illumination of neighbouring land and that
light spillage beyond the boundaries of the site is minimised to the satisfaction
of the Planning Authority.

Hours of operation will be limited to 0700-2300 Mondays to Saturdays and
0800-2000 Sundays but with extended hours of 0600-0000 during December
unless otherwise agreed in writing by the Council as planning authority.

Prior to the commencement of the development, full details of an acoustic
barrier to be erected around the service yard and capable of reducing noise
levels by 5-10 dB shall be submitted for further approval of the planning
authority. The barrier should be sufficiently high to obscure direct line of sight
between the noise source and the upper floor windows of the houses along

75



Errochty Grove. The acoustic barrier as subsequently agreed shall be installed
prior to the store hereby approved being brought into use and the barrier shall
be maintained to the satisfaction of the Council as planning authority for the
term of the development.

46. Servicing of the recycling facilities shall be limited to 0800 hours to 1900 hours
Monday to Friday and 0900 to 1300 on Saturdays unless otherwise agreed in
writing with the Planning Authority.

47. An effective ventilation system commensurate with the nature and scale of
cooking to be undertaken shall be installed, operated and maintained, within the
commercial areas, such that cooking odours are not exhausted into or escape
into any neighbouring dwellings.

48. Details of all lighting and advertising features within the site shall be submitted
to and approved in writing by the planning authority, in consultation with
Transport Scotland Trunk Road Network Management.

Reasons:

25. To ensure that the development is carried out in accordance with the plans
approved.

26. In order to clarify the terms of the permission.

27. To restrict the scale of the development to that suited to the layout of the access
and other junctions, and minimise interference with the safety and free flow of
traffic on the trunk road.

28. To safeguard the vitality and viability of Perth city centre.

29. To safeguard the vitality and viability of Perth city centre.

30. The site lies adjacent to an area of archaeological interest.

31. To ensure that the standard of junction layout complies with current standards
and that the safety and free flow of traffic on the trunk road is not diminished.

32. To ensure that the standard of junction layout complies with current standards
and that the safety and free flow of traffic on the trunk road is not diminished.

33. To ensure that the standard of junction layout complies with current standards
and that the safety and free flow of traffic on the trunk road is not diminished.

34. To be consistent with the requirements of Scottish Planning Policy.
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35.

36.

37.

38.

39.

40.

41.

42.

43.

44.

45.

46.

47.

48.

To be consistent with the requirements of Scottish Planning Policy.
To be consistent with the requirements of Scottish Planning Policy.

In the interests of visual amenity; to ensure a satisfactory standard of local
environmental quality.

In the interests of visual amenity; to ensure a satisfactory standard of local
environmental quality.

In the interests of visual amenity; to ensure a satisfactory standard of local
environmental quality.

In the interests of pedestrian and traffic safety and in the interests of free traffic
flow.

In the interests of pedestrian and traffic safety and in the interests of free traffic
flow.

In the interests of residential amenity.
In the interests of residential amenity.
In the interests of residential amenity.
In the interests of residential amenity.
In the interests of residential amenity.
In the interests of residential amenity.
To ensure that there will be no distraction or dazzle to drivers on the trunk road.
JUSTIFICATION

The proposal is contrary to the Development Plan and there are material
considerations to justify a departure therefrom.

PROCEDURAL NOTES

The decision notice shall not be issued until the requisite section 75 agreement
is signed and appropriately recorded.

INFORMATIVES
1 This planning permission will last only for three years from the date of
this decision notice, unless the development has been started within that

period. (See section 58(1) of the Town and Country Planning (Scotland)
Act 1997 (as amended).
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Under section 27A of the Town and Country Planning (Scotland) Act 1997
(as amended) the person undertaking the development is required to give
the planning authority prior written notification of the date on which it is
intended to commence the development. A failure to comply with this
statutory requirement would constitute a breach of planning control under
section 123(1) of that Act, which may result in enforcement action being
taken.

As soon as practicable after the development is complete, the person who
completes the development is obliged by section 27B of the Town and
Country Planning (Scotland) Act 1997 (as amended) to give the Planning
Authority written notice of that position.

This development will require the ‘Display of notice while development is
carried out’, under Section 27C(1) of the Town and Country Planning Act
1997, as amended, and Regulation 38 of the Development Management
Procedure(Scotland) Regulations 2008.The form of the notice is set out in
Schedule 7 of the Regulations and a draft notice is included for your
guidance. According to Regulation 38 the notice must be:

Displayed in a prominent place at or in the vicinity of the site of the
development
Readily visible to the public

Printed on durable material.

Should consent incorporating the archaeological condition be granted, the
developer should contact the Area Archaeologist as soon as possible.
The procedure for work required can be explained and Terms of
Reference prepared.

The applicant is advised that in terms of Sections 21 of the Roads
(Scotland) Act 1984 he/she/they must obtain from the Council as Roads
Authority consent to construct a new road prior to the commencement of
roadworks. Advice on the disposal of surface water must be sought at the
initial stages of design from Scottish Water and the Scottish Environment
Protection Agency.

The applicant is advised that in terms of Sections 56 of the Roads
(Scotland) Act 1984 he must obtain from the Council as Roads Authority
consent to open an existing road or footway prior to the commencement of
works. Advice on the disposal of surface water must be sought at the
initial stages of design from Scottish Water and the Scottish Environment
Protection Agency.

The applicant is advised he must consult with Transport Scotland, Trunk
Road and Bus Operations through its Management Organisation
(Transerv, Broxden House, Broxden Business Park, Lamberkine Drive,
Perth PH1 1RA) on the terms and conditions, under Roads legislation, that
require to be agreed to enable works within the trunk road boundary to be
approved.
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9  All signage proposed on the building shall be subject to a separate
application for Display of Advertisement Consent.

10 There is evidence of Japanese Knotweed present on the site. This is an
invasive species which may require a licence from SEPA for its disposal.
Advice should be sought.

Background Papers: 27 Letters of Representation
Contact Officer: Nick Brian
Date: 14 May 2012

Nick Brian
Development Quality Manager

If you or someone you know would like a copy of
this document in another language or format, (On
occasion only, a summary of the document will be
provided in translation), this can be arranged by

contacting the

Customer Service Centre
on
01738 475000

“Ff Council Text Phone Number 01738 442573
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