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From:
Sent: 30 October 2018 12:35
To:
Subject: FW: A9 Roadside Services - Potential DMRB Departure
Attachments: 108021 - FINAL Transport Statement 25.10.2018.pdf; 108021-I-GL-001_Access 

Junction Design.pdf; 11 02 09 Transport Scotland response.pdf; 14 05 13  
confirmation TS would not object to proposal.pdf; Site Location.jpg; South-west 
conflicting junction.jpg; North-east conflicting junction.jpg

Hello  
 
Can you go back to systra and say you will look at this and get back to them. 
 
Can you liaise with the standards team with what to do. 
 
Thanks, 
 

 

From: @systra.com>  
Sent: 30 October 2018 09:59 
To: @transport.gov.scot> 
Cc: @systra.com> 
Subject: A9 Roadside Services - Potential DMRB Departure 
 
Good Morning  
 
I was informed that you may be able to assist me in seeking correspondence with Transport Scotland regarding the 
potential requirement for a departure from the Design Manual for Roads and Bridges (DMRB) as outlined below?  
 
 
We (SYSTRA) have produced a Transport Assessment as attached (108021 - FINAL Transport Statement 
25.10.2018.pdf) on behalf of GB Grove Ltd. in support of a forthcoming planning application for a new roadside 
services station on the A9 – east of Kinbuck, Stirlingshire (Site Location.png). Included is a preliminary access 
junction design (left-in / left-out) as per the DMRB, the geometry of which can be viewed on the attached drawing 
(108021-I-GL-001_Access Junction Design.pdf). It is worth noting that the current access into the site takes the form 
of a simple priority junction in which the central reserve barrier has been dropped to allow right-turn movements 
(Current Site Access.png). We have had previous discussions with Transport Scotland regarding this planning 
application as per the attached emails which set out the terms of the access arrangements to the site. 
 
 
We now require some guidance from Transport Scotland regarding the opportunity to agree a potential departure 
from the DMRB for the “weaving length” between the junctions to the south-west (South-west conflicting 
junction.png) and the site access; and the site access and the junction to the north-east (North-east conflicting 
junction.png). Currently the designed spacing between these junctions are 125m and 328m respectively. The DMRB 
states that a minimum 1.0km “weaving length” should be provided between major junctions to allow the 
appropriate time for drivers to manoeuvre lanes, however, due to the nature of the conflicting junctions in 
proximity to the site access being small-scale agricultural and single residential accesses, we believe that there is 
sufficient argument for a departure from the regulations.  
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Currently, the existing accesses are around 790m apart which contravenes the weaving length, and we realise that 
this is on the basis of the small-scale nature of the junctions. Based upon this and our development trip generation 
within the attached TA, we are seeking your guidance on the likelihood of a departure from the DMRB regarding 
junction spacing for the attached access design. 
 
The form of the access being left-in/left-out ensures there will be no conflict on the A9 with right turning vehicles 
and the nearest major junctions to the site access are around 2.4km to the south-west and 3.0km to the north-east 
allowing appropriate weaving length between these. 
 
 
Any advice on this would be greatly appreciated, I look forward to hearing from you. 
 
 
Best Regards, 

Assistant Engineer 
 
SYSTRA Ltd. 
124 St. Vincent Street 
Glasgow 
United Kingdom 
G2 5HF 
 
 

 
 
Direct Dial:             
Main Office:         +44 141 468 4205 
Website:                www.systra.co.uk  

https://twitter.com/SYSTRA LTD  
www.linkedin.com/company/36421  
 
SYSTRA Ltd now incorporates staff from both JMP and SIAS, providing a UK and Ireland team of nearly 500 
specialists in transport planning and engineering. For more information, visit www.systra.co.uk 

 
======================================================== 
This message has been scanned for malware. This message and any attachments (the "message") are 
confidential, intended solely for the addressees, and may contain legally privileged information. Any 
unauthorised use or dissemination is prohibited. E-mails are susceptible to alteration. Neither our company 
or any of its subsidiaries or affiliates shall be liable for the message if altered, changed or falsified. 
========================================================= 
Ce message a ete verifie et ne contient pas de programme malveillant. Ce message et toutes les pieces 
jointes (ci-apres le "message") sont confidentiels et susceptibles de contenir des informations couvertes par 
le secret professionnel. Ce message est etabli a l'intention exclusive de ses destinataires. Toute utilisation ou 
diffusion non autorisee est interdite. Tout message electronique est susceptible d'alteration. Notre societe et 
ses filiales declinent toute responsabilite au titre de ce message s'il a ete altere, deforme falsifie. 
=========================================================- This message has been 
scanned for malware. This message and any attachments (the "message") are confidential, intended solely 
for the addressees, and may contain legally privileged information. Any unauthorised use or dissemination 
of the message or its contents is prohibited. The confidential or legally privileged nature of the information 
contained in the message is not waived, lost or destroyed if it is sent other than to the addressee. Use or 
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1. INTRODUCTION 

1.1 General 

1.1.1 SYSTRA Ltd. (SYSTRA) has been commissioned by GB Grove Ltd. to prepare a Transport 
Statement (TS) in support of a planning application for a proposed new Roadside Services 
Station on A9 dual-carriageway road in Scotland. 

1.1.2 The Services Station will include the following services: 

 Petrol Filling Station (PFS) – 12 standard + 2 HGV high-speed pumps; 
 2 no. drive-through fast food restaurants (330m² each); 
 Amenity and welfare building (2000m²); 
 Leisure facility (4000m²); 
 Hotel (90 bedrooms) 
 Restaurant (800m²); 
 HGV truck stop area with 46 HGV parking spaces; 
 Electric vehicle charge points; and 
 Picnic area; open green-space; and woodland walks. 

1.1.3 The proposed development site is located on the A9 approximately 1.5km east of the 
village of Kinbuck and around 3.0km north-east of Dunblane. The general site location is 
shown in Figure 1.1 below: 

 
Figure 1.1 – General Site Location 
Source: Google Maps; SYSTRA 
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1.1.4 The purpose of this TS is to evaluate the accessibility of the site by customers and 
employees by various modes and hence set out the key transportation impacts and any 
measures to support the development. Due to the nature of a roadside services station 
providing for motor-vehicles, it is anticipated that all customer trips will be by road in the 
form of vehicle-trips and that there may be some form of sustainable traffic generation 
for employment trips. 

1.1.5 This TS will also seek to produce an appropriate access design in accordance with the 
Design Manual for Roads and Bridges (DMRB). 

1.1.6 SYSTRA has also prepared a framework Travel Plan (TP) to support sustainable travel 
habits associated with staff of the proposed development. A TP is a management tool 
designed to encourage people to rethink their travel choices and requirements in order 
to minimise the adverse impacts of a development on the environment. 

1.2 Report Structure 

1.2.1 Following this introductory chapter, the remainder of this report is structured as follows: 

 Chapter 2 – Transport Policy Context; 
 Chapter 3 – Existing Situation; 
 Chapter 4 – Proposed Development Trip Generation; 
 Chapter 5 – Measures to Support the Proposed Development; 
 Chapter 6 – Framework Travel Plan; and 
 Chapter 7 – Summary & Conclusions. 

  



   
 

 

   
Firs of Kinbuck PFS   
Transport Statement GB01 T18 G07  

Final Report 25/10/2018 Page 8/37  

 

2. TRANSPORT POLICY CONTEXT 

2.1 General 

2.1.1 This section of the report provides an overview of national, regional and local transport 
policies which are relevant to the site and will influence the development. It also 
demonstrates how the TS can help support the aims and objectives of these policies. 

2.2 Policy & Guidance 

2.2.1 The TS has been undertaken in accordance with the following policy and guidance: 

 Scottish Planning Policy (SPP); 
 Planning Advice Note (PAN) 75, ‘Planning for Transport’; 
 Transport Scotland’s, ‘Transport Assessment Guidance’ (TAG); 
 Scottish Government’s ‘Designing Streets’ and ‘National Roads Development 

Guide’; 
 The Design Manual for Roads and Bridges (DMRB); 
 The Local Transport Strategy for Stirling; and 
 Stirling’s Local Development Plan. 

2.3 National Policy Context 

Climate Change (Scotland) Act 2009 

2.3.1 The Climate Change (Scotland) Act 2009 places duties on public bodies relating to climate 
change and states: 

“The duties require that a public body must, in exercising its functions, act in the way 
best calculated to contribute to the delivery of emission reduction targets, in the way 
best calculated to help deliver any statutory climate change adaptation programme, 
and in a way that it considers is most sustainable.” 

2.3.2 A key objective of the Climate Change (Scotland) Act 2009 is to reduce Scotland's 
greenhouse gas emissions by at least 80% by 2050. The Act is the centrepiece of Scotland’s 
Climate Change Framework which sets the strategic direction for Scottish Government 
actions in support of the transition of Scotland into a sustainable low carbon economy.  

2.3.3 While the act does not directly influence the site itself, it does influence local policy 
decisions that are made and future policies. As an example, future spatial planning policies 
may impact on greenhouse gas emissions associated with waste, transport and energy to 
a particular local area, and ultimately these decisions may impact on how services could 
be delivered to the site.  
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Scottish National Transport Strategy (NTS) 2006 

2.3.4 In its introductory paragraph, the NTS states:  

“We want Scotland to be a strong, healthy and just society and to have an environment 
which provides conditions for the improving health and well-being of people in 
Scotland. We want Scotland to reduce its global environmental and climate impact 
through sustainable development.”  

2.3.5 Produced against a background of promoting economic development, social inclusion and 
safety as well as transport integration, the NTS also recognises the cost to and challenges 
that face our environment. In an attempt to break the link between economic growth, 
increased traffic and increased emissions, the NTS has set out a series of measures and 
objectives that the government intends to implement across Scotland. Among these 
measures are ‘Smart Measures’.  

2.3.6 The Scottish Government has described Smart Measures as a combination of 
infrastructure measures that favour active travel and public transport use along with 
behaviour change campaigns that promote the benefits of more active and sustainable 
travel.  

2.3.7 Every year, high levels of traffic congestion costs the local economy in terms of delays, 
reduced reliability and increased fuel costs. In his Review published in 2007, Sir Nicholas 
Stern concluded that to achieve vital atmospheric stabilisation, ‘deep emissions cuts will 
be required in the transport sector’. However, he acknowledged that: 

“large-scale uptake of a range of clean… transport technologies are… likely to be more 
difficult in the shorter term, but will ultimately be needed.”  

Scottish Planning Policy 2014 

2.3.8 The framework within which development proposals are assessed in terms of transport is 
set out within Scottish Planning Policy (SPP) and Planning Advice Note 75 (PAN 75) 
“Planning for Transport”. 

Planning Advice Note 75 (PAN 75) 2005 – ANNEX F 

2.3.9 PAN 75 “Planning for Transport” expands on how the policies of SPP may be delivered 
with the purpose of creating a safe, reliable and sustainable transport system for Scotland. 
One of the key tools in achieving this is integration, and with regard to new developments, 
the PAN states that: 

“The intention is for new developments to be user focused and for the transport 
element to promote genuine choice, so that each mode contributes its full potential 
and people can move easily between different modes.” 
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2.4 Regional Policy Context 

Tayside and Central Scotland Transport Partnership (TACTRAN) 

2.4.1 The Tayside and Central Scotland Transport Partnership (TACTRAN) is a Regional 
Transport Partnership (RTP) which has produced a series of action plans with objectives 
reflecting the issues of the region. Within its Regional Transport Strategy (RTS) document, 
TACTRAN outlines its vision to deliver “a transport system, shaped by engagement with 
its citizens, which helps deliver prosperity and connects communities across the region 
and beyond, which is socially inclusive and environmentally sustainable and which 
promotes the health and well-being of all.”  

2.5 Local Policy Context 

Stirling Council’s Local Transport Strategy 

2.5.1 Stirling Council (SC) has produced a Local Transport Strategy (LTS) Monitoring Report 
(2017) which sets out SC’s position in relation to transport policy. The purpose of the LTS 
is “to allow people and goods to move around safely and efficiently whether by foot, bike, 
public transport, lorry or car”. This will be achieved by meeting the following objectives: 

1. Reduce the numbers of both accidents and casualties; 
2. Ensure that our transport networks and streets feel safe and secure for all users; 
3. Maintain and improve strategic road and rail transport links between Stirling and 

Scotland’s other cities, and beyond; 
4. Maintain and improve transport links into Stirling City and its key employment 

areas; 
5. Maintain and improve transport links between the City and Stirling’s rural towns 

and villages; 
6. Encourage and enable more trips to be made by walking, cycling and public 

transport; 
7. Ensure sustainable travel choices are at the heart of an integrated transport 

network; 
8. Minimise carbon emissions from transport; 
9. To ensure that jobs, services and opportunities can be accessed by a choice of 

means of travel; 
10. Transport networks, including our streets, that are usable by all, including people 

with mobility difficulties; 
11. Ensure that our street environments, as the principal public space in our 

settlements, enhance the quality of Stirling’s urban and rural environments; 
12. Ensure that our street environments are safe, pleasant, easily navigable and 

connected for all users; 
13. Continually seek to improve air quality and reduce noise pollution arising from 

traffic; 
14. Maximise the efficiency of our existing transport networks to support the other LTS 

objectives; and 
15. Maintain the safety, maximise the utility, and minimise the whole life costs of our 

transport networks through maintenance programmes. 
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Figure 3.2 – Existing Footway / Cycle Path Adjacent to the A9 Northbound Carriageway  
Source: Google Maps (2017) 

 

3.3 Public Transport 

 
Figure 3.3 – Existing Bus Stops Northbound Along the A9  
Source: Google Maps (2017); SYSTRA 
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wide and a 6.4m central reserve which utilises a post and wire barrier. There is no lighting 
provision. 

3.4.3 Figure 3.4 below shows the general condition of the A9 adjacent to the proposed 
development site. 

 
Figure 3.4 – Existing A9 Dual-Carriageway Adjacent to Development Site 
Source: Google Maps (2017) 

3.4.4 There are various junctions in proximity to the proposed development access which it is 
important to consider. Figure 3.5 demonstrates one of these junctions approximately 
150m to the south of the development which is used as an access to agricultural land. 

 
Figure 3.5 – Agricultural Access Junction South of Development Site 
Source: Google Maps (2017) 

3.4.5 Figure 3.6 shows a residential access situated around 200m north-east of the 
development boundary and is a right-turn island junction from the northbound 
carriageway. 
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Figure 3.6 – Residential Access Junction North of Development Site 
Source: Google Maps (2017) 

3.4.6 Further north of this at around 550m from the development boundary, there is an existing 
fast food establishment which takes access from the northbound carriageway and utilises 
a left-in / left-out access strategy with no opportunity to turn right onto the southbound 
carriageway of the A9. It is noted that the access to this is substandard in accordance with 
the Design Manual for Roads and Bridges (DMRB). 

3.4.7 Figure 3.7 below indicates the general access layout for the restaurant: 

 
Figure 3.7 – Existing Fast Food Restaurant North of Development Site 
Source: Google Maps (2017) 

3.4.8 Figure 3.8 outlines the accident statistics for the A9 in the vicinity of the site. In the 
previous five years there have been 17 accidents in total within a 2.0km radius of the 
designated site access. Of these, five were considered either ‘serious’ (4) or fatal (1), and 
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all occurred since June 2017. One accident in June this year (2018) resulted in a fatality in 
which a 72 year old car passenger lost their life due to a three-vehicle accident involving 
two cars and a 7.5 tonne goods vehicle. This accident occurred on the southbound 
carriageway approximately 550m south-west of the proposed new site access. The 
accident report states loss of control as a ‘very likely’ contributory factor. 

 
Figure 3.8 – Accident Locations in Proximity to the Development Site 
Source: Transport Scotland; SYSTRA 

3.5 Accessibility Summary 

3.5.1 The development is located in a semi-rural area north-east of Dunblane and therefore 
access to the site by sustainable modes of transport are somewhat limited. 

3.5.2 There is provision for walking and cycling in the form of a narrow footway along the 
northbound carriageway however it is not sufficient to safely encourage walking and 
cycling trips to the development. 

3.5.3 The bus services are limited and irregular with the current bus stops out with the 
recommended 400m walking distance as stipulated by PAN 75. Furthermore, there is only 
access to the northbound bus services from the site and vice-versa. 

3.5.4 One fatal accident and four serious accidents have occurred in the past year since June 
2017 with the remaining 12 accidents in the previous five years all considered ‘slight’. 
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4. PROPOSED DEVELOPMENT TRIP GENERATION 

4.1 Introduction & Methodology 

4.1.1 This chapter considers the vehicle-trip generation for the proposed development in line 
with the best practice methodology utilising the TRICS1 (Trip Rate Information Computer 
System) database which has been interrogated to obtain vehicle-trip rates for the various 
land uses within the proposed development. 

4.1.2 The nature of the development is such that it will attract predominantly car-borne trips, 
however, this chapter will illustrate that the vast majority of these trips will be diverted 
from the existing A9 traffic and the that the development itself is unlikely to generate a 
significant number of new trips onto the network. 

Methodology 

1. Interrogate the TRICS database for each individual land use within the proposed 
development site; 

2. Compile a cumulative daily profile of development traffic which will be attracted 
to the services; 

3. Assess the likelihood and extent of shared use trips between each land use to 
obtain a realistic reduction factor i.e. what percentage of trips will use more than 
one service during a visit to the development; 

4. Assess the extent of ‘pass-by’ trips which will be diverted from the A9 and hence 
obtain the true trip generation for the site; and 

5. Compare the vehicle-trip generation to the existing and year-of-opening A9 traffic 
to assess the impact of the development on the local road network. 

 
Data 

4.1.3 As well as the data collected from TRICS, there is also ATC data available from the 
Department for Transport (DfT) for 2 traffic counters along the stretch of the A9 adjacent 
to the development site. These counters are as follows: 

 ATC-30731 at Glassinghall south-west of the site; and 
 ATC-724 at Balhaldie north-east of the site (including a manual daily profile 

count from the 18th September 2017). 
 

4.2 TRICS Exercise 

4.2.1 Due to the scale of the proposed development and the broad nature of the various 
services within the site, each individual land use has been considered on its own merits 
as individual (stand-alone) developments when assessed for daily vehicle-trip profiles 
within TRICS. 

                                                           
1TRICS (Trip Rate Information Computer System) is a database of trip rates for developments used in the United 
Kingdom and Ireland for transport planning purposes, specifically to quantify the trip generation of new 
developments. 
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4.3 Diverted (‘Pass-by’) & Shared Use Trips 

4.3.1 Due to the nature of the development, it can be stated that the majority of trips attracted 
to the site will be in the form of pass-by trips diverted from the existing A9 northbound 
and hence will not contribute to additional trips on the network. It is acknowledged 
however that a small number of these trips will be new trips attracted to certain aspects 
of the site and in the form of employment travel and it is these trips that will be considered 
when assessing the impact of the development on the local network. 

4.3.2 Due to the scale and mixed-use nature of the site, it is highly likely that a large proportion 
of the trips to each land use could be considered shared trips whereby a vehicle visiting 
the site will utilize a combination of services during one visit. As each land use has been 
considered for trip generation individually, it is valid to suggest that a reduction factor be 
applied to the cumulative daily profile to account for such linked trips. 

4.3.3 In order to assess the likelihood of linked trips within the full development site, each land 
use has been considered with respect to how it may link to others and hence to gauge the 
likelihood of shared trips between combinations of the various services on offer. 

4.3.4 Table 4.3 below illustrates the linkage between each land use and the likelihood of shared 
trips between developments. We note that while this is somewhat objective, our 
experience suggests that it is a rational approach to adopt. 

Table 4.3 – Shared Trip Likelihood by Land Use 

 PFS 
Drive 

Thru 1 
Drive 

Thru 2 
Amenity 
Building 

Leisure 
Facility Hotel Restaurant 

PFS        

DriveThru1        

DriveThru2        

Amenity         

Leisure         

Hotel        

Restaurant        

 

Key   

  - Same Land Use  

  - Very High Likelihood of Shared Trips 

  - Relative Likelihood of Shared Trips 

  - Low Likelihood of Shared Trips 

 

4.3.5 SYSTRA considers given the large scale of the development and high number of services 
available that a 30% reduction in gross trip generation is both reasonable and robust in 
terms of assessing the impact on the A9 and in fact in reality, the reduction in trip 
generation due to multi-purpose visits to the development will likely be much higher. This 
is reaffirmed by Table 4.3. There is precedence of up to 75% reduction due to shared trips 
used previously for a similar development in Luther, Aberdeenshire (Planning Ref: 
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4.5 Employment Trip Generation 

4.5.1 A gravity model has utilised to gauge the likelihood of employment trips from the various 
settlements within around 50km of the development. Figure 4.1 illustrates the site 
location in relation to a number of these regions within the employment catchment area. 

 
Figure 4.1 – Gravity Model Regions Contributing to Employment Trips 
Source: Scottish Census (2011), National Records of Scotland; Google Maps; SYSTRA 

4.5.2 40km was chosen as the catchment area due to a number of large population settlements 
existing between 30-40km from the site including Falkirk, Larbert, Perth and 
Stenhousemuir. Travel times to these settlements support the notion of such a large 
catchment. It is however recognised that the likelihood of trips from these regions will be 
inherently smaller than those closer to the development despite population sizes hence 
the estimated employment rates have been based upon the following formula which 
takes account of the fact that closer proximity locations will have a higher influence over 
employment trip generation despite smaller populations:  

 Employment (%) = Population/Distance² 

4.5.3 This gravity model is only indicative of the potential employment rates from the various 
regions surrounding the development and is a high level idea of where employees of the 
roadside services may reside. It is important to note that there will be no limits on 
employment opportunities based upon travel distance and it will be up to the individuals 
seeking employment to apply. 
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4.6 Summary 

4.6.1 The TRICS database has been interrogated on a development by development basis to 
estimate a daily vehicle-trip generation profile for each individual land use. 

4.6.2 It is recognised that due to the nature of a roadside services station that each land use 
within the site will not operate as a stand-alone service but rather more like a larger retail 
development in which multi-use trips will occur, whereby it is likely that people will utilise 
two or more services per visit. It is considered that a 30% reduction in gross trip attraction 
due to shared trips is both robust and reliable. 

4.6.3 It is also recognised that a large proportion of trips to the site will be classed as pass-by 
trips which are diverted from the A9 and would otherwise already be active on the 
network. It is considered that 100% of users of the PFS will be pass-by whilst the 
remainder of the services are subject to a 30% reduction due to pass-by. 

4.6.4 Given previous traffic growth on this section of the A9 (past 10-years), the traffic impact 
on the A9 during the year of opening (2022) is estimated to be approximately 3.7% (PM 
peak), which is considered negligible given the capacity of the road. 
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5. MEASURES TO SUPPORT THE PROPOSED DEVELOPMENT 

5.1 General 

5.1.1 This section details the proposed measures to be implemented in support of the 
development with regard to traffic generation, access and egress, and increased 
sustainable travel. 

5.1.2 It is recognised from the trip generation calculated in Chapter 4 that the development will 
generate an increase in A9 peak-hour traffic of less than 5% which is considered negligible 
for this capacity of road. It is necessary however where possible to encourage sustainable 
travel in line with the Scottish National Transport Strategy. 

5.1.3 As previously discussed, the nature of a roadside services station is to cater for motor 
vehicles and thus it is unlikely that public transport trips to the site will be of note if 
occurring at all. It is also noted previously that walking and cycling trips to the 
development are not to be encouraged on the grounds of safety. It will therefore be the 
employment trips that are the focus for promoting sustainable travel. 

5.2 Access Strategy and Road Network 

5.2.1 The access strategy for the site will be a left-in/left-out form of priority junction which has 
been designed in accordance with the Design Manual for Roads and Bridges (DMRB) 
Volume 6 Section 2 – TD 42/96, Chapter 7 – Geometric Design of Major / Minor Priority 
Junctions. 

5.2.2 The junction will become the sites only point of access and egress and its geometry can 
be viewed in Appendix A (Drawing Ref: 108021/I/GL/001). It should be noted that in 
accordance with the DMRB, the junction will require to be lit. 

5.3 Public Transport 

5.3.1 There are currently bus services in operation between Stirling and Perth which run past 
the site and it would be encouraged that these services be diverted via the development 
site to increase the possibility of public transport trips to the site. It is noted that in order 
to encourage journeys by mode of public transport, that infrastructure would have to be 
in place for both north and southbound bus trips. Whilst this is the case, it is necessary to 
provide a form of safe crossing to allow pedestrians access to the southbound services 
and three potential options have been identified as outlined in Figure 5.1. 

Option 1 

5.3.2 A crossing would be provided in the vicinity of the existing Subway unit and Shell PFS 
north-east of the development to allow access to the existing bus stop in this location. 
Whilst it has been identified that a number of historic accidents have occurred in this area 
in recent years, the final location of the crossing may be brought closer to the 
development if it is deemed necessary by a detailed road safety audit. 
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Option 2 

5.3.3 A crossing would be provided at Glassinghall Gateside to the existing bus stop in this 
location around 1.0km south-west of the development. Whilst this option provides 
economic benefit in that the infrastructure is already in place, it is noted that the distance 
to the site from this stop may discourage staff from choosing to travel by bus. It is also 
identified that there may be visibility implications for crossing pedestrians when there is 
a bus parked in the layby. 

Option 3 

5.3.4 A crossing and bus stop would be implemented directly adjacent to the southern 
boundary of the site to allow a much shorter walking distance for pedestrians with the 
crossing located north of the bus stop to prevent visibility issues. 

 
Figure 5.1 – Identified Southbound Bus Stop Options 
Source: Google Maps; SYSTRA 
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5.3.5 SYSTRA has consulted with our approved internal road safety auditor on the three options 
outlined overleaf and after a review of the implications of each option, they have made 
the following recommendations: 

 Option 3 provides the most suitable infrastructure for pedestrian road safety and 
to encourage sustainable travel by employees; 

 A stagger type crossing within the central reserve should be provided to direct 
pedestrians to be facing oncoming traffic when crossing; and 

 After Option 3, Option 1 would be the next preferred solution given the closer 
proximity to the site than Option 2 and it is deemed that this solution will more 
effectively encourage sustainable transport by employees. 

All three options will be subject to a full road safety audit and will be agreed with SC and 
Transport Scotland.  

5.4 Car Parking Provision 

5.4.1 Car parking for the road side services will be informed by local and national standards, 
whilst taking into consideration the nature of multi-purpose trips between the various 
elements. The final level of parking will be agreed with SC. 

HGV Parking 

5.4.2 Initial consultation has been undertaken with logistic and supply chain companies who 
are highly supportive of the proposed increase in HGV parking in the area and welcome 
the plans for a new roadside services station. This is in cognisance of the fact that currently 
HGVs are being parked unsafely in lay-bys or within facilities which has an under-provision 
of spaces for HGVs. 

5.4.3 Parking for up to 46 HGVs will be provided on site which equates to more than 25% of the 
maximum recorded hourly HGV traffic and 3% of the daily A9 HGV volume (07:00 – 19:00) 
based upon the 2017 ATC data (DfT). 

5.4.4 Due to the site access arrangements not permitting right-turn movements into the 
development from the southbound carriageway of the A9, it will not be possible for HGVs 
travelling southbound on this carriageway to access and utilise the HGV parking on offer 
within the site. 

5.4.5 Figure 5.2 presents the closest HGV rest area in the region which southbound A9 traffic 
may make use of as an alternative to this proposal. The parking area has provision for 
around 15 HGV-type vehicles and is situated within a roadside services area off of the M9 
motorway via the Bannockburn Interchange gyratory. At approximately 20km south of 
the proposed Kinbuck Services via the A9 and M9, the rest area can be accessed in around 
15-minutes from the point of passing the development site.  

5.4.6 There is a further HGV rest area at Broxden Services on the outskirts of Perth, however, 
there is only provision for 4 HGVs which is considered extremely low and further highlights 
the requirement for HGV parking provision northbound on the A9. Broxden Services are 
approximately 35km north-east of the proposal and can be reached in around a 22-minute 
drive from Firs of Kinbuck. 
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Figure 5.2 – Southbound HGV Rest Area in Stirling 
Source: Google Maps; SYSTRA 

Electric Vehicle Charging 

5.4.7 Provision will be made for a significant number of electrical vehicle charging points over 
the breadth of the site to cater for the growing number of electrical / hybrid vehicles on 
U.K. roads. Furthermore, by providing EV charge-points, the proposed roadside services 
will integrate well with the ‘ElectricA9’ scheme recently launched by Transport Scotland 
which aims to expand Scotland’s existing EV charge-point infrastructure along the extents 
of its longest road – the A9.  

5.5 Travel Planning 

5.5.1 A TP is a general term for a package of measures tailored to the needs of individual sites 
and aimed at promoting more sustainable travel choices among users of those sites. TPs 
are frequently a planning condition for new development sites such as housing estates, 
employment units, and supermarkets. 

5.5.2 A site-specific framework TP has been prepared for the proposed development forms 
Chapter 6 of this TS. By encouraging uptake of more sustainable modes of travel, the 
framework TP will help to reduce the impact on the environment resulting from the 
development of a site. Therefore, it is hoped that having TP measures in place at the 
earliest opportunity will help to mitigate the impact of the anticipated increase in car 
traffic created by the development on the local road network. These measures will be 
designed to encourage employees of the various services on the site to consider travelling 
by methods other than just the private car, particularly single occupancy car travel. 
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6. FRAMEWORK TRAVEL PLAN 

6.1 General 

6.1.1 A Travel Plan is a site specific management tool designed to encourage people to rethink 
their travel choices and requirements in order to minimise and manage the impacts of 
travel on the environment. This is achieved by setting out a strategy for eliminating the 
barriers preventing individuals from using sustainable travel modes and managing single 
occupancy car travel. These barriers may be infrastructure orientated or they may be 
behaviour change related.  

6.1.2 TPs are not designed to restrict the freedom of car use, but aimed at reducing the number 
of car journeys, in particular single occupancy trips to and from a development. It should 
encourage the use of sustainable transport and aim to reduce the impact of a 
development on the surrounding road network. A large part of the TP is providing 
individuals with the relevant information so they are equipped to consider a change of 
travel behaviour.  

6.2 Benefits 

6.2.1 If designed well, the implementation of a TP can lead to economic, environmental, social 
and health benefits. It can also lead to a decrease in the proportion of users reaching the 
site by private car and an increase in the proportion reaching the site by sustainable 
modes including walking, cycling and public transport.  

6.2.2 A TP can also assist in increasing accessibility whilst reducing congestion, local air 
pollution, greenhouse gases and noise. Importantly, a TP also has the potential to increase 
the health and well-being of individuals through the formation of active travel plans.  

6.3 Potential Measures to be Implemented 
 
Marketing and Travel Information 

6.3.1 Marketing and awareness raising form an important part of the TP. This involves engaging 
with individuals and raising awareness of travel options and the benefits of sustainable 
and active travel. This can include: 

 Displaying information about travel choices on notice boards within the communal 
staff areas of the developments; 

 Producing dedicated Travel Options Leaflets which can be personalised to suit the 
individual needs of staff; and 

 Displaying regular updates on TP targets. 

6.3.2 Notice boards and a suggestion box will be displayed in communal areas. The notice 
boards will provide a focal point for the TP and will provide up-to-date travel information 
and details of upcoming promotional campaigns. It will also be fundamental to ensure 
that employees are also aware these campaigns and up-to-date information by providing, 
for example, letters and emails. 
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6.3.3 For new members of staff, it will be important that they do not automatically choose to 
travel to work by car, as this will set an unsustainable travel pattern from the outset. A 
Travel Options Leaflet can encompass the vast majority of the measures recommended in 
this chapter and should be made available in hard and electronic formats. 

6.3.4 Regular events can raise the awareness of facilities on site and challenges can 
development users to try an alternative for the day and will provide an opportunity to 
continue to raise the awareness of the TP. 
 
Public Transport 

6.3.5 There may be scope to improve upon the current limited bus services which route past 
the site with liaison with Stirlingshire Council. It is also suggested that bus stops be 
incorporated into the development to encourage more sustainable public transport travel 
by employees of the various services within the site. 

Journey Sharing 

6.3.6 Journey sharing schemes should be encouraged where possible. This includes not only 
private car use but also walking and cycling journeys. Sharing your journey with someone 
can motivate yourself and them to use alternative to the car. It is sociable and can save 
you money.  

6.3.7 Measures that could be implemented to manage single occupancy car use and encourage 
journey sharing include: 

 Personalised travel planning sessions offered to the staff; 
 Promote liftshare websites (e.g. www.spt.liftshare.com and 

www.liftshare.com/uk); and 
 Provide information in hard format regarding the financial and environmental costs 

associated with driving. 

6.4 Travel Plan Co-ordinator 

6.4.1 A Travel Plan Co-ordinator (TPC) should be appointed to ensure that the travel plan is 
implemented and maintained. The responsibilities of the TPC would include: 

 Overseeing the development and implementation of the plan; 
 Obtaining and maintaining commitment and support from senior management and 

staff; 
 Designing and implementing effective marketing and awareness campaigns to 

promote the travel plan and a shift from the private car; 
 Organising and collecting the necessary data required to produce the travel plan; 
 Acting as a point of contact for all staff requiring information; 
 Coordinating the monitoring programme for the travel plan, including the target 

setting; and  
 Liaising with SC as and when required. 
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7. SUMMARY & CONCLUSIONS 

7.1 General 

7.1.1 SYSTRA has been commissioned by GB Grove Ltd. to prepare a Transport Statement in 
support of a planning application for a roadside services station situated on the A9 dual-
carriageway at Firs of Kinbuck, Stirlingshire.  

7.1.2 The development will comprise a petrol filling station, various catering units, a hotel, 
leisure and amenity buildings, a picnic area and outdoor walks, a designated HGV truck 
stop parking area and a number of charge points for electric vehicles. 

7.1.3 This TS has undertaken a comprehensive assessment of the local transport infrastructure 
to ensure the proposed development can be integrated into the surrounding transport 
network and measures have been considered to mitigate any potential traffic impacts. 

7.2 Walking & Cycling 

7.2.1 Due to the locale of the site on the A9 dual-carriageway and the intended purpose of the 
development as a roadside services station, it is not intended to provide for walking and 
cycling trips to the development. There is current infrastructure in place to support such 
trips however in the interest of safety, these modes shall not be encouraged as a means 
of travel to the site. 

7.3 Public Transport 

7.3.1 It is acknowledged that the current public transport provision is limited and that there are 
issues with two-way travel to and from the development due to the left-in / left-out access 
arrangements. However, on opening of the services station, there will be increased 
demand for such a service and liaison with Stirlingshire Council should be sought to 
provide a more comprehensive service to meet this demand. 

7.3.2 It is also proposed that a shuttlebus be provided by the development to transport 
employees to the appropriate bus stops on the southbound carriageway of the A9 to allow 
them to travel two-way to/from the site. 

7.3.3 This option should be reviewed after a year by the Travel Plan Co-ordinator to assess the 
uptake of usage and to consider whether a more permanent form of road crossing may 
be required for example: a pedestrian footbridge.  

7.4 Development Trip Generation 

7.4.1 The development trip generation has been assessed on a vehicle only basis given the 
nature of the development as a roadside services area. 

7.4.2 The TRICS database has been utilised with reduction factors applied to account for shared 
and pass-by trips and this has been compared against the current and year of opening 
base traffic volumes. 
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7.4.3 Given that the site will be developed as a services station to cater specifically for pass-by 
traffic, the total “new” trip generation is low in comparison to the volume of traffic 
already using the network with a 4.4% and 3.7% maximum increase in the PM peak period 
for the year of opening and current (2017) base flows respectively. 

7.4.4 This is considered negligible based on the capacity of the road and hence there are no 
further proposed measures required to support the development from a vehicle-traffic 
point-of-view other than the access arrangements set out in Chapter 5. 

7.5 Summary 

7.5.1 In conclusion to this TA, SYSTRA reiterates the main findings and measures in support of 
the development: 

7.5.2 The proposed development will be constructed to serve the A9 northbound traffic of 
which, the majority of trips attracted to the site will be pass-by. 

7.5.3 The “new” trips generated on the network is estimated to be around 3.7% in the critical 
network PM peak (1600 – 1700) of the year of opening base flow traffic and is not 
anticipated to have any effect on the performance of the road daily. 

7.5.4 An access junction has been designed in accordance with the DMRB and takes the form 
of a left-in/left-out priority junction with appropriate diverge and merge lanes for the 
design speed of the road. 

7.5.5 A framework TP has been drafted for the development with the aim of promoting more 
sustainable travel to the site by staff of the various land uses. If required, this can be 
formalised in a full TP for the site. 

7.5.6 It is encouraged that public transport infrastructure and access is incorporated into the 
internal layout design and that a strategy for two-way movements be provided specifically 
for employment trips. 

7.5.7 There will be a number of charge points for electrical vehicles distributed across the 
various developments.  

7.6  Overall Conclusion 

7.6.1 Overall, SYSTRA have identified the proposals as meeting the requirements set out by PAN 
75 – Annex F for roadside services and that the development site is in an appropriate 
location for adequate use and convenience of drivers using the A9. It has been assessed 
that the vast majority of vehicle-trips will be in the form of pass-by trips and will not 
contribute any net increase in traffic to the network. Of the trips generated to the site, 
the maximum impact has been estimated as 3.7% during the network PM peak which is 
considered of negligible impact. 

 










