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1 Introduction 

1.1 Qualifications and Experience 

1.1.1 I am Jason Smith, an Associate with Mott MacDonald – a major multi-

disciplinary infrastructure consultancy. Mott MacDonald is one of the largest 

firms of consulting engineers and environmental specialists in the UK with in 

excess of 15,000 staff. We have a strong international and domestic record in 

helping to deliver complex transport schemes including tram and bus rapid 

transit systems.   

1.1.2 My academic qualifications include BEng (Hons) in Civil Engineering from the 

University of Leeds; whilst my professional qualifications are that I am a 

Chartered Engineer and Member of the Institution of Civil Engineers. 

1.1.3 I have 14 years’ experience gained in the planning and design development 

of many large transport infrastructure projects. This has included an 

involvement in the development of a wide range of mass transit schemes, 

similar to NGT, across the light rail/rapid transit sector. Notable projects are 

the UK national trial developing the Sheffield Rotherham tram-train 

proposals, Manchester Metrolink tramway, Nottingham NET Phase 2 

tramway, West Midlands Metro tramway, as well as bus rapid transit projects 

in Leigh (Greater Manchester) and Luton-Dunstable. 

1.1.4 I am Mott MacDonald’s Project Manager for our inputs to the NGT project, 

leading work across a wide range of technical disciplines.  Our role within the 

wider NGT project team has included: 

a) All engineering inputs, including initial scheme layout development and 

optioneering 

b) Consideration of traffic management issues and development of proposals 

c) All environmental inputs  

1.1.5 I have been closely involved in the development of the NGT scheme 

proposals since 2007 when our commission commenced.  I therefore have a 

close understanding of why and how the scheme has evolved into its present 

form and the constraints, considerations and views that have been taken into 

account during that process.  In this Proof I deal specifically with items a) and 
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b) above; evidence on the other areas is given by colleagues within the wider 

NGT team. 

1.2 Scope of Evidence  

1.2.1 My evidence covers the engineering and traffic management aspects of the 

NGT proposals. The latter includes parking and servicing arrangements, 

pedestrian and cycle use, traffic regulation measures, highway safety and 

rights of way.  I set out that the engineering and traffic management 

proposals are appropriate and well-understood, the TWA powers sought (in 

so far as they relate to areas of my expertise) are also appropriate.  I provide 

descriptions of the engineering and traffic management proposals to assist 

the Inquiry in understanding the NGT proposals.  

1.2.2 My Proof is closely related to that of Gordon Robertson who will deal with the 

operation of traffic junctions.  

1.2.3 My Proof also relates to that of Kevin Leather who will set out the 

environmental assessment of the scheme.  

1.3 Declaration of truth 

1.3.1 I confirm that insofar as the facts stated in this Proof of Evidence are within 

my own knowledge, I have made clear which they are and I believe them to 

be true. In my professional opinion, I believe that this Proof of Evidence 

represents an unbiased and true assessment of the engineering and traffic 

management implications of the scheme. 
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2 Outline of evidence 

2.1 Overview 

2.1.1 My evidence concerns the engineering and traffic management aspects of 

the NGT proposals and will address the following: 

a) A description of the scheme and design principles, as well as an explanation 

of the different types of TWA Order Limits 

b) A description of the design development process, including post TWA Order 

application changes  

c) A description of major engineering elements of the scheme including works 

required to listed buildings and in conservation areas 

d) A description of the main engineering layout alternatives considered 

e) A description of traffic management proposed for the operational stage 

f) A description of the planned construction process 

g) Engineering related issues arising from the Statement of Matters  

h) Response to engineering and traffic management related issues raised in 

objections  

i) Overall conclusions  

2.1.2 In my evidence I will refer to the updated Technical Design Drawings 

published in March 2014 (A-11) rather than those submitted with the TWA 

Order application (A-05) in September 2013. The key changes to the design 

are described in Section 4.2.  

2.1.3 My Proof covers in particular the following points from the Statement of 

Matters (SoM): 

2.1.4 SoM item 6: The effects of the scheme on statutory undertakers and other 

utility providers, and their ability to carry out undertakings effectively, safely 

and in compliance with any statutory or contractual obligations. 

2.1.5 SoM item 7: The likely impact on motorists, cyclists and pedestrians of 

constructing and operating the scheme, including: 

(a) the effects of the proposed trolley vehicle system on other public 

transport services, highway capacity, traffic flow, vehicle parking, 
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pedestrian and cyclist movement and road safety; [partly dealt with by Mr 

Robertson] 

(b) the effects of closing, diverting or altering the layout of the streets as 

detailed in Schedules 3, 4 and 5 to the draft TWA Order; 

(c) the effects of the traffic regulation measures specified in Schedule 10 

to the draft TWA Order, including the proposed restrictions on parking, 

loading and access; and 

(d) any complementary traffic management or other measures proposed 

by the promoters to mitigate the effects of the scheme on road users 

(including cyclists and pedestrians). 

2.1.6 SoM item 9: The measures proposed by the Promoters for mitigating any 

adverse impacts of the scheme, including: 

(a) the Construction Implementation Strategy and Code of Construction 

Practice; [partly dealt with by Mr Leather 

(b) the proposed Construction Environmental Management Plan and 

Construction Traffic Management Plan; [partly dealt with by Mr Leather] 

(c) the proposed diversions for rights of way stopped up under the draft 

TWA Order, including whether they would satisfy the requirements of 

section 5(6) of the TWA, namely that an order should not extinguish any 

public right of way over land unless the Secretary of State is satisfied that 

an alternative right of way has been or will be provided, or that provision of 

an alternative is not required; 
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3 Scheme description 

3.1 Scheme overview 

3.1.1 The proposed NGT route runs on an approximate north-south alignment 

through the city of Leeds and is 14.8 kilometres in length.  

3.1.2 It will commence from a terminus serving the district centre at Holt Park, 

travel south along Holtdale Approach and Otley Old Road to the proposed 

Bodington Park and Ride site adjacent to Otley Road and to the north of the 

Outer Ring Road. This provides access to various local amenities including 

University of Leeds sports grounds, as well as attracting city centre bound 

traffic from the Outer Ring Road. NGT will then proceed southwards along 

Otley Road through Lawnswood, Weetwood and West Park whilst also 

passing close to the Leeds Metropolitan University’s Headingley Campus. 

3.1.3 At Headingley, the route leaves the existing highway in order to bypass an 

area of regular congestion and serves the centre of Headingley with a stop 

on Wood Lane. As reported in 3.21 of the ES (A-08-b) the alternative of 

routeing along the existing highway would not provide a reliable NGT service 

given the systemic traffic congestion and limited opportunities for effective 

mitigation through highway improvement works and traffic management.  It 

then re-joins the highway at Headingley Lane which will be widened to safely 

accommodate all road users, travels through the Hyde Park Corner junction 

and onto Woodhouse Lane.  

3.1.4 After continuing along Woodhouse Lane and through Woodhouse Moor, the 

proposals are for a reconfiguration of the local area traffic management 

which will remove general through traffic from Woodhouse Lane placing it 

instead on Blenheim Walk, by-passing University campuses. This will 

provide better quality pedestrian, cyclist and public transport links from the 

University of Leeds and Leeds Metropolitan University sites off Woodhouse 

lane to the heart of the city centre. 

3.1.5 Through the city centre, NGT will route close to a large number of 

businesses and facilities including the Arena, Millennium Square, Civic 

Quarter, Trinity shopping centre as well as bus and railway interchange at 

City Square. 
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3.1.6 Crossing Leeds Bridge, the route then enters an area of recent development 

with commercial and retail properties, including the New Dock development. 

From there it proceeds to Hunslet district centre, over the railway at Balm 

Road and through Belle Isle. The route terminates at a park and ride facility 

at Stourton adjacent to junction 7 of the M621 motorway and Middleton Ring 

Road. 

3.1.7 The scheme provides significant lengths of NGT route segregated from 

general traffic, such as bus lanes on highway, or new corridors for the 

exclusive use of pedestrians, cyclists and NGT vehicles. Where NGT is 

proposed to run on street with other traffic, either traffic flows are relatively 

low or traffic management and public transport priority measures will be put 

in place to help ensure journey time punctuality.   

3.1.8 The route wide split between various degrees of segregation from other 

motorised traffic is as follows: 

 Northbound 

direction of bus 

travel 

Southbound 

direction of bus 

travel 

Average for 

northbound and 

southbound 

NGT exclusive 5.7km (38%) 5.3km (36%) 5.5km (37%) 

NGT & public 

transport 
2.0km (13%) 1.7km (11%) 1.85km (12%) 

NGT, public 

transport & limited 

access 

0.9km (6%) 0.9km (6%) 0.9km (6%) 

NGT with general 

traffic 
6.6km (43%) 6.9km (47%) 6.75km (45%) 

Total 15.2km 14.8km 15.0km 

 

3.2 Design principles 

3.2.1 Whilst NGT would be the first modern trolleybus system in the UK, the 

components of the system are standard. The majority of the engineering 

works are little different from those to be found on any highway scheme. The 
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overhead line equipment design is similar to that of a tram system, of which 

there are several examples in the UK  

3.2.2 The design of NGT infrastructure has taken full account of relevant design 

standards and guidance, including:   

a) Manual for Streets (E-4-15) and Manual for Streets 2 (G-4-16) ~ provides 

guidance and case studies on the planning, provision and approval of 

residential streets as well as both urban and rural situations. In particular 

they place emphasis on the needs of pedestrians, cyclists and public 

transport users.  

b) Design Manual for Roads and Bridges ~ covers the standards required for 

trunk and other major roads. Whilst the standards are not mandatory for 

much of the route they are of particular relevance at the Outer Ring Road as 

well as interfaces with the Highways Agency’s network such as junction 6 

and 7 of the M621 motorway. In addition it provides design standards for 

structures such as retaining walls and bridges.   

c) Railway Safety Publication 2 Guidance on Tramways (RSP2) (G-04-73) from 

the Office of Rail Regulation (ORR) ~ sets out guidance on issues to be 

considered in the design and operation of tramways, including horizontal and 

vertical clearances and widths required.  Many of the principles involved in 

tramway design are similar and relevant to the design of trolleybus systems 

and therefore account has been taken of relevant parts of RSP2. 

d) Local transport Note LTN02/08(G-04-74) ~ provides guidance on the 

provision of on road or off-road cycle facilities and their design, in particular 

for cycling in pedestrianised (vehicle restricted) areas. 

e) London Cycling Design Standards (TfL, 2005) (G-04-75) ~ provides 

guidance and standards for people creating cycle routes and other transport 

systems which affect cyclists.  .  Although this guidance is applicable in 

London, the principles it sets out are equally applicable to conditions outside 

London.    

f) Local Transport Note LTN 01/12 Shared Use Routes for Pedestrians and 

Cyclists (G-04-76) ~ provides guidance which is predominately focused on 

built-up areas where pedestrians and cyclists are likely to be frequent.  
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g) LTN 1/11 Shared Space (G-04-77) focuses on shared space in high street 

environments with particular emphasis on inclusive design.  

h) Inclusive Mobility (G-04-78) – A Guide to Best Practice on Access to 

Pedestrian and Transport Infrastructure (DfT, 2002a) ~ guidance document.  

3.2.3 Based on discussions I have had with Leeds City Council Highways and 

Transportation Service officers, I note that they expect that the ‘good 

practice’ design principles contained within Manual for Streets 2 will be 

considered for the entire road network where they are the Highway Authority. 

On the strategic road network, however, Design Manual for Roads and 

Bridges (DMRB) design standards such as visibility distances shall be 

assumed to apply in the first instance, due to the nature of these roads. It is 

for the Designer to justify the use of the specific design standards contained 

within Manual for Streets 2 on the strategic road network if these are 

deemed appropriate. On all other roads, the design standards in Manual for 

Streets 2 shall be assumed to be applicable in the first instance, although in 

accordance with the principles of Manual for Streets 2, each location should 

be treated on its merit. 

3.2.4 The design has been developed to accommodate a generic trolleybus 

vehicle specification, the key parameters being: 

a) A single articulated and single deck trolleybus of 18.75m maximum vehicle 

length ~ in accordance with the Road Vehicles (Construction and Use) 

(Amendment) Regulations 2003 (G-04-79). This is in accordance with the 

provisions of European Directive 2002/7/EC laying down the maximum 

authorised dimensions for certain road vehicles in Europe.  

b) 2.55m maximum vehicle width (not including wing mirrors) ~ in accordance 

with the Road Vehicles (Construction and Use) (Amendment) Regulations 

2003. 

c) 5.8m minimum Overhead Line Equipment (OLE) contact wire height (at any 

point) above a carriageway where general highway vehicles are present with 

no highway height restriction ~ in accordance with RSP2 (para 201, page 

34). 

d) Double doors towards the front and rear of the trolleybus vehicle.  
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e) In addition to power supplied from overhead line equipment, all trolleybus 

vehicles will be installed with an auxiliary power unit comprising super 

capacitors and batteries which are able to store recovered energy from 

regenerative braking and propel the vehicle.   

3.3 Land requirements 

3.3.1 The TWA Order Limits shown on the Works and Land Plans and Sections 

(A-02) include the following types of Limits: 

a) Limits of Deviation and of Land to be Acquired or Used (LoD) - land within 

the LoD is that required permanently for the construction and operation of 

the trolley vehicle system itself. 

b) Limits of Additional Land to be Acquired or Used (LLAU) - land within the 

LLAU is required permanently for reasons associated with and necessary for 

the provision of the trolley vehicle system, but not directly related to the 

trolley vehicle system itself. This includes for example land required for 

traction power substations. 

c) Limits of Land to be Used Temporarily (LuT) - these areas are only required 

temporarily either to construct accommodation works or for temporary use 

during construction of the works. 

d) Limits of lands with rights to operate, maintain and attach overhead line 

equipment to buildings - these areas are required to provide permanent 

rights to accommodate overhead line equipment building fixings. 

e) Limits of lands with rights to operate, maintain and attach overhead line 

equipment to buildings and land to be used temporarily - these areas are 

required for a combination of temporary works or other temporary use during 

construction, together with permanent rights to accommodate overhead line 

equipment building fixings. 

3.3.2 In accordance with the guidance in ODPM Circular 06/2004, to ensure that 

the works can be implemented without impediment all land required for the 

construction, operation and maintenance of the NGT system is included 

within the scheme Order Limits. No more land than is necessary is included 

within these Limits.  
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3.3.3 The following Promoter owned premises require demolition and I am 

satisfied that this is necessary to accommodate the NGT scheme: 

3.3.4 Property number 40 Otley Road (plot 09041 and 09042) of which the 

extension on its southern end is required to be demolished to accommodate 

a revised road junction layout with satisfactory capacity as well as improved 

cycle and pedestrian facilities. It is subject to Conservation Area Consent 

application CAC004.  

3.3.5 Property number 6 Wood Lane (plot 10013) which is required to be 

demolished as it stands on the NGT Headingley by-pass (off road section) 

line of route. It is subject to Conservation Area Consent application CAC007. 

3.3.6 27 to 29 Headingley Lane (plot 11052 and 11053) demolition commercial 

premises. This is required to facilitate the widening of Headingley Lane to 

accommodate an outbound bus lane, NGT stop, creation of a new signal 

controlled junction at Victoria Road and safely accommodate all road users. 

It is subject to Conservation Area Consent application CAC015.   

3.3.7 Property 25a Headingley Lane (plot 11054 and 11055) demolition of a large 

detached brick built commercial premises. This is required to facilitate the 

widening of Headingley Lane to accommodate an outbound bus lane, NGT 

stop, creation of a new signal controlled junction at Victoria Road and safely 

accommodate all road users. It is subject to Conservation Area Consent 

application CAC016.   

3.3.8 Properties 11, 13, 15, 17, 19, 21, 23 and 25 Headingley Lane (plot 11056) 

demolition of a brick terrace building containing commercial and retail 

premises. This is required to facilitate the widening of Headingley Lane to 

accommodate an outbound bus lane, NGT stop, creation of a new signal 

controlled junction at Victoria Road and safely accommodate all road users. 

It is subject to Conservation Area Consent application CAC017.   

3.3.9 Property numbers 14-16 Eldon Terrace (plot 13023 and 13024) demolition of 

retail premises. This is required to accommodate a new road junction layout 

including improved pedestrian and cycle facilities.  

3.3.10 The following privately owned premises require acquisition and demolition 

and I am satisfied that this is necessary to accommodate the NGT scheme: 
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3.3.11 University of Leeds Lawnswood Sports Ground (plots 04020 and 04027) 

demolition of a derelict and disused sports pavilion, caretaker’s house and 

equipment storage building. These demolitions are necessary as the NGT 

Bodington park and ride site proposals take away 6 existing sports pitches 

requiring a reorganisation of all University of Leeds sports facilities in the 

locality including at the Lawnswood site. Replacement facilities have been 

agreed in principle with the University of Leeds and in accordance with this a 

new sports pavilion with changing rooms, amenity facilities and equipment 

storage will be provided.  

3.3.12 Headingley Business Park (plot 11036, 11037 and 11038) partial demolition 

of the northern end of a building. This is required to facilitate the widening of 

Headingley Lane to accommodate an outbound bus lane and safely 

accommodate all road users.  It is subject to Conservation Area Consent 

application CAC010. 

3.3.13 Headingley Business Park (plot 11036, 11039 and 11040) demolition of a 

derelict and ruinous building. This is required to facilitate the widening of 

Headingley Lane to accommodate an outbound bus lane and safely 

accommodate all road users. It is subject to Conservation Area Consent 

application CAC012. 

3.3.14 Headingley Business Park (plot 11039, 11040 and 11048) demolition of the 

lodge building. This is required to facilitate the widening of Headingley Lane 

to accommodate an outbound bus lane and safely accommodate all road 

users. It is subject to Conservation Area Consent application CAC013. 

3.3.15 Headingley Business Park (plot 11039, 11040 and 11048) partial demolition 

of the northern end of the (former stables) building. This is required to 

facilitate the widening of Headingley Lane to accommodate an outbound bus 

lane and safely accommodate all road users. It is subject to Conservation 

Area Consent application CAC014. 

3.4 Conclusion 

3.4.1 Whilst NGT would be the first modern trolleybus system in the UK, I 

conclude that the design and construction works required are well 

understood, and that the design of the system has taken full account of 
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relevant standards and guidance.  I am confident that in accordance with the 

guidance in ODPM Circular 06/2004, to ensure that the works can be 

implemented without impediment all land required for the construction, 

operation and maintenance of the NGT system is included within the scheme 

Limits. No more land than is necessary is included within these Limits. 
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4 Project Development  

4.1  Design Evolution to TWA Order Application 

4.1.1 The general project development, consideration of strategic alternatives and 

the key decision making is set out in the Design Rationale Report (A-08l-1). 

4.1.2 The NGT proposals have evolved throughout the seven years of design 

development and this has been a collaborative process with Leeds City 

Council and Metro. 

4.1.3 The design development process has taken into account many factors such 

as: 

a) Engineering issues including general feasibility, cost, constructability and 

safety. 

b) Frontage issues including parking and servicing provision. 

c) Environmental issues including avoiding or minimising likely impacts 

emerging from the environmental impact assessment and incorporation of 

mitigation measures where appropriate.  

d) Traffic capacity and operational issues. 

e) Consultation feedback both from formal public consultation and detailed 

discussions with stakeholders and affected parties.  

4.1.4 I give specific examples of where and how the design has responded to 

consultation in Section 6 (Engineering Alternatives) and Section 10 

(Response to Particular Issues Raised by Objectors).  Further examples of 

design changes in response to consultation feedback are given in Annex 5 of 

the Statement of Consultation (A-01-03).  

4.2 Design Changes Since TWA Order Application 

4.2.1 After the TWA Order application was deposited the promoters have 

continued to work with objectors to consider whether scheme design 

changes which mitigate impacts would be feasible without compromising the 

NGT scheme. This has resulted in a number of limited changes to the 

scheme proposals, all of which  are within the draft TWA Order Limits and do 

not constitute a material change to the application.  These are illustrated on 

the Technical Design Drawings update (A-11) with accompanying A-11 
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Appendix 1 which summarises the amendments made. The following section 

sets out the most significant changes post TWA Order application with 

explanation.  

Holt Park District Centre (off Holt Farm Rise) 

4.2.2 In response to feedback from Leeds City Council in respect of their emerging 

development proposals for the district centre, and in particular the area to the 

immediate north of the recently constructed Wellbeing Centre, replacement 

parking for the Health Centre has been reconsidered. The 5 spaces that are 

to be lost with the NGT proposals will now be re-provided in the south-west 

corner of the main district centre car park, some 50m from the existing 5 

spaces which are to be removed. This has been done to better align with the 

wider development brief and help ensure that it is not compromised by NGT 

proposals.  

4.2.3 A second access/ egress off Holt Farm Rise to the car park at High Field 

Surgery has been included within the proposals to better allow for servicing 

(delivery) vehicles to use the site.  

Lawnswood Sports Ground (off Otley Old Road) 

4.2.4 Following further discussions with the University of Leeds, the design of the 

proposed sports pavilion at Lawnswood (within plot 04020) has been 

developed further in consultation with Sport England and national governing 

bodies for sport. The access arrangements, type and disposition of the sports 

pitches, as well as the mitigation proposed have not been altered and this 

refinement does not constitute a material change to the TWA Order 

application.  

Lawnswood School (Outer Ring Road) 

4.2.5 Following further discussions with the governors of Lawnswood School, a 

35.5m length of deceleration lane has been provided (within plots 05043 and 

07005) in advance of the new vehicular entrance (application proposal) from 

the Outer Ring Road. This is to assist in slowing vehicles down for the turn 

into the school entrance while keeping them clear of other traffic. This 

proposal does not require any additional trees to be taken and all land is 

within the scheme Limits. 
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Property 226 Otley Road 

4.2.6 Following further discussions with the operators of the Three Bears Nursery, 

the design has been amended to remove any impact on their private land, so 

that the promoters would not exercise Order powers over that part of plot 

07022 within private ownership.  

St Chad’s Parish Centre (Otley Road) 

4.2.7 The bus stop situated outbound and adjacent to the War Memorial is to be 

relocated to the north adjacent to the St Chad’s Parish Centre. In the TWA 

Order application proposals, this bus stop is to be placed into a layby some 

50m to the north.  In response to objections and following discussions with 

Leeds City Council, the Promoters’ team has reconsidered whether this layby 

is required, and this has resulted in a change to the design which removes 

the bus layby and provides an on-street bus stop some 75m north of its 

existing location. This change avoids the need to remove 4 trees within plot 

08019.   

St Michael’s Court (off Shire Oak Street) 

4.2.8 Following further discussions with the owners of St Michael’s Court, the 

number of parking spaces to be provided in the permanent scheme has 

increased from 21 to 26 within plots 10013, 10014, 10017, 10021 and 10022. 

To facilitate this, minor amendments have been made to retaining structures 

and the promoters will undertake to move the plant/ equipment currently 

located on the ground to the rear of the building to the roof or other suitable 

location.  

Rose Court (off Headingley Lane and Buckingham Road) 

4.2.9 Following further detailed discussions with the owners, governors and 

teachers of the Rose Court Nursery, it has not been possible to identify 

suitable and affordable re-provision of the outdoor play area (currently 

310m2) adjacent to Headingley Lane (plots 11031 and 11032) and affected 

by NGT proposals. Given the residual impact on the nursery, the NGT design 

has been amended to remove the proposed right turn pocket into 

Buckingham Road, this therefore reduces the requisite width of Headingley 

Lane and consequential land take from Rose Court. In consequence the 

proposed retaining structure at Rose Court will be up to 2.5m further away 
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from their buildings and this means that the retained area of outdoor play 

area increases to 240m2 from 203m2. The scheme as amended would have 

broadly the same land take from Rose Court as the former Supertram 

scheme of which I understand the school redevelopment took cognisance. It 

is accepted that as a result of this design change, general traffic on 

Headingley Lane will occasionally be delayed by right turners.  

College of Art (St Marks Road/ Blenheim Walk/ Woodhouse Lane) 

4.2.10 Following further traffic capacity assessment using revised post application 

traffic flows as reported in the updated Transport Assessment (B-9), and 

discussion with the owners of the College of Art; amendments have been 

made to the design of the Woodhouse Lane/ Blenheim Walk/ St Mark’s Road 

junction. Whilst the concept remains the same, the proposed highway layout 

northbound on Blenheim Walk approaching the junction has been amended 

from 3 lanes to 2. The separate southbound left lane from Woodhouse Lane 

into St Mark’s Road has also been deleted allowing a more straightforward 

pedestrian crossing arrangement.  

4.2.11 These changes have resulted in the extent of proposed highway moving up 

to 2.6m further away from the College of Art building (plot 13032 to 13034) 

along Blenheim Walk so that NGT proposals no longer directly affect the 

seating area adjacent to the building. The existing grass verge between the 

seating area and proposed back of footway will be reduced from the current 

123m2 to 24m2. The revised proposals will provide for a landscape planting 

strip which is to be located between the seating area and back of proposed 

footway along Blenheim Walk.     

4.2.12 An existing hard surfaced area of 212m2 with a small folly building within it 

and surrounded by a low height wall lies on the Blenheim Walk frontage at 

the corner with St Mark’s Road immediately outside of the College of Art 

main entrance. Whilst the revised proposals (A-11) would reduce the area of 

land to be removed from the hard surface area on the Blenheim Walk 

frontage, this would still result in 118m2 lost and 94m2 retained, and also 

require the demolition of the folly building. However, the revised proposals 

have also moved St Mark’s Road up to 5.4m further away from the College of 

Art building (plot 13028 to 13032) creating a new area of 263m2 on the St 
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Mark’s Road frontage and the promoters would be prepared to discuss giving 

the College of Art rights to its use. Therefore a hard surfaced area at least as 

large and as wide as the existing one could be created on the St Mark’s 

Road frontage at the corner with Blenheim Walk, immediately outside of the 

College of Art main entrance. If required the folly building could be 

reconstructed on the new hard surface area so that just as with the existing 

arrangement it would be situated on the corner of Blenheim Walk and St 

Mark’s Road. The new hard surface area on the St Mark’s Road frontage 

together with that adjoining and retained on the Blenheim Walk frontage 

would allow the College of Art to have a considerably larger hard surface 

area than currently exists immediately outside of their main entrance.     

4.2.13 Overall, if the released highway land is to be included within the objector’s 

site it would result in the objector gaining a larger area of land than is 

proposed to be permanently acquired for the scheme.  The total area lost 

from College of Art land would be 254m2 and the total area gained would be 

279m2 resulting in a net increase of 25m2.  

Black Bull Street (and Chadwick Street) 

4.2.14 Following discussions with Leeds City Council and a developer of the former 

Yorkshire Chemicals site (between Black Bull Street and Chadwick Street) 

the highway layout has been amended. In recognition of redevelopment 

proposals, Black Bull Street will be reduced from 3 lanes to 2 lanes in the 

vicinity of Chadwick Street.   

Pym Street (off Hunslet Road) 

4.2.15 Detailed discussions have been held with the business occupiers of the Pym 

Street area and further consideration given to their objections. The NGT 

proposals remove the left in and left out priority junction from Hunslet Road to 

Pym Street. This is necessary as retaining a modified version of such an 

arrangement across the NGT route would raise serious safety concerns and 

is not acceptable. There are other access routes to get to the Pym Street 

area and these serve traffic from all directions albeit some are more 

convoluted than with the current arrangement. A traffic survey at Pym Street 

showed that only low numbers of vehicles entered the site from Hunslet Road 

and that this was not the main access point to the Pym Street area. I 
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understand that the primary concern of the Pym Street businesses is that 

direct access from Hunslet Road be retained and that egress is less of a 

concern. In response to these issues a signal controlled left turn lane from 

Hunslet Road into the site will be provided along with a right turn lane from 

South Accommodation Road to Donisthorpe Street. This affects land plots 

17043, 17044 and 17052. 

Balm Road (adjacent to the railway and Mecca Bingo) 

4.2.16 Following discussions with Leeds City Council and Network Rail, and having 

reviewed the operational arrangements along Balm Road, the inbound bus 

lay-by and associated retaining wall have been removed. Permanent land 

take from plot 19016 is not now required. The bus stop will remain in its 

present position.  

Moor Road to M621 Junction 6 (Belle Isle) 

4.2.17 Following further traffic capacity assessment using revised post application 

traffic flows as reported in the updated Transport Assessment (B-9), and 

discussion with Leeds City Council, the Highways Agency and 

representatives of the South Leeds Trade Centre, the highway layout along 

Balm Road between Moor Road and the M621 junction 6 has been 

amended. This remains within the scope of the powers over land sought 

through the TWA Order application.  It affects land plots 20014 to 20021 and 

20024.   

4.2.18 The proposed inbound offside NGT only lane has been removed and a 

nearside bus and cycle lane provided along with an inbound lane for general 

traffic; with NGT vehicles switching from offside to nearside running at the 

M621 junction 6. This arrangement reduces the required highway width 

meaning that land take from the South Leeds Trade Centre has been 

significantly reduced, their car parking capacity is reduced by 1 space, and it 

is possible to right turn into and out of their site.  

4.2.19 As NGT switches from offside to nearside running at the M621 junction 6 this 

allows the adoption of a simpler priority junction arrangement at the Moor 

Road/ Woodhouse Hill Road/ Balm Road junction.  This will reduce delay for 

the main traffic movement into the city.  

East Grange Drive/ West Grange Drive (Belle Isle) 
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4.2.20 Following further traffic capacity assessment using revised post application 

traffic flows as reported in the updated Transport Assessment (B-9), and 

discussion with Leeds City Council the layout of the junction of East Grange 

Drive/ West Grange Drive/ South View Road and Belle Isle Road has been 

amended. A minor modification has been made to the outbound alignment in 

the vicinity of number 69 Belle Isle Road to reduce the junction footprint. In 

addition the pedestrian crossings of Belle Isle Road (including NGT) have 

become signal controlled to better improve safety. This affects land plots 

20035, 20040A, 20043, 20044, 20047, 20047A and 20049.  

4.3 Conclusion 

4.3.1 The design of the NGT proposals has evolved considerably during the 7 

years of scheme development, taking into account a wide range of relevant 

factors including consultation feedback. This has included a number of 

limited changes made after the TWA Order application, as a result of the 

Promoters continuing to work with objectors to consider whether scheme 

design changes that mitigate impacts would be feasible without 

compromising the NGT scheme. I am satisfied that all of these changes are 

within the scope of powers sought through the draft TWA Order application 

and do not constitute a material change to the application    
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5 Elements of the infrastructure 

5.1 Introduction 

5.1.1 In this section I provide a description of the various elements of the 

infrastructure proposed, under the following headings: 

a) Highway layout 

b) Bus stops for non NGT services 

c) Bus stops for NGT services 

d) Park and Ride sites 

e) Depot 

f) Overhead line equipment 

g) Power supply 

h) NGT vehicles 

i) Structures 

j) Drainage 

k) Creation of open space 

l) Works requiring Listed Building Consent 

m) Works requiring Conservation Area Consent 

5.2 Highway layout 

5.2.1 As I set out above in Section 3.1.8, there are 4 types of highway running to 

consider: 

a) NGT and other public transport lanes 

b) NGT and other public transport with limited access for other traffic lanes 

c) NGT with general traffic  

d) NGT exclusive (either nearside bus lanes, central reserve/offside lane 

running or segregated new NGT only corridor) 

5.2.2 Where NGT is in a bus lane it shares the space with other buses, taxis and 

cyclists. In general these bus lanes, whether existing or proposed, will be 

widened to at least 4.2 metres width to provide adequate space for motorised 
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vehicles to safely pass cyclists. The total length of bus lane proposed is 4.1 

kilometres and this comprises 2.4 kilometres of existing bus lane to be 

widened and 1.7 kilometres of new bus lane to be provided (all dimensions 

given here are totals for both directions ie northbound and southbound). 

5.2.3 There are areas where NGT would run through an environment where all 

traffic shares the road space but there are restrictions to limit general traffic 

to those requiring access to off street premises or for delivery purposes. This 

will be brought about by traffic regulation measures and local traffic 

management. In those circumstances the main vehicular traffic will be public 

transport and the environment will become a pedestrian dominated one in 

which a simplified streetscape will be provided through reducing formal 

control measures in line with Shared Space principles. I discuss Shared 

Space principles in more detail in section 7.3 below.  The total length of 

simplified streetscape (pedestrian dominated) lane proposed is 1.8 

kilometres and this is entirely new provision replacing a conventional street 

arrangement.  

5.2.4 Exclusive NGT lanes are provided where NGT is to run in the centre of an 

existing highway and where a new corridor off the existing highways is 

proposed.  In these areas specific provision has been made for dedicated 

pedestrian and cycle facilities alongside the NGT route allowing them to 

benefit from the new transport links and by-passes. The total length of 

exclusive NGT lane proposed is 11 kilometres (in total for both northbound 

and southbound directions) and this is entirely new provision.  

5.2.5 Where NGT shares the road with general traffic without restriction a series of 

priority measures are proposed on the approach to junctions, and local area 

traffic management is provided to help ensure a reliable NGT journey time.  

The total length of general traffic lane along which NGT runs is 13.5 

kilometres on existing highway with widening and junction improvements.  

5.2.6 In a number of locations along the NGT route parking and servicing 

(deliveries) currently take place on the highway. To help ensure reliable 

journey times for public transport and the safe passage of NGT vehicles this 

existing provision will need to be relocated off or alongside the main 

carriageway. This issue has been given detailed consideration during the 
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design development through surveys and consultation with potentially 

affected parties to determine their need. Parking and servicing proposals are 

set out in detail in Section 7.6 and 7.7 of this Proof.  

5.2.7 The existing highway over which NGT is proposed to run will be assessed 

and reconstructed (subject to its condition) where necessary to help ensure a 

robust pavement construction and facilitate the diversion or protection of 

statutory undertakers’ equipment. In addition all carriageways on which NGT 

will run will be resurfaced to provide a smooth running surface and high ride 

quality. 

5.3 Bus Stops 

5.3.1 At key locations such as in the city centre, park and ride sites, Holt Park and 

elsewhere, NGT and non NGT bus stops have been located in close 

proximity to provide convenient interchange between conventional bus 

services and NGT services, please refer to Section 10.5 for details. 

5.3.2 To assist with achieving reliable journey times for public transport and help 

prevent bunching of buses, it is proposed that where an opportunity exists 

without unduly impacting on a third party, bus stops for non NGT services will 

be relocated into lay-bys clear of the NGT route. This is applicable where 

there is an adjacent bus lane or low traffic flows so that the bus can exit the 

lay-by without much delay; it is not applicable where the bus would need to 

pull out into high flows of traffic.  This is necessary because in some areas 

during peak periods there is and will remain traffic congestion in the general 

traffic lanes running alongside the NGT/bus lanes and consequently following 

buses will find it difficult to overtake another bus stood at a stop, resulting in 

delay.   

5.3.3 Where it is not feasible to provide a lay-by, bus stop locations have been 

relocated to downstream of NGT stops so that during peak periods they are 

less likely to delay NGT services. This is because they would not block an 

NGT vehicle from getting to its stop and would have time to clear their own 

downstream stop before NGT sets off again.  

5.3.4 In some locations such as Holt Park it is considered that given the moderate 

traffic flows neither a lay-by nor relocation of a bus stop is required given the 
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relatively low bus service frequency along with good opportunities for NGT to 

overtake a standing bus at a stop.  

5.4 NGT stops 

5.4.1 The selection of NGT stop locations has typically taken into account 

alignment and layout factors, likely demand, local stop catchment issues, and 

public consultation feedback 

5.4.2 The NGT proposals include a total of 27 trolleybus stops, these are:
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Stop Name Plan  
(A-11) 

Comments 

Holt Park  1 Northern terminus located off highway at the district centre 

serving local retail, health, community and educational facilities 

as well as providing interchange with other bus services. 

Tinshill 2 On Otley Old Road serving community facilities and a residential 

area. 

Hospital Lane 4 On Otley Old Road serving Tinshill playing fields and a residential 

area; bus interchange provided. 

Wise Owl 6 On Otley Old Road serving ecclesiastical and education facilities, 

Lawnswood (University of Leeds) sports ground as well as a 

residential area. 

Bodington 

Park and 

Ride 

9 Situated within an 850 space park and ride site accessed off 

Otley Road serving commuter traffic from the nearby Outer Ring 

Road, Bodington (University of Leeds) sports ground and a 

residential area. A bespoke stop would be provided at highway 

level with car parking at a lower level to minimise any visual 

impact.   

Lawnswood 11 Situated within a central reserve on Otley Road just south of the 

Outer Ring Road. Serving Lawnswood School, Weetwood 

(University of Leeds) sports ground and a residential area. 

West Park 12 On Otley Road south of the Kepstorn Road roundabout. Serving 

Village Hotels (Spenfield House) and a residential area. 

Churchwood 

Avenue 

13 On Otley Road to either side of Churchwood Avenue. Serving 

Leeds Metropolitan University (Headingley Campus) and a 

residential area.  

St Chad’s 14 On Otley Road in the vicinity of Weetwood Lane. Serving retail 

premises, educational facilities and a residential area.   

Headingley 

Centre 

17 Located off highway to the rear of the Arndale Centre at Wood 

Lane. Serving retail and commercial premises, a residential area 

and indirectly Yorkshire County Cricket Club and Leeds Carnegie 

(rugby) stadium.  
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Headingley 

Hill 

19 Located off highway near to Headingley Lane and Oakfield. 

Serving retail and commercial premises, education facilities and a 

residential area. 

Hyde Park 21 On Headingley Lane in the vicinity of Victoria Road. Serving retail 

facilities and a residential area. 

Woodhouse 23 On Woodhouse Lane in the vicinity of Clarendon Road. Serving 

the University of Leeds (north end), retail premises and a 

residential area. 

University of 

Leeds 

24 On Woodhouse Lane in the vicinity of the Parkinson Building. 

Serving the University of Leeds (central area), College of Art, 

commercial and retail premises and residential accommodation.  

Leeds 

Metropolitan 

University  

26 On Woodhouse Lane in the vicinity of the Leslie Silver Building. 

Serving the University of Leeds (south end), Leeds Metropolitan 

University’s Broadcasting Place and City Campus, retail and 

commercial premises as well as residential accommodation.   

Arena 27 On Cookridge Street (north) adjacent to Leeds College of 

Technology. Serving Leeds Arena (off Claypit Lane), educational 

facilities, O2 Academy, retail and commercial premises, the civic 

buildings and Millennium Square. 

Civic 27 On Cookridge Street (south) to the immediate north of The 

Headrow. Serving the civic quarter, Cathedral, Radisson Hotel, 

Leeds Art Gallery, commercial and retail premises including The 

Light shopping centre.  

City Square 29 Within City Square, off highway adjacent to Mill Hill Chapel. 

Serving Trinity Shopping Centre (western end), commercial and 

retail premises, bus interchange at City Square/ Infirmary Street 

as well as Leeds City Railway Station.  

Trinity 29 On Boar Lane adjacent to Holy Trinity Church. Serving Trinity 

Shopping Centre (main entrance), commercial and retail 

premises as well as bus interchange.  

Brewery 

Wharf 

31 Situated on land alongside Waterloo Street in the vicinity of Dock 

Street. Serving this large commercial and retail area including the 

Jury’s Inn hotel and residential accommodation. 
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New Dock 32 Situated off highway alongside the northern end of Chadwick 

Street. Serving a large development comprising commercial, 

retail and residential premises as well as proposed new 

educational facilities.  

Joseph Street 35 Situated off highway alongside Hunslet Road in the vicinity of 

Joseph Street. Serving a local school and residential area. 

Penny Hill 36 Situated off highway adjacent to the library building. Serving the 

district centre, retail and commercial premises and a residential 

area as well as providing bus interchange facilities.  

Telford 38 On Balm Road to the north of Moor Road. Serving commercial 

and retail premises and a residential area 

Belle Isle 

Circus 

41 Within the central reserve on Belle Isle Road to the north of Belle 

Isle Circus. Serving retail premises and a residential area 

Middleton 

Road 

43 Situated off highway at the junction of Winrose Grove and 

Middleton Road. Serving a residential area, community facilities 

and the upper tier (accessed off Middleton Ring Road) of the 

Stourton NGT Park and Ride site.  

Stourton Park 

and Ride 

43B Situated within a 2,300 space (first phase for 1,500 spaces) park 

and ride site located accessed from Middleton Ring Road, the 

A61 and Junction 7 of the M621 motorway.  

 

5.4.3 The NGT stop platform faces are 300mm in height for a length of 20m in 

order to provide level boarding access at all doors. They generally have 

ramps at both ends and slope away from the platform edge to tie into the 

existing street and thresholds. They are at least 2.5m in width but more 

usually 3m and provide a shelter, passenger information and a help point. 

Several stops such as Bodington park and ride, Headingley Centre, City 

Square, Penny Hill and Stourton park and ride are bespoke with additional 

facilities and a larger waiting area under a canopy.  

5.4.4 NGT stops are located on line (ie immediately alongside the running 

carriageway) with suitable relatively straight approach geometry in order for 

the articulated NGT vehicle to dock at a stop with a small horizontal boarding 

gap to the front and rear doors.  
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5.4.5 The general design approach for stops is set out in the Urban and Landscape 

Design Statement Section 2 (A-08k). 

5.5 Bodington Park & Ride 

5.5.1 The Bodington park and ride site is located approximately 500m north of the 

Outer Ring Road and will be accessed off Otley Road via a new signalised 

junction. 

5.5.2 The site will accommodate up to 850 car parking spaces. In addition the 

facilities would include CCTV, cycle stands and lockers, disabled parking 

spaces, passenger information and help points, low level and directional 

lighting, a lift, stairs, ramps, water retention pond as part of sustainable urban 

drainage, car passenger drop off area (kiss and ride) as well as bus 

interchange facilities. The general layout of the site is shown on Technical 

Design Drawings (A-11 drawing 312694/TD09).  

5.5.3 Sheet 25 of the Planning Direction Plans (NGT A-03) shows that the design 

requires infill of areas immediately adjacent to Otley Road to create a 

platform for the NGT stops and cycle facilities as well as car passenger drop 

off provision. The car parking area is at a lower level than the highway by at 

least 3.5m with the NGT stop podium area also serving to block sightlines 

from the west to the parking level; furthermore a landscape mound around its 

eastern extremities would reduce the prominence of the parking site from 

other viewpoints and allow for effective screening measures around the 

boundary. 

5.5.4 Sheet 5 of the Planning Direction Plans (NGT A-03) shows a large water 

retention pond and new underground drainage pipe (Work 3A) linking it to an 

existing drainage feature at Weetwood playing fields.  

5.5.5 The Bodington park and ride site is currently used as playing fields by the 

University of Leeds and NGT proposals require that 6 currently grass football 

and rugby pitches along with 2 cricket pitches will need to be relocated.  In 

consultation with the University of Leeds, Sport England and National 

Governing Bodies for Sport, options for alternative provision have been 

considered and the new layout agreed in principle. It is not possible to re-

provide the existing level of programmable sports time or accord with the 
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University of Leeds existing sports activity requirements unless artificial 

pitches are used as they allow a greater intensity of use. 

5.5.6 The proposed layout for the Lawnswood site is shown on Sheets 4 and 28 of 

the Planning Direction Plans and comprises 2 artificial third generation (3G) 

pitches, an International Rugby Board standard artificial pitch and a grass 

rugby/ American football pitch, earthworks to terrace the site, spectator 

seating, directional lighting, a new sports pavilion building, coach and car 

parking. 

5.5.7 The proposed layout for the Bodington site is shown on Sheets 6 and 27 of 

the Planning Direction Plans and comprises amendments to two grass 

pitches adjacent to Otley Road to create room between them for a cricket 

wicket and embankment earthworks for the associated cricket pitch extents.  

5.5.8 The proposed layout for the Weetwood site is shown on Sheets 7 and 26 of 

the Planning Direction Plans and comprises one International Rugby Board 

standard artificial pitch and 1 grass lacrosse pitch, a cricket wicket and pitch, 

earthworks to terrace the site, directional lighting, and a realigned footpath. 

5.6 Stourton Park & Ride 

5.6.1 The Stourton park and ride site lies at the southern terminus of the NGT 

route between junction 7 of the M621 motorway, A61 (Wakefield Road) and 

Middleton Ring Road.  It is a multi-level site with the upper parking tier being 

accessed off Middleton Ring Road at a priority junction. The lower tier main 

parking area will be accessed from a junction of the A61 Wakefield Road and 

M621 junction northbound off slip road as well as the junction 7 roundabout. 

5.6.2 The connection to and consequential changes to traffic flows on the A61 and 

junction 7 of the M621 motorway will necessitate highway modifications 

including additional lanes and further signalisation of the roundabout, 

signalisation of the A61/ M621 northbound off slip and formation of a new 

signal controlled junction with the A61 for egress from the park and ride site. 

The layout including traffic lanes and junction arrangements is shown on the 

Technical and Landscape Plans (A-5 drawings 312694/TD43,43B, and 43C). 

5.6.3 The site will accommodate up to 1,500 car parking spaces in the first phase 

of development and up to 2,300 in total. Facilities would include CCTV, cycle 
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stands and lockers, disabled parking spaces, passenger information and help 

points, low level and directional lighting, water retention pond as part of 

sustainable urban drainage, as well as bus interchange.  

5.6.4 The lower level main parking area and upper level Middleton parking area 

are separated by a level difference of between 6m and 7m and this is 

overcome by a retaining wall along with ramps and stairs for pedestrians and 

cyclists. The layout including long sections illustrating the earthworks is 

shown on Sheet 30 of the Planning Direction Plans. An NGT stop will be 

provided for the upper tier of parking at Middleton Ring Road and this will 

also serve the local community as well as bus interchange. A further stop will 

be provided within the lower tier main parking area 

5.6.5 This location is the site of a former quarry which has been backfilled with 

variable but mainly poor quality material. It is suitable for the purposes of a 

park and ride site but ground improvement measures, earthwork slopes and 

retaining structures will be required in some areas to achieve a satisfactory 

arrangement.  

5.6.6 The site proposals include for sustainable urban drainage water retention 

ponds as well as enhancements to the existing watercourse.  

5.6.7 To the immediate south and east of the park and ride site a depot and control 

facility will be provided and this will be accessed by NGT vehicles via bridge 

over the dividing watercourse.  

5.7 NGT Depot 

5.7.1 The NGT fleet of 20 trolleybus vehicles will be stabled and maintained at a 

new depot with combined administrative facilities and network control centre. 

The Stourton site has spatial capacity for expansion of these facilities to 

accommodate a future expanded network and trolleybus fleet size of up to 40 

vehicles; although if required this would be subject to separate planning 

permission at the appropriate time. 

5.7.2 The NGT depot site is unlikely to contain extensive overhead line equipment 

except perhaps around the perimeter, in particular this is due to the extensive 

junctions/ switches at aerial contact wire junctions and the attendant control 

requirements. Instead NGT vehicles not in service would de-wire at the 
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Stourton park and ride stop and proceed to and around the depot using their 

auxiliary power units.  

5.7.3 Facilities to be provided at the depot are: 

a) Secure fencing, gated site access not mixed with general traffic and 

dedicated staff parking. 

b) External hard surface parking/ stabling for the entire trolleybus fleet with each 

stand having a charging point.  

c) Staff booking on and off facilities, welfare provision and on-site office suite for 

the administration and management of the maintenance facilities. 

d) Workshop facilities for cleaning and servicing including a heated fully 

equipped service tunnel to accommodate two vehicles. At least two fully 

equipped well ventilated and heated workshop bays, one of which should be 

self-contained with fume extraction to enable vehicle paint repairs.  

e) Facilities to enable the completion of major accident repairs, heavy overhaul 

maintenance and specialist repairs would not be required at the depot and 

would be contracted out, possibly as part of the original vehicle supply 

contract from the manufacturer.  

f) An operations and control centre for the good functioning of the NGT system, 

liaison with Leeds urban traffic control (Leeds City Council), response to 

requests for assistance and implementation of abnormal service scenarios 

including emergency situations.   

5.7.4 The depot apron and building is to be situated within a substantial cut into the 

sloped hillside (edge of former quarry) to reduce its visual prominence 

particularly from housing to the south. This cut will be achieved through the 

extensive use of retaining walls. 

5.7.5 Extensive mitigation works are proposed at the combined Stourton park and 

ride and depot site including planting of approximately 450 individual trees, 

40,000m2 of woodland planting and 800m of native hedgerow  to screen the 

site along with the creation of meadows, an enhanced watercourse and water 

attenuation ponds as part of a sustainable urban drainage system.    
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5.8 Overhead Line Equipment 

5.8.1 The NGT trolleybus vehicles will be powered through an overhead line 

equipment (OLE) system comprising twin contact wires suspended by a 

catenary (support wire arrangement) and supported on poles or by fixings to 

adjacent buildings.  

5.8.2 Articles 17 and 28 of the draft Order (A-01-4) provide the power to affix 

equipment to the particular properties specified in Schedule 8 of the Order. 

Article 30 expressly limits the powers which may be obtained for land 

specified in Schedule 8 to easements or other new rights required for the 

fixing and maintaining of equipment.  

5.8.3 Building fixings are generally the preferred catenary support solution as they 

minimise the amount of street furniture and obstructions in the footway. They 

require buildings or other structures of sufficient height, proximity to the 

alignment and suitable construction, and these are not available on all parts 

of the route. Where building fixings are considered likely to be appropriate 

having undertaken an external visual inspection, powers to attach equipment 

have been sought in the TWA Order application and this includes much of 

the city centre on the line of route.  

5.8.4 In comparison to traction poles, building fixings would provide benefits 

particularly in: 

a) Areas with narrow footways, especially those with footways of less than 2m 

width 

b) Areas of high pedestrian footfall leading to congestion of footways 

c) Areas with a large amount of underground statutory undertakers equipment 

which may otherwise require diversion to accommodate an OLE pole 

foundation 

d) Areas with poor ground requiring larger or deeper OLE pole foundations  

5.8.5 The standard arrangement for a building fixing is a stud anchor, bonded into 

a pre-drilled hole in the wall or structure. Depending on the structural nature 

of the building, there may be a need for this to be held by a spreader plate on 

the inside of the structure. On completion, the only element visible on the 

façade of the building is an exposed eyelet, to which the inert (non electrified) 
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cross span wires are connected, an example building fixing is shown at 

Appendix 1 [APP-3-3-1]. For most forms of structure, there will be no 

evidence of the fixing inside the building. 

5.8.6 Any part of the OLE system must be at least 5.2m from a place where a 

person might reasonably stand) and at least 5.8m above a road carriageway 

which is trafficked by other vehicles. Given the likely support wire sags this 

generally leads to OLE support heights for poles or building fixings of 

between 6 and 7m. Each type of support will incorporate features to deter 

climbing and help prevent the public getting within touching distance of the 

live parts. 

5.8.7 The assumed contact wire cross sectional area is 120mm2. A typical OLE 

pole is 350mm in diameter although this can vary depending on the catenary 

arrangement and forces it will need to resist.  

5.8.8 OLE poles, where required, will generally be located at the back of the 

footway but where this is not possible collision protection measures such as 

larger up stand kerbs, the position of street furniture or a deflection barrier 

may be required.   

5.8.9 To minimise the amount of street furniture (clutter) particularly within 

congested urban areas, the street lighting may be combined with OLE poles 

as has been successfully accomplished on tram schemes including West 

Midlands Metro, Croydon Tramlink and Dublin LUAS.  

5.8.10 The spacing of poles or building fixings along the route would depend on 

both the horizontal and vertical curvature of the NGT alignment. At this stage 

we have assumed an auto-tensioned system resulting in a requirement for 

support positions at approximately 30 to 40m intervals on straight and 

constant gradient alignment. The spacing would reduce on curves, with the 

tighter the bend the closer the spacing of support poles. In addition at road 

junctions there is often a requirement to keep certain areas free of poles and 

this may require a more complex catenary arrangement and additional 

supports in other areas.  

5.8.11 The final positioning of OLE supports (poles or building fixings) must satisfy 

the requirements outlined above, but be positioned with due consideration for 

other elements within the streetscape such as traffic signals and signs, bus 
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stops, heritage features, building openings, balconies, cellars and pedestrian 

crossings, and to suit local circumstances such as maintaining appropriate 

footway widths, vehicular and pedestrian access to premises.   

5.8.12 The exact location of building fixings will be considered during the detailed 

design stage of the project. This process will include structural inspection 

(including within the building) and analysis to more fully consider the 

structure’s ability to accommodate the fixing and carry the loads. 

5.8.13 Those parts of the OLE catenary system in contact with a building or support 

poles are not live as the supporting wires would be double insulated over the 

carriageway. As is standard practice on UK tramway systems, the NGT 

system will have a well-defined hazard zone with no part of the live 

equipment being outside of this.  

5.8.14 The draft TWA Order proposes that the promoters be authorised in making 

bylaws under Article 47 including for regulating (but not requiring) the 

maintenance of, or the carrying out of works to, the facades of buildings to 

which any equipment has been attached or which front onto the authorised 

trolley vehicle system, where necessary to ensure the safe operation and use 

of the authorised trolley vehicle system. This power has been granted on the 

Nottingham Express Transit System Order and I consider it important that 

this Order should similarly provide such powers. It is not appropriate to limit 

this power only to buildings to which OLE is attached because the bylaws 

made under it would be used enable a safe system of work regime within a 

defined hazard zone. This would not differentiate between buildings to which 

OLE is attached but would consider safety irrespective of this including at 

adjoining buildings.     

5.8.15 Third parties wishing to maintain a building façade with a building fixing or 

support pole nearby will need to develop a safe system of working close to 

the OLE and this can be done in consultation with the NGT operator who will 

produce guidance and set out a clear process for approval. For most 

activities outside of the hazard zone there would be no particular 

requirements. For works inside or affecting the hazard zone a safe method of 

work would typically be developed on a case by case basis. When NGT 

begins the commissioning phase a public awareness campaign will be 
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launched, in addition to emergency service and local contractor training 

process for works in proximity to NGT system. In the rare circumstance that 

major works require the de-electrification of the OLE system then third parties 

could make use of planned de-electrification periods (likely to be every 

month) for maintaining the NGT system. This type of process is in use on 

many tram systems in the UK and has operated well. 

5.9 Power Supply and Substations 

5.9.1 As with most modern trolleybus systems, NGT will be powered by a 750 V dc 

electricity supply delivered to the vehicle via overhead cables. The proposed 

NGT sub stations will supply power to the overhead lines; these substations 

will in turn be fed by the existing electricity supply network. 

5.9.2 The approximate dimensions of a standard substation are 4.8m wide, 10.9m 

long and 3.5m high with an additional area required for hardstanding and 

vehicular access. The Old Red Lion substation is an exception in that it will 

be up to 1m higher as it is situated in a flood risk area and equipment must 

be clear of a potential flood. Furthermore it has been designed to match and 

be in keeping with the adjacent and listed Old Red Lion Public House and so 

its dimensions are influenced by that.   

5.9.3 It is planned that 10 substations will be required to facilitate a robust and 

reliable NGT operational service and they will be sited where possible near to 

existing substations or identified high voltage supplies from the electricity 

network. Substations are proposed in the following locations: 

Name Plan  

(A-011) 

Comment 

Tinshill 03 Adjacent to Tinshill Tower and set back from Otley 

Old Road allowing planting screening to the highway. 

A new access to be created linking the sub station 

compound to Otley Old Road.  

Otley Old 

Road 

5 Adjacent to a wooded area off Otley Old Road in the 

vicinity of New Adel Gardens. Requires localised 

diversion of a footpath. Screened with trees as part of 

woodland area.  
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Bodington  21 Adjacent to Otley Road situated on the NGT stop 

podium area next to a stair tower. Set back from the 

highway and behind screening trees.  

Churchwood 

Avenue 

13 Within an existing Yorkshire Water pumping station 

compound off Churchwood Avenue. Set back from 

the highway and screened with trees and an existing 

embankment to Alnwick View  

Headingley  19 Located between the off highway NGT alignment and 

Oakfield with access taken from Oakfield. It is an 

area with existing sporadic trees which would be 

supplemented by further trees to screen the site.  

Queens 

Square Court 

26 On land adjacent to the Upper North Street/ Queens 

Square Court. Adjacent to a pedestrian subway and 

dropped down below highway level and screened 

with trees and other planting.  

Old Red Lion 30 On land currently used as a car park off Meadow 

Lane, to the immediate south of and abutting the Old 

Red Lion Public House which is Grade II listed. The 

proposed substation building style is intended to 

blend with that of the public house and is subject to 

an application for listed building consent. The 

substation equipment will need to be elevated at 1m 

from surrounding ground level as this area is within a 

flood risk zone.  

Flax Mill Lane 37 On land currently used as an access track although 

overgrown and unpaved. The track would be closed 

and the sub station set back with screening to the 

highway. An alternative means of pedestrian and 

vehicular access is via Telford Terrace some 100m to 

the south.  

Nursery 

Mount Road 

39 Situated on an embankment supporting the M621 

motorway at junction 6. Cut into the slope to reduce 

its prominence, set back from Belle Isle Road and 
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screened with existing and new trees.  

Stourton  43 Located on land 50m east of Middleton Ring Road 

and its junction with Middleton Road between an 

NGT access ramp and existing buildings off 

Enterprise Way. Lower in elevation than the highway 

and residential houses, screened by existing and 

proposed trees.  

5.9.4 The location of sub stations has been considered in relation to the 

surrounding environmental context and the most sensitive locations have 

been avoided where practical within the electricity power delivery constraints.  

5.9.5 Substations will be designed to blend in with the surrounding environment, 

with suitable planting, boundary treatment to minimise visual intrusion.  

5.9.6 Consideration of sub station locations considered the following criteria: 

a) Impact including loss of vegetation and visual impact 

b) Suitability for the proposed context 

c) Access for maintenance vehicles 

d) Proximity to existing or proposed electricity feeder cables 

e) Electrical efficiency and operational power usage  

f) Public and stakeholder consultation comments 

5.10 Vehicles 

5.10.1 A fleet of 20 new trolleybus vehicles will be procured and in addition to 

drawing power from overhead lines they will also be fitted with an auxiliary 

power unit. This allows the vehicle to de-wire to manoeuvre around obstacles 

in the highway and re-route to avoid road works or other road closures. The 

auxiliary power unit will comprise batteries and super capacitors and they can 

also be used on-wire during normal service operations to store energy from 

regenerative vehicle braking reducing peak power load requirements.   

5.10.2 On highway, NGT vehicles will comply with the speed limits for general 

traffic. However these will be modified where the nature of the highway is 

proposed to change as part of NGT proposals, for example areas of shared 
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space/ simplified streetscape will typically have a speed limit of 15mph. Off-

highway speed limits will be set by considering the local context, use of the 

street and available sightlines.  

5.10.3 All trolleybus vehicles will be fitted with a warning bell or other acoustic 

device and this will be used to warn of the vehicle’s approach where this is 

necessary and appropriate, such as when approaching and within pedestrian 

dominated shared space areas.  

5.11 Structures 

5.11.1 Several new and modified structures will be required to support the 

infrastructure or facilitate the works (excluding canopies, boundary walls and 

earthworks) and these are set out below: 

Name/ location Plan 

A-11 

Plan 

A-03 

Comments 

Holt Park 

Off Holtdale 

Approach 

1 1 Retaining wall varying in height between 0.5m and 

1.5m and of 30m length between a proposed NGT 

plaza and the Kids Academy entrance. Required to 

overcome level differences and there is insufficient 

space for a sloped embankment at this location. 

Lawnswood 

Sports Ground 

Off Otley Old 

Road 

7 4, 28 Reinforced concrete bleachers of 3m height and 120m 

length installed between sports pitches. Required to 

overcome level differences between the terraced 

sports pitches and to provide spectator seating. 

Lawnswood 

Sports Ground 

Off Otley Old 

Road 

7 4, 28 Proposed single story sports pavilion with a gross floor 

area of approximately 740m2. Required to provide 

changing and other facilities to enable use of the site 

as a sports ground. 

Bodington P&R 

Off Otley Road 

9 5 Reinforced concrete retaining wall generally 2.5m in 

height and 125m length together with associated 

ramps. Required to overcome level differences 

between the lower parking area and NGT stop at 
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highway level. 

St Anne’s Road  

Corner with 

Otley Road 

16 9 Retaining wall faced with stone of generally 1.2m in 

height over a length of 20m. Required to create space 

for junction improvement works. 

Property 3 -5 

Alma Road 

Off Alma Road 

16 9 Retaining wall of up to 1.5m height and 45m length 

between property 5 Alma Road and Brodrick Court. 

Required accommodate a vehicular ramp to facilitate a 

revised parking layout as a consequence of NGT land 

take from the frontage. 

Headingley By-

Pass 

To the east of 

Otley Road 

17, 

18 

10, 

11 

Retaining structures required to accommodate the 

NGT alignment including: 

On the east side of the NGT alignment: 

 At property no.6 Wood Lane of generally 0.5m 

height and 3m length. 

 Between Shire Oak Street and Shire Oak Road of 

generally 0.5m height and 100m length. 

 Between the general area of St Columba’s Church 

and Headingley Lane of generally 1.0m height and 

130m length. 

On the west side of the NGT alignment: 

 Between Wood Lane and to the east of Shire Oak 

Street of generally1.0m height and 30m length and 

required to accommodate revised parking layout. 

 At St Columba’s Church car park of generally 1.2m 

height and 27m length. 

Headingley 

Lane 

19 11 A series of 7 retaining walls generally varying in height 

between 3m and 4m and with a combined length along 

the highway boundary of some 425m. They are 

necessary to support a widened highway and 

overcome level differences to the south. 
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Buckingham 

Road 

19 11 A retaining structures of length 55m (eastern side) and 

60m (western side) to support Buckingham Road 

which is to be realigned vertically and raised in height 

by a maximum of 0.45m in order to tie in with the 

widened Headingley Lane. 

Woodhouse 

Lane (east) 

Bridges 1 and 4 

25B, 

26  

14 A pair of bridges in close proximity on the same stretch 

of road which currently support two lanes of 

southbound only traffic. With NGT this becomes 2 

southbound and 1 northbound traffic lanes.  

 

Bridge 4 (northern bridge): 

Highway reconfiguration, deck re-waterproofing, re-

surfacing, and kerb re-alignment – the current analysis 

of the bridge has not identified any understrength 

elements. 

 

Bridge 1 (southern bridge): 

Highway reconfiguration, deck re-waterproofing, re-

surfacing, potential bridge strengthening – the current 

analysis of this bridge has identified the likely need for 

parapet stringcourse and edge beam strengthening. 

Work would involve several night time closures of A58 

and southbound traffic over the bridge being reduced 

to a single lane. 

Woodhouse 

Lane (central) 

Bridges 2 and 3 

25B, 

26 

14 A pair of bridges in close proximity on the same 

alignment and which are currently used for car parking 

at Broadcasting Place. NGT proposals will also use 

them as an access route with connection to a new 

highway link to Woodhouse Lane (east).  

 

Bridges 2 and 3 (northern and southern bridges): 
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Highway reconfiguration, deck re-waterproofing, re-

surfacing, removal an existing barrier which currently 

prevents passage beyond the south abutment. This 

work will not be disruptive to general road users. 

Woodhouse 

Lane (west) 

Bridges 5 

25B, 

26 

14 A single bridge currently with northbound bus lane, 

general traffic lane and contraflow cycle lane. With 

NGT this becomes a single lane in each direction for 

public transport, cycles, and pedestrians. 

Bridge 5 

Highway reconfiguration, re-surfacing and kerb re-

alignment, potential bridge strengthening – 

assessment analysis demonstrates that parapet 

stringcourse should be replaced / strengthened. To 

undertake this work it is anticipated that several road 

closures to the A58 would be necessary, and that 

northbound traffic over the bridge may have to be 

reduced to a single lane. 

Rose Bowl 

building 

27 14 Revised access ramp and new egress ramp to the 

underground car park. This is required to facilitate a 

change in local area traffic management with the 

intention of limited those vehicles on Cookridge Street 

to those that have business on that street. This will 

help promote a pedestrian dominated environment on 

Cookridge Street.  

Leeds Bridge 30 16 Leeds Bridge is a 31.2m single-span two-pinned 

wrought iron arch structure over the River Aire, 

supported on stone masonry abutments which support 

a two lane carriageway with footways on either side.  

The bridge was constructed in 1873 and is Grade II 

Listed. Originally the carriageway was divided into two 

lanes both of 5.55m, but due to a 7.5 tonne weight limit 

imposed on the bridge following an assessment in 
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1994, the carriageway has been divided by a central 

island, reducing the width of each lane to 4.5m. The 

existing form is to remain as part of the NGT scheme. 

Modifications are required to the deck layout, no 

structural changes are required as part of the NGT 

scheme. Leeds City Council is developing separate 

bridge strengthening proposals.  

Balm Road 

Bridge 

37 19 Balm Road is located in the Hunslet area the City of 

Leeds and crosses over what was the Derby-Leeds rail 

line but is now a diversionary route for the Leeds-

Wakefield/Doncaster main line. The highway, which 

runs through a built up area surrounded by a 

combination of industrial units and housing, is currently 

configured over Balm Road Bridge at a skew alignment 

in a north-south direction.  The existing Balm Road 

Bridge currently carries a two lane 11m wide single 

carriageway with 2.135m wide footways on either side 

over the railway. The existing form is to remain as part 

of the NGT scheme. 

Modifications are required to the deck layout, no 

structural changes are required as part of the NGT 

scheme. Leeds City Council and Network Rail are 

developing separate bridge strengthening proposals. 

West Grange 

Drive 

40 20 Retaining wall of up to 2.5m height and 25m length on 

the western side of Belle Isle Road adjacent to the 

Post Office building. This is to create space for a 

modified road junction. 

Middleton Road 43 21 Retaining wall to north of the NGT alignment along the 

edge of the existing highway boundary generally of 

3.5m height and 35m length. 

Retaining wall to the south of the NGT alignment of 

generally 2.0m height and 30m length to support a 
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realigned Middleton Ring Road. 

Stourton park 

and ride 

43 22, 
30 

Retaining wall of between 6.5m and 7.0m height for a 

length of 120m to overcome level differences between 

the upper Middleton tier of parking and the lower main 

parking area. 

NGT Depot 43B 22, 
29 

Retaining wall of generally 6m height and 180m length 

to support a cut into the hillside to accommodate the 

NGT depot.  

A depot and control centre building of up to 2 storeys in 

height with a gross floor area of the building of 

2,370m2.  

5.12 Drainage 

5.12.1 Where NGT runs on highway the existing drainage will be utilised and 

modified where necessary to accommodate changed layouts. When running 

off highway new drainage will be constructed. The drainage flow will 

discharge to various points including existing pipes, culverts and 

watercourses; and be subject to the approval of the Environment Agency and 

local drainage authority.  

5.12.2 The drainage system will be designed to accommodate a suitable level of 

flow during storm events and will incorporate measures (such as attenuation 

ponds and tanks) to reduce peak flow to acceptable levels. Where feasible 

sustainable urban drainage solutions have been adopted in the design such 

as for the Bodington Park and Ride site.  

5.13 Creation of Open Space and ecological mitigation areas 

5.13.1 New areas of open space and ecological mitigation are proposed as follows: 

a) An area of around 3,500m2 (B-5: paragraph 4.20) situated between the NGT 

alignment and Headingley Lane to the south of St Columba’s Church. This 

would create a new area of bio-diversity which would also function as public 

open space.  
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b) An area of around 20,000m2 (B-5: paragraph 4.20) surrounding the Stourton 

park and ride site. This would create new public open space and wildlife 

habitat.  

5.14 Works requiring Listed Building consent 

5.14.1 The construction works will require a total of 62 listed building consents and 

17 conservation area consents. This includes demolition of 9 buildings 

(excluding walls) within conservation areas. In this section I set out the works 

required and reasons for needing to affect these Listed Buildings and 

Conservation Areas. The assessment of impact on the listed buildings and 

conservation areas is addressed in Mr Ward’s Proof. 

For the purpose of OLE building fixings 

5.14.2 I have described earlier at Section 5.8 the standard arrangement for building 

fixings, and the general rationale for utilising building fixings in preference to 

support poles  

5.14.3 The draft TWA Order seeks powers for rights to attach overhead line fixing 

bolts to the buildings through the 50 Listed Building Consent (LBC) 

applications set out below.  

Application 

Number 

TWAO 

(core 

document) 

Property 

LBC003 A-09a-3 79, 81, 83 and 83a Otley Road 

LBC005 A-09a-5 Elinor Lupton Centre 

LBC0010 A-09a-10 Feast and Firkin/ The Library Public House, 

Woodhouse Lane 

LBC0011 A-09a-11 Pack Horse Inn, Woodhouse Lane 

LBC013 A-09a-13 Parkinson Building, Woodhouse Lane 

LBC014 A-09a-14 Emmanuel Church, Woodhouse Lane 

LBC015 A-09a-15 Trinity Congregational, 177- 179 Woodhouse Lane 

LBC016 A-09a-16 Blenheim Baptist Church, Blackman Lane 
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LBC018 A-09a-18 55 Cookridge Street (O2 Academy) 

LBC019 A-09a-19 49 and 51 Cookridge Street (Brodrick’s Building) 

LBC020 A-09a-20 The Leeds Museum, Cookridge Street 

LBC021 A-09b-21 39 Cookridge Street (Electric Press Building)  

LBC022 A-09b-22 4 Great George Street  

LBC023 A-09b-23 23-27 Cookridge Street  

LBC024 A-09b-24 St Anne’s Roman Catholic Cathedral, 13 Cookridge 

Street  

LBC025  A-09b-25 Permanent House, 44-72 The Headrow 

LBC026  A-09b-26 19-21 Cookridge Street  

LBC027  A-09b-27 11-17 Cookridge Street (Henry Moore Inst.)  

LBC028 A-09b-28 Sovereign House, 25 Park Row 

LBC029 A-09b-29 23 Park Row  

LBC030  A-09b-30 21-22 Park Row    

LBC031 A-09b-31 19-20 Park Row 

LBC032 A-09b-32 Abtech House, 18 Park Row 

LBC033 A-09b-33 26-27 Park Row, RBS    

LBC034 A-09b-34 28-30 Park Row, Barclays Bank    

LBC035 A-09b-35 31-32 Park Row, Greek Street Chambers    

LBC036 A-09b-36 33-35 Park Row    

LBC037 A-09b-37 40 Boar Lane    

LBC038  A-09b-38 30-33 Boar Lane    

LBC039 A-09b-39 29 Boar Lane    

LBC040 A-09b-40 24-28 Boar Lane    

LBC041 A-09c-41 58 Boar Lane    

LBC042 A-09c-42 59 Boar Lane    
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LBC043 A-09c-43 60 Boar Lane    

LBC044 A-09c-44 61-62 Boar Lane    

LBC045 A-09c-45 63 Boar Lane    

LBC046 A-09c-46 3 The Bourse, Boar Lane 

LBC047 A-09c-47 1 The Bourse, Boar Lane    

LBC048 A-09c-48 Ambler House, 14-18 Boar Lane    

LBC049 A-09c-49 Holy Trinity Church, Boar Lane    

Note that pursuant to discussions with English 

Heritage this LBC application has been withdrawn.  

LBC050 A-09c-50 71 Boar Lane    

LBC051 A-09c-51 Yorkshire Bank, 4 Duncan Street     

LBC052 A-09c-52 1-13, Boar Lane    

LBC053 A-09c-53 24-26 Briggate    

Note that pursuant to discussions with English 

Heritage this LBC application has been withdrawn. 

LBC054 A-09c-54 159 Briggate    

LBC055 A-09c-55 165a-169 Briggate (Queens Court)    

LBC056 A-09c-56 3-5 Briggate    

LBC057 A-09c-57 17-19 Bridge End    

LBC058 A-09c-58 Bridge House, Hunslet Lane    

LBC059 A-09c-59 The Adelphi Public House, Hunslet Road    

LBC061 A-09c-61 The Garden Gate Public House    

 

For other purposes 

5.14.4 A total of 12 Listed Building Consent applications have been made for 

reasons not related to OLE building fixings.  With the exception of LBC062 

(which is required due to the proposed substation position), these consents 

are necessary due to the required width and configuration of the highway and 
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NGT alignment adjacent to these listed buildings. I set out above at Section 

3.2 the design principles applied, with reference to relevant design standards 

and guidance.  The layout adjacent to these listed buildings has been 

developed taking into account these principles, including provision of a safe 

layout which provides suitable highway traffic capacity.  

LBC001 (A-09a-1) – The Coach House – 184 Otley Road 

5.14.5 The requisite highway layout needs to be wider than existing to 

accommodate an inbound bus lane (widened from the existing to 4.2m to 

better accommodate the needs of cyclists), an outbound bus gate with signal 

island to allow NGT vehicles to gain priority and not be impeded getting to 

the outbound NGT stop, and formation of an inbound NGT stop. The 

requisite highway widening is a maximum of 2m over a length of 

approximately 60m.  

5.14.6 The scheme affects the walling to the south of the Grade II Listed Coach 

House (Listed Building Number 466223), Number 184 Otley Road which is 

within the Weetwood Conservation Area. The stone boundary wall on the 

eastern side of the Otley Road forms part of the curtilage of the listed 

building.  

5.14.7 To accommodate NGT proposals the curtilage wall would be taken down and 

reconstructed over a 60m length between property 184 and the access road 

to 182 Otley Road (Spenfield House). This does not require works to the 

stone bus shelter adjacent to property 184.  

LBC002 (A-09a-2) – Horse Trough, Otley Road 

5.14.8 The highway in the vicinity of 153 Otley Road requires widening to 

accommodate an inbound bus lane widened from the existing to 4.2m to 

better accommodate the needs of cyclists, and the taper for the development 

of an outbound bus lane.  The requisite highway widening is generally 1.5m 

in this vicinity.  

5.14.9 The scheme affects the Grade II Listed Horse Trough (Listed Building 

Number 466205), on Otley Road, Leeds which is situated within and towards 

the westernmost boundary of the Far Headingley Conservation Area.  
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5.14.10 The proposal is for the set back of the Listed Trough (up to 8m to the 

northwest of the current location) into the grass verge. 

5.14.11 LBC004 (A-09a-4) – 62 Headingley Lane, Lodge House 

5.14.12 The intention is to create an offline route which will remove NGT traffic from 

Otley Road and create new opportunities for enhancement of cyclist and 

pedestrian walkways through the congested Headingley area. To the 

immediate north of Lodge House, NGT will transition from off-street running 

onto Headingley Lane at a new signalised junction. These works are required 

for the successful operation of the NGT scheme.  

5.14.13 The scheme affects the boundary wall (considered to be curtilage) at the 

western extent of the Grade II Listed Building of Lodge House; Number 62 

(Listed Building Number 465396), which is within the Headingley, Hyde Park 

and Woodhouse Moor Conservation Area.  

5.14.14 The proposal will see the removal of approximately 45m of boundary wall 

associated with a Grade II Listed Building in order for the NGT system, 

including footway and cycleway, transition from off-street onto Headingley 

Lane. A new stone boundary wall will be provided on the eastern side of the 

NGT alignment adjacent to Lodge House.  

LBC006 (A-09a-6) – Buckingham House, Headingley Lane 

5.14.15 Headingley Lane is currently around 14m in width between boundary walls 

this will be generally increased to between 16m and 17m width to allow for a 

new 4.2m width outbound bus and cycle lane whilst retaining an inbound 

cycle lane and safely accommodating all road users. The outbound bus lane 

is necessary to provide punctual and reliable journey times for public 

transport along the heavily congested Headingley Lane. As a consequence 

of widening, the northern section of Buckingham Road would need to be 

vertically realigned to tie into a widened Headingley Lane.  

5.14.16 The TWA Order application proposals and associated Listed Building 

Consent application included for additional widening of Headingley Lane to 

accommodate a right turn pocket at Buckingham Road; this is no longer 

required and the reasons for this are given in Section 4.2.9 of this Proof. 

Consequently the Listed Building Consent application will be amended to 

reflect the changed proposals.  
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5.14.17 The application refers to the stone boundary wall with railings which is 

considered to be part of the curtilage of the Grade II Listed Structure of 

Buckingham House (Listed Building Number 465402), which is within the 

Headingley, Hyde Park and Woodhouse Moor Conservation Area.  

5.14.18 The proposal is for the set back by up to 2.5m of a 70m length of boundary 

wall along Headingley Lane. In addition it would also include for a retaining 

wall of up to 55m length and 0.45m maximum height along the western side 

of Buckingham Road to accommodate the raising of the carriageway, with a 

rebuilt stone boundary wall atop this as a parapet.  

LBC007 (A-09a-7) – Ford House, Headingley Lane 

5.14.19 Headingley Lane is currently around 14m in width between boundary walls 

this will be generally increased to between 16m and 17m width to allow for a 

new 4.2m width outbound bus and cycle lane whilst retaining an inbound 

cycle lane and safely accommodating all road users. The outbound bus lane 

is necessary to provide punctual and reliable journey times for public 

transport along the heavily congested Headingley Lane. As a consequence 

of widening, the northern section of Buckingham Road would need to be 

vertically realigned to tie into a widened Headingley Lane. 

5.14.20 The TWA Order application proposals and associated Listed Building 

Consent application included for additional widening of Headingley Lane to 

accommodate a right turn pocket at Buckingham Road; this is no longer 

required and the reasons for this are given in Section 4.2.8 of this Proof. 

Consequently the Listed Building Consent application will be amended to 

reflect the changed proposals.  

5.14.21 The application refers to the wall associated with the Grade II Listed 

Structure of Ford House (Leeds Girls High School, Buckingham Road) 

(Listed Building Number 465648), which is within the Headingley, Hyde Park 

and Woodhouse Moor Conservation Area.  

5.14.22 The proposal is for the set back by up to 1.8m of approximately 65m length of 

retaining and boundary wall along Headingley Lane. This would provide 

sufficient clearance past the Ford House buildings for their maintenance but 

would encroach on a children’s outdoor play area reducing it in size from 

310m2 to 240m2. At the time of writing, discussions are on-going with the 
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school’s owners and representatives to agree what replacement provision 

can be provided.    

5.14.23 In addition the proposal would also include for modifying the existing 

retaining wall along the eastern side of Buckingham Road to increase its 

height by up to 0.45m and length to 55m; the stone boundary wall would be 

rebuilt atop this as a parapet. As a result, vehicular access from Buckingham 

Road into the school’s northern entrance would no longer be possible 

therefore these vehicles would be directed to the southern entrance some 

50m further along Buckingham Road.  

LBC008 (A-09a-8) – Wall/ piers at Rose Court, Headingley Lane 

5.14.24 Headingley Lane is currently around 14m in width between boundary walls, 

this will be generally increased to between 16m and 17m width to allow for a 

new 4.2m width outbound bus and cycle lane whilst retaining an inbound 

cycle lane and safely accommodating all road users. The outbound bus lane 

is necessary to provide punctual and reliable journey times for public 

transport along the heavily congested Headingley Lane.  

5.14.25 The scheme affects the Grade II Listed 2m high gate piers within the northern 

curtilage wall of Rose Court, (Listed Building Number 465366), which is 

within the Headingley, Hyde Park and Woodhouse Moor Conservation Area.  

5.14.26 The proposal is for the set back by up to 3m of twin gate piers and 

associated stone boundary wall along Headingley Lane.    

LBC009 (A-09a-9) – Curtilage associated with Rose Court 

5.14.27 Headingley Lane is currently around 14m in width between boundary walls 

this will be generally increased to between 16m and 17m width to allow for a 

new 4.2m width outbound bus and cycle lane whilst retaining an inbound 

cycle lane and safely accommodating all road users. The outbound bus lane 

is necessary to provide punctual and reliable journey times for public 

transport along the heavily congested Headingley Lane.  

5.14.28 The scheme affects the Grade II Listed curtilage of Rose Court and proposes 

the set back of a stretch of approximately 105m of walling to the north of 

Rose Court, (Listed Building Number 465363), which is within the 

Headingley, Hyde Park and Woodhouse Moor Conservation Area.  
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5.14.29 The proposal is for the construction of a new retaining structure with 

reconstructed stone boundary wall atop this acting as a parapet. This 

requires the set back of the existing wall along Headingley lane by up to 3m.    

LBC012 (A-09a-12) – Kingston Terrace, Woodhouse Lane 

5.14.30 The local area traffic management in the vicinity of the University of Leeds 

will be reconfigured to route all through traffic onto Blenheim Walk allowing 

Woodhouse Lane (between St Mark’s Road and Portland Way) to become a 

pedestrian and public transport dominated route. This is necessary to reduce 

vehicle conflicts, provide junctions working within capacity, widen footways 

and create a better environment for the large numbers of pedestrians and 

cyclists, providing a high quality link to the city centre. It also results in 

reduced delays and increased journey time reliability for public transport 

using the route.  

5.14.31 As a result of the changed traffic management, the road junction of 

Woodhouse Lane, Blenheim Walk and St Marks Road will be changed to 

better accommodate the traffic flows and improve cycle and pedestrian 

facilities. This requires widening in the vicinity of Eldon Court and Kingston 

Terrace.   

5.14.32 The scheme affects the gate piers and flanking boundary walls at the eastern 

extent of the Grade II Listed Kingston Terrace, Woodhouse Lane, (Listed 

Building Number 465776), which is within the Woodhouse Lane-University 

Precinct Conservation Area. 

5.14.33 The physical impact of the scheme is the set back of up to 9m of Grade II 

Listed curtilage by up to 5m from its current location, to allow for widening of 

the carriageway for construction of multi-use lane and the successful 

operation of the NGT scheme. 

LBC017 (A-09a-17) – Broadcasting House, Woodhouse Lane 

5.14.34 The local area traffic management in the vicinity of the University of Leeds 

will be reconfigured to route all through traffic onto Blenheim Walk allowing 

Woodhouse Lane (between St Mark’s Road and Portland Way) to become a 

pedestrian and public transport dominated route. This is necessary to reduce 

vehicle conflicts, provide junctions working within capacity, widen footways 

and create a better environment for the large numbers of pedestrians and 
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cyclists, providing a high quality link to the city centre. It also results in 

reduced delays and increased journey time reliability for public transport 

using the route.  

5.14.35 The scheme affects the western boundary wall (along Woodhouse Lane) of 

Grade II Listed Building of Broadcasting House as it is thought to be curtilage 

associated with a listed structure, (Listed Building Number 465775), which is 

within the Woodhouse Lane-University Precinct Conservation Area. 

5.14.36 The proposal is for the closure of the Broadcasting Place site access from 

Woodhouse Lane. This would involve the construction of a stone boundary 

wall with chain-link fencing to match the existing, between the entrance piers. 

Suitable gaps would be left to retain pedestrian and cycle access at these 

locations. The stone piers and wall would not be demolished but new 

sections of matching wall would be attached to them.  

LBC060 (A-09c-60) – Braime Building, Hunslet Road    

5.14.37 A new route will be formed for NGT, pedestrians and cyclists between 

Carlisle Road and South Accommodation Road; the 15.3m corridor width is 

necessary to safely accommodate all users. It will provide quicker and more 

direct access from the Hunslet area into the New Dock area benefiting NGT 

operation and local amenities.  

5.14.38 The scheme affects the curtilage of the Grade II Listed Braime Building, 

Hunslet Road, (Listed Building Number 493549). 

5.14.39 The proposal is for the removal of up to 85m of associated curtilage along 

Sayner Lane, Leeds. The stretch of wall affected by the scheme is located to 

the northeast of the Listed Structure and at Gate 5 into the Braime Works 

and its removal is necessary to create the new NGT route. 

LBC062 (A-09c-62) – Red Lion Public House    

5.14.40 I set out at Section 5.9 a description of the traction power supply system and 

substations, and the factors considered in agreeing the locations of these 

substations.  It is proposed that a substation is situated immediately to the 

south of the Old Red Lion Public House on land currently used for car 

parking adjacent to and affecting the curtilage of the Grade II Listed Old Red 
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Lion Public House on Meadow Lane (Listed Building Number 466049) which 

is within the Central Area – Leeds City Centre conservation area. 

5.14.41 The substation would be housed within a single story building together with 

flanking walls to accommodate a service area. These new structures have 

been designed to match the materials and style of the adjacent Old Red Lion 

building but would not physically connect with it. 

5.15 Works requiring Conservation Area consent 

5.15.1 In total 17 Conservation Area Consent applications have been made.  

Similarly to the non-OLE LBCs discussed above, these consents are 

necessary due to the required width and configuration of the highway and 

NGT alignment adjacent to the structures to be demolished within 

conservation areas. I set out above at Section 3.2 the design principles 

applied, with reference to relevant design standards and guidance.  The 

layout adjacent to these listed buildings has been developed taking into 

account these principles, including provision of a safe layout which provides 

suitable highway traffic capacity.  

CAC001 (A-10-1) - Weetwood House Court 

5.15.2 Otley Road is approximately 18m wide (boundary to boundary) between 

Weetwood Road and Weetwood Park Drive. This area suffers from 

congestion at peak times, particularly with queuing to the Outer Ring Road, 

interaction with side roads and pickup/ drop off activity at Lawnswood School. 

It is necessary to separate NGT from this congestion and inbound this is 

achieved through a 4.2m wide bus and cycle lane with a 3.3m lane for 

general inbound traffic. Outbound there is a need to have NGT running in the 

offside (centrally) on the approach to the Outer Ring Road and the least 

disruptive place to switch from nearside to offside running is at the Spen 

Road (West Park) roundabout. Therefore an outbound offside NGT lane of 

3.5m width is provided with the nearside lane for general traffic being 3.25m 

width along with a cycle lane of 1.5m width. This cross section of 19.75m 

total width including 2m wide footways on either side if the road is required to 

ensure NGT journey time reliability and safely accommodate all users of the 

street. This cross section requires 1.8m of land take from Weetwood House 

Court on the eastern side of Otley Road.  
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5.15.3 The proposals require the demolition and replacement of unlisted boundary 

walls, set back up to 2m from their original location within the Weetwood 

Conservation Area. The boundary walls which are the subject of this 

application are located along the eastern extent of Otley Road and those to 

the west of Numbers 1, 4, 5, 6 and 8 Weetwood House Court. 

5.15.4 The proposal is for the set back and reconstruction of the existing stone 

boundary wall by up to 2m and making good the landscaping including any 

replanting considered appropriate.  

CAC002 (A-10-2) - 1 and 1a Holly Bank 

5.15.5 The Otley Road/ Shaw Lane/ St Anne’s Road junction is one of more 

congested areas within Leeds and traffic often backs up through Headingley 

and this junction. It is also constrained by boundary walls, mature trees and 

frontages to businesses.  

5.15.6 It is necessary on both the St Anne’s Road and Shaw Lane arms of the 

junction provide signal controlled pedestrian crossing facilities to improve 

safety and access to local shops and amenities. In order to provide a design 

solution working within the junction capacity and not causing excessive traffic 

queuing, it is necessary to stagger pedestrian crossings on these arms of the 

junction. These pedestrian crossing points and associated central island 

need to be on the desire line at the junction mouth and would impede large 

vehicles turning left turning unless the radius for this left turn were increased 

and that requires land take.  

5.15.7 The proposals require the demolition and set back of a 50m length of unlisted 

stone boundary walls by up to 4.5m, at property 1 and 1a Holly Bank on the 

corner of Otley Road and Shaw Lane, which is within the Far Headingley 

Conservation Area. I am satisfied that the land take is necessary to provide 

satisfactory junction performance and improved pedestrian facilities.   

CAC003 (A-10-3) - 42-44 Otley Road 

5.15.8 The Otley Road/ Shaw Lane/ St Anne’s Road junction and Otley Road past 

the Arndale Centre are often congested with traffic frequently backing up 

through Headingley. It is also constrained by boundary walls, mature trees 

and frontages to businesses. 
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5.15.9 It will be necessary to provide a signal controlled exit from Alma Road onto 

Otley Road for NGT vehicles so that they can undertake this manoeuvre 

safely and without the delay which would otherwise arise from waiting for 

gaps in the main road traffic flow. Providing a signal controlled pedestrian 

crossing at Alma Road also serves to improve pedestrian safety. The Alma 

Road junction is 80m to the south of the Otley Road/ Shaw Lane/ St Anne’s 

Road junction and as such the signal phasing of each would need to be co-

ordinated. The two lane arrangement in each direction shown for Otley Road 

between Shaw Lane and Alma Road is required to provide a workable 

solution with sufficient storage between the junctions and which would not 

delay NGT. In addition an inbound cycle lane has been provided on Otley 

Road approaching the Alma Road junction and leading to an ASL. This 

highway arrangement requires land take on the eastern side of Otley Road.  

5.15.10 The proposals require the demolition of a low lying wall of approximately 

0.5m height and 25m length and for its reconstruction set back from its 

existing position by up to 4m. The wall is not listed and is within the 

Headingley Conservation Area.  

CAC004 (A-10-4) - 40 Otley Road 

5.15.11 The Otley Road/ Shaw Lane/ St Anne’s Road junction and Otley Road past 

the Arndale Centre are often congested with traffic frequently backing up 

through Headingley. It is also constrained by boundary walls, mature trees 

and frontages to businesses. 

5.15.12 It will be necessary to provide a signal controlled exit from Alma Road onto 

Otley Road for NGT vehicles so that they can undertake this manoeuvre 

safely and without the delay which would otherwise arise from waiting for 

gaps in the main road traffic flow. Providing a signal controlled pedestrian 

crossing at Alma Road also serves to improve pedestrian safety. The Alma 

Road junction is 80m to the south of the Otley Road/ Shaw Lane/ St Anne’s 

Road junction and as such the signal phasing of each would need to be co-

ordinated. The two lane arrangement in each direction shown for Otley Road 

between Shaw Lane and Alma Road is required to provide a workable 

solution with sufficient storage between the junctions and which would not 

delay NGT. In addition an inbound cycle lane has been provided on Otley 
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Road approaching the Alma Road junction and leading to an ASL. This 

highway arrangement requires land take on the eastern side of Otley Road.  

5.15.13 The proposals require the setting back of approximately 50m of low lying 

stone boundary wall by up to 8m and the physical impact of the scheme on 

the building is partial demolition of a modern extension, with the intention that 

the historic core of the late nineteenth century structure remains in situ. The 

building and curtilage wall are not listed and are within the Headingley 

Conservation Area.  

CAC005 (A-10-5) - 5 Alma Road 

5.15.14 As a consequence of the widening needed on the corner of Otley Road and 

Alma Road discussed in relation to CAC004, it is necessary to have a 

widened carriageway past property number 5 Alma Road before tying into 

the existing kerblines. This widening will also assist cyclists travelling from 

Otley Road to the new off street cycleway which provides a safer route 

through Headingley.  

5.15.15 The proposals require the demolition of a 27m length of stone boundary wall 

on the Alma Road frontage which would be set back by up to 5m. A further 

44m of the north-south aligned eastern boundary wall (to the Brodrick Court 

properties) will be affected by the construction of a ramp to provide 

replacement parking facilities to the rear of the property for those lost by land 

take on the frontage. The building and curtilage walls are not listed and are 

within the Headingley Conservation Area. 

CAC006 (A-10-6) - Boundary walls along Wood Lane 

5.15.16 For reasons set out in Mr Haskins’ Proof, it is necessary for the NGT route 

through Headingley to bypass the congested streets through the centre.  

5.15.17 The NGT Headingley by-pass provides an NGT lane in each direction 

alongside a footway and cycleway. This gives a total NGT corridor width of 

15.3m to safety accommodate all users. It will however cut across various 

boundary walls at a skew angle increasing the length of wall to be 

demolished to accommodate the NGT route.  

5.15.18 The proposals require the demolition of a 30m length of stone boundary wall 

on the northern side of Wood Lane and demolition of a 20m length of brick 
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wall on the northern side of Shire Oak Street to the rear of number 6 Wood 

Lane. These walls are not listed and are within the Headingley Conservation 

Area. Please refer to CAC007 which includes further related works in this 

vicinity.  

CAC007 (A-10-7) - 6 Wood Lane 

5.15.19 As discussed in CAC006 an NGT by-pass is required through Headingley.  

5.15.20 The proposals require the demolition of Number 6 Wood Lane and part of its 

northern boundary wall, and these features are within the Headingley 

Conservation Area. The works are necessary in order to provide the NGT, 

cycle and pedestrian route to by-pass the congested streets of Headingley 

centre.  

CAC008 (A-10-8) - Boundary walls along Shire Oak Street 

5.15.21 As discussed in CAC006 an NGT by-pass is required through Headingley.  

5.15.22 The proposals require the demolition of a 20m length relatively modern 

boundary walls on either side of Shire Oak Street within the Headingley 

Conservation Area. Due to the level differences in this area the proposals 

allow for the creation new retaining walls, rearranged parking spaces and soft 

landscaping features to allow NGT to continue offline and parallel to Otley 

Road. Improvements associated with the pedestrianising of the western 

section of Wood Lane, the pedestrian and cycle route alongside NGT and the 

NGT stop are likely to provide a beneficial change to the area. 

CAC009 (A-10-9) - Boundary walls along Shire Oak Road 

5.15.23 As discussed in CAC006 an NGT by-pass is required through Headingley.  

5.15.24 The proposals require the demolition of a 30m length of historic boundary 

walls on either side of Shire Oak Road within the Headingley Hill, Hyde Park 

and Woodhouse Moor Conservation Area. Due to the level differences in this 

area the proposals allow for the creation new retaining walls and soft 

landscaping features to allow NGT to continue offline and parallel to Otley 

Road.  

CAC010 (A-10-10) - 35a Headingley Lane 
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5.15.25 Headingley Lane is currently around 14m in width between boundary walls 

this will be generally increased to between 16m and 17m width to allow for a 

new 4.2m width outbound bus and cycle lane whilst retaining an inbound 

cycle lane and safely accommodating all road users. The outbound bus lane 

is necessary to provide punctual and reliable journey times for public 

transport along the heavily congested Headingley Lane. This highway 

arrangement will require land take and property demolition on the southern 

side of Headingley Lane. 

5.15.26 The affected building, which is located approximately 60m to the east of the 

road junction between Buckingham Road and Headingley Lane, comprises a 

late 19th century stone and Ashlar structure. The property, which lies 

adjacent to a substation, comprises a two storey structure with basement and 

modern dormer inserts. The area to be demolished totals approximately 

100m², and is likely to see the demolition of the first three bays of the 

northern extent, from the gable wall back to the first supporting joist in order 

to maintain structural integrity of the remaining properties. This is necessary 

to achieve a satisfactory highway layout and safely accommodate all road 

users. 

CAC011 (A-10-11) - Boundary walls along Headingley Lane 

5.15.27 As discussed in CAC010 highway widening is required in this area.  

5.15.28 The proposals require the set back by up to 5m for a length of 300m of non-

listed boundary wall along Headingley Lane within the Headingley Hill, Hyde 

Park and Woodhouse Moor Conservation Area. Given the significant level 

differences to the immediate south of Headingley Lane the highway widening 

would require construction of new retaining walls and the construction on top 

of this of the setback boundary wall acting as a parapet. This is necessary to 

achieve a satisfactory highway layout and safely accommodate all road 

users. 

CAC012 (A-10-12) - Ruinous lodge to north east of 35 Headingley Lane 

5.15.29 As discussed in CAC010 highway widening is required in this area.  

5.15.30 The proposals require the demolition of a late 19th century lodge situated off 

Headingley Lane and the set back of a section of non-listed boundary wall at 

the northern extent of Headingley Lane (the latter being subject to the 
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CAC011 application) within the Headingley Hill, Hyde Park and Woodhouse 

Moor Conservation Area. This is necessary to achieve a satisfactory highway 

layout and safely accommodate all road users. 

CAC013 (A-10-13) - 31 Headingley Lane  

5.15.31 As discussed in CAC010 highway widening is required in this area.  

5.15.32 The proposals require the demolition of The Lodge building which is an early 

20th century red brick structure situated off Headingley Lane and within the 

Headingley Hill, Hyde Park and Woodhouse Moor Conservation Area. This is 

necessary to achieve a satisfactory highway layout and safely accommodate 

all road users. 

CAC014 (A-10-14) - The old coach house to north of Leeds Girls' High 

School  

5.15.33 As discussed in CAC010 highway widening is required in this area.  

5.15.34 The proposals require the partial demolition of an early 19th century coach 

house which has significant historic and communal value, situated off 

Headingley Lane and within the Headingley Hill, Hyde Park and Woodhouse 

Moor Conservation Area. The intention is that the demolition is limited to two 

of seven bays of the property and mitigation measures including but not 

limited to building recording survey and sympathetic construction and 

conservation techniques are applied during all levels of construction and 

operation of the NGT. This is necessary to achieve a satisfactory highway 

layout and safely accommodate all road users. 

CAC015 (A-10-15) - 27-29 Headingley Lane  

5.15.35 As discussed in CAC010 highway widening is required in this area. 

Additionally in this locality further highway widening is required to 

accommodate the Victoria Road junction and the NGT outbound stop.   

5.15.36 The proposals require the demolition of the forecourt and an early twentieth 

century red brick building at Numbers 27-29 Headingley Lane and the 

demolition of hoardings to the northwest of the property all of which are within 

the Headingley Hill, Hyde Park and Woodhouse Moor Conservation Area. 

This is necessary to achieve a satisfactory highway layout and safely 

accommodate all road users. 
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CAC016 (A-10-16) - 25a Headingley Lane/ 2 Victoria Road  

5.15.37 As discussed in CAC010 highway widening is required in this area. 

Additionally in this locality further highway widening is required to 

accommodate the Victoria Road junction and the NGT outbound stop.   

5.15.38 The proposals require the demolition of an early twentieth century red brick 

building within the Headingley Hill, Hyde Park and Woodhouse Moor 

Conservation Area. This is necessary to achieve a satisfactory highway 

layout and safely accommodate all road users. 

CAC017 (A-10-17) - 11-25 Headingley Lane  

5.15.39 As discussed in CAC010 highway widening is required in this area. 

Additionally in this locality further highway widening is required to 

accommodate the Victoria Road junction and the NGT outbound stop.   

5.15.40 The proposals require the demolition of an early 20th century red brick 

terrace and associated boundary walls to the east and garaging to the south, 

they are within the Headingley Hill, Hyde Park and Woodhouse Moor 

Conservation Area. This is necessary to achieve a satisfactory highway 

layout and safely accommodate all road users. 

5.16 Conclusion 

5.16.1 The various elements of the NGT infrastructure are well understood, similar 

in nature to major highway works and the traction power and overhead line 

infrastructure are similar in nature to tram schemes.  The proposals also 

include 2 major park and ride sites and a depot for the maintenance, 

operations and control of the system.  Alterations to several listed buildings 

(including to attach overhead line support fixings) and demolition of 

structures within conservation areas are needed.  I am content that in each 

case these consents are necessary to accommodate appropriate NGT 

design proposals. 
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6 Engineering Alternatives 

6.1 General 

6.1.1 In this section I deal with specific engineering and layout alternatives.  

6.2 Holt Park 

6.2.1 At termini a trolleybus vehicle must use a loop road to turnaround, because 

for safety reasons reversing manoeuvres should ideally be avoided with long 

articulated vehicles in an area with public access. The NGT route at Holt 

Park district centre takes trolleybus vehicles around a single directional loop 

via Holtdale Approach, Holt Crescent, Holt Farm Rise and a new link back 

onto Holtdale Approach. This arrangement separates the NGT circulation at 

the west end of the district centre from that of general traffic accessing the 

main car park (for Asda and local amenities) further to the east. It also largely 

removes NGT from the conventional bus circulation loop and bus stops in 

front of the Asda supermarket. In this way conflicts with general traffic 

entering the district centre main car park and other bus services are 

minimised. 

6.2.2 As a result of the proposals the 14 parking spaces adjacent to the Health 

Centre would be reduced to 9 with the other 5 being staff spaces being re-

provided some 50m away as marked and reserved spaces in the south-west 

corner of the main car park.  

6.2.3 The proposals allow for the creation of an NGT stop situated within a plaza 

area in close proximity to local shops and facilities. This plaza will be on an 

incline to overcome level differences between Holt Farm Rise and Holtdale 

Approach. However on the southern boundary of the plaza there will be a 

requirement for a 30m long retaining wall varying in height from 0.5m to 1.5m 

with parapet railing on top to be situated between the plaza and a retained 

footway to the Kids Academy entrance.   

6.2.4 To better connect the NGT stop with the shops and reduce traffic in the 

vicinity of High Field Surgery, Holt Farm Rise is to become a pedestrian 

dominated (simplified streetscape) area. Operationally this will be achieved 

through relocating the main car park entrance to Holtdale Approach so that 

far fewer vehicles need to be on Holt Farm Rise. In addition traffic regulation 
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measures on Holt Farm Rise will prohibit vehicles except for access, trolley 

vehicles, bus, taxi and cyclists. This will reduce potential conflicts and delays 

to public transport as well as making for a safer, more pleasant NGT stop 

environment. The proposed arrangement provides a single, clear, legible and 

prominent focus for NGT in the area, and allows for good links between the 

District Centre, Wellbeing Centre and the Ralph Thoresby High School 

including the Theatre Arts facility.   

6.2.5 An alternative layout with NGT traversing around the main district centre car 

park was considered at an earlier stage in the project development. This 

routed NGT along Holtdale Approach, Holt Crescent, Holt Road and the bus 

lane (including bus stops) where an NGT stop would be located, before 

returning to Holtdale Approach. This option was discounted for the following 

reasons: 

a) An increased likelihood of conflicts with general traffic accessing the main 

district centre car park and increased route length (compared to current 

proposals) of around 450m. These factors would increase NGT journey time 

by at least a minute and would make for a more unreliable service. 

b)  The NGT stop location next to Asda as part of the footway would narrow the 

available clear width and increase the number of pedestrian conflicts. The 

opportunities to create a high quality stop area and good links to wider 

faculties would be more limited.  

c) There would be displacement of conventional bus stops and conflicts with 

other buses pulling into and out of remaining stops in front of Asda.  

d) It would require 29 trees to be removed (24 moderate quality and 5 low 

quality) compared to existing proposals which require 16 tress to be removed 

(13 moderate and 3 low quality) 

e) An additional capital cost of around £1 million pounds compared to existing 

proposals.   

6.3 University of Leeds Sports Grounds 

6.3.1 The proposals provide for a park and ride site immediately adjacent to Otley 

Road and some 600m to the north of the Outer Ring Road. This requires the 

acquisition of 6 grass pitches plus 2 cricket wickets from the University of 
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Leeds Bodington sports ground. The works include for 2 NGT stops (required 

for layovers and service perturbations), a drop off area and bus interchange 

alongside and at highway level. The parking area has capacity for 850 cars 

and is at a lower level and surrounded by landscaping making it less 

prominent and visually intrusive.  

6.3.2 Extensive discussions have been held with the University of Leeds, Sport 

England and National Governing Bodies for Sport on the existing use of the 

affected pitches, what is required to be re-provided, in what form it should be 

provided and where this might be possible.  

6.3.3 The proposed solution provides more programmable sports time than 

currently exists across the University’s Lawnswood, Bodington and 

Weetwood playing fields and has been agreed in principle with the University 

of Leeds, Sport England and relevant National Governing Bodies for Sport.  

6.3.4 The following local alternatives were considered in deriving current 

proposals:  

a) Lawnswood sports ground – more intensive use of the site through the 

adoption of artificial pitches and whilst this would not provide a complete 

solution it may be part of a combination of measures.  

b) Bodington sports ground – developing the scrub ground alongside the Outer 

Ring Road which is an area with large level differences and would have 

resulted in an 8m high retaining structure which would be visually intrusive, 

and result in significant costs which may not have been affordable.  

c) Bodington sports ground – more intensive use of the site through the 

adoption of artificial pitches and whilst this would not provide a complete 

solution it may be part of a combination of measures. 

d) Weetwood sports ground – more intensive use of the site through the 

adoption of artificial pitches and whilst this would not provide a complete 

solution it may be part of a combination of measures. 

e) Expanded Weetwood sports ground – developing the northern end of the site 

and expanding beyond its current boundary on to a hillside lying between the 

Outer Ring Road and Weetwood Lane. Part of the site is used as a donkey 

sanctuary and is unlikely to be available, the topography requires a large 



APP-3-2 
 

Page 64 of 183 
 

10m high retaining structure which would be visually intrusive, and result in 

significant costs which may not have been affordable. 

6.3.5 A 3 storey car park to reduce the land required on any of the sites mentioned 

above or an area of land immediately to the north of the Bodington sports 

ground access track. Visualisations demonstrated that the building would be 

prominent in the landscape and on those grounds Leeds City Council did not 

wish to see this option pursued.  

6.3.6 A further alternative solution was considered at an early stage in the project 

development and was a legacy from the former Supertram proposals. It 

replaced the sports pitches lost at Bodington with a new sports complex 

located at Clonmore Farm, off Arthington Road, Eccup, Leeds some 4km 

north of the University playing fields at Bodington. It was rejected as the 

University had abandoned plans to provide any facilities there; it would no 

longer meet with their needs, was remote from other sports facilities, required 

additional road trips and was more expensive than the current proposals.   

6.4 Lawnswood Roundabout 

6.4.1 At the junction of the Outer Ring Road (A6120) and Otley Road (A660) the 

proposals are for NGT to approach the roundabout from NGT only lanes 

within the central reservation. A left slip lane is required between Otley Road 

northbound and the Outer Ring Road westbound. This arrangement includes 

for the following: 

a) Good NGT service reliability and a junction working within capacity 

minimising delay for all road users. 

b) Trees on all junction approaches bordering the highway will generally be 

retained except those required to be removed for the left slip lane from Otley 

Road northbound to the Outer Ring Road westbound and these will be 

replaced on the edge of the new carriageway. Part of the central reservation 

and trees in the vicinity of Lawnswood School will be retained. It is 

acknowledged that trees will need to be removed on part of central 

reservation on the immediate junction approach from the south and likewise 

on the northern arm of the junction. A new central reservation will be created 

between Otley Old Road and the roundabout of which approximately half will 
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be planted with trees and the remainder will accommodate an NGT grass 

track layout. 

c) Cyclists will benefit from signal control at the junction as well as cycle lanes 

on the Otley Road approaches and through the roundabout, improving 

safety. An alternative cycle route is available via shared use pedestrian and 

cyclist footways on the approaches and Toucan signal controlled crossings of 

all junction arms except the southern one.  

6.4.2 An alternative scheme was considered as part of the design development 

and it provided bus lanes in the nearside on the Otley Road approaches to 

and through the junction. It would be signal controlled to improve safety and 

reliability. This option was rejected for the following reasons: 

6.4.3 Whilst the junction would operate within design capacity there is more scope 

for NGT vehicles being delayed by other buses and interaction with left 

turning vehicles. It is likely that the NGT vehicles would encounter additional 

delays per transit compared to current proposals and this would reduce 

service reliability. 

6.4.4 Despite the fact that NGT would not be central running and that a central 

reservation would be retained, the requisite number of lanes on the Otley 

Road approaches requires significant encroachment into the existing central 

reservation.  Approximately 15 additional trees will be removed in the vicinity 

of Lawnswood roundabout for this option compared to the TWA Order 

application proposals; although as with the current proposals there would be 

opportunities for replacement planting.  

6.5 Weetwood Lane plaza 

6.5.1 There is grouping of accident collisions along Otley Road between Cottage 

Road and Hollin Road; with accident causes ranging from rear end shunts in 

slow moving traffic to vehicle speeds in poor conditions; and causes most 

frequently including a vehicle turning manoeuvre. Between 2008 and 2012, 

there were 22 collisions on this section of Otley Road; of these, 14 included 

vehicles carrying out turning movements (approximately 64%) (ref B-9 para 

10.2.2 page 240 onward). To help address this pattern of collisions and 

Leeds City Council’s desire to improve road safety in this locale, a 

combination of junction signalisation, prohibition of specific turning 



APP-3-2 
 

Page 66 of 183 
 

movements and the stopping up of the southern end of Weetwood Lane are 

proposed.  

6.5.2 The proposals for the St Chad’s area represent the best operational solution 

for providing public transport priority, accommodating other traffic flows, 

maintaining or improving servicing activities and to minimise the townscape 

impacts. The key features of the proposals are: 

a) Otley Road is to be widened to provide inbound and outbound bus and cycle 

lanes. In addition a general traffic lane is also required in each direction to 

maintain traffic flows. A fifth lane will be required over a short distance in the 

vicinity of the new signalised junction at St Chad’s Road to allow the junction 

to operate within design capacity. Therefore the existing four traffic lanes plus 

outbound cycle lane in the vicinity of Weetwood Lane would be modified to 

five traffic lanes through the addition of a new outbound bus and cycle lane; 

b) Closure of southern end of Weetwood Lane provides a new plaza / semi 

pedestrianised area in which an NGT stop is to be situated creating 

opportunities for urban realm improvement. New pedestrian crossing facilities 

to north and south of the NGT stop will improve accessibility and safety; 

c) Closure of southern end of Weetwood Lane, diversion of traffic via St Chad’s 

Road and signalisation of its junction with Otley Road will help to better 

manage vehicle turning movements, and is likely to lead to fewer accidents 

along this section of highway.  

d) Parking and loading provisions on Weetwood Lane are improved with a new 

loading bay and HGV turning facility. Loading and parking provisions for 66 to 

68 and 70 to 92 Otley Road are improved with new servicing lay-bys 

provided on the frontage.  

e) St Chad’s is within a designated conservation area and the urban design 

proposals for the plaza at the inbound NGT stop help provide mitigation for 

the overall road widening and consequent loss of mature trees. 

f) The potential closure of the Otley Road end of Weetwood Lane is proposed 

in the draft ‘Neighbourhood Design Statement for Far Headingley, Weetwood 

and West Park’ (Nov 2013). The current NGT proposals meet and enhance 

the design statement’s aspirations for a shared space area in this location. 
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6.5.3 Alternative stop locations between Cottage Road and Drummond Road have 

been considered, including options for leaving the Weetwood Lane / Otley 

Road junction open. An assessment of alternative NGT stop location options 

found that although they would allow Weetwood Lane to remain open, they 

would not adequately address the safety concerns at the junction with Otley 

Road. It would not be possible to re-provide to the same degree the servicing 

for premises on Otley Road and would remove the townscape mitigation 

contribution from the plaza compared to current proposals.  

6.5.4 The highway widening to five lanes along this section of Otley Road is 

required irrespective of whether Weetwood Lane is closed or not. Specific 

provision for right-turning vehicles to access side roads would be required at 

Weetwood Lane, St Chad’s Road or Hollin Road in order to expedite traffic 

flows irrespective of whether the end of Weetwood Lane is stopped up. 

6.6 Headingley Lane 

6.6.1 Headingley Lane is confined on both sides by boundary walls and beyond 

them on the north side there is a large mature belt of trees on a rising hillside. 

On the southern side there exists a steep gradient downwards or large 

retaining wall where the hillside has been excavated to accommodate 

development. The existing highway comprises footways on either side, a 

cycle lane and a traffic lane in each direction. It suffers from congestion 

during peak periods, particularly outbound as traffic backs up through 

Headingley and along this road.  

6.6.2 It is considered necessary to provide an outbound bus and cycle lane to help 

ensure reliable public transport services; whilst inbound it is expected that 

traffic management would be sufficient to minimise delays to public transport.  

6.6.3 The proposals require footways of not less than 2m width, an inbound cycle 

lane of 1.5m width, an inbound traffic lane of 3.35m width, and outbound 

traffic lane of 3.35m width and an outbound bus and cycle lane of 4.2m width. 

This gives a total requisite cross section of 16.45m and this is necessary to 

accommodate all street users safely. The existing highway is generally 

between 14m and 15m (boundary to boundary) in width. The highway will be 

widened by between 1.5m and 2.5m on the stretch between Oakfield (where 

NGT re-enters the highway) and Grosvenor Road to accommodate NGT 



APP-3-2 
 

Page 68 of 183 
 

proposals. In this section I will deal only with that stretch of the highway as 

further east towards Victoria Road additional widening is required to form a 

junction and other factors such as NGT stop requirements come into 

consideration.  

6.6.4 The proposal is to widen Headingley Lane on its southern side rather than on 

its northern side as there are fewer trees, some of which are at a lower level, 

only 3 listed buildings directly front onto Headingley Lane and one side road 

(Buckingham Road) is to be re-graded. The largest stretch on the southern 

side (former Leeds Girls High School site) is being redeveloped and this has 

created opportunities to co-ordinate NGT proposals with the developer to 

minimise conflicts between the schemes. Whilst it is acknowledged that 

widening on the southern side would require the full or partial demolition of 4 

buildings within a conservation area Leeds City Council have been consulted 

and are supportive of the proposals. Significant lengths of retaining walls up 

to 5m high in places will be required along the proposed southern side of the 

highway to overcome level differences. 

6.6.5 The alternative of widening on the northern side of Headingley Lane would 

require the removal of large numbers of mature trees which form a belt along 

the side of Headingley Hill and are important to the character of the 

Headingley Hill, Hyde Park and Woodhouse Moor conservation area. Their 

removal along with works to expand the road on the northern side and re-

grade the 7 side roads would significantly affect the setting of the 11 listed 

buildings. Widening on the northern side of Headingley Lane has been 

rejected as on the balance there are greater impacts than with widening on 

the southern side.  Leeds City Council City Plans Panel expressed a 

preference for widening on the south side rather than the north side for the 

reasons given above. 

6.6.6 I have dealt with alternative options and a post application change to the 

design at Rose Court (adjacent to Buckingham Road) within section 4.2 of 

this Proof.  

6.7 Monument Moor 

6.7.1 The proposals along a part of Woodhouse Lane are for the inbound NGT 

service to leave the highway at Rampart Road, drop down slightly onto 
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Monument Moor and run alongside the road behind a row of trees before 

emerging back onto the highway at Raglan Road. This arrangement includes 

for the following: 

6.7.2 Priority approach all the way to the Clarendon Road junction and operational 

resilience meaning the NGT would not get delayed or suffer unreliability with 

expected or even greater traffic flows. 

6.7.3 The NGT inbound stop can be placed at the Clarendon Road junction in a 

prominent location within a new plaza area next to pedestrian crossing 

facilities and the main trip attractor which is the University of Leeds.  

6.7.4 The row of trees within the eastern verge can largely be retained and 

supplemented with new planting on the line of the existing trees maintaining 

the integrity of the boulevard.  

6.7.5 NGT route separated from other traffic.  

6.7.6 It is acknowledged that an area of around 2,800m2 of Monument Moor would 

be required for the proposals. The additional land required from Monument 

Moor has already been appropriated by Leeds City Council for NGT use. 

6.7.7 A landscape design scheme will be delivered enhancing the environs of the 

Henry Rowland Marsden statue, amenity grass reinforced in areas for 

relocated occasional parking and a boarder of wildflower mix and new trees.  

6.7.8 An alternative scheme for NGT remaining on a widened Woodhouse Lane 

and with no off street running has been previously considered. This was 

rejected for the following reasons: 

6.7.9 The Clarendon Road junction is not as operationally efficient or robust, with 

traffic queues that may at times impede NGT’s progress through the junction. 

6.7.10 The inbound NGT stop is required to be located around 100m north of the 

Clarendon Road junction so as to provide adequate storage space for 

queuing vehicles and so as not to compromise the good functioning of the 

junction. This more remote location is less prominent and does not afford as 

good opportunities for a plaza and urban realm uplift.  

6.7.11 Requires removal of all the trees in the eastern grass verge and the highway 

widening would mean replacement planting would be set back and not on the 

same line as the existing trees compromising the integrity of the boulevard.   
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6.8 University area traffic management 

6.8.1 Leeds Metropolitan University and the University of Leeds both have 

campuses along Woodhouse Lane and are important destinations for NGT 

being some of the largest employers in the city as well as hosting thousands 

of students. A high profile stop will be provided at each university and 

cognisance has been taken of their development proposals.  

6.8.2 At present in the vicinity of the University of Leeds, all northbound traffic is 

routed along Woodhouse Lane and most southbound traffic along Blenheim 

Walk although some can also route via Woodhouse Lane and Blackman 

Lane. Woodhouse Lane has parking along its eastern side, bus stops and 

entrances to the many commercial and retail properties on Blenheim Terrace. 

It is one of the main cycle routes into the city and has very high volumes of 

pedestrians most especially during term time at the university. It is a busy 

street with lots of local activity conflicting with through traffic.    

6.8.3 NGT proposals are to remove all through traffic from Woodhouse Lane 

between Portland Crescent and St Mark’s Road. This requires that Blenheim 

Walk is converted to accommodate two way traffic by adding a new 

northbound lane and reconfiguring the Woodhouse Lane/ Blenheim Walk/ St 

Mark’s Road, Blenheim Walk/ Blackman Lane, Woodhouse Lane/ Blackman 

Lane and Portland Way/ Woodhouse Lane junctions.  

6.8.4 This arrangement allows for the following:  

a) All through traffic diverted away from Woodhouse Lane past the main Leeds 

Metropolitan University and University of Leeds sites reducing traffic to only 

that which has business on the street and creating a pedestrian dominated 

environment with reliable public transport passage.  

b) Routeing through traffic on to a single route and imposing certain movement 

and access restrictions provides a much more efficient layout along the 

Blenheim Walk corridor meaning that many conflicts are removed and 

greater traffic capacity is provided.  

c) Widened footways, low height kerbs and new surface treatment will be 

provided on Woodhouse Lane so that the entire highway is less formally 

demarcated encouraging more of a pedestrianized feel. To assist with this 
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and accord with guidance on shared spaces a speed limit of 20 mph would 

be considered.  

6.8.5 In order to limit traffic on Woodhouse Lane (south of the Parkinson Steps) as 

much as possible the University of Leeds car park entrance/exits on Fenton 

Street and Lodge Street will be closed and an alternative route is available 

via Vernon Road. In addition the entrance/ exit to City Campus at 

Broadcasting Place will be closed and an alternative route provided via the 

existing bridge over the Inner Ring Road and a new highway link onto 

Woodhouse Lane (east)/ Blenheim Walk.  

6.8.6 Maintenance works and minor modifications are required to the Broadcasting 

Place and Woodhouse Lane (east)/ Blenheim Walk Bridges. In addition the 

footway on the eastern side of Woodhouse Lane (east)/ Blenheim Walk 

(adjacent to the multi-storey car park) will be removed over a 100m stretch 

and other routes are provided via a ramp and subway system or surface 

routes via western leg of Woodhouse Lane.  

6.8.7 An alternative arrangement was considered as part of the design 

development and this largely retained the existing traffic circulation except for 

the eastern leg of Woodhouse Lane between Blackman Lane and Portland 

Way which was converted to allow public transport vehicles to run on it 

southbound. This concept was rejected for the following reasons:  

a) There were significant conflicting movements at junctions reducing the 

capability of the highway network and not delivering a solution working within 

capacity.  

b) It provided less opportunity for large scale urban realm improvements and 

given traffic volumes on Woodhouse Lane it was not suitable to convert it to a 

pedestrian dominated environment.  

c) It did not accord with the University of Leeds master planning and 

aspirations.  

6.9 Whitfield area 

6.9.1 The proposals between Low Road/ Joseph Street and Church Street in south 

Leeds are for NGT to be routed on Whitfield Way, through Whitfield Square 

and along the currently pedestrianized street past the Garden Gate Public 
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House and library with an NGT stop provided at the Penny Hill centre. Where 

the route is currently pedestrianized it would additionally be used by NGT 

vehicles but not any other motorised vehicle. This arrangement includes for 

the following: 

a) A direct and short route with a stop set in a plaza serving Hunslet district 

centre 

b) Good NGT journey times and reliability  

c) It would change a currently pedestrianized street into one with motor vehicles 

although this would be considered a pedestrian dominated environment and 

a 15mph speed restriction would be imposed.  

d) Gardens and gates to residential houses back onto the NGT route although 

standard 2m footways can be provided. 

e) The route including at the district centre would receive an urban realm uplift 

with new surfacing 

6.9.2 The route and operational arrangements through this area have been 

selected following detailed consideration with stakeholders and Leeds City 

Council. Four main alternative options were considered: 

a) Via Low Road and Church Street 

b) Via Whitfield Way and Church Street 

c) Via Whitfield Way, Whitfield Avenue and Church Street 

d) Via Whitfield Way, Whitfield Square and Church Street route as per the 

application proposals but with one way operation between Whitfield Square 

and Whitfield Avenue 

6.9.3 The route via Low Road and Church Street is one that would largely 

circumvent Hunslet district centre and not integrate with or serve it very well. 

Whilst its average journey time would be similar to the application proposals 

it is likely to experience greater journey time unreliability. This alternative 

proposal would be less expensive than the application proposal as it does not 

include for urban realm improvements and a bespoke NGT stop as the 

application proposals do.  
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6.9.4 The route via Whitfield Way and Church Street is one that would largely 

circumvent Hunslet district centre and not integrate with or serve it very well. 

It has a slightly quicker journey time than the application proposals and is 

about the same cost. Parking along Whitfield Way (eastern section) would 

need to be prohibited or the carriageway widened which would then remove 

the planting and screening barrier to Low Road exposing residents to visual 

intrusion and additional noise impacts.   

6.9.5 The route via Whitfield Way, Whitfield Avenue and Church Street is a 

circuitous one adding around 10 seconds to average journey times and 

reduced journey reliability due to the potential for interaction with other traffic. 

It would be more expensive than other options considered. Parking along 

Whitfield Way (eastern section) would need to be prohibited or the 

carriageway widened which would then remove the planting and screening 

barrier to Low Road exposing residents to visual intrusion and additional 

noise impacts.    

6.9.6 The route via Whitfield Way, Whitfield Square and Church Street route as per 

the application proposals but with one way operation between Whitfield 

Square and Whitfield Avenue would need to be signal controlled for safety 

reasons. Any single track section imposes a constraint on the network 

operations and would add to delays at certain times which cannot be entirely 

eliminated through fixing the network timetable around this point due to likely 

service perturbations.   

6.10 Southern Route 

6.10.1 NGT proposals are to route between Hunslet Road and the Stourton park 

and ride site via Whitfield Way/ Whitfield Square, Church Street, Balm Road, 

Belle Isle Road and Winrose Gove. In developing this alignment the following 

issues were taken into consideration: 

a) It directly serves Hunslet district centre and Belle Isle increasing social 

inclusion and patronage in particular during inter-peak periods 

b) The former Supertram route was along Belle Isle Road but it continued to a 

further park and ride site adjacent to the M62 motorway at Tingley.  
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c) Belle Isle Road is wide and can accommodate separate NGT lanes, general 

traffic lanes, cycle lanes as well as parking bays on either side. Given the 

degree of NGT only or bus lanes on this route it will provide fairly reliable 

NGT runtimes.  

6.10.2 During the design development alternative routes in south Leeds were 

considered: 

a) Via Low Road, Wakefield Road and across the M621 junction 7 

b) Via Church Street, Balm Road, along the railway corridor, under Pepper 

Road to Westbury Place North and across the M621 junction 7 

6.10.3 The reasons for rejection of the alternative options is set out in the ES (A-

08b, para 3.23).  The route via Wakefield Road required significant additional 

verge and other land along the highway to increase corridor capacity and 

provide NGT priority at junctions. The routes via Church Street allow better 

integration with Hunslet district centre offering community advantages and 

additional inter-peak patronage. They should also provide significant NGT 

journey time savings along with a more reliable service. Therefore the 

assessment concluded that routes via Church Street (Hunslet district centre) 

best met the scheme objectives. There are two possible alignment option 

variants for routes via the railway corridor: the first requires the acquisition of 

railway sidings and this would have a substantial impact on railway freight 

operations in the area; and after consulting with Network Rail and freight 

operating companies it was clear that they would object to the scheme, 

raising issues about the deliverability of the proposals. The second option 

largely avoids the railway sidings but requires the acquisition of playing fields 

and allotment gardens along with removal of screening planting between the 

railway and residential houses. Both options along the railway corridor 

require large retaining structures resulting in visual impacts, particularly at 

Westbury Place North. Furthermore the Highways Agency were concerned 

about NGT crossing over the slip roads to the M621 (Junction 7) and the 

effect this may have on general traffic and had asked for NGT to be limited to 

single direction running through the junction, reducing system capacity. The 

Belle Isle route offers better accessibility for local residents and acts as a 

catalyst for regeneration in the area. It runs within the existing highway whilst 
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creating opportunities for urban uplift through additional tree planting, and 

surface materials and finishes. Therefore the appraisal work concluded that 

the Belle Isle route provided the best fit with scheme objectives and 

minimised environmental impacts. 

6.11 Conclusions 

6.11.1 A wide range of design alternatives have been considered during the 

development of the scheme, ranging from localised changes to the detail of 

the layout through to more strategic route options running on alternative 

alignments.  I am satisfied that the engineering issues relating to these option 

comparisons have been fully and robustly considered in the overall decision 

on the most appropriate option, taking into account these and other wider 

factors including environmental and traffic issues.  
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7 Traffic management 

7.1 Overview of Transport Assessment  

7.1.1 The Transport Assessment (B-9) has been produced to support an 

application for TWA Order powers for the NGT scheme.  Paragraph 32 of the 

National Planning Policy Framework sets out that all developments that 

generate significant amounts of transport movement should be supported by 

a Transport Statement or Transport Assessment. 

7.1.2 It has been prepared in line with the national guidance contained within the 

Department for Transport / Communities and Local Government document 

entitled ‘Guidance on Transport Assessment’ dated March 2007.  

7.1.3 The structure and methodology of the Transport Assessment were agreed 

with LCC and Metro as part of a scoping exercise undertaken during 2013.  

7.1.4 The Transport Assessment (A-08h-6) submitted as part of the TWA Order 

application in September 2013 used the best and most recent information 

available at the time. Further strategic modelling was undertaken after the 

application and updates produced of the affected sections of the 

Environmental Statement including the Transport Assessment (B-9). The 

update has taken cognisance of changes to the forecast traffic flows requiring 

a reappraisal of the impacts on the transport network and in a few limited 

places, variations to the scheme design. In addition the opportunity to clarify 

the servicing, access and parking proposals has been included in response 

to queries raised during recent consultations.  

7.1.5 In this section I describe the traffic management arrangements proposed as 

part of NGT, and the rationale for these arrangements.  I deal with this under 

the following headings: 

a) Cycling 

b) Pedestrians 

c) Taxis 

d) Bus 

e) Parking 

f) Servicing and access 

http://planningguidance.planningportal.gov.uk/blog/policy/achieving-sustainable-development/delivering-sustainable-development/4-promoting-sustainable-transport/#paragraph_32
http://planningguidance.planningportal.gov.uk/blog/policy/achieving-sustainable-development/delivering-sustainable-development/4-promoting-sustainable-transport/#paragraph_32
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g) Road safety 

h) Stopping up of highways 

i) Traffic Regulation measures 

j) Priority (unsignalled) junctions and roundabouts 

7.1.6 I cross refer in this section primarily to the updated Transport Assessment (B-

9) as this document identifies the impacts on all forms of transport and street 

use. The evidence of Mr Robertson will deal with junction modelling related 

aspects of the Transport Assessment and the evidence of Dr Hanson will 

deal with network impact.  

7.2 Cycling 

Introduction 

7.2.1 In this section I summarise the impact that NGT will have upon cycle 

facilities. I refer to the existing situation, the consideration given in the 

scheme development to the safe interaction of cyclists and other traffic, and 

proposed facilities with the NGT scheme. A full description of cycling issues 

is set out within Section 6 of the Transport Assessment (B-9). 

7.2.2 The design of cycle facilities has been carried out in accordance with national 

design guidance such as LTN 2/08 (G-04-74) Cycle Infrastructure Design, 

and LTN 1/12 (G-04-76) Shared use routes to accommodate pedestrians and 

cyclists; as well as being in compliance with local guidance such as the 

Leeds City Council Street Design Guide Supplementary Planning Document, 

August 2009, which supplements the adopted Leeds UDP Review (2006). 

7.2.3 The design of the NGT scheme has been developed through consultation 

with the Leeds Cycling Consultation Forum and Leeds City Council officers. 

7.2.4 In Section 10.2 of this Proof I deal specifically with design parameters such 

as the width of cycle related facilities in response to a Statement of Case 

from the Leeds Cycling Campaign.   

Existing Facilities  

7.2.5 Detailed descriptions of existing cycle conditions or facilities and proposed 

cycling measures along the scheme alignment are provided in Annex D of 

the Transport Assessment (A-08h-6).  
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Design and mitigation 

7.2.6 Significant lengths of the NGT route are already well used by cyclists and a 

key goal of the design has been to maintain existing cycle facilities and 

wherever possible enhance or extend the current provision.  The scheme 

proposals include new cycle lanes and Advanced Stop Lines (ASL) at 

signalised junctions.  In addition cyclists will be permitted to use bus and 

NGT lanes, except in some instances where these are either completely 

segregated or run in the offside lane – in which case alternative provision is 

be made alongside the NGT route.  Cycle parking will be provided at the Holt 

Park terminus, the Park and Ride sites and at certain NGT stops along the 

route.   

7.2.7 Where existing cycle routes and facilities are altered or new ones provided as 

part of the NGT scheme then the policy has been to follow the design 

principles of convenience, accessibility, safety, comfort and attractiveness in 

the provision / re-provision of the facilities. Where it has been necessary to 

remove cycle facilities to accommodate the NGT, the approach has been to 

investigate measures to provide equivalent or better facilities on the corridor.   

7.2.8 It is proposed to prohibit cyclists from using offside NGT lanes and 

segregated off-highway sections.  This is due to potential safety issues in 

cyclists gaining access and egress to offside lanes and because the lane 

widths within the offside lanes and the off-highway sections are generally 

limited. Over these sections cyclists will be able to use parallel, adjacent 

cycleways or highways.  

7.2.9 Careful consideration has been given to cycle linkages between key areas 

along the NGT corridor and to important destinations within the vicinity of the 

route such as schools, universities and local facilities.  Where roads are to be 

closed or general traffic movements are prohibited, provision for maintaining 

existing cycle routes has been provided where possible by means of cycle 

only entries and/ or contra-flow cycle lanes. The cycle routes along the NGT 

network will also provide a number of links into the Leeds Core Cycle 

Network at various points along the route.   

Predicted Impacts 
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7.2.10 The table below (source reference B-8 PARA 195 table 6.1) illustrates the 

existing and proposed provision (note that all figures quoted are total lengths 

for northbound and southbound). It is anticipated that there will be a net 

increase of 3.89 kilometres of cycle provision along the scheme alignment. 

 

Type of Cycle Lane Existing (km) Proposed (km) Difference (km) 

Bus / Cycle Lane 4.0 3.85 -0.15 

Cycle Only Lane 6.9 6.84 -0.06 

NGT / Cycle Lane 0.0 2.28 +2.28 

Segregated Off-Highway 0.6 1.12 +0.52 

Shared Footpath Off-Highway 1.1 2.4 +1.3 

Total 12.6 16.49 +3.89 

 

7.2.11 There will be a decrease of 0.15km of bus/cycle lanes, and a decrease in 

cycle only lane provision of 0.06km.  Across the route length, however, an 

increase in segregated off-highway provision of 0.52km, and an increase in 

shared footpath off-highway provision of 1.3km will improve overall cyclist 

facilities and safety.  There will also be 2.28km of NGT / cycle lanes provided 

as part of the scheme.  The NGT / cycle lanes will be designed as a standard 

4.2m width where possible, providing increased distance between cyclists 

and general traffic compared to cycle only lanes.  The provision of these wide 

NGT / cycle lanes reduces the potential delay experienced by NGT and 

encourages cycling within the lanes by reducing the potential intimidation of 

NGT vehicles.   

7.2.12 The introduction of the NGT scheme would result in a number of positive 

outcomes for cycling such as:  

a) The provision of safe and convenient cycle parking at NGT stops can lead to 

a greater number of longer distance multi-mode journeys. 

b) Upgrading and signalisation of junctions and the introduction of advance 

cycle-stop lines can provide safer controlled crossings for cyclists. 

7.2.13 An extensive review of current traffic regulation orders has been carried out 

to ensure that on-street parking takes place in a manner which neither 

obstructs NGT nor blocks cycle lanes. In addition traffic will be restricted in 

many areas with their numbers and speed reduced making for a safer 
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environment. Cyclists’ safety has been considered during the design 

development, and has been formally investigated as part of the formal Stage 

1 Road Safety Audit undertaken during design of the NGT system. Road 

Safety Audits are a systematic process to check the safety of proposed 

infrastructure, carried out by experienced practitioners who are independent 

of the designers. Feedback from this audit has already been used to improve 

the scheme design; similar more detailed audits will be undertaken as the 

scheme design and construction progresses through later stages.  

Summary 

7.2.14 Overall, I consider that the NGT proposals deliver benefits to cyclists – 

providing extensive cycle facilities along the length of the NGT corridor, with 

linkages to other cycle routes and with advance stop lines provided at 

numerous signalised junctions to allow cycles to be positioned ahead of other 

traffic. Whilst the A660 corridor (Otley Road, Headingley Lane, Woodhouse 

Lane) is well used by cyclists and has good cycle provision, in places this is 

intermittent particularly through Headingley centre; NGT proposals would 

close gaps in provision and enhance what is the busiest cycle route in Leeds. 

It is anticipated that there will be a net increase of approximately 3.9 

kilometres of cycle provision along the scheme alignment.   

7.3 Pedestrians  

Introduction 

7.3.1 In this section I summarise the impact that NGT will have on conditions for 

pedestrians along the routes. I will refer to the proposed facilities for 

pedestrian movement and to the consideration given to pedestrian safety 

during NGT operation. A full description of pedestrian (walking) issues is set 

out within Section 7 of the Transport Assessment (B-9). 

7.3.2 All road users have been considered during the design of NGT.  The Leeds 

City Council road user hierarchy has been incorporated into the NGT 

proposals and this gives high regard for the needs of pedestrians and 

cyclists, as well as public transport and to a lesser extent general road traffic.  

7.3.3 The design of pedestrian facilities has been undertaken in compliance with 

the Leeds City Council Street Design Guide Supplementary Planning 
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Document, August 2009 which incorporates principles from Manual for 

Streets.  This supplements the adopted Leeds UDP Review (2006) and 

covers design principles, widths, gradients and cross-falls, vertical clearance 

and crossing points of pedestrian footways and facilities. 

Existing Facilities  

7.3.4 The design of pedestrian facilities has included extensive consultation with 

Leeds City Council as the local highway authority including a review of 

existing facilities, their condition and potential safety issues.  Detailed 

descriptions of existing walking conditions and proposed walking facilities 

along the scheme corridor are provided in Annex E to the Transport 

Assessment (A-08h-6). 

7.3.5 The high pedestrian flows, pedestrian crossing facilities and traffic volumes 

along Woodhouse Lane between the Parkinson Building and city centre have 

been discussed with the University of Leeds and Leeds City Council. The 

existing arrangements do not cater well for the high pedestrian demand and 

this area is among the sites listed in the document ‘Personal Injury Accidents 

in Leeds, Length for Concern 2007 – 2011’ by Leeds City Council.     

Design and mitigation 

7.3.6 All pedestrian facilities have been designed in accordance with best practice, 

with refuges between individual crossings and additional footway width has 

been provided where possible in areas of high demand.   

7.3.7 The form of junctions has been developed to accommodate both the needs 

of pedestrians and cyclists as well as motorised vehicles.  Where pedestrian 

facilities currently exist, the NGT design has sought to either retain them or 

replace with equivalent or better provision. New or additional signal controlled 

crossing points have been provided at many complex junctions where they 

will improve safety and convenience.  

7.3.8 Careful consideration has been given to the provision of pedestrian crossing 

facilities and where possible the introduction of straight-over crossings has 

been the preferred provision. Staggered crossings have also been 

incorporated within the design where they are required to achieve 

satisfactory junction performance in a manner which minimises wider 
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impacts, such as the requirement for extra traffic lanes, which may in turn 

reduce land take, tree loss and/or property acquisition.  

7.3.9 The location of bus stops (Section 5.3) and NGT stops (Section 5.4) have 

been based on various accessibility and engineering considerations. Where 

they are provided pedestrian accessibility and in particular whether controlled 

pedestrian crossings can be provided without unduly affecting other road 

users has been part of the iterative design process.  

7.3.10 The introduction of OLE poles and fixings to buildings is required for the 

installation of overhead electric lines and they will be sited, wherever 

possible, in positions that minimise obstructions for pedestrians.  

7.3.11 Construction of new infrastructure presents an opportunity to upgrade 

footways and footpaths to meet current best practice and guidance as well as 

improving the quality of surface materials.  

7.3.12 Shared spaces with simplified streetscapes will be created along parts of the 

route which will be limited to public transport or access vehicles only.  In 

conventional streets, behaviour is influenced by highway infrastructure such 

as traffic signs, road markings and other street furniture.  In streets with 

shared space much of this infrastructure is removed.  Shared space is a 

design approach that seeks to change the way streets operate by reducing 

the dominance of motor vehicles, primarily through street designs which 

make drivers more aware of their interaction with other road users, which 

gives rise to lower speeds and encourages drivers to behave more 

accommodatingly towards pedestrians.  It is recognised that certain 

vulnerable user groups may have difficulty with some forms of shared space 

and so we have consulted with various access groups and will continue to do 

so throughout the design development. Shared spaces for NGT will be 

designed in accordance with best practice, including DfT Local Transport 

Note 1/11, Shared Space, October 2011, with a 20mph or 15mph speed 

restriction.  This will be accompanied by urban realm enhancements 

providing an improvement in the quality of the space in these areas.  The 

main shared space environments are proposed at: 

a) Holt Park district centre around the NGT stop and Holt Farm Rise 

b) Southern end of Weetwood Lane 
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c) Western end of Wood Lane 

d) Southern end of Raglan Road 

e) Woodhouse Lane between St Mark’s Road and Portland Way 

f) Alongside Woodhouse Lane between Portland Way and Cookridge Street 

g) Cookridge Street between Portland Way and The Headrow 

h) City Square to the east of Park Row 

i) Hunslet Road between Dock Street and Waterloo Street 

j) Adjacent to Chadwick Street surrounding the New Dock NGT Stop 

k) Whitfield Way (western leg) between Whitfield Square and Church Street  

l) Middleton Road NGT Stop environs 

7.3.13 Notwithstanding the improvements anticipated, it is recognised that the 

introduction of NGT into a street environment may raise concerns with 

pedestrians who are not used to a trolleybus. Pedestrians may not always 

take sufficient care to look out for an approaching trolleybus particularly as 

they are relatively quiet vehicles. Therefore the following mitigation will be 

applied: 

a) Pedestrian safety awareness campaigns will be conducted  

b) User groups will be invited to participate in detailed design 

c) Driver training will highlight areas of high pedestrian activity 

d) Vehicles will be fitted with a driver operated audible warning such as a bell 

e) Speed limits will be set as appropriate for the local context and typically be 

15mph in shared space areas 

Predicted Impacts 

7.3.14 As a result of the NGT scheme, the total number of controlled pedestrian 

crossing facilities will increase from 124 to 187 (note that the Transport 

Assessment (B-9) incorrectly stated 180 at section 7.3.2) along the route 

alignment, which will contribute to improved accessibility and safety for 

pedestrians.  All pedestrian crossing facilities along the NGT alignment are 

detailed on the Technical and Landscape Plans (A-05).  [This has been 

further updated in the Revised Technical Design Drawings (A-11), which 
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increases the provision further from the 187 (A-05) stated above to 188 (A-

11)]. 

7.3.15 The additional and improved crossing facilities and shared space (pedestrian 

dominated environment) areas will help contribute towards better safety and 

fewer accidents.  

Summary 

7.3.16 Overall, I consider that the needs of pedestrians have been fully considered 

and that the proposals provide significant improvements in pedestrian 

provision.  This is through the widening and extension of some existing 

footways and the introduction of high quality materials for areas of footway 

that are to be resurfaced. The provision of 64 additional controlled crossings 

along the route alignment has the potential to improve safety and support 

pedestrian connectivity, particularly around the proposed NGT stops and at 

key locations. The introduction of shared space environments at a number of 

locations along the route will provide improvements to the public realm and 

these areas will become pedestrian dominated areas with minimal traffic. 

7.4 Taxis 

Introduction 

7.4.1 In this section I summarise the exiting taxi rank facilities that will require 

relocation as a result of the NGT scheme. A full description of Taxi issues is 

set out within Annex H of the Transport Assessment (B-9). 

Existing Facilities  

7.4.2 Hackney Carriages are taxicabs licensed by the local authority Leeds City 

Council (LCC). They may be pre-booked but are also permitted to be hailed 

from the highway as well as collecting passengers at designated taxi ranks. 

They may use the following infrastructure: 

a) Hackney carriages are allowed to use bus lanes within Leeds. 

b) Various bus stops in the city are allowed to be used as night-time taxi ranks 

and these are in locations such as Boar Lane where there are no night-time 

or 24 hour bus services and there is a demand for taxi services. LCC is 

considering implementing this arrangement at a larger number of bus stops 

in areas of high taxi demand. 
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7.4.3 Private hire taxis are licensed by the local authority Leeds City Council 

(LCC). They are hired by prior arrangement and are not permitted to be 

hailed or to wait in a public designated taxi rank. They may not use bus lanes 

within Leeds.  

7.4.4 From discussions with the LCC officers and the taxi driver representatives, 

the following demand pattern for taxi services has been identified: 

7.4.5 The largest day time demand comes from Leeds railway station, with the 

New Station Street, Lower Briggate, and Meadow Lane taxi ranks being 

marshalled as one facility to accommodate the high peak usage.   

7.4.6 As the evening progresses travel demand from Leeds station reduces and 

shifts to serve the night-time demand from the city centre. This takes place 

over a wide area and is served by smaller distributed ranks in the city centre. 

Design and mitigation 

7.4.7 In line with current practice in Leeds, where bus lanes are provided as part of 

the NGT scheme they will be available for use by Hackney Carriages but not 

by private hire taxis. However, neither Hackney Carriages nor private hire 

taxis will be allowed to use NGT only or combined NGT and cycle lanes.  

7.4.8 The series of taxi ranks serving the Cookridge Street area will be affected as 

follows: 

a) The Cookridge Street (north section between Woodhouse Lane and Portland 

Crescent) night-time taxi rank of 6 spaces on the western side of the street 

adjacent to the O2 Academy will be relocated up to 60m north along the 

street in 2 ranks of 3 spaces on the eastern side of the street. This is required 

to accord with the revised traffic circulation with NGT proposals which has 

the northbound lane (western side of the carriageway) as being NGT only.  

b) The Cookridge Street (central section between Rossington Street and Great 

George Street) night-time taxi rank of 4 spaces on the western side of the 

street occupying a daytime loading bay will be relocated some 50m onto the 

southern side of Rossington Street in a rank of 4 spaces. This section of 

Cookridge Street is currently one way and will be converted to 2 way 

operation with NGT. Relocation of the taxi spaces is required to provide 
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adequate width for this whilst retaining disabled parking on the eastern side 

of the street.  

c) The Cookridge Street (southern section between Great George Street and 

The Headrow) 24 hour taxi rank of 2 spaces located on the eastern side of 

the street adjacent to the Radisson Hotel will be relocated some 40m to The 

Headrow. This is required to accommodate an NGT stop and other servicing 

activity on Cookridge Street. However, a pick and drop off facility of 30m 

length will be provided at the Radisson Hotel and this may be used by taxis.  

7.4.9 The series of taxi ranks serving Boar Lane and Duncan Street will be affected 

follows: 

a) The Boar Lane (north side) taxi hailing point adjacent to number 71 Boar 

Lane to be relocated some 75m west to between Bank Street and the Trinity 

shopping centre entrance. This is necessary to accommodate a bus lay-by as 

part of a reorganisation of kerbside activity along the street with NGT 

proposals.  

b) The Boar Lane (north side) night-time taxi rank of 6 spaces located between 

Albion Street and Boar Lane occupies a daytime bus stop and standing area. 

An additional bus stop with night-time services will be relocated to this area 

reducing the length available for night-time taxis resulting in 3 taxi spaces 

being retained with NGT proposals.  

c) The Boar Lane (south side) night-time taxi rank of 4 spaces located between 

New Station Street and Mill Hill which is also used as a daytime loading bay 

is to be removed. This is to accommodate a changed carriageway layout, 

including proposed right turn lane into New Station Street to reduce the risk 

of traffic blocking the ahead (eastbound) traffic. It is not possible to 

accommodate the taxi rank whilst providing the required carriageway layout 

and adequate footway widths in what is an area of high footfall.  There are 

other taxi ranks nearby on Boar Lane as well as a large and marshalled taxi 

rank on New Station Street. 

d) The Duncan Street (south side) 24 hour taxi rank of 3 spaces in the vicinity of 

number 14 Boar Lane will be extended to provide a 4 space taxi rank as part 

of reorganisation of kerbside activity.  

7.4.10 The series of taxi ranks serving Leeds railway station will be affected follows: 
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a) The New Station Street taxi rank will have no change. 

b) The Lower Briggate taxi rank on the western side of the street will be reduced 

from 14 spaces to 6 with the 8 spaces lost being relocated some 350m to the 

south to the existing Meadow Lane taxi rank. Lower Briggate is current one 

way with servicing activity on both sides, under NGT proposals it will be 

converted for 2 way operation. The existing double width taxi rank would 

impede NGT transit through this area and needs to be reduced to a single 

width whilst also maintaining servicing for the street.   

c) The Meadow Lane taxi rank located near to the Old Red Lion Public House 

will increase from 17 taxi spaces to 25. This will be achieved through the 

provision of a new taxi stabling area situated between both carriageways 

whilst retaining some existing taxi spaces.  

d) The marshalled taxi ranks collectively serving the railway station at New 

Station Street, Lower Briggate, and Meadow Lane will have no overall loss of 

taxi capacity.  

e) The Lower Briggate night-time taxi rank on the western side of the street will 

be reduced from 4 taxi spaces to 3 with the 1 space lost being relocated 

120m south into a daytime loading bay on Swinegate adjacent to the 

Malmaison Hotel. Lower Briggate is current one way with servicing activity on 

both sides, under NGT proposals it will be converted for 2 way operation. The 

existing double width taxi rank would impede NGT transit through this area 

and needs to be reduced to a single width whilst also maintaining servicing 

for the street.   

Summary 

7.4.11 The taxi rank reorganisation proposed is necessary to allow the safe and 

punctual passage of NGT vehicles whilst maintaining other essential kerbside 

serving provision. There is no material change in the service available to taxi 

users at Cookridge Street or at Leeds railway station. There is a loss of 7 taxi 

spaces at the west end of Boar Lane but there are other taxi ranks in the 

immediate vicinity including elsewhere on Boar Lane, Bishopgate Street and 

the large marshalled facility on New Station Street. Overall I am satisfied that 

no material impact on taxi users will arise from the NGT proposals.  



APP-3-2 
 

Page 88 of 183 
 

7.5 Bus 

Introduction 

7.5.1 In this section I summarise the engineering issues relating to other bus 

services. A full description of public transport issues is set out within Section 

8 of the Transport Assessment (B-9). 

7.5.2 In my evidence I deal with the rationale for the relocation of bus stops and 

provision of bus lay-bys in Section 5.3 of this Proof, and reasons for not 

sharing stops between NGT and other buses in Section 5.4 of this Proof.  

Existing Facilities 

7.5.3 Many existing bus lanes on the NGT route corridor are insufficiently wide to 

properly accommodate cyclists and are not in line with best practice. This 

often results in buses trailing behind cyclists where they cannot overtake by 

going into the general traffic lane reducing service reliability, or safety 

concerns over passing widths.  

7.5.4 Poor bus service punctuality and cancelled services were raised as serious 

problems by members of the public at various consultation events. The 

Business Case Review (C-1) considered real time data recorded on buses 

along the NGT route corridor and it showed that 25% of services between 

West Park and the city centre vary by more than 5 minutes from the average 

travel time, and are not therefore classed as running on time. This is a long 

way short of the Traffic Commissioner’s target for bus punctuality of 95% of 

buses running on time, i.e. not more than 5 minutes late.   

Design and mitigation 

7.5.5 Bus services along the NGT corridor will benefit from a net 1km increase in 

bus lane provision as a result of NGT proposals (Transport Assessment B-9, 

section 8.2.11). [This has been updated in the Revised Technical Design 

Drawings (A-11), which changes the net increase to 1.2km]. In general both 

NGT and other buses will share the new and enhanced bus lane provision; 

exceptions include where NGT will run in offside lanes or off-highway, or at 

specific locations such as along part of Cookridge Street. Increased bus lane 

provision which will benefit non NGT bus services includes: 

a) Southbound along Otley Old Road on the approach to Otley Road; 
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b) Northbound along Otley Road, generally between the junctions with Shaw 

Lane and Spen Road with occasional breaks at junctions; 

c) Northbound along Headingley Lane between Victoria Road and Richmond 

Avenue; 

d) North and Southbound along the shared space / Public Transport and access 

only corridor on Woodhouse Lane between Portland Way and St Marks 

Road; and 

e) Northbound along Balm Road between Midland Road and south of junction 

with The Oval. 

f) Further shorter sections of bus lane provision will be extended slightly to form 

more continuous sections of bus lane along the NGT corridor.   

7.5.6 Bus services will benefit from much of the improved infrastructure arising 

from NGT proposals including priority measures such as bus lanes on the 

approach to junctions and the enhancement of those junctions to reduce 

delays.  

Summary 

7.5.7 The NGT proposals include increased width and more extensive bus lanes 

together with priority approaches to junctions that will benefit other bus 

services as well as NGT services.  

7.6 Servicing and Access  

Introduction 

7.6.1 Servicing and access to commercial properties has been considered in detail 

during the design development This has included undertaking specific 

surveys to record key areas and consulting with property owners and 

occupiers as part of the formal public consultation exercises and where 

appropriate on an individual basis.  Servicing and access restrictions are 

required in a number of locations (as detailed in Schedule 10 of the Order), to 

facilitate punctual NGT running and maintain traffic flow.  

7.6.2 A full description of the existing and proposed servicing and access 

arrangements is set out within Section 11 of the Transport Assessment (B-9).  

Design and mitigation 
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7.6.3 The NGT proposals maintain access to all existing off street parking and 

servicing areas with the exception of where properties are to be acquired for 

the scheme. In a number of cases, some restriction on the direction of 

movement and local traffic circulation is necessary to accommodate the 

highway layout with NGT and for road safety reasons. These include: 

7.6.4 Holt Park district centre – access between Holt Farm Rise and the main area 

of car parking will be stopped up and relocated to be from Holt Crescent. This 

is to separate the NGT turnback loop from general traffic to reduce conflicts 

and delay to trolleybus and other public transport vehicles. Removal of 

general traffic allows Holt Farm Rise to become a public transport and 

access only street with reduced traffic volumes. The access point to High 

Field Surgery is to be moved 35m north along Holt Farm Rise so that it is 

clear of the NGT only section and priority junction.  

7.6.5 Lawnswood sports ground – the existing access track onto Otley Road is to 

be made one way exit only as with the more intensive use of the site the 

narrow track would otherwise experience an increased number of two way 

conflicting movements, and widening is not feasible due to the trees 

alongside the track. An existing access point off Otley Old Road is to be 

improved and made entry only into the site. It is to be entry only as having an 

exit at this location may raise safety concerns given the proximity of the 

YMCA access immediately next to it.  

7.6.6 Lawnswood Gardens – the existing gap in the central reservation will be 

closed up to accommodate the proposed NGT layout which will result in a left 

in and left out arrangement. Other movements to and from Lawnswood 

Gardens would be via the roundabout to the south or the retained gap in the 

central reservation some 220m to the north; it is not possible to undertake a 

U-turn at the Bodington park and ride junction for capacity reasons.  

7.6.7 Weetwood Lane – would be stopped up to motor vehicles at its junction with 

Otley Road to accommodate the NGT stop and highway proposals which are 

to divert traffic via St Chad’s Road and signalise that junction.  

7.6.8 Otley Road/ Shaw Lane/ St Anne’s Road junction – will see the right turn 

from Otley Road into St Anne’s Road prohibited with alternative routes via 

Burton Crescent – Shaw Lane – St Anne’s Road. This traffic restriction is 
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necessary due to the traffic signal phasing resulting from need for the 

junction to operate within capacity.  

7.6.9 Shire Oak Street – is required to be closed to east of St Michael’s Court to 

accommodate NGT proposals including retaining walls to overcome level 

differences.  

7.6.10 Richmond Road – is to be closed to motor vehicles at its junction with 

Headingley Lane to accommodate a revised highway layout. Alternative 

routes are via Richmond Avenue and Buckingham Road. 

7.6.11 Victoria Road – will have a prohibited left turn onto Headingley Lane and this 

is necessary to accommodate the highway layout proposals. An alternative 

route is via Buckingham Road. 

7.6.12 Headingley Lane/ Hyde Park Road/ Woodhouse Street/ Woodhouse Lane 

junction – will have all turning movements prohibited except the left turn from 

Hyde Park Road to Headingley Lane. This is necessary to provide a junction 

working within capacity. Alternative routes via Cliff Road, Woodhouse Street 

and Rampart Road would allow traffic to access all the streets in the locality 

with a short diversion. As part of the local area traffic management the right 

turn from Woodhouse Lane into Cliff Road would be prohibited as would the 

right turn from Rampart Road to Woodhouse Lane and left turn from 

Woodhouse Lane into Rampart Road.  

7.6.13 Woodhouse Cliff – will have southbound traffic diverted onto a new link road 

some 20m to the east of the existing street which will be converted to one 

way operation. This is necessary to accommodate the proposed Cliff Road/ 

Woodhouse Street junction operation. 

7.6.14 Woodhouse Lane – will have the right turn into St Mark’s Road prohibited to 

accommodate NGT highway proposals. There are alternative routes via 

Blackman Lane/ Blenheim Terrace as well as Rampart Road. 

7.6.15 The university area – would have revised traffic management along 

Woodhouse Lane and Blenheim Walk between St Mark’s Road and Portland 

Way. NGT proposals are for all through traffic to be routed along Blenheim 

Walk and the eastern leg of Woodhouse Lane both of which would be 

converted to two way operation. Blackman Lane would be converted to one 

way operation eastbound. Woodhouse Lane would be for public transport 
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and in addition southbound access traffic between St Mark’s Road and 

Fenton Street. Only public transport vehicles would be allowed to cross the 

Inner Ring Road Bridge and this is the primary means of diverting the 

through traffic away from Woodhouse Lane past the Leeds Metropolitan 

University and University of Leeds Campuses. Public transport and access 

traffic would be allowed on the western leg of Woodhouse Lane between the 

Inner Ring Road Bridge and Portland Way.   

7.6.16 Cookridge Street (north) – between Woodhouse Lane and Portland Gate 

would be for public transport and access traffic southbound and public traffic 

only northbound.  

7.6.17 Cookridge Street (south) – will have revised traffic management to 

accommodate NGT proposals including: 

a) Reversal of the one way direction on Rossington Street and limiting to access 

traffic only. 

b) Conversion of Cookridge Street between Rossington Street and Great 

George Street to two way operation and limiting to access traffic only 

c) Limiting to access traffic only Cookridge Street between Great George Street 

and The Headrow 

7.6.18 Hunslet Road – limiting vehicular access to the section between Bridge End 

and Waterloo Street to access traffic only and converting to one way 

northbound.  

7.6.19 Chadwick Street – northbound lane becomes NGT only with alternative 

access routes via Crown Point Road, Black Bull Street and Chadwick Street.  

7.6.20 Carlisle Road – is to be closed to vehicular traffic at its junction with 

Chadwick Street South with alternative routes including via Clarence Road 

and Armouries Drive. This is to accommodate the NGT alignment. 

7.6.21 Sayner Lane – is to be closed to through vehicular traffic south of the access 

to the Discovery Centre with alternative routes including via Clarence Road 

and Armouries Drive. This is to accommodate the NGT alignment. 

7.6.22 Pym Street – the current left in and left out arrangement from Hunslet Road 

will be closed to accommodate the NGT alignment. It will be replaced by a 

signal controlled left lane into Pym Street. 
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7.6.23 Stafford Street – the right turn into and out of Stafford Street from Hunslet 

Road will be prohibited to accommodate a revised junction layout taking 

account of the NGT proposals at Joseph Street. The right turn movement into 

Stafford Street from Hunslet Road will be diverted via Forster Street and 

Larchfield Road; whilst the right turn out will be diverted via Larchfield Road, 

Goodman Street, Atkinson Street and South Accommodation Road.  

7.6.24 Flax Mill Lane – the existing track will be closed to accommodate a sub 

station and alternative access will be via Telford Terrace including to the 

Network Rail railway accesses point.  

7.6.25 Belle Isle Road/ East Grange Drive/ West Grange Drive – this junction will be 

converted into a signal controlled roundabout. All movements would be 

provided for except the right turn from East Grange Drive to Belle Isle Road 

and alternative routes are via Belle Isle Road, Windmill Road, Winrose Grove 

7.6.26 Belle Isle Road – various right turns from side road will be prohibited to 

accommodate the proposed highway layout. Alternative routes include via 

Belle Isle Circus and the East Grange Drive roundabout.   

Summary 

7.6.27 The NGT proposals maintain access to all existing off street parking and 

servicing areas with the exception of those being acquired for the scheme, 

albeit with some diversion and changes to local traffic management.   

7.7 Parking  

Introduction 

7.7.1 Parking restrictions are required in a number of locations (as detailed in 

Schedule 10 Part 2 of the Order), to facilitate punctual NGT running and 

maintain traffic flow. Where these have the effect of preventing existing on-

street parking, consideration was given to the scale of alternative provision, if 

any, that would be appropriate. This may require the relocation of existing 

facilities, reallocation of capacity between parking types or where this is not 

considered feasible or appropriate parking has been capacity reduced. A full 

description of parking issues is set out with Section 9 of the Transport 

Assessment (B-9).  
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7.7.2 Kerbside space is at a premium in the city centre and many kerbside spaces 

have a dual purpose; examples include daytime bus stops becoming night 

time taxi ranks, disabled users permitted to park in metered bays for free and 

some parking bays available for either permit or Pay & Display users.  

7.7.3 In assessing the impacts of NGT on kerbside space a hierarchy of use has 

been developed with Leeds City Council and used when considering how 

limited kerbside space is to be allocated. The hierarchy in descending (with 

item a being the most important and f the least) priority order is: 

a) Servicing bays, bus stops and Hackney Carriages – in general servicing bays 

are considered most important as they are required for loading to specific 

premises and this is important for the viability of business and the city 

economy. It is particularly relevant in the city centre where retail and 

commercial premises are the predominant land uses and kerbside space is 

at a premium. Loading provisions are, as far a reasonably practical, located 

close to relevant properties in order to reduce difficulty in transporting 

bulky/heavy goods. 

b) Disabled parking - Leeds City Council has sought to ensure that there is a 

reasonable distribution of disabled parking spaces across the city centre and 

at key destinations. The mobility requirements of disabled users do not 

require provision to be as location specific as loading bays.  

c) Car Club and permit parking – Leeds has a pay as you go car hire facility 

provided by City Car Club with cars conveniently located in designated 

parking bays throughout the city. 

d) Motorcycle parking – this is generally located at key destinations.  

e) Pay and display parking - these spaces are considered less critical 

particularly where off-street car parking capacity is available.  

f) Uncontrolled/ other parking – generally provided for the convenience of 

business and residents in an area; although there are some cases where it 

may also be undesirable particularly within the city centre. 

Existing Facilities 

7.7.4 In developing the NGT proposals, existing utilisation of parking spaces was 

observed through camera surveys at key areas and walkover surveys of the 

http://www.citycarclub.co.uk/locations/leeds-car-hire
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entire route. Those observations were the basis for the parking and loading 

provisions included in the Order.  

Design and mitigation 

7.7.5 A description of parking changes on a route section by section basis is 

provided within Section 9.2 of the Transport Assessment (B-9). This includes 

the introduction over 3,100 car parking spaces at the two Park and Ride 

sites, with over 150 disabled spaces. 

Predicted Impacts 

7.7.6 The table below (reference B-9 page 224 table 9.1) shows there will be a 

total reduction of 274 spaces along the NGT route. This includes a reduction 

in 61 pay and display spaces in the city centre.  There will however be an 

increase of 5 disabled spaces, also all located within the city centre.   

  Change 

Disabled 5 

Car Club -1 

Motorcycle 0 

Pay and Display -61 

On-Highway -138 

Off-Highway -79 

Total -274 

  

7.7.7 A total of 18,890 chargeable parking spaces are within the city centre (B-9 

page 224).  The proposed NGT reduction of 61 chargeable spaces within the 

city centre represents 0.32% of the total available chargeable spaces in the 

city centre. 

Summary 

7.7.8 I am content that the reduction in parking has been kept to a minimum and 

that that higher priority kerbside functions (servicing, as discussed in Section 

7.6, and disabled parking) are unaffected or have increased capacity. 

Inevitably there are some properties and some people who will be 

inconvenienced by the proposed parking changes. Typically there may be 

further to walk from a parking space to the desired destination. The overall 

reduction in public parking represents a small proportion of the total parking 

available. 
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7.8 Road safety 

Introduction 

7.8.1 The NGT proposals would provide a standard modern trolleybus system and 

do not include particularly new or untried features or technology.    

Existing Conditions 

7.8.2 Personal Injury Collision (PIC) data has been collected for the period 

between January 2008 and 2012 along the proposed alignment of the NGT 

scheme.  Collision clusters have been identified where more than 5 collisions 

occur within 30m of a junction within the study period. A 100 metre buffer has 

been defined around the NGT corridor in order to review only those collisions 

in the immediate vicinity of the proposed scheme. This data shows that a 

total of 659 PICs have been identified of which 1 was fatal and 97 resulted in 

serious injuries.  

7.8.3 Detailed analysis of the collision data has identified a number of common 

causation factors at junctions along the NGT route and these have been 

considered in the design 

7.8.4 Lengths of safety concern are based on the number and type of collisions 

and they include:  

a) A660 Woodhouse Lane (ranked 3rd);  

b) A660 Headingley Lane (ranked 24th); 

c) Belle Isle Road (ranked 57th) 

d) Sites of safety concern are based on collisions clusters include: 

e) Otley Road / Outer Ring Road (ranked 14th); 

f) Headingley Lane / Woodhouse Lane / Hyde Park Road (ranked 20th); 

g) Woodhouse Lane / Cookridge Street / Clay Pit Lane (ranked 44th). 

h) M621 junction 7 (Ranked 5th). 

Design and mitigation 

7.8.5 Details of previous collisions and NGT proposals are set out within Section 

10 of the Transport Assessment (B-9).  
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7.8.6 The safety of users of the public highway following the introduction of NGT 

has been a consideration throughout the development of the proposals and 

will remain so during the detailed design and implementation stages.  

7.8.7 Earlier in my evidence, I indicated some specific issues relating to 

pedestrians (Section 7.3) and to cyclists (Section 7.2) where safety 

improvements are anticipated. Benefits for occupants of motor vehicles are 

also expected to arise as a result of the changes to the highway 

infrastructure; for example traffic signal controlled junctions give clearer 

priorities to traffic streams, increased road space can reduce potential 

conflicts with other users, and where the trolleybus results in a modal shift 

away from cars then the reduction in vehicles is expected to reduce the 

number of collisions that will occur. 

7.8.8 The strategic traffic modelling suggests that the total vehicle kilometres 

travelled within the modelled area increases as a result of NGT proposals. 

Based on a simplistic assumption that additional vehicle kilometres will 

automatically result in a proportionate increase in accidents, the business 

case (C-1) assumes an increase in collisions as a result of NGT. In reality I 

do not believe that this will not be the case as the junction designs including 

additional signal controlled crossing facilities are likely to reduce collisions.  

7.8.9 A Road Safety Audit of the NGT proposals was undertaken by Leeds City 

Council in July 2013. The majority of the recommendations have been 

accepted and the design amended, others are more appropriate to be 

considered at the detailed design stage and clarification on other points has 

been provided. The design of street sections will be subject to highway 

authority approval in line with the provisions within the draft Order (including 

A01-4 article 63). 

Summary 

7.8.10 I consider that the redesign of junctions along the NGT alignment will 

improve safety at many of the locations where accident clusters have been 

identified such as the Otley Road / Outer Ring Road junction.  The 

introduction of controlled pedestrian crossings, where no provision or 

uncontrolled crossings currently exist, will increase pedestrian safety at 

junctions such as Otley Road / Alma Road.  
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7.8.11 Many junctions will be fully signalised as a result of the NGT scheme.  This 

will result in a significant reduction in conflicting vehicle movements, which it 

is anticipated will result in a reduction in collisions, particularly those resulting 

in serious injury.  This will be most prominent at junctions with a large 

number of vehicle conflict accidents including Lawnswood Roundabout, the 

Victoria Road / Headingley Lane / Regent Park Avenue junction, and the 

Otley Road / Churchwood Avenue / Glen Road junction.  Implementation of a 

right-turn ban on all arms at the Hyde Park Road junction will also result in a 

reduction in collisions at this location. 

7.9 Highways Stopping Up 

Permanent Stopping Up 

7.9.1 To accommodate NGT and to make for safe operation of the trolleybus 

system it will be necessary to prohibit use of some parts of the existing 

highway network. This may be done by formally extinguishing highway rights, 

known as ‘stopping up’, which is applicable to all users, or by applying a 

Traffic Regulation Order (TRO) which will typically be limited in effect to 

certain classes of user (e.g. motor vehicles, but not pedestrians or cyclists). I 

will describe later in my proof the types of TRO that are being proposed, with 

examples of their application. In this section I deal with highways which are to 

be stopped up. 

7.9.2 Highways to be permanently stopped up are set out in Schedule 4 of the draft 

Order (A-2). Parts 1 and 2 of that schedule contain the extent of highways, 

footways and bridleways to be stopped up, where substitute new routes are 

to be provided. 

7.9.3 Parts 3 and 4 contain highways, footways and bridleways for which no 

substitute is to be provided. For the majority of these the extent of stopping 

up is small with alternative routes or access available.  

7.9.4 I explain in Appendix 3 [APP-3-3-3] why stopping up these streets is 

required, and why I consider that a satisfactory alternative is either provided 

or not required.  

Temporary Stopping Up 
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7.9.5 In addition to permanent ‘stopping up’, the draft Order (A-2) details locations 

to be temporarily stopped up, set out in Schedule 5.  By ‘stopping up’ certain 

areas during the preparation and construction phase of the proposed works, 

safe and effective building construction can take place.  

7.9.6 The period of closure required will be determined during scheme 

development, and it is unlikely that prolonged total closure will be required.  

Summary 

7.9.7 I am satisfied that in all cases a satisfactory alternative is provided or an 

alternative is not required. I suggest that, as required by s.5(6) of the 

Transport and Works Act 1992, the Secretary of State can equally be 

satisfied that alternatives are either provided or not required. 

7.10 Traffic Regulation Orders (TRO) 

Introduction 

7.10.1 In this section I firstly set out the types of TRO and secondly explain why the 

promoters have included article 43 in the draft Order and the benefits to the 

scheme implementation process.  

Types of TRO 

7.10.2 The draft Order includes TROs required for the implementation of NGT. 

These are required to either protect the operation of the trolleybus, or to 

maintain safe operation of the amended highway layout. The TROs cover: 

a) Stopping and waiting restrictions 

b) Loading and unloading restrictions 

c) On-street parking and disabled persons parking 

d) Direction of traffic 

e) Banned turns 

f) Restriction of vehicular traffic 

7.10.3 A brief explanation of the powers provided by each type of TRO within 

Schedule 10 are given within Appendix 2 [APP-3-3-2] of this Proof.  

Implementation of TROs 
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7.10.4 Article 43 of the draft Order contains provision for the making of Traffic 

Regulation Orders. TROs are normally made by the local authority, acting in 

its capacity as traffic authority, to regulate the movement of traffic on the road 

network by, for instance, providing that traffic may only move in a certain 

direction, prohibiting certain movements (e.g. U-turns), making certain 

movements mandatory, prohibiting vehicular access to certain roads and for 

certain classes of vehicle, and restricting parking, waiting, loading or 

unloading. 

7.10.5 Schedule 10 to the draft Order lists a large number of TROs that will alter 

traffic circulation and regulate loading and parking  along the NGT route in 

order to integrate the trolleybus system with other vehicular traffic. These 

proposed orders are also shown within the Traffic Regulation and Rights of 

Way Plans (A-4). Article 43(1) permits the Promoters to implement these 

specified TROs, but only with the prior consent of the local traffic authority.   

7.10.6 The schedule of TROs was compiled in close co-operation with Leeds 

County Council as highway authority. The current scheme design has been 

developed to a level sufficient for the purposes of the TWA Order application 

stage. However, this design will be further evolved through the detailed 

design and construction process and through the local authorities’ approvals 

processes. Influences which may typically result in changes to the system 

design include on-going discussions with affected parties, regulatory 

changes, and unrelated highway or traffic changes due to third party 

developments. In addition the construction methodology to be adopted by the 

appointed contractor may require amendments, as may Orders made by the 

local highway authority between the drafting of the Order Schedule and the 

opening of NGT which is expected in 2020. Changes to the currently 

envisaged TRO regime (i.e. those set out in Schedule 10) during the detailed 

design process are inevitable as a consequence of design iteration and 

changes in external circumstances. These cannot be anticipated specifically 

at this stage. 

7.10.7 It is for this reason that the promoters have included article 43(2) in the draft 

Order. The powers included in article 43(2) will give the power to manage 

and progress the TRO process itself, in consultation with the traffic 

authorities and on the basis that all Orders will require the consent of the 
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authorities concerned. Without such powers, the Promoters would have to 

request the traffic authorities to undertake the whole work themselves, which 

could place onerous demands on their resources and potentially cause delay. 

This additional flexibility is necessary for a project of this size and complexity 

and is fully appropriate in the circumstances.  

7.10.8 Schedule 10 refers to new orders needed within the Limits. In many cases 

there are existing Orders applying to the same sections of highway which will 

no longer be appropriate with NGT, and require revocation or amendment.  

This is necessary as some existing powers cannot be enforced where 

conflicting Orders have been made. All revocations and amendments will be 

progressed under article 43, subject to the approval of Leeds City Council. 

7.10.9 The exercise of the power contained in article 43 would be subject to the 

prior consent of Leeds City Council. It will be subject to public notice and the 

consideration of objections in such manner as the authority specifies. The 

powers sought would allow NGT to effect changes in potentially a 

significantly shorter timescale, subject of course to complying with the 

procedural requirements of article 43.  

7.10.10 For the reasons set out above, it is to be expected that further refinement of 

the TRO’s will be required during operation of the scheme. Articles 43(2) and 

43(5) will allow NGT (with the approval of the traffic authority) to amend or 

revoke TRO’s to reflect such changes. Generally the power would expire 12 

months after the opening of the scheme although article 43(7) specifies 

circumstances in which this period may be extended. 

Summary 

7.10.11 The proposed Traffic Regulation Orders are appropriate for the safe and 

effective operation of the NGT system as currently proposed. The flexibility 

provided for subsequent changes to orders and for the revocation of orders is 

a pragmatic approach that has been previously approved for other schemes. 

All orders and revocations will require the approval of the respective highway 

authority or parking authority. 
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7.11 Priority (unsignalised) junctions and roundabouts 

7.11.1 Operation of signalised junctions is covered in Mr Robertson’s proof. For the 

operation of priority junctions and roundabouts that will remain unsignalised 

with the NGT scheme, my team has used standard industry techniques and 

software. The results of the assessments are given in Appendix 4 [APP-3-3-

4]. Whilst I am not an expert in the modelling of these junctions and rely on 

the advice of experts within my team, I am satisfied based on the results as 

presented in Appendix 4 [APP-3-3-4].  that each of these junctions will 

operate within capacity. 

7.12 Conclusions 

7.12.1  During the development of the NGT infrastructure design, my team has 

sought to accommodate and where possible improve provision for other 

highway users.  This has taken cognisance of Leeds City Council’s hierarchy 

of road users. 

7.12.2 I consider that the proposals include significant improvements for cycle 

provision, with extensive cycle facilities along the length of the NGT corridor 

and a net increase of approximately 3.9 kilometres of cycle lanes along the 

scheme alignment.  Similarly, I consider that improvements in pedestrian 

provision are provided, with widening and extension of some existing 

footways, additional controlled pedestrian crossings, and introduction of 

shared space environments with improvements in public realm; although I do 

recognise that some footways have been narrowed. . 

7.12.3 I am satisfied that there is no material impact on taxi provision.  For non NGT 

buses, the proposals include increased width and more extensive bus lanes 

together with additional priority approaches to junctions. 

7.12.4 In relation to parking and servicing, I am content that the reduction in parking 

has been kept to a minimum and that that higher priority kerbside functions 

(servicing and disabled parking) are unaffected or have increased capacity. 

Inevitably there are some properties and some people who will be 

inconvenienced by the proposed parking change, but the overall reduction in 

public parking represents a small proportion of the total parking available.  
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7.12.5 I consider that the redesign of junctions along the NGT alignment will 

improve safety at many of the locations where accident clusters have been 

identified.  The introduction of controlled pedestrian crossings, where no 

provision or uncontrolled crossings currently exist, will increase pedestrian 

safety at junctions such as Otley Road / Alma Road. Many junctions will be 

fully signalised as a result of the NGT scheme.  This will result in a significant 

reduction in conflicting vehicle movements, which it is anticipated will result in 

a reduction in collisions, particularly those resulting in serious injury. 

7.12.6 The proposals include a limited number of highway stoppings up.  I am 

satisfied that in all cases a satisfactory alternative is provided or an 

alternative is not required. Extensive traffic regulation orders are also 

proposed, which I consider to be appropriate for the safe and effective 

operation of the NGT system as currently proposed. The flexibility provided 

for subsequent changes to orders and for the revocation of orders is a 

pragmatic approach that has been previously approved.  
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8 Construction 

8.1 General construction activities and principles  

8.1.1 The works necessary to construct the NGT system are generally those that 

would be required for normal large scale highway works, together with 

overhead line equipment for which there are several precedents for installing 

similar systems elsewhere in the UK with tram schemes.  

8.1.2 In this section I describe the main activities required for the construction of 

the NGT system. All of the activities will be undertaken in accordance with 

the Code of Construction Practice (CoCP) which I will discuss further in 

Section 8.2. 

8.1.3 I am satisfied that the assessment work undertaken demonstrates that the 

NGT works can be constructed within the Order powers and in accordance 

with the CoCP. This assumes typical working methodologies and practices to 

confirm the feasibility of the construction works. The actual working 

methodology will be for construction contractor to decide, working within the 

restrictions placed on them by the TWA Order, planning conditions and 

CoCP.  

Demolition 

8.1.4 Several structures would be demolished for NGT, as I describe in Section 

3.3.  The demolition techniques used by the construction contractor will 

depend on the individual situation and location of each building/ structure as 

well as any restrictions imposed on them by the local authority to discharge 

planning consent. This may include measures to control noise, vibration, dust 

and debris in accordance with local authority codes and best practice. 

Working hours are restricted to those set out in the CoCP.   

Statutory Undertakers equipment  

8.1.5 Records of the approximate location of statutory undertakers’ equipment 

(public utilities) have been obtained and checked against the design for 

conflicts. The approach adopted is to divert only the statutory undertakers 

apparatus which would physically conflict with the works, protect that which 

might be impacted by the works and leave the remainder in place. This will 

result in fewer diversionary works than might be expected on a tram scheme 
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where most of the statutory undertakers’ equipment within proximity to the 

tram swept path is often moved.  

8.1.6 The typical minimum depth of statutory undertakers’ equipment within the 

highway is around 700mm and 350mm for footways; however cables in 

particular can be found at shallower depths. Generally statutory undertakers’ 

equipment can remain in-situ, unless it physically conflicts with the works, as 

trolleybuses can move laterally by between 3 to 4m whilst on-wire and where 

necessary can de-wire to manoeuvre around obstacles such as road works 

should works to underground equipment be necessary during NGT operation.   

8.1.7 The full extent of diversionary and protection works will depend on 

verification of the exact location, level, type, construction and condition of 

statutory undertakers equipment and detailed design proposals for the NGT 

works.  

8.1.8 The diversion and protection works will need to be carefully planned with 

lead-in times varying between 3 months and 2 years depending on the length 

of apparatus affected, nature of the works required, loss of service/ outages, 

the planning of temporary measures to maintain service continuity where 

possible, and co-ordination with statutory undertakers’ ongoing programme of 

renewals and repairs.  

8.1.9 It is likely that the diversion and protection works will be done as part of the 

main construction works although advance works maybe undertaken at some 

locations.  

Highway works 

8.1.10 The NGT works require significant modification to the highway network and 

this will include: 

a)  Alterations to major and minor junctions including physical works such as 

additional lanes, installation of new traffic signals and re-phasing of others to 

accommodate traffic and NGT movements. 

b) The re-alignment and widening of roads, reconfiguration of lanes and revised 

traffic management. 

c) The installation of at grade pedestrian and cycle crossings. 
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d) The stopping up of minor junctions and the introduction of new traffic 

circulation arrangements.   

e) The introduction of NGT stops within the highway. 

8.1.11 For on street sections the length of alignment that should be constructed in a 

continuous length will be defined by the requirement to maintain access and 

compliance with restrictions imposed by the Emergency Services. 

Experience from other major highway and tram schemes indicates that in 

streets where multiple third party access points must be kept open, and 

particularly within narrow streets, the construction section (street opening/ 

excavation) is unlikely to exceed 100m at any one time due to the restrictions 

imposed.  

8.1.12 At minor junctions it is likely that construction can be accomplished either by 

using conventional traffic management techniques or, in more difficult areas 

by the use of temporary road closures provided that alternative routes can be 

implemented and access maintained.  

8.1.13 At major junctions it is probable that partial or full road closures will be 

required at times and to help minimise disruption these might occur outside 

of normal working hours including weekend closure of junctions as is 

common across the highway network.   

8.1.14 The structural condition of the existing highway pavement will be established 

before a detailed design can be undertaken. Wherever possible the existing 

highway construction should be left in place as this will reduce costs and limit 

disruption, a new surface course will be provided where required for the 

smooth running of NGT vehicles.  

8.1.15 The working assumption is that around 50% of the carriageway on which 

NGT runs will need full depth reconstruction and all of the carriageway on 

which NGT runs will be resurfaced. Furthermore at NGT stops the highway 

will also be reconstructed and reinforced with concrete below the surface 

course to help avoid rutting given the minor variations in the path of an NGT 

vehicle docking at a stop.   

Earthworks 
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8.1.16 Construction of new areas of highway will be required as well as the 

excavation/ replacement of existing pavements. Where possible this 

excavated material will be recycled or used elsewhere in the scheme 

construction. The following assumptions have been made: 

a) Excavated material will generally be unsuitable for re-use and will be 

disposed of at suitable tips off site. This reflects a conservative position and 

will need to be reviewed in light of further geotechnical assessment during 

development of the design; 

b) A layer of suitable imported fill material up to 750mm thick will be required to 

provide a sound foundation beneath the 50% of the highway pavement 

assumed to be reconstructed. This reflects a conservative position, as the 

strength of the sub-grade along the routes has not been assessed;  

8.1.17 The above results in overall depth of excavation, required for full depth 

highway pavement construction, of approximately 1m. 

8.1.18 In addition to the earthworks associated with primarily general highway 

construction, larger scale earthworks will also be required: 

a) The University of Leeds Lawnswood and Weetwood sports grounds require 

extensive cut to terrace the sites and create suitable gradients for the sports 

pitches. 

b) At Bodington there will be a considerable volume of fill to support the NGT 

podium area, create a highway access ramp, reduce the gradient eastwards 

across the site, and to create a landscaping mound at the east end. 

c) The Headingley by-pass requires both areas of cut and fill to allow it to 

interface with intersecting highways overcome extensive level differences 

along this stretch. 

d) Along Headingley Lane the highway widening works will requires extensive 

fill between the existing and proposed retaining walls. 

e) At Monument Moor fill will be required to support the NGT alignment in the 

vicinity of Rampart Road. 

f) At the corner of Black Bull Street/ Chadwick Street near Magellan House, fill 

will be required to support the NGT alignment. 
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g) At Stourton park and ride fill will be required to support the Middleton parking 

area and NGT access ramp, whilst extensive cut will be required to terrace 

certain areas and create the necessary gradients to form the main parking 

area.  

h) At the NGT depot and control centre extensive cut will be required to create 

the necessary gradients for the stabling and circulation areas as well as the 

staff parking area.  

8.1.19 The earthworks will generate spoil requiring disposal and a steady flow of 

lorries to and from the areas of construction during the course of the 

earthworks together with the attendant noise from the compaction process. 

Access to and egress from the areas of construction for lorries and plant will 

require careful consideration by the eventual contractor. 

8.1.20 The degree of ground support required will depend on the depth of 

excavation, the nature of the ground, the proximity of adjacent structures, the 

nature of their foundations and the contractor’s construction methodology. A 

particular issue may occur where foundations for OLE supports have to be 

constructed at the back of footways close to old housing. In these 

circumstances the use of auger boring with sacrificial support casings should 

be considered. 

Drainage and ducting 

8.1.21 New drainage infrastructure including, gullies and associated pipework will be 

required where existing roads are realigned or the NGT alignment runs 

segregated off-street. 

8.1.22 At Bodington park and ride site, a water retention pond will be constructed 

along with storm cells beneath the surface of the parking area which will 

require an additional 1m of excavation depth to accommodate them. These 

attenuation facilities will store captured surface water run-off and feed it into 

the existing highway drainage network at a controlled rate and this has been 

agreed in principle with Leeds City Council as Drainage Authority. 

8.1.23 The off street section for the Headingley by-pass will generate additional 

surface water run-off and this will be stored in large pipes at low points in the 

alignment in the vicinity of Wood Lane requiring an additional 1m depth of 

excavation in these areas. The attenuated water will feed into the existing 
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highway drainage network at a controlled rate and this has been agreed in 

principle with Leeds City Council as Drainage Authority. 

8.1.24 At Stourton park and ride site including the depot/ control centre, water 

retention ponds will be constructed along with storm cells beneath the 

surface of the parking area which will require an additional 1m of excavation 

depth to accommodate them. These attenuation facilities will store captured 

surface run off and feed it the existing drainage watercourse running through 

the site.   

Overhead line equipment 

8.1.25 Concept designs have been produced to demonstrate the broad feasibility of 

the OLE proposals and to identify general locations for support poles and 

building fixings. At the detailed design stage structural inspections of 

buildings and cellar surveys will be required; these will be verified on site 

prior to construction.  

8.1.26 Installation of OLE will follow completion of the main highway works and 

occur in 3 stages: 

a) Construction of pole support bases and building fixings  

b) Erection of support poles  

c) Suspension of the catenary and contact wires from the support points and 

energisation of the system 

8.1.27 OLE poles may have mass concrete foundations in some locations but more 

usually constraints such as clashes with underground statutory undertakers’ 

equipment in a footway will necessitate the use of mini-piles to limit the 

foundation area. In cases where the pole position cannot be moved clear of 

underground conflicts an offset foundation arrangement has been 

successfully used elsewhere.  

8.1.28 The standard arrangement for a building fixing is a stud anchor, bonded into 

a pre-drilled hole in the wall or structure. Depending on the structural nature 

of the building, there may be a need for this to be held by a spreader plate on 

the inside of the structure. For most forms of structure, there will be no 

evidence of the fixing inside the building. 
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8.1.29 Normally the support wires for the contact wires are not erected nor he 

contact wire suspended in position until all other substantive construction 

activities have been completed on that section. 

Substations 

8.1.30 Substation locations are set out in Section 5.9 of this Proof. 

8.1.31 Substations can be bespoke buildings such as with the one proposed next to 

the Old Red Lion Public House. However standard designs are often 

prefabricated off-site as a self-contained unit which is delivered to site and 

craned onto a prepared foundation. The Urban Design and Access 

Statement (A-08k) sets out building external treatments such as the type of 

cladding and whether a different roof appearance is required.   

8.1.32 Construction of each substation, with the exception of the one at the Old Red 

Lion, will be relatively straight-forward and is likely to take around 3 months 

including installation of equipment. 

NGT stops 

8.1.33 NGT stop locations are set out in Section 5.4 of this Proof. 

8.1.34 Construction of the NGT stop platforms will follow on from completion of the 

general highway works with final installation of stop equipment and shelters 

being carried out towards the end of the construction period to help avoid the 

risk of damage. It is anticipated that construction of each standard on street 

stop will take approximately 2 months.  

Structures 

8.1.35 The major structures required to support the NGT system and associated 

works are those set out in section 5.11 if this Proof.  

8.1.36 Construction works associated with Woodhouse Lane eastern and western 

bridges would require several road closures to the A58, and traffic over the 

bridges may have to be reduced to a single lane at times.  

Traffic Management  

8.1.37 Before the construction method can be adopted the impact on traffic flows 

will be assessed and compared for each alternative. Practical methods of 

construction for each of the major junctions will need to be considered and 
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congestion assessed both at the junction and within the wider highway 

network. 

Testing and commissioning  

8.1.38 Testing of the trolleybus vehicles will occur at the NGT depot and within the 

Stourton park and ride site prior to it being open to the public. Once 

construction works on the wider NGT system are substantially complete a 

period of testing, approvals, commissioning and driver training will take place 

over a period of several months.   

8.2 Construction Code of Practice 

8.2.1 The contractor building the scheme will be contractually bound to a Code of 

Construction Practice (CoCP). This will set out guidance, minimum standards 

and measures to be taken to address the safety and environmental aspects 

of the project where they may affect the interests of local residents, 

businesses and the general public. The Contractor/ Concessionaire will be 

required to comply in full with the terms of the CoCP and to incorporate it in 

any contract or sub-contract relating to any aspect of the scheme.  

8.2.2 The CoCP included within the Order application (A-08g-2) sets out what the 

scheme promoters will be obliged to implement and is often referred to as the 

“Part A” document which contains the general principles for minimising 

impacts during construction. The contractor will produce “Part B” documents 

(or method statements), following consultation with the planning authorities, 

which will set out specific standards and the measures which will be used at 

identified locations or for activities within a relevant local authority area. All 

the specific standards and measures in the Part B documents will be fully 

consistent with the general principles set out in the Part A document (A-08g-

2) and adhere to the planning conditions imposed by the relevant local 

planning authorities. 

8.2.3 The CoCP requires that a Liaison Manager will be employed by the 

contractor to consult with any relevant third parties. The Liaison Manager will 

compile a “Community Engagement Plan” which will detail the measures that 

will be undertaken to minimise the disruption for the local area and its 

residents. Liaison groups including local community representatives will be 

established prior to the start of construction on any particular section. They 
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will aid consultation with local representatives and be used to discuss the 

timing and methods of construction, environmental issues, possible effects 

on local business and residents, and any access restrictions. The contractor 

will also be obliged to set up and maintain a telephone hotline and an 

information website, and to produce regular newsletters detailing future 

works.  

8.2.4 The CoCP set limits on the contractor’s normal working hours. These will be 

08:00 to 19:00 Monday to Friday and 09:00 to 13:00 on Saturday. In addition 

on weekdays 30 minute start-up and shut-down periods will be permitted 

from 07:30 to 08:00 and 19:00 to 19:30 in which noisy activity which may 

cause disturbance and deliveries will not be permitted. Occasionally work 

may be essential outside of normal working hours (for example the 

Woodhouse Lane Bridges or critical junctions) and this will be kept to a 

minimum and limited where possible to the following additional times: 19:00 

to 22:00 Monday to Friday and 09:00 to 13:00 Sundays and Bank Holidays. 

These hours of work do not apply to equipment which is required to operate 

continuously (e.g. for safety reasons) or in emergency situations where 

safety might be compromised.  

8.2.5 Where the contractor proposes works outside of normal working hours for 

environmental, construction or safety reasons, this will be subject to the 

written approval of LCC’s Environmental Health Officer (EHO). LCC may also 

propose alternative working hours to minimise disruption to traffic. 

8.2.6 Where scheduled work is agreed outside normal working hours, which has 

the potential to disturb nearby land users and occupiers, they shall be notified 

seven days in advance.  This notification shall provide a description of the 

work to be carried out, measures that will be taken to control noise or other 

disturbance and the proposed hours of working. 

8.2.7 The CoCP requires that the contractor prepares a Construction Traffic 

Management Plan (CTMP) in consultation with the highway authority and 

emergency services. It will be produced, co-ordinated and implemented by 

the contractor and include:  

a) Temporary or permanent road closures and diversions; 
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b) Any interference with a carriageway or footway, including control of tracking 

of mud; 

c) Temporary traffic control measures; 

d) Temporary and permanent access to the works; 

e) Temporary road layouts; 

f) Routes to be used by construction traffic and any restrictions which may be 

applied, e.g. areas within which materials must be sourced and routes for 

waste disposal; 

g) Means on monitoring lorry use; and  

h) Site specific controls. 

8.2.8 In order to monitor the CTMP and further limit the impact of construction 

traffic, the contractor will appoint a New Roads and Street Works Act 

(NRSWA) - accredited Supervisor level Traffic Officer during the construction 

works who would oversee all matters pertaining to construction traffic and 

safety. Each site will have an NRSWA operative present. These people 

would be responsible for traffic issues arising from the construction, including 

timing of deliveries, stacking of vehicles, the effect on junctions and control of 

vehicles onto and off site. They would also monitor the condition and 

cleanliness of the highway and liaise with the Highway Authority over any 

traffic or signing concerns and address other issues should they arise. 

8.3 Construction methodology for critical areas 

8.3.1 A number of areas along the route are more challenging than others for the 

construction works due to existing constraints such as narrow corridor width 

or high levels of pedestrian, cycle and traffic activity. As I note above, the 

final construction methodology to be adopted will be developed by the 

contractor, working within controls and constraints including CoCP.  To give 

an indication of the type of phasing that could be adopted by the contractor, I 

provide below outline construction summaries for these areas: 

Lawnswood Roundabout (A6120/ A660 junction) 

8.3.2 North approach and roundabout 
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a) Traffic to follow existing highway layout. Remove existing mature trees from 

the central reserve on the north and south arms of Weetwood Roundabout. 

b) Construct kerb realignments and new carriageway works to the north and 

south side of West Park Ring Road and on the east and west side of Otley 

Road. 

c) Construct NGT alignment within the area of the roundabout including part of 

the splitter islands on the circulatory carriageway. 

d) Utilise the full extents of the new carriageway alignment, traffic to follow the 

new alignment on the circulatory except on the south side which will remain 

using the existing lane layout. 

e) Construct/ amend the central reserve along the north, south, west and east 

arm of the Ring Road. 

f) Traffic following the new alignment. Construct the splitter island between 

Otley Road southbound and the Ring Road eastbound. Complete the NGT 

alignment through the centre of the roundabout. Complete construction of the 

splitter islands on the circulatory, and complete kerb alignment to the north 

west corner of the roundabout. 

8.3.3 South approach 

a) Maintaining existing traffic flows. Construct new kerb alignment and 

carriageway on both sides of Otley Road including bus laybys on both 

northbound and southbound lanes up to Weetwood Roundabout and relocate 

bus stops. 

b) Utilising the full extents of the new carriageway alignment reduce traffic lanes 

from two lanes to one lane in each direction as per the final highway layout, 

with two lanes at roundabout junction plus left turn slip road. Remove existing 

mature trees from central reserve and construct NGT foundation and 

pavement up to highway level in the centre of the carriageway. 

c) Allow traffic to utilise new NGT route if necessary in order to construct the 

build outs and both platforms of the NGT stop and to allow sufficient working 

widths. 

d) Traffic to follow new highway alignment and complete the NGT route works 

including stop platforms. 
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Headingley by-pass 

8.3.4 The following construction methodology has been assumed:  

a) Wood  Lane and Shire Oak Street to be stopped up prior to construction of 

the NGT route, accesses to Wood Lane Court via Alma Road and Grove 

Road. Demolish no. 40 Shire Oak Street and where required relocate existing 

car parking facilities prior to construction works commencing.  

b) Complete earthworks and construct all retaining structures along the 

proposed off-line NGT alignment. Construct new NGT substation located off 

Oakfield. 

c) Construct off-road NGT route and cycle track. Pedestrian path including 

Headingley Hill and Headingley Centre NGT stops from Headingley Lane to 

Alma Road. 

d) Construction of shared space area on Wood Lane; 

e) Construct new kerb alignment and implement new road markings on Shire 

Oak Road and access to Headingley Castle Blind and Deaf Centre. Access 

to be maintained at all times during construction works. 

Headingley Lane widening 

8.3.5 The following construction methodology has been assumed:  

a) Complete earthworks and construct retaining structure between the disused 

Leeds Girls School and Victoria Road. Relocate any existing boundary walls 

required in order to complete the proposed works. 

b) Maintaining existing traffic flows construct northbound road widening 

including bus. The works can be predominantly constructed by temporarily 

closing the cycle lanes to allow sufficient working width and constricting the 

new kerb alignment. 

c) Utilising the full extents of the new highway alignment, construct southbound 

road widening including new bus laybys. 

d) Once the kerb alignment is complete, traffic to follow proposed traffic layout 

with one lane in each direction on the north side of the highway and complete 

works on the westbound NGT lane. 
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e) Utilising the full extents of the new carriageway, construct traffic islands and 

pedestrian crossings. Reduction in highway lane width (or weekend working) 

may be required in order to complete the traffic islands and pedestrian 

crossings. 

Woodhouse Lane/ Blenheim Walk/ St Mark’s Road junction 

8.3.6 The following construction methodology has been assumed: 

a) Traffic to utilise existing highway alignment. Construct new highway 

alignment to the north of St Mark’s Road/ Blenheim Walk/ Woodhouse Lane 

junction. Including sections from Kingston Terrace to St Mark’s Avenue and 

from St Mark’s Road to Archery Road. 

b) Manoeuvre traffic to the road widening on the eastbound carriageway and 

utilise newly constructed highway. 

c) Install the splitter island to the west of St Mark’s Road. 

d) Construct new highway alignment and carriageway to the south of Blenheim 

Walk, east of Woodhouse Lane. Complete works to the central reserve on 

Blenheim Walk at St Mark’s junction and start works on the central reserve 

on Woodhouse Lane at junction with St Mark’s Road. 

e) Traffic to follow new layout. Complete the traffic islands on Woodhouse Lane 

and St Mark’s Road. 

f) Construct north westerly central reserve on Woodhouse Lane. 

Blackman Lane/ Blenheim Walk 

8.3.7 The following construction methodology has been assumed: 

a) Construct road widening on the south west side of Blenheim Walk between 

St Mark’s junction and Blackman Lane. 

b) Widen Blenheim Walk and the A660 on their northern side either side of 

Blackman Lane (south). 

c) Close up the short section of bus lane and construct the road island between 

Blackman Lane and Blenheim Walk. 

d) Implement new highway layout with north eastbound traffic on Blackman 

Lane permitted to new lane on Blenheim Walk, as well as continuing to make 

right turn onto the A 660. 
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e) Construct new kerb alignment to central reservation on the A660 approach. 

Traffic to continue as per existing layout. 

f) Construct new traffic island on the A660 approach, on completion traffic to 

follow new highway layout with left turn onto Blackman Lane no longer 

permitted. 

g) Install kerb encroachment on the A660/ Blackman Lane south of the junction. 

Traffic from the A660 to continue ahead towards Blenheim Walk or right onto 

St Mark’s Road. Blackman Lane to change to one way with both lanes 

travelling north easterly. 

h) Construct remaining traffic islands on Blackman Lane (south) and the A660 

mouth of the junction. 

i) Construct kerb alignment and bus layby on the western side of Blackman 

Lane. 

j) Construct new kerb alignment followed by splitter islands on the eastern side 

of Blackman Lane. 

Woodhouse Lane/Portland Way  

8.3.8 The following construction methodology has been assumed:  

a) Maintaining existing highway layout, construct new NGT alignment between 

Cookridge Street and Portland Way, West of Woodhouse Lane. 

b) Construct new carriageway east of Woodhouse Lane between Clay Pit Lane 

and the A660. 

c) Construct new kerb alignment and carriageway between Woodhouse Lane 

and the A660 at the junction. 

d) New kerb alignment and Area NGT stop on the south side of Cookridge 

Street between Portland Gate and Woodhouse Lane. 

e) Utilising the full extents of the new highway layout on Woodhouse Lane traffic 

movements are as follows: 

f) North and south bound traffic between A660 and Woodhouse Lane narrowed 

to one lane to allow sufficient working width.. 
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g) Traffic on Cookridge Street to use newly constructed highway to its junction 

with Woodhouse Lane. Traffic to flow in one direction southbound as per 

proposed final layout. 

h) Construct North Arena NGT stop on Cookridge Street and the central 

reserves on Woodhouse Lane and Portland Crescent. 

i) All traffic on Cookridge Street utilising the new highway layout. 

j) Construct the NGT lane and amendments to the central island at the 

Woodhouse Lane/ Portland Way/ A660 junction. 

k) Construct new splitter islands and carriageway on the northern side of the 

roundabout at the A660/Woodhouse Lane junction. 

l) Traffic to follow proposed new highway layout. Construct new NGT lane 

through the centre of the Woodhouse Lane/Portland Way/A660 junction. 

Bridge End/ Meadow Lane junction 

8.3.9 The following construction methodology has been assumed:  

a) Traffic to follow existing highway layout with west bound traffic from Bridge 

End along Meadow Lane to be one lane only on the west side of the road. 

Amend kerb lines on both sides of Dock Street at its junction with Meadow 

Lane. Amend kerb alignment on the splitter island on Bridge End. Construct 

two new junctions and kerb realignments including new parking bays and 

splitter islands on Hunslet lane and Hunslet Road. 

b) Traffic from Meadow Lane to utilise the new junction to Hunslet Road past 

Leeds Bridge House. The existing Hunslet Road access past the Adelphi  PH 

stopped up between Meadow lane and Waterloo Street as per the proposed 

final layout, and construct urban design realm. Construct new splitter island 

kerb alignment on Meadow Lane at junction with Bridge End. 

c) Traffic to follow proposed new highway layout. Construct new  kerb alignment 

around the central car park area. 

d) Construct new kerb alignment on the north west side of Meadow Lane.   

South Accommodation Road/ Hunslet Road junction 

8.3.10 The following construction methodology has been assumed:  
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a) Stop up Pym Street providing both HGV and general traffic turning heads as 

per the proposed final highway layout. All other traffic to utilise existing 

highway layout. Continue construction of NGT alignment between South 

Accommodation Road and Forster Street. 

b) Complete construction of NGT route from Sayner Lane adjoining South 

Accommodation Road all the time maintaining footway access. Construct 

kerb line modifications to the existing  splitter island on South 

Accommodation Road and resurface existing carriageway, reducing traffic to 

a single lane either side of the works area. Pedestrian access from the west 

side of Hunslet Road to move clockwise via the pedestrian crossings. Two 

pedestrian crossings to be closed due to construction works on the traffic 

island. 

c) Construct kerb line modifications to second splitter island on South 

Accommodation Road. Resurface the traffic lanes either side of the island, 

reducing traffic to a single lane either side of the works area. 

d) Complete road surfacing on the two outer traffic lanes, including through the 

northern footway. Reduce the traffic to a single lane in each direction to allow 

sufficient working areas. 

8.4 Construction Programme 

8.4.1 At this stage it has been assumed that a number of activities may be 

undertaken in advance of the main works due to the need to clear sites for 

the main works and reduce logistical risks.  The duration of the construction 

works is sensitive to level and type of resource available, and will be 

confirmed when the eventual contractor plans the works in detail. It is 

anticipated that the following main work stages would occur: 

a) Mid 2016 to mid 2017 - construction of sports facilities at Lawnswood, 

Weetwood and Bodington sites plus eradication works for invasive species. 

b)  Mid 2016 to mid 2017 - demolition works, filling in of existing subways, 

surveying works (e.g. ecological/topographical), some statutory undertakers 

works – for particularly large service diversions, some private access/ parking 

reconfiguration. 

c) Mid 2017 to late 2019 – main construction works (approximately 30 months)  
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d) Early 2020 to mid 2020 – testing, commissioning, approvals (approximately 4 

months) 

e) Mid 2020 – opening for passenger services 

8.4.2 In order to construct the works within the assumed period, it will be 

necessary for a number of NGT sections to be constructed simultaneously. 

Site compounds will be required for the construction of each section and 

suitable areas of land that could be used for the purpose are listed in Section 

8.5. The manner in which the proposed sections will be divided into their 

various components for construction purposes will depend upon: 

8.4.3 The numbers and positions of the proposed construction sites along each of 

the routes; 

a) The degree and quality of access available to the works from each of the 

proposed sites; 

b) The resources available for the different types of construction work required; 

c) The degree to which ‘mobile’ intermediate sites can be provided within the 

areas of the works as they progress along each of the alignments; and 

d) The phasing required for each work area (i.e. some areas will need to be 

progressed in a particular order). 

8.4.4 The methods and sequence of construction are based on the following 

assumptions: 

8.4.5 Complete road closures for the main roads will only be considered in the 

following circumstances: 

a) For short periods only to facilitate the construction of NGT across junctions; 

b) Where a closure is planned as part of a proposed highway improvement; and 

c) In exceptional circumstances where there is no other practical alternative.  

8.4.6 The methods of construction adopted for each section of the route should be 

designed to minimise congestion and disruption both to vehicular and 

pedestrian traffic and local residential access;  

8.4.7 In general, construction of the main works elements will not commence until 

‘Statutory Undertakers’ plant has been diverted from the route of the 

alignment and any subsidiary works such as the infill of existing 
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underpasses, demolition or the relocation of existing boundary walls/ steps 

etc. have been completed; and 

8.4.8 The laying of the carriageway surface course will be undertaken at the very 

end of all construction works for any particular section. There may be periods 

of time therefore, when road vehicles will be travelling over a temporary 

surface while other aspects of the construction works are completed.  

8.5 Construction compounds and worksites  

8.5.1 The NGT construction works will be a major civil engineering undertaking 

with construction occurring along a 15km long corridor. Land beyond the 

narrow footprint of the permanent works will be required to facilitate 

construction of the scheme.  

8.5.2 In addition to worksites on or immediately adjacent to the NGT route, larger 

construction compounds clear of the general works will be needed. Due to 

the scale and extent of the project, several site compounds of varying 

capabilities will be required. This includes two main compounds, one to the 

north and another to the south of the city, which would accommodate general 

offices, workshops, large scale storage of plant and materials, staff and 

visitor parking. Further satellite compounds closer to the areas of work will 

also be required to facilitate access, provide welfare facilities and store 

materials. 

8.5.3 The possible locations for construction compounds and how they relate to 

construction sections has been carefully considered. These sites have been 

included within the scope of the Order powers sought and are highlighted on 

the relevant Planning Direction Drawings. I describe in the table below the 

location of the compounds and the reasons that they are required.   

Ref 
No. 

Location Purpose for the 
compound 

Comments Picture 

01 Land at the 
junction of 
Otley Old 
Road and 
Holtdale 
Approach. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
end of the route at 
Holt Park. 

 

                            

 



APP-3-2 
 

Page 122 of 183 
 

Ref 
No. 

Location Purpose for the 
compound 

Comments Picture 

02 Bodington 
Park and 
Ride 

Main site 
compound for 
works required 
along the northern 
section of the 
route. 

From this site staff 
and materials will 
be transported to 
the satellite site 
compounds on a 
regular basis. 

Required to house 
site offices, the main 
storage compound for 
materials and plant. 
The majority of 
deliveries will be to 
this site and will be 
the site where staff 
arrive in the morning 
and leave from at the 
end of the day. 

       

03 Area of land 
north of 
Lawnswood 
School/ south 
west of 
Weetwood 
Roundabout 

Required as a site 
compound while 
constructing the 
access/ egress and 
required 
earthworks at 
Bodington, 
allowing Bodington 
to be used as the 
main site 
compound for the 
north section of the 
route. 

Part of the TWA Order 
application but no 
longer required.  This 
is due to the 
confirmed phasing of 
works to University 
sports pitches and 
confirmed availability 
of Bodington as the 
main construction 
compound. 

     

04 Location of 
Churchwood 
Avenue 
Substation  

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
next satellite 
compound on the 
route. 

  

 

05 An area of 
land located 
east of St 
Columbia’s 
Church as 
entering the 
offline 
section of 
NGT.  

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and due to 
the significant works 
required to the rear of 
the Headingley Centre 
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Ref 
No. 

Location Purpose for the 
compound 

Comments Picture 

06 An area of 
land west of 
Victoria 
Road/ 
Headingley 
Lane 
junction. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
significant structural 
works required along 
Headingley Lane. 

 

 

07 Hyde Park 
Corner Car 
park 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required to complete 
construction works at 
Victoria Road/ 
Headingley Lane 
junction. 

 

 

08 Woodhouse 
Moor 
between 
Raglan and 
Rampart 
Road. 

Required as a 
satellite compound 
and a possible 
alternative main 
site compound for 
works required 
along the northern 
section of the 
route, should 
Bodington not be 
available. 

 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
significant structural 
works required along 
Headingley Lane 

 

09 Land next to 
the BBC 
Building 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
significant amount of 
works required around 
Leeds University area. 
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Ref 
No. 

Location Purpose for the 
compound 

Comments Picture 

10 Land 
between the 
A660 and 
bridge over 
the ring road. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
significant amount of 
works required around 
Leeds University area. 

 

 

11 Area of land 
south west of 
Woodhouse 
Lane, north 
west of 
Cookridge 
Street. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
north section 
compound located at 
Bodington and the 
significant amount of 
works required at St 
Marks junction. 

 

 

12 

 

A council 
owned car 
park located 
in the centre 
of the 
carriageway 
on Meadow 
Lane. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the 
significant amount of 
works required at the 
old Tetley’s Brewery 
site and Bridge End/ 
Meadow Lane 
junction. 

 

 

13 New Dock 
NGT Stop 
location. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the 
significant amount of 
works required at the 
old Tetley’s Brewery 
site. 
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Ref 
No. 

Location Purpose for the 
compound 

Comments Picture 

14 Land located 
to both sides 
of the NGT 
alignment 
between 
Carlisle Road 
and Sayner 
Lane. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the 
significant amount of 
works between 
Chadwick Street and 
South 
Accommodation 
Road. 

 

 

15 Local works 
compound 
located within 
the 
construction 
site envelope 
along 
Whitfield 
Avenue. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the 
significant amount of 
works within the 
Hunslet area. 

 

 

16 Flax Mill 
Lane 
Compound 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the next 
satellite compound. 

 
  

17 Land off 
Moor Road 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the next 
satellite compound. 
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Ref 
No. 

Location Purpose for the 
compound 

Comments Picture 

18 Land located 
east of Belle 
Isle Road 
and to the 
south of the 
M621 
junction 6. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

An alternative to 
site ref no. 17 if not 
available. 

Required because of 
the large distance 
between the main 
south section 
compound located at 
Stourton and the next 
satellite compound. 

 

 

19 Land located 
in the middle 
of Belle Isle 
Circus 
roundabout. 

A satellite 
compound to 
house limited staff 
welfare facilities 
and material 
storage for 
immediate use. 

 

Required because of 
the significant works 
required through Belle 
Isle Circus and along 
Belle Isle Road. 

 

 

20 Stourton 
Park and 
Ride Site. 

Main site 
compound for 
works required 
along the southern 
section of the 
route. 

From this site staff 
and materials will 
be transported to 
the satellite site 
compounds on a 
regular basis. 

 

Required to house 
site offices, the main 
storage compound for 
materials and plant. 
The majority of 
deliveries will be to 
this site and will be 
the site where staff 
arrive in the morning 
and leave from at the 
end of the day. 

 

8.6 Construction Vehicles and Routes 

8.6.1 Based on the likely construction activities and earthworks (Section 8.1) it has 

been estimated that around 25,068 construction trips (one way movements) 

will be required for the route north of Leeds Bridge, and 21,290 for that to the 

south, giving a total of 46,358 construction trips (one way movements) for the 

scheme as a whole. Further details are given in Section 12.4.1 and 12.4.2 of 

the Transport Assessment (B-9) for details of vehicle types and frequency 

within particular sections of the route. This level of construction trips is not 

unusual for highway scheme on this scale.  

8.6.2 The Construction Traffic Management Plan (to be produced by the 

contractor) will consider in detail routes for construction traffic and ensure 
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that it does not use unsuitable roads such as Bridge End which has a weight 

restriction. Section 12.5 of the Transport Assessment (B-9) provides an 

indication of the potential construction routes to access sites. 

8.6.3 The main areas of contractor staff parking will be at the Bodington and 

Stourton park and ride sites both of which have good access to the strategic 

road network. These sites will be cleared and a hard standing put down to 

accommodate the construction compound. I anticipate that having parked at 

these sites contractor staff will be transported in works vehicles to the various 

sections of route as required.  

8.7 Land requirements 

8.7.1 I am satisfied that only that land which is necessary for the construction, 

operation and maintenance of the NGT system (including ancillary works) is 

included within the TWA Order Limits. The tables in Appendix 3 [APP-3-3-3] 

set out the reasons for inclusion of each of the land parcels within temporary 

limits (LuT) for the purposes of construction. 

8.7.2 In addition to the temporary land areas, a number of areas of land within 

permanent limits (LoD or LLAU) are also intended to be used as construction 

sites. In particular these include the park and ride sites.   

8.7.3 The site of the former Leeds Girls High School off Headingley Lane (in 

particular land parcels 11040 and 11041) is to be redeveloped and has been 

included within temporary limits to ensure that the maximum practical area is 

available to support the major works to widen Headingley Lane. However I 

note that should the development occur ahead of NGT it would not be 

feasible to use it as such and only a right of access would be taken across 

the site to access the NGT works.   

8.8 Conclusion 

8.8.1 While construction of NGT will be a major engineering undertaking, I believe 

that it does not require any unusual or onerous construction methodology or 

technique and will be well within the capabilities of many major engineering 

contractors.  I have put forward indications of how specific works could be 

undertaken.  The final construction methodology will be determined by the 

contractor appointed to build the works, working within the appropriate 
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constraints and controls already specified including within the Code of 

Construction Practice. 
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9 Statement of matters 

9.1 Overview 

9.1.1 The TWAO application and the application for a direction as to deemed 

planning permission fall to be determined by the Secretary of State for 

Transport.  The applications for Listed Building Consent and Conservation 

Area Consent fall to be determined by the Secretary of State for 

Communities and Local Government. Both of these are on the 

recommendation of the appointed inspector at the Public Inquiry.   

9.1.2 The Secretary of State for Transport issued a Statement of Matters (SoM) for 

the TWA Inquiry in February 2014.  

9.1.3 In this Proof of Evidence, I address, in particular, the following issues from 

that Statement of Matters, in whole or in part: 

9.1.4 SoM item 6: The effects of the scheme on statutory undertakers and other 

utility providers, and their ability to carry out undertakings effectively, safely 

and in compliance with any statutory or contractual obligations. 

9.1.5 SoM item 7: The likely impact on motorists, cyclists and pedestrians of 

constructing and operating the scheme, including: 

(a) the effects of the proposed trolley vehicle system on other public transport 

services, highway capacity, traffic flow, vehicle parking, pedestrian and 

cyclist movement and road safety; [partly dealt with by Mr Robertson] 

(b) the effects of closing, diverting or altering the layout of the streets as 

detailed in Schedules 3, 4 and 5 to the draft TWA Order; 

(c) the effects of the traffic regulation measures specified in Schedule 10 to 

the draft TWA Order, including the proposed restrictions on parking, loading 

and access; and 

(d) any complementary traffic management or other measures proposed by 

the promoters to mitigate the effects of the scheme on road users (including 

cyclists and pedestrians). 

9.1.6 SoM item 9: The measures proposed by the Promoters for mitigating any 

adverse impacts of the scheme, including: 
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(a) the Construction Implementation Strategy and Code of Construction 

Practice; [partly dealt with by Mr Leather 

(b) the proposed Construction Environmental Management Plan and 

Construction Traffic Management Plan; [partly dealt with by Mr Leather] 

(c) the proposed diversions for rights of way stopped up under the draft TWA 

Order, including whether they would satisfy the requirements of section 5(6) 

of the TWA, that a public right of way should not be extinguished unless 

either an alternative right of way has been or will be provided, or the 

provision of an alternative is not required; 

9.2 Response to the Statement of Matters 

9.2.1 Statement of Matters item 6 (in relation to statutory undertakers) is covered in 

part in paragraphs 8.1.5 to 8.1.9 above.  The draft Order (A-01-4) contains 

various protective provisions at article 60 and Schedule 11.  These are based 

on similar precedents from similar schemes, as explained in the Explanatory 

Memorandum (A-01-5, first page). 

9.2.2 Statement of Matters item 7(a) (in relation to other road users and road 

safety) and 7d (in relation to complementary measures) is covered in 

sections 7.1, 7.2. 7.3, 7.4, 7.5 and 7.8 together with the evidence of Mr 

Robertson on highway capacity. 

9.2.3 Statement of Matters item 7(b) (closing, diverting or altering streets) is dealt 

with in sections 5.2 and 7.9. 

9.2.4 Statement of Matters item 7(c) (traffic regulation measures) is dealt with in 

section 7.10. 

9.2.5 Statement of Matters item 9(a) and 9(b) is dealt with in section 8.2 

9.2.6 Statement of Matters item 9(c) (stopping up of rights of way) is dealt with in 

section 7.9.
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10 Response to particular issues raised by objectors 

10.1 Overview 

10.1.1 A number of objections have been made to the draft Transport and Works 

Act (TWA) Order submitted in respect of the NGT scheme.  

10.1.2 This section addresses the general concerns and comments made in relation 

to engineering and traffic management through objections to the draft TWA 

Order which have not already been addressed in earlier sections of my Proof 

of Evidence. 

10.2 Objection 1470 - Leeds Cycling Campaign (Statement of Case)    

10.2.1 In their Statement of Case the Leeds Cycling Campaign set out various 

concerns relating to the design and principles of the NGT system. In addition 

to the points I make in Section 7.2, I make the following more specific 

response to their issues. 

Item 7: Failure to adopt best practice design from “Manual for Streets 

2” 

10.2.2 The NGT proposals as they relate to cycling take account of current best 

practice guidance such as Local Transport Note LTN02/08 (G-04-74) Cycle 

Infrastructure Design, and Local Transport Note LTN 01/12 Shared Use 

Routes for Pedestrians and Cyclists (G-04-76).  

Item 8: Lack of segregated space for cyclists 

10.2.3 Leeds City Council policy is not to provide a separate cycle lane where a bus 

lane is provided. Articulated buses are in use throughout the UK, including 

Leeds, and care must be taken when manoeuvring in proximity to any large 

vehicle.  The NGT design has taken into consideration issues raised by 

cycling groups such as left turning articulated vehicles needing additional 

room where cyclists might be on their nearside. The trolleybus vehicles are 

generally running along a bus lane with movements to other lanes or turning 

movements performed under signal control.  

10.2.4 The requisite width of a combined bus and cycle lane will depend on the 

width of the adjacent traffic lane as well as the volume and speed of traffic in 

that lane. These factors influences how far a bus can edge towards the 
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adjacent traffic lane or whether it can easily enter it to overtake. DfT guidance 

in LTN02/08 (G-04-74 Section 6.22) Cycle Infrastructure Design states ‘A bus 

lane width of 4.5 metres will enable buses to safely pass cyclists without 

having to leave the lane. Widths below 4 metres generally result in buses 

moving out of the lane when overtaking cyclists, but this may be difficult if the 

adjacent lane is congested. Widths below 4 metres are not recommended for 

bus lanes physically bounded on both sides, unless they are over very short 

distances.’ With the exception of a short 100m length of bus lane on the 

northbound approach to Clarendon Road junction and Park Row, all 

combined bus and cycle lanes are a minimum of 4.2m width and this is 

above the minimum 4m width recommendation from the guidance note. 

Where space permits the design does provide 4.5m wide bus and cycle lanes 

such as along Headingley Lane and sections of Otley Road. However, it is 

considered not generally possible to provide 4.5m wide bus and cycle lanes 

on this route due to the boundary constraints and need to accommodate all 

users of the street including cyclists, pedestrians, public transport and 

general traffic.  The 4.2m minimum bus and cycle lane width has often been 

achieved by narrowing general traffic lanes to what is considered the 

minimum acceptable width in each particular circumstance.  

Item 9: Failure to comply with LTN 2/08 regarding width of cycling 

facilities 

10.2.5 The streets on which NGT proposes to have cycle lanes are not high speed 

distributor or trunked roads; they include local roads with a 30mph speed 

limit. DfT guidance in LTN02/08 (G-04-74 Section 7.4.2) Cycle Infrastructure 

Design states ‘Cycle lanes should be 2 metres wide on busy roads, or where 

traffic is travelling in excess of 40 mph. A minimum width of 1.5 metres may 

be generally acceptable on roads with a 30 mph limit. For cycle feeder lanes 

to advanced stop line arrangements, a minimum width of 1.2m may be 

acceptable.’ All cycle lanes proposed are at least 1.5m in width and therefore 

comply with and in the case of feeder lanes exceed the minimum 

recommendation from the guidance note. However, it is not considered 

generally possible to provide 2m wide cycle lanes on this route due to the 

boundary constraints and need to accommodate all users of the street 

including cyclists, pedestrians, public transport and general traffic.  A 1.5m 
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width cycle lane has often been achieved by narrowing general traffic lanes 

to what is considered the minimum acceptable width in each particular 

circumstance. 

Item 10: Design not aligned with cycling strategy and cycle 

superhighway 

10.2.6 The proposed Cycle Superhighway scheme between Bradford and Leeds will 

be implemented in a different context without the same boundary constraints 

or restrictions that come within conservation areas. NGT proposals provide a 

significant increase in cycle facilities along the route.   

Item 11: Danger to cyclists at ‘pinch-points’ not mitigated 

10.2.7 Where cyclists share a lane with general traffic and this is confined by kerbs 

on either side, the width past the restriction is at least 4m. Road signing and 

lining have not been considered in detail at this concept stage but 

consideration should be given in future design stages to road markings to 

deter overtaking of cyclists where it may not be safe to do so.  

Item 12: Use of speed cushions for traffic calming is counterproductive 

for cyclists. 

10.2.8 Speed cushions will be used as a traffic calming feature on straight sections 

of road in certain areas. These will be 1.6m wide so that ambulances, buses 

and other large vehicles can straddle them. A gap of not less than 1m 

between the speed cushion and kerbside will be provided for cyclists and 

accompanied by traffic regulation measures so that they remain 

unobstructed. Other traffic calming measures such as the proximity of 

pedestrian crossings and parking bays as well as more perceptual features 

such as road markings are all used on the route to help reduce traffic speeds.  

Item 13: At the junction of Shaw Lane and St Anne’s Road with Otley 

(Drawing ref 

312694/TD/016) 

10.2.9 The staggered pedestrian crossings on 3 arms of the junction are necessary 

to provide a junction working within capacity and that does not unduly delay 

road users. The large radius curve on the corner of Otley Road and Shaw 

Lane is required for large vehicles to make the left turn whilst also providing 
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space for cyclists on the inside of the vehicle. Footways of at least 2m width 

are provided at the junction and the layout has considered the safety of all 

users. 

Item 14: At Hyde Park Corner (Drawing ref 312694/TD/021) 

10.2.10 Turning movements for general traffic at the Headingley Lane/ Woodhouse 

Street/ Hyde Park Road junction will be prohibited with the exception of a left 

turn from Hyde Park Road to Headingley Lane. This is necessary to provide 

a junction within working capacity which would not unduly delay other road 

users whilst providing NGT priority through the junction. Cyclists would be 

able to left turn from Headingley Lane to Woodhouse Street and from 

Woodhouse Street to Woodhouse Lane using an unsegregated shared use 

path. The only remaining left turn for cyclists is from Woodhouse Lane to 

Hyde Park Road and this is provided by short length of cycle lane linking to 

Hyde Park Road via Avenue Walk.  

10.2.11 Al right turns at the junction, including for cyclists are not feasible due to the 

traffic signal phasing and providing this movement for cyclists would not be 

safe. Displaced right turn movements through the junction would be the same 

as those for other traffic and provide for access to all routes. In addition there 

would be an improved right turn facility for cyclists from Woodhouse Lane to 

Clarendon Road as an alternative to the prohibited right turn from Headingley 

Lane to Hyde Park Rad.  

10.2.12 Various novel cycle facilities have been suggested to provide an indirect right 

turn from Headingley Lane to Hyde Park Road at the junction These have not 

been ruled out but will be considered at the detailed design stage in particular 

when more data on their use in the UK is available.    

Item 15: At City Square. (Drawing ref 312694/TD/029) 

10.2.13 The carriageway of Bishopgate Street was recently narrowed from 3 lanes to 

2 in 2011 to provide a larger waiting area for pedestrians and cyclists on the 

western side of the street. On the eastern side of Bishopgate Street NGT 

proposals will relocate the existing signal controlled crossing of Boar Lane 

some 15m to the north west where there is a larger footway to accommodate 

pedestrians; and provide a second signal controlled crossing of Boar Lane 

opposite and staggered to the south of the Bishopgate Street crossing where 
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there is also a larger waiting area than the existing crossing. Dispersing 

pedestrian flows to separate crossings (one for City Square and one for Boar 

Lane) and providing larger waiting areas will improve safety.  

Detailed Points of Concern about proposals in specific locations 

10.2.14 The objector raises a number of points of detail on the proposals.  I note that 

the current design is at a concept feasibility stage, and many of the points 

they raise (such as in relation to signage and road markings) are more 

appropriate to be considered at detailed design stage.    

a). Drawing ref 312694/TD/003 and 007 

10.2.15 The NGT design does not prejudice and indeed would help support a future 

parallel cycle route along the west side of Otley Old Road through 

connections to crossings and junctions.  

b). Drawing ref 312694/TD/004 

10.2.16 From the description given in the Statement of Case, this objection point 

relates to Lawnswood School and it is therefore assumed that the drawing 

reference is incorrect and should be for drawing 312694/TD/11.  

10.2.17 I set out points in relation to pedestrian safety in the vicinity of Lawnswood 

School, in particular that of school children, in Section 10.12 of this Proof.  

10.2.18 Northbound on Otley Road there is an existing on carriageway cycle lane 

which will be retained allowing for faster and more direct routes through 

Lawnswood roundabout, and this is useful for more confident cyclists. In 

addition there is an existing unsegregated pedestrian and cycle path along 

the footway adjacent to Lawnswood School which will be retained, allowing a 

cycle route away from general traffic.  

10.2.19 The northbound bus stop adjacent to Lawnswood School will be placed into a 

lay-by so as not to impede traffic on the single general traffic northbound 

lane, and the bus shelter would be situated on the exit taper clear of the 

shared footway and cycleway. The exact layout including street furniture will 

be determined at the detailed design stage and the safety considerations will 

take account of the proximity of the school.  

c). Drawing ref 312694/TD/004 
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10.2.20 The existing zebra crossing over Otley Old Road to the immediate north of 

Raynel Approach will be converted into a Toucan (pedestrian and cycle) 

crossing. It is already linked to other roads via an existing shared use path 

which is to be retained. At the detailed design stage further consideration will 

be given to path widths and separation from pedestrians.  

d). Drawing ref 312694/TD/013 

10.2.21 There is insufficient space northbound on Otley Road between Drummond 

Road and Churchwood Avenue to accommodate a cycle lane. If a cycle lane 

were to be provided it would need to terminate in advance of the pedestrian 

crossing (immediately south of Churchwood Avenue) due to the 4.2m width 

restriction between kerblines. In addition, sufficient width and distance is 

required to merge the two traffic lanes into one prior to the pedestrian 

crossing, and inclusion of a cycle would not allow for this.  

10.2.22 Termination of a cycle lane where vehicles are merging and in proximity to 

side roads would raise safety concerns.  

e). Drawing ref 312694/TD/016 

10.2.23 Advanced stop lines are provided on St Anne’s Road and Shaw Lane at the 

junction with Otley Road. There is insufficient width on the junction 

approaches to accommodate cycle lanes due to local constraints. In order to 

provide cycle lanes additional property acquisition would be required and this 

may also require the relocation of a telecommunications mast and associated 

equipment.  

f). Drawing ref 312694/TD/016 

10.2.24 A kerb up-stand would be provided along the western side of the footway for 

the section of route between Alma Road and Headingley Lane. This will 

provide a distinct boundary and edge for tapping walking sticks along to help 

guide disabled users. A low height boundary fence would also be provided 

between the footway and the NGT lanes to help prevent people straying on 

the carriageway.  

10.2.25 The arrangement with a footway adjacent to the NGT carriageway and 

cycleway next to the eastern boundary minimises conflicts between these 

two user groups. This is because cyclists would remain along the eastern 
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edge and are not required to cross over a pedestrian route at stop NGT 

locations.  

g). Drawing ref 312694/TD/013 

10.2.26 From the description in the Statement of Case it is assumed that this point is 

made in relation to drawing 312694/TD/19 

10.2.27 It is noted that careful design is required to facilitate safe pedestrian and 

cycle movements. The design of the NGT by-pass junction with Headingley 

Lane has been further considered post application to simplify movements 

and an update is shown on the updated Technical Design Drawings (A-11). 

h). Drawing ref 312694/TD/019 and 20 

10.2.28 The cycle lanes are 1.5m in width and this is the minimum applied on the 

scheme.  

i). Drawing ref 312694/TD/019 and 24 

10.2.29 A southbound advance stop line is provided at the pedestrian crossing near 

to St Mark’s Avenue to help cyclists position themselves for the right turn 

along Woodhouse Lane. When the crossing is not called cyclists will need to 

cross a single traffic lane to switch from the nearside to the offside cycle lane 

and this is a standard arrangement used in many cities. Less confident 

cyclists at busy times may choose to remain in the nearside and use the 

Toucan crossing facilities at the Woodhouse Lane/ Blenheim Walk/ St Mark’s 

Road junction.  

j). Drawing ref 312694/TD/24 

10.2.30 The cycle lane is not provided over a 40m stretch due to local constraints 

including the listed walls at Kingston Terrace. However further consideration 

will be given at the detailed design stage as to whether traffic lane widths can 

be sufficiently adjusted to allow for a continuous cycle lane on the nearside.  

k). Drawing ref 312694/TD/24 

10.2.31 Woodhouse Lane between St Mark’s Road and Portland Way would have a 

20mph speed limit although this may be reduced to 15mph in public transport 

only areas. Traffic calming measures and the street layout will be further 

considered at the detailed design stage along with the enforcement regime.   



APP-3-2 
 

Page 138 of 183 
 

l). Drawing ref 312694/TD/26 

10.2.32 There is insufficient space to accommodate a cycle lane inbound on 

Woodhouse Lane at the junction with Claypit Lane; although an advanced 

stop line has been provided.  

m). Drawing ref 312694/TD/26 

10.2.33 I agree that the left turn from Woodhouse Lane into Claypit Lane requires 

careful design. This has already been considered in the outline design to 

date, with a build-out and sharper turn to reduce vehicle speeds and help 

avoid collisions.  

n). Drawing ref 312694/TD/27 

10.2.34 St Anne’s Street will become one way eastbound and cyclists will be 

permitted to use the street. 

o). Drawing ref 312694/TD/29 

10.2.35 The NGT proposals have been developed with Leeds City Council and there 

is on-going engagement on issues such as cycling provision in the city 

centre. The proposals could allow for cycle access between Briggate and 

Lower Briggate if this is required.  

p). Drawing ref 312694/TD/33 

10.2.36 The pedestrian crossing of the NGT alignment could be moved a few metres 

north and the feed-in to the advanced stop line amended to resolve this issue 

which will be considered further at detailed design.  

q). Drawing ref 312694/TD/40 

10.2.37 All parking bays are a minimum 2.5m width and it is anticipated that a 2m 

parking area will be marked out providing a 0.5m buffer zone to the cycle 

lane. This is standard practice for such a circumstance.  

r). Drawing ref 312694/TD/40 

10.2.38 All widths between nearside and offside kerblines will be at least 4m to allow 

space for cyclists and general traffic. The proposed layout is safe for all road 

users and will be considered further at the detailed design stage.  

s). Drawing ref 312694/TD/40 
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10.2.39 The exact position of the speed cushions and their alignment with the cycle 

lane will be confirmed at the detailed design stage. The proposals are for the 

principle of speed cushions at this location. It is expected that they will be 

aligned with the vehicle lane and be 1.9m in width on general traffic lanes. I 

note that there is generally not enough space to provide a cycle by-pass with 

physical separation between cycle route and general traffic at speed 

cushions. If they were to be provided they would need to be regularly swept 

as the build-up of detritus can cause a skid hazard so they should be wide 

enough to accommodate a mechanical sweeper.     

t). Drawing ref 312694/TD/41 

10.2.40 Cyclists would use the roundabout largely as they currently do and I note that 

this is not a high speed road. The suggestion of a Dutch style arrangement 

with a smaller roundabout in the centre would seem to require a reduction in 

contiguous open space and additional tree removal. 

10.3 Objection 728 – Professor J. F. Griffiths (Statement of Case)    

Item 1.2 Disjointed organisation of structure 

10.3.1 This objection along with several others raised concerns that the NGT 

system will not be integrated with other bus services and that interchange 

may be difficult.  

10.3.2 Interchange between bus services has been considered in the design and 

has been specifically provided for at key points along the route such as: 

a) Holt Park NGT stop - is located adjacent to the existing bus lane and stops in 

front of the Asda building, with the closest bus stop being 30m away, a 

second bus stop being 60m away and a third bus stop 90m away. In addition 

the NGT stop is also within 100m of a further 2 bus stops on Holtdale 

Approach and a signalised pedestrian crossing is provided to the northbound 

bus stop. Therefore there are 5 bus stops within 100m of the NGT stop 

providing interchange for the district centre.  

b) Hospital Lane NGT stop – is located within 30m of a bus stop in each 

direction providing interchange for buses along Otley Old Road as well as 

from Tinshill Lane. 
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c) Bodington park and ride NGT stop – is located within 40m of 2 southbound 

bus stops and this is likely to be the predominant direction, into the city, 

where interchange is required. For northbound bus services a convenient 

interchange point would be at the Lawnswood NGT stop or another stop 

further south.  

d) Lawnswood NGT stop – is located within 80m of a bus stop in each direction 

providing interchange with buses to and from the Outer Ring Road.  

e) Headingley Centre NGT stop –this is directly connected to the main road 

through Headingley (where non-NGT bus stops will remain) via Wood Lane 

which will be pedestrian dominated and with good sightlines, making the 

NGT stop prominent from the Headingley Lane. 

f) Headingley Hill NGT stop - is located within 100m of a bus stop in each 

direction providing interchange with buses along Headingley Lane.  

g) Woodhouse Lane NGT stop – is located within 20m of a southbound bus 

stop and within 30m of a northbound bus stop, providing interchange with 

buses along Woodhouse Lane. 

h) University of Leeds NGT stop – is located within 30m of a southbound bus 

stop and within 40m of a northbound bus stop and additionally within 60m of 

a second northbound bus stop, providing interchange with buses along 

Woodhouse Lane. 

i) Leeds Metropolitan University NGT stop – is located within 40m of a 

southbound bus stop and within 120m of a northbound bus stop, providing 

interchange with buses along Woodhouse Lane. 

j) Civic NGT stop – there are 4 eastbound and 2 westbound bus stops on The 

Headrow within 100m of the NGT stop, providing interchange with buses in 

the city centre. 

k) City Square NGT stop – there are 3 southbound bus stops on Park Row 

within 100m, a bus stop at City Square within 10m, and a bus stop on Boar 

Lane within 80m of the NGT stop. In addition the NGT stop is around 120m 

to 200m away from the 5 bus stopping points on Infirmary Street. Therefore 

there are 5 bus stops within 100m of the NGT stop and 10 bus stops within 

200m of the NGT stop, providing interchange with buses in the city centre.  
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l) Trinity NGT stop – eastbound there are 4 bus stops within 100m of the NGT 

stop, the closest being 30m away; westbound there are 2 bus stops within 

100m of the NGT stop the closest being 20m away, providing interchange 

with buses in the city centre.  

m) Penny Hill NGT stop – eastbound there are 2 bus stops within 100m of the 

NGT stop; westbound there is a bus stop within 100m of the NGT stop, 

providing interchange with buses along Church Street. 

n) Belle Isle Circus NGT stop – northbound there is a bus stop within 70m of the 

NGT stop; southbound there is a bus stop within 80m of the NGT stop, 

providing interchange with buses along Belle Isle Road. 

o) Middleton Road NGT stop – northbound there is a bus stop within 60m of the 

NGT stop; southbound there are 2 bus stops within 60m of the NGT stop, 

providing interchange with buses along Middleton Road and Middleton Ring 

Road. 

10.3.3 I consider that there are ample opportunities for interchange between bus 

and NGT services along the route.   

10.4 Objection 573 – Michael Broadbent (Statement of Case)    

10.4.1 This objector is concerned that certain traffic lanes, cycle lanes and footways 

may not have adequate widths. The minimum traffic lane width is 3m (as 

agreed with Leeds City Council), the minimum footway width is 2m (as 

agreed with Leeds City Council), and the minimum cycle lane width is 1.5m 

as per LTN 2/8 (G-04-74).  

10.4.2 A number of points are made in respect of road markings and signage, these 

have been considered at a concept level sufficient to convey traffic 

movement principles and will be developed further at the detailed design 

stage. 

10.4.3 There is concern by the objector that a number of footways are reduced to 

2m in width in particular along Otley Road. This is necessary to safely 

accommodate all users of the street and provide reliable public transport 

journey times.  

10.4.4 A number of points are made in respect of the highway layout and after 

reviewing them I remain satisfied that a feasible and safe arrangement can 
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be accommodated which will be developed further at the detailed design 

stage. 

10.5 Objection 995 – Oliver 

10.5.1 The passenger carrying capacity of a single articulated trolleybus is between 

120 and 160 people depending on the vehicle model and the seating 

configuration adopted.  

10.5.2 If there is a power outage at any of the NGT sub stations the power supply 

system has sufficient resilience to allow a full service to continue. I have 

already dealt with power supply and substation issues in Section 5.9 of this 

Proof.  

10.5.3 As with all bus lanes, access will be permitted across it to gain access to 

private property. The objector is concerned about access to property 

numbers 2 to 8 Otley Old Road and I note they all have private driveways 

and off road parking and could continue to use these facilities. 

10.5.4  The NGT route has been designed to accommodate a trolleybus including 

highway alterations; for example all junctions have been checked with swept 

path modelling software to ensure that they can accommodate an 18.75m 

long single articulated vehicle.  

10.5.5 I have outlined the proximity of NGT stops to existing and proposed bus 

stops in Section 10.3 of this Proof. 

10.6 Objection 772 – Chapman    

10.6.1 Various turning movements at certain junctions will need to be prohibited in 

order to provide a design with the necessary enhanced pedestrian, cycle and 

public transport priority that works within capacity. 

10.6.2 It is acknowledged that there will be disruption during the construction works 

and measures to mitigate this are set out in the Construction Code of 

Practice as discussed in Section 8.2 of this Proof.  

10.6.3 The measures proposed would increase safety for all road users including 

pedestrians and they are set out in Section 7 of this Proof.   



APP-3-2 
 

Page 143 of 183 
 

10.7 Representation 5 – Chartered Institute of Logistics and 

Transport (CILT) 

2.4 Future Direction 

10.7.1 The NGT scheme promoters have considered future extensions to the 

system such as a city centre loop, a route to the east via St James Hospital, 

and a route to the Aire Valley. These are illustrated in consultation material 

(NGT for Leeds, A Catalyst for Economic Growth) and have been considered 

in the NGT design and safeguarding of the routes such as modifications to 

the Victoria Gate development proposals to accommodate NGT.   

3.2 Note on ITDP BRT Standard  

10.7.2 The NGT scheme has been assessed by CILT as meeting the ITDP Bronze 

category and they suggest changes which they indicate would put it well 

inside the silver category. I confirm that some of the issues they raise are 

already dealt with in the design and would therefore gain additional points in 

the ITDP methodology.  Furthermore some of the changes suggested will be 

taken into account in the further design development and will add points to 

the ITDP score.   I note that that CILT state that the Gold category is unlikely 

to be achieved in Europe due land take and those BRT systems in the Gold 

category such as Bogota are of a much larger scale than NGT.  

10.7.3 Intersection Treatments: The prohibition of additional turns across the 

busway is recommended but this may affect local accessibility and changes 

are not therefore being considered.  

10.7.4 Control Centre: It is assumed that the NGT control centre would have real 

time incident monitoring, recording of vehicle parameters and computer aided 

dispatch – confirmation of these measures would increase the CILT 

assessment score. 

10.7.5 Safe and Comfortable Stations: All NGT stops are at least 3m in width, with 

urban realm improvements and have a shelter – confirmation of these 

measures would increase the CILT assessment score 

10.7.6 Bicycle Parking: As well as bicycle parking being provided at the NGT stops it 

is also provided at the Holt Park terminus and Arena stop and can be further 

provided at other stops as required. In addition to cycle stands, cycle lockers 
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are provided in some locations giving weather protected parking – 

confirmation of these measures would increase the CILT assessment score. 

10.7.7 The representation makes various other design suggestions, in particular to 

provide better integration with other bus services and these will be 

considered in the detailed design.  

10.8 Objection 387 – Holt Park Residents Association  

Park and Ride 

10.8.1 Survey data is available (G-04-80) detailing the current usage patterns of the 

Holt Park district centre car park, including surveys by Leeds City Council in 

April/May 2013 and Asda in October 2013. The surveys show that out of the 

281 existing spaces, typically there are about 90 spaces free at the busiest 

time of day. 

10.8.2 For many prospective NGT customers, Otley Road provides a more straight-

forward and quicker route to access NGT via the Bodington park and ride 

site, rather than the alternative of routeing around various local residential 

streets and junctions to get to the Holt Park district centre.  

10.8.3 The frequency of NGT services from the Bodington park and ride site would 

be twice that of Holt Park meaning that waiting times and therefore overall 

journey times are less from the Bodington site.  

10.8.4 I anticipate that drivers would prefer to park at Bodington rather than Holt 

Park for safety and security reasons. Bodington will be designed to ‘Park 

Mark’ standards to provide a good level of security including CCTV and 

emergency help points. 

Standing Room Only 

10.8.5 The internal configuration of the trolleybus and ratio of passengers seating 

and standing has not yet been determined.  

10.9 Objection 527 – Councillor Anderson 

10.9.1 I have considered the issues pertaining to High Field Surgery in Section 

10.10 and the Kid’s Academy in Section 10.11 of this Proof. 

10.9.2 New speed cushions are to be introduced on Holt Crescent whilst those on 

Holtdale Approach and Otley Old Road will be repositioned clear of the NGT 
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route or on straight sections of alignment to reduce the risk of the trolleybus 

de-wiring from the overhead lines.  

10.9.3 The relocated district centre access will be from Holt Crescent and not Holt 

Park Road as suggested by the objector and is sufficiently clear of other road 

junctions.  

10.9.4 The internal configuration of the trolleybus and ratio of passengers seating 

and standing has not yet been determined.  

10.10 Objection  1811 – High Field Surgery 

Construction 

10.10.1 Pedestrian and vehicular access will be maintained to the property except 

during overnight (out of normal working hours) periods and these will be the 

subject of discussion with the surgery representatives and require 7 days 

advanced notice. The construction arrangements and process including 

mitigation is described in Section 8.2 of this Proof. It is however inevitable 

that there will be some degree of inconvenience during the works.  

Car Parking 

10.10.2 In the permanent case 2 car parking spaces will be relocated within the car 

park and a further 2 will be set back by around 1.5m. The total car parking 

capacity will be unchanged as a result of the NGT works.  

10.10.3 The existing car park access (to the south) will be relocated clear of the NGT 

stop area and a second access created at the northern end of the car park. 

This is a proposed change included within the revised Technical Design 

Drawings (A-11).  This will allow vehicles to enter at the southern point and 

exit at the northern point so that it is not necessary to turn vehicles around 

within the site; as a result larger vehicles, such as those making deliveries, 

will be able to more conveniently enter and leave the car park. This is 

important as deliveries at the kerbside will be prohibited to enable smoother 

traffic flows and help avoid delays to public transport.  

Access 

10.10.4 The walking route from the main district centre car park to the surgery will 

involve crossing Holt Farm Rise. Traffic on this road will be significantly 
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reduced due to the relocation of the district centre car park entrance onto 

Holt Crescent leaving the road limited to public transport and access only. 

Several pedestrian crossings would be provided over Holt Farm Rise linking 

the district centre car park to rear of the surgery and footway to its front 

entrance.   

10.11 Objection 809 – C Nadry 

10.11.1 This objection is made on behalf of the Kids Academy which is located off 

Holt Farm Rise, Holt Park.  

10.11.2 The NGT vehicles will be operating at low speed along Holt Farm Rise and in 

the vicinity of the Kids Academy as this is a shared space area with cyclists 

and pedestrians as well as being the terminus point for the route.  

10.11.3 No land is required in the permanent case from the nursery although a small 

area used as a pedestrian access to the site is required to help construct the 

works. Access to the property will be maintained throughout the construction 

works.  

10.11.4 A retaining wall varying in height between 0.5m and 1.5m and for a length of 

30m is proposed between the NGT plaza and the Kids Academy entrance to 

overcome level differences; there is not sufficient space for a sloped 

embankment. 

10.11.5 Parking on Holtdale Approach would not be allowed as this would impede the 

transit of NGT as well as other road traffic and may lead to safety issues on 

the approach to junctions and pedestrian crossings. Parking is available 

within 100m of the Kids Academy in the main district centre car park and the 

Wellbeing Centre car park and I understand that the layby near their entrance 

is already for their use. Access to the Kids Academy along Holt Farm Rise is 

allowed within the proposals.   

10.12 Objection 675 – Lawnswood School (Statement of Case)    

Construction 

10.12.1 The proposed construction compound would be limited to that area shown on 

the Planning Direction Drawings (A-03 Sheets 5 and 7) and not include the 

car parking area or access roads. It would have a separate entrance and exit 
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for construction vehicles and workers as well as being hoarded off to form a 

secure area. However, the Promoters have recently been able to agree the 

works for the University Sports Grounds at Lawnswood, Bodington and 

Weetwood including construction phasing. This has resulted in confirmation 

that the Bodington site will be available for occupation as a main construction 

compound by the commencement of the main works in mid 2017. 

Consequently, the Lawnswood School site is no longer required as a 

construction compound and the Promoters would be willing to confirm this in 

an agreement with the school. 

10.12.2 The likely construction phasing at Lawnswood Roundabout is set out in the 

Construction Implementation Strategy (A-08g-0) as a schedule in Appendix A 

section 4, and as construction staging drawings in Appendix B. It is 

anticipated that works to Lawnswood Roundabout and on Otley Road past 

Lawnswood School would take between 5 and 6 months in total. However 

they may not all be done in one block of time, for example construction the 

OLE, resurfacing footways or replacement planting may be done some time 

after the main junction works. 

10.12.3 During the construction works, mitigation measures, working hours, liaison 

and notices will be as set out in the Construction Code of Practice (A-08g-2) 

and outlined in Section 8.2 of this Proof. 

Footways 

10.12.4 The existing footway past the school grounds alongside the Outer Ring Road 

will retain its current 2m width.  A footway alongside the proposed left slip 

road from Otley Road to the Outer Ring Road will be 3m width. The existing 

footway past the school grounds on the western side of Otley Road between 

Weetwood Road and the school entrance will retain its current 3m width. 

Beyond the school frontage, some lengths of footways further afield on Otley 

Road which are on walking routes to the school will be narrowed but in all 

cases will be not less than 2m width.  

10.12.5 Manual for Streets is a guidance document and recommends a minimum 

footway width of 2m and that consideration be given to a wider footway 

adjacent to a heavily used carriageway or adjacent to gathering places such 

as schools and shops. I am satisfied that due consideration has been given 
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to footway widths, and where possible additional width has been provided 

such as on Headingley Lane and Woodhouse Lane. In other places wider 

footways are not feasible due to boundary constraints or impacts on third 

parties.  

School access 

10.12.6 The design (A-05) submitted as part of the Order application included moving 

the existing school vehicular access at the Outer Ring Road some 40m to the 

west due to potential interaction with the Lawnswood roundabout junction. 

During on-going dialogue the school has asked for a deceleration lane to the 

new access road and this has been included in the revised Technical Design 

Plans (A-11 drawing 312694/TD/11). In their Statement of Case the school 

has asked for traffic restrictions and a crossing with lights presumably over 

the Outer Ring Road. The NGT proposals already provide a signal controlled 

pedestrian and cycle crossing over the western arm of the Lawnswood 

roundabout junction, improving safety on a route to the school. The objector 

raises the issue that a further pedestrian crossing to the west of this should 

be provided; I consider that this is not related to the NGT proposals.   

10.12.7 During the construction phase the access from Otley Road would remain 

open and an access from the Outer Ring Road would also be open 

throughout the works. In addition, access and egress onto Spen Gardens, 

which is not currently permitted, would be allowed throughout the 

construction works.   

Pedestrian crossings 

10.12.8 NGT proposals will reduce the general traffic lanes on Otley Road to 1 in 

each direction at a signal controlled pedestrian and cycle crossing in 

approximately the same location as the existing facility just to the south of the 

school entrance. This single lane arrangement will reduce risks for those who 

may choose to cross at the signalised facility, in particular school children, 

without waiting for the green man signal. This is because with a single lane 

the risk of a stationary vehicle, such as at the existing bus stop or cars 

waiting to pick up at the kerbside, masking a faster moving vehicle in the 

offside lane is avoided.  



APP-3-2 
 

Page 149 of 183 
 

10.12.9 In addition, a signal controlled pedestrian and cycle crossing is also provided 

across the NGT lanes. I note that the NGT vehicles will be at low speed 

entering or leaving the stop area, have a warning bell and be driven by 

professional drivers. Signage and road markings will remind users to look 

both left and right when crossing the NGT alignment in the central 

reservation. 

10.13 Objection 1354 – Weetwood Residents Association (Statement 

of Case)    

St Anne’s Road 

10.13.1 The reasons for prohibiting the right turn from Otley Road into St Anne’s 

Road relate to the traffic signal phasing and will be dealt with in evidence 

from Mr Robertson.  

10.13.2 An alternative right turn facility to the Beckett’s Park/ St Chad’s residential 

area and Leeds Metropolitan University Beckett’s Park campus is provided 

some 220m further north along Otley Road at St Chad’s Drive and NGT 

proposals would provide a right turn facility here. This would be more 

convenient for those heading south along Otley Road as it provides a shorter 

route to much of the estate and the university campus main entrance as well 

as avoiding the often congested Shaw Lane/ St Anne’s Road junction.  

10.13.3 It is acknowledged that access to the St Anne’s Parade with its commercial 

and retail properties will be more convoluted when heading south along Otley 

Road, although alternative routes are available. 

Lawnswood Roundabout 

10.13.4 The traffic capacity issues relating to the Lawnswood roundabout will be dealt 

with in evidence from Mr Robertson.  

10.13.5 The existing highway passing Lawnswood schools comprises 2 lanes in each 

direction separated by a central reservation and with a signal controlled 

pedestrian crossing to the south of the school entrance.  

10.13.6 NGT proposals will reduce the general traffic lanes to 1 in each direction at a 

signal controlled pedestrian and cycle crossing in approximately the same 

location as the existing facility. This single lane arrangement will reduce risks 

for those who may choose to cross at the signalised facility, in particular 
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school children, without waiting for the green man signal. This is because 

with a single lane the risk of a stationary vehicle, such as at the existing bus 

stop or cars waiting to pick up at the kerbside, masking a faster moving 

vehicle in the offside lane is avoided.  

10.13.7 In addition, a signal controlled pedestrian and cycle crossing is also provided 

across the NGT lanes. I note that the NGT vehicles will be at low speed 

entering or leaving the stop area, have a warning bell and be driven by 

professional drivers. Signage and road markings will remind users to look 

both left and right when crossing the NGT alignment in the central 

reservation.  

Weetwood Lane 

10.13.8 I have already referred to Weetwood Lane closure issues at Section 6.5 

above.  

10.13.9 In addition I note that the existing parking in front of business on the eastern 

side of Otley Road is within the bus lane but only permitted outside of 

morning peak.  The proposals are to provide formalised parking bays 

immediately outside of property numbers 92 to 66 Otley Road for use at any 

time. 

10.14 Objection 797 – Glenys Riddell (Statement of Case)    

10.14.1 This objection is in relation to flat number 1 Weetwood House Court jointly 

owned by Glenys Riddell and Roger William Riddell.  

10.14.2 Approximately 2m of highway widening is required at this property and this is 

to accommodate a southbound bus/ cycle lane, southbound general traffic 

lane, northbound offside NGT lane, northbound general traffic lane and 

northbound cycle lane. There is already a southbound bus lane however this 

needs to be widened to safely accommodate cyclists. A northbound NGT 

lane is also required as trolleybuses will need to be in an offside position and 

be clear of any queuing traffic to the Outer Ring Road junction. A northbound 

cycle lane is necessary as this is one of the busiest cycle routes in Leeds and 

general traffic needs width to pass cyclists safely.  

10.14.3 The land take would be around 2m leaving a further 6m to the outermost 

corner of this building which is more than adequate space for screening 
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planting to the highway although I note that it is already generally an open 

aspect at the moment with views directly to the property windows. 

10.14.4 The existing stone boundary wall will be disassembled and reconstructed at 

the set back position.    

10.14.5 The works to the property access road are kerbline modifications to tie into 

the widened section of highway. They are minor in nature, are likely to be 

completed within a week and would be undertaken in 2 halves. This 

methodology would allow a single lane width for vehicular access/ egress as 

well as a separate pedestrian access/ egress at all times.  

10.14.6 The highway widening works that impact on the western wide of the gardens 

and would be completed in a total construction time of around 1 month; 

although wider works in this vicinity may take up to 6 months to complete.  

10.14.7 The objection raises concerns about the loss of parking spaces. The Order 

Limits for both the temporary and permanent works do not encompass the 

existing parking spaces and consequently no parking spaces would be 

altered or lost at any time.  

10.14.8 A number of other objections have been received in respect of land take in 

this vicinity and they are noted below. 

Objection 1168 – Rodger William Riddell 

10.14.9 This objection is in relation to flat number 1 Weetwood House Court jointly 

owned by Glenys Riddell and Roger William Riddell. I have already dealt with 

the points raised in this objection in that for objection 797 above.  

Objection 1591 – Weetwood House Court Management Committee  

10.14.10 This objection is made by Glenys Riddell in her capacity as Chair of the 

Weetwood House Court Management Committee. I have already dealt with 

the points raised in this objection in that for objection 797 above. 

Objection 693 – Margaret Keighley 

10.14.11 This objection is in relation to flat number 6 Weetwood House Court. I have 

already dealt with the many points raised in this objection in that for objection 

797 above. 
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10.14.12 Construction of the permanent works will be over 6m away from the nearest 

part of the building (the corner) and is for footway construction and the 

setting back of a low height stone boundary wall. Additional landscaping 

works will be required in closer proximity to the house to re-instate the 

garden along with planting screening if the resident would like this. It is 

acknowledged that these works will cause inconvenience but will not cause 

structural damage to the building.   

10.15 Objection 1720 – West Park Residents Association (Statement 

of Case)       

The recent public consultation process 

10.15.1 Concerns have been raised over the proposed prohibition of right turns onto 

Otley Road from side roads. There would be 4 prescribed left turn only 

restrictions along Otley Road from between Spen Road and Weetwood 

Road. This would not encourage so called rat running as the 2 affected 

streets on the east side of Otley Road are not through routes, and the 2 on 

the western side affect a small number of properties with other traffic gaining 

no benefit in diverting away from the existing route along Spen Road.  The 

restrictions have been applied for along this 150m stretch of highway as 

there is an offside northbound NGT only lane. Vehicles wanting to right turn 

out of side roads often edge out and wait in the middle of the road and this 

this would delay NGT vehicles.  

10.15.2 The diversionary route for the prohibited right turn out of Weetwood House is 

around 400m this being south along Otley Road, turning north at the Spen 

Road roundabout and heading north up Otley Road. 

10.15.3 The diversionary route for the prohibited right turn out of West Park Drive is 

around 120m this being south along Otley Road, turning north at the Spen 

Road roundabout and heading north up Otley Road. 

10.15.4 The diversionary route for the prohibited right turn out of Weetwood Road is a 

maximum of 150m although for the majority of traffic it will be less than this 

distance and for many no additional distance at all. The alternative route is 

south along Weetwood Road, Spen Lane and south along Otley Road.   
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10.15.5 The diversionary route for the prohibited right turn out of Weetwood Grange 

Grove is a maximum of 150m although for the majority of traffic it will be less 

than this distance and for many no additional distance at all. The alternative 

route is south along Weetwood Road, Spen Lane and south along Otley 

Road.   

Changes to bus stops 

10.15.6 The objector Statement of Case incorrectly asserts that the inbound bus stop 

opposite the West Park (Welburn Grove) parade of shops is to be moved 

over 300m to the south; in fact it would be moved 110m to the south. It also 

incorrectly states that the removal of the outbound bus stop in front of the 

same parade of shops ignores the number 97 bus route and this requires bus 

passengers to use the previous bus stop approximately 500m to the south. 

This is not the case as the previous bus stop to the south will be around 

270m from the bus stop to be removed in front of the shops. Furthermore a 

new bus stop is to be provided on Spen Road some 100m from the bus stop 

to be removed and this will serve the 97 bus route.   

10.15.7 The objector states that the traffic changes at Holt Park will isolate the High 

Field Surgery causing severe access problems. In fact the NGT proposals 

relocate the main district centre car park access/ egress onto Holt Crescent, 

removing the majority of traffic from Holt Farm Rise thereby improving 

pedestrian access to the High Field Surgery.  

Impact on local businesses  

10.15.8 The no-waiting/ no-loading TRO restriction at the end of Kepstorn Road is a 

safety measure to protect sightlines at this junction, a feature common at 

most priority junctions. A loading bay has been provided on Kepstorn Road 

for local businesses and away from the junction there is unrestricted parking 

on the street.  

10.15.9 At the Spen Road junction parking spaces have been reinstated in the 

revised design proposals (A-11 drawing 312694/TD/12). 

Road Safety 

10.15.10 I have already dealt with the footway widths at Lawnswood School in Section 

10.12 of this Proof. 
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10.16 Objection 149 – Zoe Holman 

10.16.1 This objection concerns the Therapy shop at 257 Otley Road.  

10.16.2 No permanent Order powers are sought (except for OLE equipment) over the 

private forecourt of the parade of shops. Parking on the forecourt would be 

permitted and a dropped kerb could be provided to access that in front of 

number 257. 

10.16.3 There would be no loading or parking in the carriageway of roads on the 

immediate approach to the Otley Road/ Spen Road junction to protect 

sightlines, as is standard practice. In this case the restriction would prevent 

the single northbound carriageway from becoming blocked and impeding all 

traffic, protect sightlines to the pedestrian crossing as well as the junction as 

a whole. Parking will continue to be available within 100m of the shop on 

Welburn Grove (Monday to Friday 8am to 6pm, 2 hours parking, no return 

within 2 hours) and unrestricted on Kepstorn Road. 

10.16.4 The trolleybus stop platform is 300mm in height and the NGT stop shelter will 

be similar in size to the existing bus shelter situated in the same place. When 

the bus stop shelter is replaced with an NGT stop shelter this should not 

significantly affect views of the shops.  

10.16.5 The construction activity is standard highway works such as kerbline 

modifications and carriageway resurfacing. Access will be maintained to the 

property throughout the construction period.  

10.16.6 The objector raises concerns about a one way system and traffic lights. A 

one way system is not proposed and the form on the existing Spen Road 

roundabout will remain largely as existing albeit with larger traffic island to 

better accommodate pedestrians at the crossings. The only traffic lights will 

be those for the pedestrian crossings over the northern and southern arms of 

the roundabout; and the southern one (nearest to the objector property) is an 

existing signal controlled pedestrian crossing. 

10.17 Objection 419 – Westrow Hairdressing 

10.17.1 This objection concerns the Westrow Hairdressing shop at 253 Otley Road. I 

have already dealt with parking issues in this area under Section 10.16 

above.  
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10.18 Objection 507 – Kasmin and Jean Taha 

10.18.1 This objection is in relation to property number 226 Otley Road which is the 

Three Bears Nursery.  

10.18.2 Following consultation with the landowner the draft TWA Order application 

design has been subsequently amended (A-11 drawing 312694/TD/12). 

There is no longer any requirement for temporary or permanent works on this 

property.  

10.19 Objection 1483 – S Griffiths 

10.19.1 I have dealt with parking issues at West Park in Section 10.16 of this Proof. 

10.19.2 The scheme would provide a net increase of 64 pedestrian crossings along 

the route, improving public safety. All trolleybus vehicles will be fitted with a 

warning bell or other acoustic device and this will be used to warn of the 

vehicle’s approach where this is necessary and appropriate.  

10.19.3 I have dealt with construction and safety issues at Lawnswood School in 

Section 10.15 of this Proof. 

10.19.4 Wood Lane will remain blocked to through traffic with the street operating 

largely as it currently does. NGT vehicles will be at low speed ( likely to be 

less than 15mph) at the Wood Lane crossing due to the presence of the 

pedestrian routes and the NGT stop.  

10.20 Objection 861 – St Chad’s Parish Church (Statement of Case)    
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10.20.1 The bus stop situated outbound and adjacent to the War Memorial is to be 

relocated to the north so that it is clear of the proposed signalised junction 

and bus stopping services do not block trolleybus vehicles entering the NGT 

stop. In the TWA Order application proposals, this bus stop is to be placed 

some 50m further north into a layby.  In response to objections and following 

discussions with Leeds City Council, the Promoter team has reconsidered 

whether this layby is required given the impact on trees, and this has resulted 

in a change in the design proposals. A bus stop will now be provided some 

75m further north than its current position and without a lay-by so that the 

impact on trees is reduced.   

10.20.2 The large stone gate posts which stand at the entrance of the Church 

driveway are outside of the Order Limits and consequently the Promoters do 

not have powers for their removal or alteration. I have outlined protective 

measures at construction sites in Section 8.2 of this Proof and I note that 

based on the Order Limits, construction works would be at least 10m away 

from the gate posts. 

10.20.3 It is necessary to tie the new kerblines for the widened Otley Road 

carriageway to the Church drive entrance and these works are all within 

Leeds City Council land. There are no other proposals to alter Church Drive 

and I note that the Order Limits cover only a 10m length from the junction 

with Otley Road.  

10.20.4 After consideration of the objector’s proposals the design has been modified 

to provide a right turn waiting area for traffic into the Church drive. I note that 

the pedestrian crossing and traffic signals to the south of the Church drive 

entrance would create gaps in the northbound traffic flow on Otley Road 

increasing opportunities for right turning traffic into Church drive.  

10.20.5 The objector has expressed concerns about the temporary stopping up of the 

Church drive entrance and listed the significant number of parties who 

require access. Minor kerbline works are required at the Church drive 

entrance and should be completed within a few days. The Church drive 

entrance is currently 2 lanes; it would be reduced to a single entry lane to 

allow the kerbline works to be completed. It is suggested that the egress 

would not be via Church drive during this period and would instead be via the 
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existing alternative egress from the site some 90m to the north. If this is not 

convenient, access and egress could be provided at the junction of Church 

drive with Otley Road using signal control over the short single lane section.  

10.20.6 Carriageway widening of Otley Road and construction of the proposed 

signalised junction will take place over the course of several weeks and traffic 

flow will be maintained in each direction through traffic management. 

10.20.7 With these measures pedestrian and vehicular access to the site will be 

maintained throughout the works; although it is inevitable that there will be 

some inconvenience until the works are completed.   

10.21 Objection 514 – Dammone (Statement of Case)    

10.21.1 Vehicular and pedestrian access will be maintained to all the businesses 

within the parade of shops in this area, and traffic routes will remain open 

through the Otley Road/ St Anne’s Road/ Shaw Lane junction throughout the 

construction works.   

10.22 Objection 1727 – Drummond and Churchwood Residents 

Association  

Section 2.12 

10.22.1 The objector states that the northbound lane of Otley Road immediately prior 

to Churchwood Avenue and the current pedestrian controlled crossing 

reduces to a lane width of less than 2.5m alongside a narrow cycle lane. This 

is not the case as the northbound lane of Otley Road prior to the 

Churchwood Avenue junction is 4m in width and not accompanied by a cycle 

lane. If the objector meant the section of lane after the Churchwood Avenue 

junction then this is 3m in width and sits alongside a 1.5m cycle lane. These 

widths are satisfactory and comply with guidance requirements.  

10.22.2 I have dealt with the layout of the Weetwood plaza including safety in Section 

6.5 of this Proof.  

Section 3.4 

10.22.3 Generally along Otley Road the traffic including heavy goods vehicles is 

moved away from the kerbside and pedestrians on the footway into an 

offside lane in the centre of the road. The bus lane adjacent to the footway 
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will be occupied by public transport vehicles and cyclists. It will be at least 

4.2m in width allowing room for buses to pass cyclist and not be running 

immediately adjacent to the kerbside. This will contribute towards a safer 

environment for all street users.  

Section 3.6 

10.22.4 The construction works at St Columba’s Church will require use of the access 

road and part of the eastern car park; other parking areas are available within 

the site. This will likely be for less than one month of construction time to 

compete a retaining wall on the eastern boundary. Throughout that time 

pedestrian and vehicular access will be maintained to the site although 

parking capacity would be reduced.   

10.23 Objection 1807 – Sreit Limited – Arndale Centre (Statement of 

Case)    

Alma Road Access and Egress 

10.23.1 As part of the design we have tracked (using modelling software) access and 

egress at Alma Road from the Arndale Centre underground service area. The 

note on the design drawing (A-11 drawing 312694/TD/16) is made in relation 

to Heavy Goods Vehicles (PBA Type 5, articulated box lorry) in particular. I 

can confirm that the proposed street layout and junction with Otley Road 

would allow a rigid lorry (PBA Type 3) of 8.1m length to egress onto Alma 

Road. It would also not preclude a HGV (PBA Type 5) entering from Alma 

Road should the owners increase the headroom; although HGV (PBA Type 

5) egress would not be possible to the east. In summary, there would be no 

additional restrictions at Alma Road on the types of vehicles entering and 

exiting the Arndale Centre other than those that currently exist; and the NGT 

proposals would not preclude the owners’ future plans for rigid lorries to 

leave the property there. 

Wood Lane Access and Egress 

10.23.2 HGVs (PBA Type 5) currently perform a 3 point turn on Wood Lane and 

reverse into the western goods entrance on the southern elevation of the 

Arndale Centre; they exit in a forwards direction sweeping round onto Wood 

Lane.  
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10.23.3 The Statement of Case appears to have assumed that turning movements for 

vehicles on Wood Lane would be limited to the yellow shaded area (A-11 

drawing 312694/TD/17) and therefore HGVs (PBA Type 5) would not have 

adequate space. This is not correct as the yellow shaded area is simply 

indicative and the whole of Wood Lane including part of the adjoining parking 

area is shown as Shared Space and would be available for vehicle turning 

manoeuvres.    

10.23.4 As part of the design we have tracked (using modelling software) a HGV 

(PBA Type 5) undertaking a 3 point turn on Wood Lane to reverse into the 

service access and exiting forwards. These manoeuvres can be performed 

even when all of the retained car parking is occupied. Therefore the NGT 

proposals do not include for any restrictions on vehicle types at Wood Lane. 

10.23.5 Pedestrian and vehicular access/ egress will be maintained at Wood Lane 

during the construction period throughout normal working hours. Away from 

the NGT alignment the construction on Wood Lane is standard resurfacing 

and urban design works which are short duration and can be done in phases. 

However in order to minimise disruption to the Arndale Centre it is anticipated 

that some works may be undertaken outside of normal working hours 

(overnight) and the Code of Construction Practice requires that this is notified 

seven days in advance.  Other measures such as the role of a Liaison 

Manager and Traffic Officer co-ordaining activities during the construction 

works to minimise third party impacts are discussed in Section 8.2 of this 

Proof.  

The Property’s Frontage with Otley Road 

10.23.6 Land plot 09049 is privately owned and required for highway widening works; 

in their Statement of Case Sreit has no objection to this land being acquired 

by the NGT scheme promoters. 

10.23.7 Land plot 09050 is privately owned and required for highway widening works 

and to maintain a public footway along the street frontage as well as for rights 

to attach OLE equipment to the building. The land required for the highway 

works is approximately a 50m length and maximum 2m depth on the 

northern-most part of the plot and does not include any of the building under 

croft between the retail premises and the outer edge of the row of columns 
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supporting the building structure above. However permanent rights are 

required over the whole of land plot 09050 for the purpose of attaching OLE 

equipment to the building façade.  

10.23.8 Whilst a small proportion of land plot 90950 is required for the highway works 

and should be retained within Limits of Land to be Used or Acquired, the 

remainder is only required for OLE equipment. 

10.23.9 Land plot 10002 is not required for highway works but is required for the OLE 

equipment. 

Alma Road/Otley Road Junction 

10.23.10 As part of the design we have tracked (using modelling software) a rigid lorry 

and a refuse collection vehicle (PBA Types 3 and 4) and can confirm that 

they would be able (setting aside the current height restriction) to egress onto 

Alma Road and turn either east or west.  

10.23.11 I note that the Statement of Case text refers to a PBA Type 3 rigid lorry of 

8.1m length, and the egress turning left onto Alma Road is achievable for this 

vehicle within the design proposals. However the accompanying objector 

drawing showing vehicle swept paths uses a 10m long rigid lorry, and our 

work has shown that with this the egress turning left onto Alma Road is very 

tight but achievable. We have also looked at a 12m long rigid vehicle and this 

could egress and turn left if modifications are made to the traffic island at the 

Alma Road/ Otley Road junction. The modifications would not compromise 

NGT proposals and if required the design will be changed to accommodate a 

12m rigid lorry.  

Conclusions  

10.23.12 The proposals already allow for the egress of rigid vehicles (PBA Type 3 and 

4) onto Alma Road turning both east and west but a design amendment 

could be made to allow for a greater range of vehicle classes. 

10.23.13 Land plots 10007 and 10008 are required to construct the works and access/ 

egress will be maintained to the Arndale Centre delivery doors except outside 

of normal working hours (overnight) or otherwise by agreement with the 

Arndale Centre operators.  

10.23.14  
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10.24 Objection 1177 – St Michael’s Court 

10.24.1 The NGT proposals will affect 27 car parking spaces to the rear of St 

Michael’s Court and during discussions with site representatives and Leeds 

City Council Highway Development Control it was agreed that 26 

replacement spaces would be acceptable. The revised scheme design (A-11 

drawing 312694/TD/17) includes for 26 replacement car parking spaces all of 

which are at right angles to the access aisle, and entry/ exit manoeuvres 

have been checked and are satisfactory.  

10.24.2 The air conditioning units to the rear of St Michael’s Court will be relocated to 

the roof of the building (or other suitable location) by the promoters to make 

room for the replacement car parking.  

10.24.3 The bin store will be relocated into the new parking area to the immediate 

east of Shire Oak Street.  

10.24.4 During the construction works, up to 30 car parking spaces will be affected.  

None of the existing car parking spaces will be removed until a temporary car 

park has been constructed and is available. This will be situated on the site of 

number 6 Wood Lane, which is to be demolished, and have a minimum of 30 

car parking spaces for exclusive use by St Michael’s Court. This temporary 

car park is around 30m from the existing car park affected by the works and 

access to it would be via Wood Lane from Otley Road as the existing 

blockage on Wood Lane will be removed. The temporary car park will be 

surfaced, formally laid out with parking spaces and with a safe and signed 

walking route to St Michael’s Court.  

10.24.5 The primary route for construction vehicles accessing the site will be along 

the NGT alignment from Headingley Lane. However, some work will be 

required at the site prior to the haul route along the NGT alignment being fully 

established and limited construction access may be required via Shire Oak 

Street. As set out in the Constriction Code of Practice (see Section 8.2) the 

details for traffic management will be developed in a Construction Traffic 

Management Plan (CTMP) in consultation with the St Michael’s Court site 

occupiers, the highway authority and emergency services. 

10.25 Objection 461 – Headingley Castle (Statement of Case)     
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Impact upon private access 

10.25.1 NGT crosses the private driveway which serves Headingley Castle and Shire 

View at a proposed signalised junction and this is necessary to provide a 

safe layout for all users. The horizontal alignment of the access track will 

need to be changed so that it crosses the NGT alignment at a shallower 

angle. It will also be widened to accommodate a lane in each direction at the 

proposed junction and ensure that the realignment provides adequate 

forward visibility to the traffic signal heads.   

10.25.2 The existing gradient of the access track varies between 5% and 6% along 

its length which is moderately steep but by no means excessively so, other 

roads in the area such as Buckingham Road have a gradient in excess of 

9%.  

10.25.3 The NGT alignment has been designed to minimise re-grading works to the 

access track. It will intersect with it at its existing level and be at around 5% 

longfall along the access track to match the existing slope. 

10.25.4 Tie in and minor re-grading works will be required and confirmed as part of 

the detailed design; but the gradient of the access track along its length will 

not vary significantly from the existing.   

Route of the NGT 

10.25.5 The objector correctly points out that the NGT alignment was some 10m 

further to the south and crossed the car park of St Columba’s church at 

Design Freeze 2 which occurred in 2009. This was not the case at Design 

Freeze 6 which had the same alignment as the Design Freeze 7 and this was 

put forward in the Order application documents.  

10.25.6 The Design Freeze 2 and Design Freeze 7 alignments would each require 

extensive retaining walls and embankments and on engineering grounds 

there is little to choose between them, both are technically feasible.  

10.25.7 The Design Freeze 2 alignment would cut through the car park of St 

Columba’s church and it is understood that this is required for various 

activities such as ecclesiastical services and funerals. There is not sufficient 

space to re-provide the car park within the church’s grounds and so an option 

was considered to relocate it onto land to the south of and adjoining the 
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church as was shown at Design Freeze 2. This is technically feasible but 

would require the removal of additional mature trees at the property boundary 

for the link road as well as reducing the area of proposed bio-diversity and 

public open space. It would also affect the functioning of the church in 

relation to formal activities including funerals and weddings. 

10.25.8 The objector is concerned about security and access to their site and in 

particular the open nature of some areas along with boundary hedge 

planting. This has been the subject of discussions and the Promoters have 

discussed the potential for vertical fencing with the objector.  This is subject 

to ongoing dialogue. At the access track to their site it is the responsibility of 

the objector to provide whatever measures they see fit such as fencing, 

barriers and signage to restrict access to their private land.  

Objection 396 – Barraclough  

10.25.9 A further objection has been received relating to Headingley Castle and the 

points raised are dealt with in my response in Section 10.25 above. 

10.26 Objection 1611 – Headingley Land Developments, Hinsley 

Properties No.2 Ltd and The Diocese of Leeds Trustees 

(Statement of Case)    

10.26.1 I refer to route alignment issues at Section 10.25 above.  

10.26.2 In addition I note that the objector states that the Headingley Hill substation is 

within their land and that the siting is not acceptable. The substation and its 

attendant screening planting is located within land plot 11013 for which the 

West Yorkshire Passenger Transport Executive is the Freehold or reputed 

Freeholder owner and occupier.  

10.27 Objection 1608 – Elinor Lupton Centre (Statement of Case)    

Highways Impact 

10.27.1 The objector raises concerns about the closure of Richmond Road at its 

junction with Headingley Lane and the effect that this may have on access to 

the Elinor Lupton Centre site. 

10.27.2 The existing access off Headingley Lane will be retained and it connects to a 

road along the eastern boundary of the property and to a parking area at the 
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rear. It is acknowledged that the existing road is only wide enough for one 

vehicle at a time, although it is on a straight alignment and with pruning of the 

vegetation adequate sight lines could be provided for inter-visibility between 

opposing vehicle movements. It is suggested that this is managed by giving 

priority to vehicles coming off Headingley Lane.   

10.27.3 Richmond Road is required to be closed to vehicular traffic at its junction with 

Headingley Lane to firstly reduce the number of right turners in the single 

southbound lane as they may at times delay all traffic including NGT 

vehicles. Secondly, the bus stop currently adjacent to Ford House needs to 

be relocated as north-westbound buses stopping there would impede other 

public transport, including NGT, as they would have little opportunity to 

overtake a standing bus due to the large traffic flows in the adjacent traffic 

lane. This bus stop has been relocated approximately 150m to the north-west 

which is the closest opportunity to the original location where a bus lay-by 

can be provided. A bus lay-by is required so that a stationary bus does not 

impede and delay other public transport on this busy transport corridor. In 

order to provide the bus lay-by it is necessary to close Richmond Road at its 

junction with Headingley Lane. 

10.27.4 Alternative routes are available locally including for north-westbound traffic 

via Richmond Avenue and Manor Terrace which is an additional 220m 

diversionary distance. For south-eastbound traffic the route via Richmond 

Avenue and Manor Terrace is approximately the same distance as a route 

via Richmond Road.  

10.27.5 The existing access to the Elinor Lupton Centre off Headingley Lane is to 

remain open and if this is not suitable I am satisfied that the diversionary 

routes available would not unduly inconvenience vehicles wishing to get to 

the site.  

10.28 Objection 1613 – Headingley Business Park (Statement of 

Case)    

Highways Impact 

10.28.1 The site currently has 2 access points off Headingley Lane and the NGT 

proposals allow for both of these to be retained. The southern-most access 
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currently has an adequate visibility splay and this will continue to be the case 

with the NGT proposals. The northern-most access has poor visibility for 

vehicles emerging onto Headingley Lane and this will be improved with the 

NGT proposals.  

10.28.2 The objector suggests that a single consolidated access/ egress point would 

be of benefit but provides no details for an assessment to be made. In 

principle the Promoters agree that a single consolidated access/ egress point 

may be of benefit in simplifying where vehicles cross the bus lane and would 

be pleased to explore this further with the objector, subject to the approval of 

the highway authority.  

10.29 Objection 1754 – Former Leeds Girls High School (Statement 

of Case)    
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10.29.1 Headingley Lane is currently around 14m in width between boundary walls, 

this will be generally increased to between 16m and 17m width to allow for a 

new 4.2m width outbound bus and cycle lane whilst retaining an inbound cycle 

lane and safely accommodating all road users. The outbound bus lane is 

necessary to provide punctual and reliable journey times for public transport 

along the heavily congested Headingley Lane.  

10.29.2 The scheme affects the Grade II Listed 2m high gate piers within the northern 

curtilage wall of Rose Court, (Listed Building Number 465366), which is within 

the Headingley, Hyde Park and Woodhouse Moor Conservation Area and 

subject to application LBC008 (A-09a-8). The proposal is for the set back by 

up to 3m of twin gate piers and associated stone boundary wall along 

Headingley Lane. 

10.29.3 The scheme also affects the Grade II Listed curtilage of Rose Court and 

proposes the set back of a stretch of approximately 105m of walling to the 

north of Rose Court, (Listed Building Number 465363), which is within the 

Headingley, Hyde Park and Woodhouse Moor Conservation Area and subject 

to application LBC008 (A-09a-9). The proposal is for the construction of a new 

retaining structure with reconstructed stone boundary wall atop this acting as a 

parapet. This requires the set back of the existing wall along Headingley lane 

by up to 3m 

10.30 Objection 1608 – Rose Court (Statement of Case)    

10.30.1 I have already described the changes from the draft TWA Order application 

design in Section 4.2 of this Proof. These changes significantly reduce the 

impact on the property.  

10.30.2 The access point between the north and south lodges can be retained for 

pedestrian access but may not be suitable for vehicular access although this 

could be considered further with the school representatives. A loading bay 

has been provided on the highway adjacent to this access point for deliveries 

to the main reception area. An alternative vehicular access point some 50m 

to the south is unaffected by the proposals and could also be used for 

deliveries.  

10.31 Objection 1174 – Paragon Finance 
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10.31.1 This objection is in relation to the RMP offices at 24 Headingley Lane.  

10.31.2 Vehicular and pedestrian access to the property will be maintained 

throughout the construction works. Minor kerbline modifications are required 

at the junction of Regent Park Avenue and Headingley Lane to tie-in the set 

forward kerbline. This should be completed with a week or two and is likely to 

be undertaken in 2 halves so that access is maintained to Regent Park 

Avenue at all times. No other construction works are required on Regent 

Park Avenue and secure construction compounds will be provided on a 

public car park at Avenue Walk and on Monument Moor so that there would 

be no requirement to store plant and material in proximity to this property. 

Disabled access will be maintained to the property throughout the 

construction works and on completion of the scheme.  

10.31.3 In the permanent case the only powers sought over the property are for the 

attachment, operation and maintenance of OLE and this would not interfere 

with the operations of the site. The private forecourt to the property can be 

retained as parking. The main highway works in the immediate vicinity are 

that the kerbline will be set forward by around 2m in front of the property 

proving more space for pedestrians in what is a high footfall area. In addition 

an NGT stop will be provided to the immediate south of Regent Park Avenue 

and this will increase accessibility to the RMP offices.  

10.31.4 NGT proposals do not include any structures that would block views of the 

property and will have no impact on its prominence in the street.   

10.32 Objection LBC/ CAC 8, 26 – Punch Partnerships 

10.32.1 Land plot 12081 is not required for the highway works but is required for the 

purposes of affixing, maintaining and operating OLE equipment. 

10.33 Objection 1604 – Leeds College of Art (Statement of Case)    

Road Safety implications 

10.33.1 The likely patterns of pedestrian demand at the St Marks Road/ Blenheim 

Walk/ Woodhouse Lane junction have been considered in conjunction with 

Leeds City Council and the proposed pedestrian crossings locations take 

account of this. They provide separate routes across Blenheim Walk/ 
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Woodhouse Lane to both the College of Art and Eldon Court so that 

pedestrian flows are not concentrated at one crossing point.  

10.33.2 I am aware that Leeds City Council has recently improved the pedestrian 

crossing facilities at the St Mark’s Road/ Blenheim Walk junction following the 

recommendations of a Coroner’s inquest into a fatality on Blenheim Walk 

near to the College of Art. The NGT proposals would build on this safety 

improvement by simplifying pedestrian crossing movements, providing 

significantly more pedestrian storage space on the traffic islands, and making 

these safe controlled crossing routes more attractive to users. 

10.33.3 The NGT proposals are for a signal controlled pedestrian crossing 

immediately outside the College of Art’s main entrance over Blenheim Walk, 

providing direct access to Woodhouse Lane which is the primary walking 

route into the city centre from this locale.  Woodhouse Lane will be 

transformed into a pedestrian dominated street with wide footways, limited 

traffic and a 20mph speed limit.  

10.33.4 Footways generally along Blenheim Walk are 2m in width and would remain 

so with NGT proposals. There is some widening of footways to 3m width 

proposed in the vicinity of Eldon Court where pedestrian demand is expected 

to be the highest with flows from both the College of Art and University of 

Leeds.  

10.33.5 Blenheim Walk has a 30mph speed restriction and is on a straight in 

alignment with good visibility up and down the street. Vehicles turning into or 

out of side roads or accesses along the street may indeed have to turn 

across 2 lanes of opposing traffic; this is no different to many other roads in 

the UK and I do not consider it unsafe. I would add that the signalised 

junctions at Blackman Lane and St Mark’s Road will create gaps in the traffic 

flow helping to facilitate the right turn movements.  

Impacts of the college 

10.33.6 I have already referred to the post TWA Order application design changes 

earlier in my Proof at Section 4.2. This includes a reduction in the land area 

required for the scheme, more public space and amenity area at the college’s 

main entrance.   
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10.33.7 The objector raises concerns about the orderly evacuation of the building in 

particular at the main entrance. As set out in Section 4.2, the area which will 

become available outside of the main entrance will be at least as large in 

area as the existing. There would be a 2m footway connecting the main 

entrance to the college car park which is the main fire assembly point for the 

building. Evacuation routes using a standard 2m width footway, or less in 

many cases, are not unusual or unsafe.   

10.33.8 The likely construction phasing at the St Mark’s Road/ Blenheim Walk/ 

Woodhouse Lane junction is set out in the Construction Implementation 

Strategy (A-08g-0) as a schedule in Appendix A section 9, and as 

construction staging drawings in Appendix B. The concept shown on the 

construction phasing drawings would be the same even with the post 

application design amendment; however certain works will be further away 

from the College of Art building as a result.  

10.33.9 Construction works at the St Mark’s Road/ Blenheim Walk/ Woodhouse Lane 

junction and along adjoining streets are expected to take between 5 and 6 

months in total. However they may not all be done in one block of time, for 

example construction the OLE, resurfacing footways or replacement planting 

may be done some time after the main junction works.  

10.33.10 During the construction works, mitigation measures, working hours, liaison 

and notices will be as set out in the Construction Code of Practice (A-08g-2) 

and outlined in Section 8.3 of this Proof. 

Vernon Street 

10.33.11 The freeholder and occupier of land plot 14069 is Leeds City Council in 

respect of part of the adopted highway. The northern part of this land plot is 

required permanently to provide a plaza area, motorcycle and cycle parking; 

although the southern part is only required temporarily to help facilitate 

construction. We understand that the College of Art has an easement for the 

use of 3 parking spaces on the southern part of this land and the Promoters 

would be willing to not take new permanent rights over it so that they can 

continue to park there.  

10.34 Objection 1586 – Park Row Limited (Statement of Case)    
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Access – Construction of the Scheme 

10.34.1 General issues regarding construction activities, arrangements and working 

hours are covered within Section 8 of this Proof. 

10.34.2 The Order Limits extend approximately 10m along Lower Basinghall Street 

from its junction with Boar Lane. This is to allow the new kerblines and 

surfacing on Boar Lane to be tied in with Lower Basinghall Street. These 

Order powers are required to undertake the works and do not extend any 

further along Lower Basinghall Street than is necessary.  

10.34.3 There are no works proposed on Lower Basinghall Street at number 1 Park 

Row and therefore the building access points including fire exit will remain 

unobstructed by the works. The proposals on Park Row include for 

carriageway resurfacing but there are no works proposed to the footway at 

number 1 Park Row therefore building access points including fire exit will 

remain unobstructed by the works.  

10.34.4 At the junction of Boar Lane and Lower Basinghall Street the kerbline 

modification works would be undertaken on one side of the street at a time, 

so that the other side remains open to traffic albeit with traffic lights 

controlling access past the restriction. Therefore access to Lower Basinghall 

Street at this junction would be maintained throughout the works. The 

kerbline modifications are minor in nature and could be completed over the 

course of a few days.  

10.34.5 The works along Boar Lane generally comprise kerbline modifications, 

footway and carriageway resurfacing with associated pedestrian crossings 

and bus stop modifications. The construction contractor will be required to 

maintain access to properties along the street.  It is envisaged that this will be 

achieved by undertaking the works along one side of the street with the other 

side reconfigured to accommodate either two way traffic or where widths are 

more restricted a section of single lane with traffic signals controlling two way 

traffic movements. A further option available to the contractor will be to 

provide a temporary link road between Bishopgate Street and Boar Lane to 

provide more convenient temporary access including to Lower Basinghall 

Street. The works in this vicinity will take place over the course of several 
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weeks although individual sections of Boar Lane would have access 

restrictions for less than that time as works progress along the street.    

10.34.6 With these measures pedestrian and vehicular access to Lower Basinghall 

Street will be maintained throughout the works; although it is inevitable that 

there will be some inconvenience to until the works are completed.   

Noise, dust, vibration and visual impact - construction 

10.34.7 I have referred to general measures to control noise, dust and vibration 

earlier in my Proof at Section 8.2 and given these requirements I am satisfied 

that the works are able to be carried out in a safe manner.  

10.34.8 The ventilation for the underground car park is on the building façade and 

vents onto the eastern footway of Park Row.  There are no works proposed 

to this footway and there would be no need to block or impede the footway to 

facilitate the carriageway resurfacing works. Therefore the ventilation ducts 

would not be blocked by the works.  

Overhead Line Equipment 

10.34.9 I have already referred to general issues in relation to overhead line 

equipment earlier in my Proof at Section 5.8.  

10.34.10 From an external visual inspection this building appears to be suitable to 

accommodate building fixings and it is likely that up to 2 would be required. A 

structural survey of the building will determine whether this is feasible; no 

works will be undertaken which would compromise the structural integrity of 

the building.  

10.35 Objection 1594 – Pinsent Masons (Statement of Case)    

10.35.1 In addition to the Statement of Case (Objection 1586) drafted by Eversheds 

LLP Solicitors for property number 1 Park Row on behalf of the building 

owner Park Row Limited; a further Statement of Case for the property has 

been submitted by Pinsent Masons who occupy the building under a lease. In 

addition to my response above I make the following further comments. 

Land plots 15039 and 15040 
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10.35.2 The requirement for these plots is to provide continuous rights for OLE 

building fixings from the building façade to the NGT alignment allowing for 

likely wire angles and directions.   

10.35.3 These land plots are included within the Limits of Deviation and of Land to be 

Acquired or Used. However the Promoters accept that any rights sought in 

connection with these land plots should be those for the Limits of Lands with 

Rights to Operate, Maintain and Attach Overhead Line Equipment Order 

Limit. The Promoters are willing to agree to this and if appropriate alter the 

treatment of these land parcels within the draft Order to limit the powers to 

those for rights to operate, maintain and attach OLE.  

10.36 Objection 959 – Braime (Statement of Case)    

10.36.1 An NGT corridor width of around 15m plus small margins for earthworks and 

retaining walls is required to accommodate trolleybus vehicles, pedestrians 

and cyclists on a proposed link from Sayner Lane to South Accommodation 

Road. This necessitates the acquisition of a strip of land at least 10m in width 

from Braime Pressing Limited to accommodate the alignment. 

10.36.2 The likely position of a relocated boundary wall is shown on the Technical 

and Landscape Plans (A-05) assuming a 10m strip of land is required. A 

detailed design will be required to fully establish interface issues including 

level differences to be overcome and the exact position of the wall as well as 

its height, width and construction. A small margin of at least 2m width may be 

required for inspection and maintenance of the wall in the permanent case. 

With this in mind the Works and Land Plans (A-02 Sheet 17) shows a 16m 

strip of Braime Pressing Limited land within the permanent Order Limits to 

allow for design flexibility and future maintenance.  

10.36.3 The construction of the new boundary wall would be in keeping and 

sympathy with the historic nature of the Grade II listed Braime Building and 

curtilage.  

10.36.4 At the request of Braime’s agents the design has been altered post TWA 

Order application to provide a larger turning head on Sayner Lane and 

confirm the position of the proposed site entrance; these changes are shown 

on the updated Technical Design Drawings (A-11 drawing 312694/TD/33). 
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10.37 Objection 457, 1803, 490 – Pym Street 

Existing Arrangements  

10.37.1 Pym Street is a small industrial/business access road and at its western end 

a junction is formed with the A61 Hunslet Road which is a left-in left-out 

arrangement; with right-turns prohibited by the continuous central reserve of 

Hunslet Road.  At its eastern end Pym Street can be accessed via 

Donisthorpe Road from South Accommodation Road, and via Donisthorpe 

Road and Forster Street from Hunslet Road. Pym Street serves a number of 

businesses including HSS (currently for sale/let), Aspli Safety Centre, 

Vantage and Dwellight. 

Traffic Counts 

10.37.2 A manual classified turning count survey was undertaken by Sky High-Count 

on Us on behalf of the promoters on Thursday 18th July 2013 between 7am 

and 7pm at the junction of the A61 Hunslet Road and Pym Street. 

10.37.3 Traffic turning into Pym Street from Hunslet Road in the AM Peak hour 

(0800-0900) was recorded as 3 vehicles.  In the PM peak hour (1700-1800) 

the turning flow was recorded as 2 vehicles.  The highest hourly turning flow 

throughout the survey period was 11 vehicles per hour (recorded at both 

0900-1000 and 1200-1300).  A total of 76 vehicles were recorded turning into 

Pym Street from Hunslet Road between 0700 and 1900. 

10.37.4 Traffic turning left from Pym Street into Hunslet Road in the AM Peak hour 

(0800-0900) was recorded as 11 vehicles.  In the PM peak hour (1700-1800) 

the turning flow was recorded as 18 vehicles.  The highest hourly turning flow 

throughout the survey period was 28 vehicles per hour (recorded at 1500-

1600).  A total of 183 vehicles were recorded turning from Pym Street into 

Hunslet Road between 0700 and 1900. Consequently over twice as many 

vehicles use the junction with Hunslet Road to exit Pym Street than do so to 

enter it. Therefore it can be concluded from these figures that the primary 

access (entry) to Pym Street is at its eastern end (which is not affected by 

NGT) and is not directly off Hunslet Road at its western end.  

NGT Proposals  
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10.37.5 It would seem that the principal concern of these objectors is the closure of 

Pym Street at its junction with Hunslet Road.  

10.37.6 The NGT alignment will cross over the existing left-in left-out priority 

controlled access and be in conflict with other vehicles turning into and out of 

Pym Street. A modified priority junction would not provide a safe and 

acceptable solution given the available sightlines and likely conflicts. 

Consequently any movements over the NGT alignment would need to be 

signal controlled. A signal controlled exit from the site would require Hunslet 

Road to be within the junction and stopping traffic on the main road, in 

particular due to its proximity to the South Accommodation Road junction, 

would be highly disruptive to traffic in the area.  

10.37.7 A separate left turn entry to the site with signal controlled crossing of NGT 

would provide an acceptable solution and has been adopted in the post TWA 

Order application design.  

10.37.8 The proposals entail a turning head in the vicinity of property 207 and this 

requires the compulsory purchase of land. It is understood that the area of 

land to be acquired is used for parking although it is not formally laid out as 

such. Other parking is available to this property and would be retained 

adjacent to the southern façade of the building.  It is acknowledged there will 

an overall parking loss at property 207 and its replacement does not appear 

possible within the site constraints.  

10.37.9 Further consultations have taken place with the site occupiers post TWA 

Order application and I describe the revised design in Section 4.2 and it is 

shown on the updated Technical Design Drawings (A-11 drawing 

312694/TD/34).  

10.38 Objection 386 – Corrocoat Corrosion Limited 

10.38.1 This property is situated on Stafford Street off Low Road in South Leeds. The 

existing Stafford Street/ Low Road priority controlled junction allows all 

vehicle movements.  

10.38.2 The NGT alignment crosses Joseph Street around 15m set back from its 

junction with Low Road. The NGT crossing cannot be any further away from 

Low Road due to the presence of houses and a school.  
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10.38.3 Unless the NGT crossing/ Joseph Street/ Low Road junction is signalised 

there would be a safety hazard whereby traffic turning left turn into Joseph 

Street would have poor visibility of a northbound NGT vehicle approaching 

and this is likely to lead to collisions. Traffic exiting from Joseph Street may 

be delayed by the traffic flow on Low Road and sit across the NGT alignment 

leading to reduced service reliability. In addition this location is adjacent to a 

school and signalised pedestrian crossings would be required at this junction 

to improve safety. For these reasons it is necessary to signalise the NGT 

crossing/ Joseph Street/ Low Road junction.  

10.38.4 An all movements signalised junction would need to include Stafford Street 

and a layout operating within capacity was not found. Therefore prohibition of 

movements at the junction was necessary including making Stafford Street a 

left-in left-out priority controlled junction and not part of the signalisation. 

10.38.5 The swept path of a maximum legal (16.5m length) HGV has been modelled 

for the left turn into and out of Stafford Street and the junction is adequate for 

these movements.   

10.38.6 There are diversionary routes for the right turn into Stafford Street from the 

south locally via Hunslet Road, Forster Street and Larchfield Road. The right 

turn exit from Stafford Street to the north would be locally diverted via 

Larchfield Road, Goodman Street, Atkinson Street and South 

Accommodation Road. In addition there are wider and more strategic routes 

from the south and to the north via Church Street, Beza Street and the A61 to 

the M621 motorway.   

10.39 Objection 1751 – WM Morrison Supermarkets (Statement of 

Case)    

Land plot 19003 

10.39.1 Morrisons own the freehold interest in land plot 19003 (A-02 Sheet 19) and 

generally this land is only required temporarily to achieve consistent 

resurfacing of the footway in front of the Penny Hill Centre. A small part of 

this land is required permanently at the corner of property number 21 to 

ensure that there is adequate width for pedestrians and cyclists on the 

western side of NGT clear of the trafficked alignment. I can confirm that the 
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NGT alignment and associated OLE system are clear of the building canopy 

(by at least a metre) including at the closest point on the corner at property 

number 21 and therefore the removal or alteration of the canopy is not 

required.  

10.39.2 The telephone box situated on this land will be reinstated in its current 

position once the footway expansion and resurfacing works are completed.  

10.39.3 It has been suggested by the objector that NGT could be realigned to the 

east so as to avoid any permanent requirement for this land. In doing so a 

minimum 2m width of footway would be required past the south eastern edge 

of plot 19003. The resultant alignment would require the setting back of the 

westbound stop line and traffic island on Church Street by between 4 and 

5m. From an engineering perspective this appears to be feasible.  

10.39.4 Any land permanently acquired from plot 19003 would be dedicated as 

highway once the works are complete to ensure that tenants and customers 

can continue to gain access to the retail units.   

Land plot 19006 

10.39.5 The existing totem pole sign for the petrol station appears to be clear of the 

works shown on the Technical Design Drawings (A-11 drawing TD36) subject 

to the extent of the foundations. However an additional margin of around 2m 

has been allowed for design flexibility within the permanent Order Limits and 

if this were to be used or the foundations are affected, the sign may need to 

be set back a few metres from its present position.  

Land to be used temporarily  

10.39.6 Temporary possession of land plots 19004 and 19007 is required to construct 

the permanent works and once they are completed, the landscaping and 

hard surfacing will be reinstated; although I note in the case of plot 19004 this 

will be with a surface finish matching the wider plaza area.  

10.39.7 During the construction works, mitigation measures, working hours, liaison 

and notices will be as set out in the Construction Code of Practice (A-08g-2) 

and outlined in Section 8.3 of this Proof. 

10.39.8 Works within land plot 19004 are for resurfacing of the footway area and are 

anticipated to last no more than a month.  Throughout the works access will 
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be maintained to all the retail units including the main entrance to the Penny 

Hill Centre and ATMs. In order to minimise potential disruption and shorten 

the period of the works the construction contractor may apply to Leeds City 

Council for out of normal hours working.  

10.39.9 Works within land plot 19007 are for the tie in of the modified highway works 

and replacement planting. They are anticipated to last no more than a month 

and do not affect access.   

10.39.10 The programming of these works will be further considered through liaison 

with Morrisons during the detailed design stage and ultimately determined by 

the construction contractor. 

Areas outside Morrisons ownership  

10.39.11 The works required to Whitfield Avenue are limited to the NGT crossing area 

which will be resurfaced. This will be done in 2 halves so that a single lane, 

with traffic signals controlling the two way traffic movements, is open at all 

times. The contractor may also wish to use some additional space to the 

immediate south of Whitfield Avenue as a temporary running lane for traffic 

along Whitfield Avenue. I am confident that pedestrian and vehicular access 

along Whitfield Avenue can be maintained at all times.  

10.39.12 During the operation of the NGT scheme general traffic will be allowed to 

travel along Whitfield Avenue in both directions; although a stop line will be 

introduced in the interests of road safety.  

10.39.13 The OLE will be a minimum of 5.8m above the carriageway and this will allow 

the free passage of HGVs. I have already discussed more general issues 

pertaining to OLE in Section 5.8 of this Proof.  

10.39.14 The application proposals included TROs for no waiting/ no loading on 

Whitfield Avenue to protect the NGT alignment and its immediate vicinity 

from parked vehicles or those manoeuvring in proximity to them. I note that 

there are currently waiting restrictions along Whitfield Avenue including in 

advance of the gates to the Morrisons service yard. It is expected that 

deliveries would be within tight timeslots as is the usual practice for haulage 

and logistics companies, and Morrisons staff expecting those deliveries 

would be on hand to open the service yard gates without much delay. This 
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should be a satisfactory arrangement and is how the site access ought to 

operate now.  

10.39.15 The promoters would be prepared to reconsider the proposed no-waiting/ no-

loading TRO.  However I note that if there were no restriction, the western 

end of Whitfield Avenue could be used for parking by other vehicles including 

local residents negating its use by Morrisons delivery vehicles and potentially 

impeding access to the service yard.  

10.39.16 Land plots 18024, 18025 and 18026 are for temporary construction access to 

the NGT alignment and have no physical works or TROs associated with 

them. Therefore there would be no additional restrictions imposed by the 

scheme and the streets could be used as they currently are.  

10.39.17 Land plot 19001 is required temporarily for minor kerbline alterations and tie 

in works. It is expected that these highway modification works would be 

completed within a few weeks and throughout that time traffic flow in each 

direct will be maintained at all times.  Land plot 19010 has no physical works 

occurring within it except perhaps alternations to road side signage. 

10.39.18 As illustrated on the Technical Design Drawings (A-11 drawing 

312694/TD/36) there is no change to bus stop provision westbound along 

Church Street. In order to accommodate the NGT alignment it is necessary to 

relocate the eastbound bus stop some 30m to the east. It will be provided 

along with a second eastbound bus stop in a new layby.     

10.40 Objection 1881, 1682 – South Leeds Trading Estate  

10.40.1 After consideration of the objection and pursuant to holding further 

discussions with the site occupiers, the design has been amended (A-11 

drawing 312694/TD/39) and the changes are described in Section 4.2 of this 

Proof. 

10.40.2 The design change has reduced the impact on the site to the removal of a 

40m length of landscaping strip and removal of 1 car parking space. I am 

aware that the latter will only affect the northern-most unit (Leeds TPS) as 

the parking spaces are divided up between tenants. 

10.40.3 The existing entrance location will be retained and traffic movements in all 

directions will be allowed to and from it. 
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10.40.4 The bus stop adjacent to property number 6 Balm Road will be retained in its 

existing position but be placed into a lay-by and will not be located in front of 

the South Leeds Trading Estate.   

10.40.5 The site was in temporary Order Limits to facilitate construction and any 

necessary reorganisation of the layout. However with the redesign the only 

areas required temporarily are adjacent to the northern end where the 

permanent works marginally encroach into the site. No plant, equipment or 

materials would be stored at the site. Access/ egress at the site would be 

maintained throughout the construction works and interruptions to public 

utility services are not anticipated.  
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11 Summary and Conclusion  

11.1 Scheme description 

11.1.1 The proposed NGT route runs on an approximate north-south alignment 

through the city of Leeds.  Whilst NGT would be the first modern 

trolleybus system in the UK, I conclude that the design and construction 

works required are well understood, and that the design of the system has 

taken full account of relevant standards and guidance.  I am confident that 

in accordance with the guidance in ODPM Circular 06/2004, to ensure 

that the works can be implemented without impediment all land required 

for the construction, operation and maintenance of the NGT system is 

included within the scheme Limits. No more land than is necessary is 

included within these Limits. 

11.2 Project development 

11.2.1 The design of the NGT proposals has evolved considerably during the 7 

years of scheme development, taking into account a wide range of 

relevant factors including consultation feedback. This has included a 

number of limited changes made after the TWA Order application, as a 

result of the Promoters continuing to work with objectors to consider 

whether scheme design changes which mitigate impacts would be 

feasible without compromising the NGT scheme. I am satisfied that all of 

these changes are within the scope of powers sought through the draft 

TWA Order application and do not constitute a material change to the 

application.    

11.3 Elements of the infrastructure 

11.3.1 The various elements of the NGT infrastructure are well understood, 

similar in nature to major highway works together with traction power and 

overhead line infrastructure similar in nature to tram schemes.  The 

proposals also include 2 major park and ride sites and a depot for the 

maintenance, operations and control of the system.  Alterations to several 

listed buildings (including to attach overhead line support fixings) and 

demolition of structures within conservation areas are needed.  I am 
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content that in each case these consents are necessary to accommodate 

appropriate NGT design proposals. 

11.4 Alternatives 

11.4.1 A wide range of design alternatives have been considered during the 

design development of the scheme, ranging from localised changes to the 

detail of the layout through to more strategic route options running on 

alternative alignments.  I am satisfied that the engineering issues relating 

to these option comparisons have been fully and robustly considered in 

the overall decision on the most appropriate option, taking into account 

these and other wider factors including environmental and traffic issues.   

11.5 Traffic management 

11.5.1 During the development of the NGT infrastructure design, my team has 

sought to accommodate and where possible improve provision for other 

highway users.  This has taken cognisance of Leeds City Council’s 

hierarchy of road users. 

11.5.2 I consider that the proposals include significant improvements for cycle 

provision, with extensive cycle facilities along the length of the NGT 

corridor and a net increase of approximately 3.9 kilometres of cycle lanes 

along the scheme alignment.  Similarly, I consider that improvements in 

pedestrian provision are provided, with widening and extension of some 

existing footways, additional controlled pedestrian crossings, and 

introduction of shared space environments with improvements in public 

realm. 

11.5.3 I am satisfied that there is no material impact on taxi provision.  For non 

NGT buses, the proposals include increased width and more extensive 

bus lanes together with additional priority approaches to junctions. 

11.5.4 In relation to parking and servicing, I am content that the reduction in 

parking has been kept to a minimum and that that higher priority kerbside 

functions (servicing and disabled parking) are unaffected or have 

increased capacity. Inevitably there are some properties and some people 

who will be inconvenienced by the proposed parking change, but the 
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overall reduction in public parking represents a small proportion of the 

total parking available.  

11.5.5 I consider that the redesign of junctions along the NGT alignment will 

improve safety at many of the locations where accident clusters have 

been identified.  The introduction of controlled pedestrian crossings, 

where no provision or uncontrolled crossings currently exist, will increase 

pedestrian safety at junctions such as Otley Road / Alma Road. Many 

junctions will be fully signalised as a result of the NGT scheme.  This will 

result in a significant reduction in conflicting vehicle movements, which it 

is anticipated will result in a reduction in collisions, particularly those 

resulting in serious injury. 

11.5.6 The proposals include a limited number of highway stoppings up.  I am 

satisfied that in all cases a satisfactory alternative is provided or an 

alternative is not required. Extensive traffic regulation orders are also 

proposed, which I consider to be appropriate for the safe and effective 

operation of the NGT system as currently proposed. The flexibility 

provided for subsequent changes to orders and for the revocation of 

orders is a pragmatic approach that has been previously approved.  

11.6 Construction 

11.6.1 While construction of NGT will be a major engineering undertaking, I 

believe that it does not require any unusual or onerous construction 

methodology or technique and will be well within the capabilities of many 

major engineering contractors.  I have put forward indications of how 

specific works could be undertaken.  The final construction methodology 

will be determined by the contractor appointed to build the works, working 

within the appropriate constraints and controls already specified including 

within the Code of Construction Practice. 

11.7 Objections 

11.7.1 I have reviewed the objections relating to engineering and traffic 

management and note that the design update provided in March 2014 has 

gone some way in addressing the issues raised. Many of the other issues 

are appropriate for the detailed design stage of the project and will be 
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considered at that time. There is nothing within the objections that would 

lead me to think that this scheme could not be implemented within the 

scope of the Order powers or that a workable solution is not possible.  
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