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	1.0 Introduction
	1.1 SLR has been instructed by Harworth Estates Investments Ltd to provide transport and mobility advice in relation to a proposed residential development on land to the east of Cefn Road in Wrexham. The proposed development is within the administrati...
	1.2 The proposed development is part of a wider site allocation known as Key Strategic Site 2 (KSS2) within the adopted Wrexham Local Development Plan (LDP) 2013 – 2028. The whole of the site allocation within the LDP is intended to deliver a total of...
	1.3 The site’s inclusion in the Wrexham LDP has been based upon an extensive evidence base including highways capacity testing that has been agreed with WCBC Highways and presented to the Planning Inspector at the LDP Examination in Public (EiP) in 20...
	1.4 The northern part of the KSS2 site is being brought forward by Bloor and Barratt Homes, proposing 600 homes (application reference P/2021/0436), whilst Harworth is proposing to gain approval for 900 dwellings of the allocation through this plannin...
	1.5 The description of the proposed development is as follows:
	“Proposed phased residential development for the construction of up to 900 residential dwellings with associated infrastructure (primary school, playing fields, open space and SUDs attenuation) with all matters reserved except for detailed means of pr...
	1.6 The proposed development (and site allocation) is located to the eastern side of Wrexham. Wrexham is the largest town in North Wales and is an administrative, commercial, retail and educational centre. It is situated alongside the border with Engl...
	1.7 The site location in the wider context is shown in Figure 1.1, which also shows the wider KSS2 site allocation. Figure 1.2 presents a more local context. It can be seen that the application site is bordered to the west by Cefn Road, and Bryn Estyn...
	1.8 The built-up areas of Caia Park and Rhosnesni, which are residential suburbs of Wrexham, lie to the west and north of the site. Wrexham Industrial Estate lies approximately 2km to the east of the site and is as a key employment location in the loc...
	1.9 A Statement of Common Ground (SoCG) was prepared by the key KSS2 stakeholders including WCBC, to inform the Local Plan Examination in Public (EiP). The SoCG set out the agreed position of the Council and the Developers in relation to highway matte...
	1.10 Pre-application scoping has been undertaken with WCBC Highways and Transport Officers to agree the principles of the access strategy and the approach to the Transport Assessment (TA) and associated submission requirements. A summary of the pre-ap...
	1.11 A response to the Environmental Impact Assessment (EIA) scoping was also provided by Welsh Government Trunk Roads, who asked for the A483 Junction 6 to be considered in the TA.
	1.12 This TA references guidance in local and national planning policy, including Planning Policy Wales that supports and encourages housing growth and adopts a presumption in favour of plan-led sustainable development which provides benefits in terms...
	1.13 The key objectives of this TA are to:
	1.14 The remainder of the TA is structured as follows:

	Summary
	Meeting Attendees
	Date
	Subject to presentation of updated survey data, the VISSIM modelling undertaken in support of the Local Plan and associated EIP process would be accepted by WCBC in support of the planning application.
	WCBC Highways
	14th December 2023
	WCBC Planning
	SLR
	J10 Planning
	WCBC confirmed which committed developments should be considered as part of the TA.
	Person trip rate approach to be adopted in the TA.
	Principles of proposed access strategy discussed and agreed, and that there would be no vehicle access to the site from Bryn Estyn Road other than for emergency vehicles.  Provision for active travel and public transport modes are key considerations for the proposed development.
	Principles of bus access strategy discussed for the pre-link road and link road scenarios.
	WCBC Active Travel
	21st December 2023
	WCBC Public Transport 
	New cycle & pedestrian infrastructure to be informed by the Active Travel Act Wales guidance, and a corridor strategy is needed for Cefn Road to serve the proposed development.
	WCBC Rights of Way
	SLR
	Lack of crossing facilities on Cefn Road is a key concern for the Council with this proposed development site, including enhancing linkages to the nearby secondary school.
	Council has preliminary / concept proposals for improvements to active travel along the Holt Road corridor which will be shared with SLR.
	Council will undertake an audit of active travel provision on Bryn Estyn Road in 2024.
	Rural character of the existing east-west Public Right of Way (PRoW) should be maintained and any diversions of existing PRoW routes at the site to be identified.
	Additional VISSIM testing undertaken by SLR explained to officers focusing on the operation of the Greyhound roundabout and the pre-link road network capacity.
	WCBC Highways
	6th February 2024
	WCBC Planning
	SLR
	Potential capacity improvement scheme at Greyhound roundabout presented by SLR and discussed.  
	J10 Planning
	Harworth
	Appropriate strategy for the Greyhound roundabout is needed, which proposes a balance of highway capacity improvements and active travel facilities / infrastructure.
	Signal control is the preferred form of access junction for the southern parcel by WCBC Highways, and signalised crossing facilities should be considered for Cefn Road on key desire lines.
	2.0 Local Context
	2.1 The site is located approximately 2km north-east of the centre of Wrexham at the edge of the existing built form and around 2km to the north-west of Wrexham Industrial Estate. The site is generally flat and predominantly in agricultural use with e...
	2.2 To the north and west lies the established residential areas of Borras, Rhosnesni and Caia Park which have a range of services including numerous schools, shops, health and care facilities and sports facilities.
	2.3 Cefn Road forms the western boundary of the site and forms a north-south route along the eastern side of Wrexham, providing access to the Caia Park residential area and providing connections for the A534 to the north and A525 to the south.
	2.4 Bryn Estyn Road is to the site’s northern boundary and is a rural lane providing limited vehicle access to a small number of properties but it also serves as an east-west route for pedestrians and cyclists linking to Wrexham Industrial Estate.
	2.5 Contemporary local and national transport policy states that new developments should be focused on locations which are, or can be made, sustainable. Providing travel choice is policy compliant and essential in today’s modern and dynamic society. T...
	2.6 One of the primary factors when considering the suitability of a new development is its proximity, accessibility, and connectivity in relation to key local facilities by non-car modes. Within this context, the development should give priority firs...
	2.7 The highly sustainable nature of the KSS2 site location has already been established through the LDP site allocation process given that it benefits from proximity to a wide range of local facilities providing the potential to make it a very well-c...
	2.8 Specific guidance on the distances that children are expected to be able to walk to school is found in the Welsh Government’s ‘Learner Travel Statutory Provision and Operational Guidance’ document 2014, which identifies the walkable threshold for ...
	2.9 In addition, A White Young Green (WYG) report entitled ‘Accessibility – How Far Do People Walk and Cycle’ uses National Travel Survey (NTS) data for the UK as whole, excluding London, and provides an 85th percentile walk distance for:
	2.10 In terms of time, this equates, for instance, to approximately 30 minutes for commuting. Table 2.1 provides a sample list of local facilities and services located within the local area along with their approximate distances from the centre of the...
	2.11 Figures 2.2 and 2.3 illustrate 1km and 2km catchments from each of the northern and southern site areas respectively.  These walk catchments show that the site is within a walking distance of a wide range of facilities and amenities in the surrou...
	2.12 Table 2.1 and the above figures highlight that the proposed development is very well connected and accessible for pedestrians to a wide range of local amenities within the surrounding areas of Caia Park, Rhosnesni and Borras. Wrexham City Centre ...
	2.13 It should be noted that the development proposals will include significant areas of open space with plentiful greenspace provided across the site, with community orchard and/or allotments, formal and informal leisure and recreation play spaces. T...
	2.14 Future phases of the KSS2 development site are also set to deliver a 420-place primary school which will further enhance the sustainability of the site, through internalising a proportion of education trips, particularly those associated with sch...
	2.15 It should be noted that accessibility is not exclusively a function of distance; it being also related to the quality of the local environment and peer culture. For example, with reference to cycle journeys, the tendency for people to choose this...
	2.16 Figure 2.4 presents 5km and 10km cycle catchments from the proposed development site.
	2.17 It can be seen from Figure 2.4 that the 5km cycle catchment encompasses all of Wrexham City Centre and Wrexham Industrial Estate, therefore there is excellent opportunity for trips to these key locations to be made by cycle.
	2.18 The pedestrian facilities in the vicinity of the proposed development include formal footways, shared footways/cycleways, and Public Rights of Way (PRoW). As shown in Figures 2.2 and 2.3, there are currently two PRoW footpaths that pass through t...
	2.19 The PRoW routes passing through northern part of the site provide an east-west link between the site (Cefn Road) and Erlas Lane, facilitating another route on foot to Wrexham Industrial Estate.  The bridleway that runs to the south of the site pr...
	2.20 There is continuous footway provision along the western side of Cefn Road. There is footway provision along the eastern side of Cefn Road to serve the existing properties and PRoW connections on this side of the road, however the existing footway...
	2.21 There are three uncontrolled crossing points on Cefn Road along the site frontage as shown in Figure 2.5. These are towards the northern end of the site. Cefn Road has a 20mph speed limit which helps to create a pedestrian-friendly environment, a...
	2.22 The uncontrolled crossing points on Cefn Road provide dropped kerbs and tactile paving, with the southernmost crossing also being on a raised table that helps to increase the visibility of the crossing.
	2.23 In the wider area, pedestrian infrastructure in the Caia Park, Rhosnesni and Borras residential areas is generally at a good standard with an established network of footways and rights of way. This existing network of footways also allows for con...
	2.24 Figure 2.6 shows an extract from the Sustrans Wrexham Cycle map, showing the site in relation to the surrounding cycle infrastructure.
	2.25 Bryn Estyn Road is an advisory cycle route that leads to Wrexham Industrial Estate and there will be an access point onto Bryn Estyn Road from the site facilitating direct access for cyclists between the site and this cycle route to the Industria...
	2.26 Much of Cefn Road is designated as an advisory cycle route with a shared footway / cycleway running along part of the western side of the road and it is all now a 20mph zone, helping to encourage a cyclist-friendly environment. The Caia Park Esta...
	2.27 Chartered Institution of Highways & Transportation (CIHT) guidance indicates that for commuting purposes bus stops should be within a 400 metre walk of residential development. There are several bus stops located within a 400 metre walk from the ...
	1.1
	2.28 Routes 7, 8 and 35 are all circular routes operating from Wrexham Bus Station and provide good accessibility during the day to Wrexham City Centre. All services start and terminate at Wrexham Bus Station. Service numbers 7 and 8 follow the same r...
	2.29 Figure 2.7 illustrates the route line for each service number described in Table 2.2.
	1.1
	2.30 Whilst the bus stops on Holt Road are further away from the site they provide connections to destinations other than Wrexham City Centre including Chester. These bus stops can be accessed using the shared path connecting Gleneagles/Carden Park Wa...
	2.31 The combination of three circular routes from the site to Wrexham City Centre provides good bus connectivity during weekdays and on Saturdays.
	2.32 The site is therefore well located for access to bus travel, for commuting and school journeys but also for access to the other facilities and transport links available in Wrexham City Centre. It should be noted that there is an intention that th...
	2.33 There are two railway stations – Wrexham Central and Wrexham General – located on the western side of Wrexham City Centre and they are both approximately 4 kilometres from the site. Both stations can be reached by taking a bus to Wrexham Bus Stat...
	2.34 Wrexham Central is the southern terminus of the Wrexham to Bidston Line (Borderlines Line) and connects North Wales to Merseyside with a service operated on an hourly frequency Monday to Saturday, and every 2 hours on Sundays. Services are run by...
	2.35 Wrexham General is a main line railway station and the main station serving Wrexham and north-east Wales. It is operated by TfW but services are also provided by Avanti West Coast, which operates a service to London Euston with a change in Cheste...
	Cefn Road

	2.36 Cefn Road forms the western boundary of the site and provides a north-south route along the eastern side of Wrexham, providing access to the Caia Park residential area and providing connections for the A534 to the north and A525 to the south.
	2.37 It is subject to a 20mph speed limit and there are raised table traffic calming measures in place to help enforce the lower speeds, including in the vicinity of the Sutton Drive junction and the Morgan Llwyd School.
	2.38 Cefn Road is typically around 6.5m in width and is street-lit, with a central hatched median strip along much of the route north of the Hullah Lane junction to encourage low vehicle speeds. It accommodates bus movements as it forms part of the ro...
	Bryn Estyn Road

	2.39 Bryn Estyn Road runs along the northern edge of the site. It has the character of a rural lane and connects the Greyhound Roundabout in the west to the industrial estate to the east. It also provides access to the Erlas Victorian Walled Garden. T...
	Greyhound Roundabout

	2.40 Cefn Road forms a five-arm priority roundabout with Holt Road, Dean Road and Bryn Estyn Road, known as the Greyhound Roundabout. The roundabout has a diameter of approximately 35m and all arms have single lane approaches. Facilities for pedestria...
	A534 Holt Road and A5156

	2.41 The A534 Holt Road is the main arterial route serving the eastern side of Wrexham. It links with the city centre road network at the Tesco’s roundabout and then runs through the eastern residential areas of the town to its junction with the A5156...
	2.42 The junction of Holt Road and A5156 is a large roundabout with a diameter of circa 90m, and subject to the national speed limit. The A534 continues to the east of the junction and the A5156 forms the northern arm of the roundabout. There is also ...
	2.43 The A5156 is a dual carriageway extending north from the A534 roundabout and connects with the A483 Trunk Road at Junction 6. The road is derestricted and unlit. The A483 is part of the Strategic Road Network (SRN) that connects Wrexham with Nort...
	2.44 Peak hour traffic surveys were undertaken in 2017 and 2018 which inform the VISSIM modelling that has been undertaken in support of the KSS2 site allocation. The peak hours assessed in the model are 08:00-09:00 and 16:30 to 17:30 and the correspo...
	2.45 The flows at the A5156 / Borras Park Road roundabout are from surveys undertaken in June 2017. The flows at the Greyhound Roundabout and A534 Holt Road / A5156 roundabout are from surveys undertaken in March 2018.
	2.46 A repeat of the set of surveys that were undertaken to inform the VISSIM modelling has been undertaken in November 2023. The purpose of the exercise was to determine whether the VISSIM model is fit for purpose, and that the existing 2018 base mod...
	2.47 The comparison exercise has been undertaken by SLR’s modelling team (formerly Vectos Microsim who undertook the VISSIM Modelling for the Local Development Plan work) and is presented within a Technical Note at Appendix B to this report.
	2.48 In summary, the comparisons show that the weekday AM and PM peak hours are the same as were found in the 2018 surveys. Network traffic flows however have fallen between 2018-23 by approximately 5%. At the Greyhound Roundabout in particular, traff...
	1.1
	2.49 It can be seen from Table 2.3 that the traffic flows at the Greyhound Roundabout have reduced by around 10% in the morning peak hour and 11% in the evening peak hour between 2018 and 2023. There were 207 fewer vehicle movements through the juncti...
	2.50 The survey comparison exercise demonstrates that the Base model and the future year assessments from the VISSIM modelling undertaken for the Wrexham LDP remain a strong evidence base for development control, and the proposed mitigation measures i...
	2.51 As a result, it can be concluded that the 2019 traffic modelling assessment in relation to the KSS2 allocation remains robust and therefore the associated VISSIM model is considered to be fit for purpose. The weekday peak hour flows that have inf...
	Figure 2.8: Surveyed Traffic Flows – Weekday Morning Peak Hour (2017/18)
	2.52 It can be seen from Figure 2.8 that two-way traffic flows on Cefn Road were recorded at 980 vehicles in the weekday morning peak hour. Flows along Bryn Estyn were much lower at 92 two-way movements. Holt Road had two-way traffic flows of around 1...
	2.53 There is a large traffic movement from the A5156 to the east towards Wrexham Industrial Estate in the morning peak reflecting the draw of this major employment area.
	2.54 It can be seen from Figure 2.9 that two-way traffic flows on Cefn Road were recorded at 973 vehicles in the weekday evening peak hour, which is very similar to the traffic flows in the morning peak hour. Flows along Bryn Estyn were recorded at 11...
	2.55 The large movement of vehicles from the A5156 to the A534 east that was in evidence in the morning peak hour is reversed in the evening peak hour, reflecting the commuting patterns associated with Wrexham Industrial Estate.
	2.56 Observations of the local highway network reveal that the Greyhound junction operates under generally free flow conditions during the weekday morning and evening peak periods, but with occasional queues forming on Cefn Road and Holt Road North du...
	2.57 Traffic conditions on Holt Road are heavily influenced by Wrexham Industrial Estate, with some congestion in evidence during the traditional commuting peaks at the beginning and end of the working day, however for the majority of the day this par...
	2.58 A review of highway safety on the local road network has been undertaken via reference to the crashmap online database. The analysis has been undertaken to include Cefn Road and Bryn Estyn Road in the vicinity of the site, along with the Greyhoun...
	1.1
	2.59 It can be seen from Figure 2.10 that there has been one accident on Cefn Road, resulting in slight injury. This occurred to the north of the junction with Ceiriog Road. The incident did not involve any vulnerable road users. There have been no ac...
	2.60 No injury accidents have occurred at the Greyhound Roundabout.
	2.61 The recent implementation of the 20mph speed limit across all the roads in the area will help to reduce the risk of any collisions, reduce the risk of injury from any collision and improve the road environment for active travel users.
	2.62 The safety record on this local network can be considered to be good, given the levels of traffic and presence of other road users in this area, and it does not show any trends that would call into question the proposed development.
	2.63 The proposed development is located approximately 2km north-east of the centre of Wrexham at the edge of the existing built form and around 2km to the north-west of Wrexham Industrial Estate. The site is generally flat and predominantly in agricu...
	2.64 The highly sustainable nature of the KSS2 site location has already been established through the LDP site allocation process given that it benefits from proximity to a wide range of local facilities providing the potential to make it a very well-...
	1.1 There are several bus stops located within a 400 metre walk from the site served by buses that provide direct connections during the day to Wrexham City Centre. Bus stops on Holt Road provide connections to Chester.
	2.65 The site is therefore well located for access to bus travel, for commuting and school journeys but also for access to the other facilities and transport links available in Wrexham City Centre. It should be noted that there is an intention that th...
	1.1 There are two railway stations – Wrexham Central and Wrexham General – located on the western side of Wrexham City Centre both approximately 4 kilometres from the site. Both stations can be reached by taking a bus to Wrexham Bus Station in the cit...
	2.66 The site is therefore well located to present opportunities for travel by rail as part of a public transport journey chain or a linked trip including active travel modes.
	2.67 The surrounding highway network has been reviewed in relation to traffic flows and general traffic conditions. A repeat of the set of traffic surveys that were undertaken to inform the VISSIM modelling in 2017/18 has been undertaken in November 2...
	2.68 Observations of the local highway network reveal that the Greyhound junction operates under generally free flow conditions during the morning and evening peak periods, but with occasional queues forming on Cefn Road and Holt Road North during the...
	2.69 The highway safety record has been reviewed in relation to recorded personal injury accidents and it has been found that the safety record on the local network can be considered to be good, and this does not show any trends that would call into q...

	3.0 Policy and Guidance
	3.1 This section considers the relevant national and local transport planning policy and design standards that should inform the development of the site and the overall strategy for access and movement within the site. The specific policy and guidance...
	3.2 A key theme of current national and local policies is to promote and deliver sustainable transport objectives, and this plays an important role in defining the access strategy for the proposed development.
	Planning Policy Wales

	3.3 Planning Policy Wales (PPW) Edition 12, was published in February 2024, and sets out the land use planning policies of the Welsh Government. It translates the Government’s commitment to sustainable development into the planning system to ensure th...
	3.4 The PPW is supplemented by a series of Technical Advice Notes (TAN’s) with procedural advice given in circulars and policy clarification letters.
	3.5 At the heart of the PPW is the key theme of sustainable development and the PPW highlights the need for the planning system to play an active role in guiding development to sustainable solutions. It highlights that the planning system should recon...
	3.6 The Welsh Government was one of the first administrations in the world to have a distinctive statutory duty in relation to sustainable development. The Well-being of Future Generations (Wales) Act 2015 places a duty on public bodies that they must...
	3.7 Transport plays a key part in promoting and ensuring sustainable development and meeting each of these themes. Well-designed sustainable transport solutions can ensure access to employment, services and amenities, promotes social inclusion, and pr...
	3.8 Section 4 of the PPW concerns Active and Social Places and highlights that:
	3.9 It goes on to state that:
	3.10 The document provides an illustration of the hierarchy to be applied in development planning, and this is reproduced in Figure 3.1.
	3.11 In relation to design standards, PPW notes that the design of new or enhanced streets should respond to urban design principles, including those in Manual for Streets and the Active Travel Act Guidance, and not adhere to rigid standards.
	3.12 It goes on to state that:
	LLwybr Newydd: The Wales Transport Strategy 2021

	3.13 The Wales Transport Strategy 2021 has been prepared to set out a new way of thinking that places people and climate change at the front and centre of the transport system in Wales. This is part of the aim of achieving net zero by 2050 and it stat...
	3.14 The Strategy identifies three headline priorities for the next five years:
	Active Travel Act Guidance 2021

	3.15 Active travel is a key priority in the Welsh Transport Strategy and the Active Travel Act Guidance document provides the mandate to act on the imperative to deliver high quality active travel networks and schemes that maximise the benefit of inve...
	3.16 In relation to new developments, the guidance notes that the design of development proposals shall, in accordance with the sustainable transport hierarchy, start with identifying the shortest, most attractive walking and cycling connections and t...
	3.17 The guidance identifies that:
	3.18 The guidance document contains detailed specifications for the design of footways and cycleways, and these have informed the design development of the proposals.
	Technical Advice Note 18 (TAN18): Transport

	3.19 Technical Advice Note 18 (TAN 18) should be read in conjunction with the PPW and is intended as a supplementary document. TAN 18 outlines how to integrate land use and transport planning and explains how transport impacts should be assessed and m...
	3.20 It includes advice on transport related issues when planning for new development including integration between land use planning and transport, location of development and design of development. It provides the standards to be applied in terms of...
	3.21 TAN 18 highlights that an efficient and sustainable transport system is a requirement for a modern, prosperous and inclusive society. However, transport, particularly road traffic, can also have negative impacts on human health and the environmen...
	3.22 TAN 18 outlines a number of objectives to achieve sustainable transport.  These objectives include:
	3.23 TAN 18 highlights that local authorities should seek to maximise relative accessibility rather than ensuring everyone can travel everywhere. In this instance accessibility refers to the relative ability to take up services, markets or facilities....
	Joint North Wales Local Transport Plan

	3.24 The Joint North Wales Local Transport Plan (LTP) has been jointly prepared by the six North Wales Local Authorities of Conwy County Borough Council, Denbighshire County Council, Flintshire County Council, Gwynedd Council, Isle of Anglesey County ...
	3.25 Taith has responsibility for the development and delivery of the LTP in North Wales. The underlying theme and objectives of the LTP are to promote policies and measures to foster and achieve improved opportunities for travel choices by non-car mo...
	3.26 The LTP covers a detailed programme from 2015 to 2020 and provides a framework for schemes until 2030. It sets out a range of interventions for all modes of travel with schemes responding to the issues of transport in the region and complementing...
	3.27 The LTP aims to improve connections to key destinations and markets, enhance access to employment and services, increase the level of walking and cycling, bring improved safety and security and at the same time bring benefits and minimised impact...
	Wrexham Local Development Plan

	3.28 The Wrexham Local Development Plan 2013-2028 (‘LDP’) was adopted in December 2023. The proposed development falls within land for allocation in the LDP known as Key Strategic Site 2: Land east of Cefn Road, Wrexham. Policy SP4 KSS2: Land east of ...
	3.29 Four of the Strategic Objectives of the Plan are relevant to the development of KSS2 in the context of accessibility and transport.
	Wrexham Residential Design Guide

	3.30 This guidance note reinforces policies on encouraging good design and outlines the Council’s requirements for sustainable buildings and forms a material consideration in the determination of all planning applications.
	3.31 This guidance highlights that sustainable development is a key objective of planning, and all residential schemes must be environmentally sustainable. In achieving environmentally sustainable design solutions new developments should maximise the ...
	3.32 A three-step process is encouraged within the Design Guide to ensure high standards of design are achieved in new residential developments. The aim of this process is to ensure that design principles are considered from the start and ensure flexi...
	3.33 The first stage of this process is the site appraisal which aims to consider the existing key features and surroundings which contribute to its character and local distinctiveness as well as those factors which constrain development. The site app...
	3.34 The guidance also contains the parking standards applicable to new developments in the area.
	3.35 The proposed access strategy for the development provides the means to achieve the identified policy objectives by optimising the opportunity for access to/from the site by non-car modes. This is in accordance with all local, regional and nationa...
	3.36 The proposed access strategy for the development reflects the need to appropriately consider and enable provision for the movement of people and goods, acknowledging the context of the wider area. Consideration has been given to:
	3.37 The main spine road running through the southern development parcel has been designed to potentially provide a future transport link through the wider KSS2 site to link Cefn Road with the A534. The provision of connectivity between the northern a...
	3.38 In summary, the development proposals align well with the overall national and local policy guidance, with the site being located close to a range of amenities, employment opportunities and public transport links that will help to encourage trips...

	4.0 Proposed Development
	4.1 The description of the development is as follows:
	“Proposed phased residential development for the construction of up to 900 residential dwellings with associated infrastructure (primary school, playing fields, open space and SUDs attenuation) with all matters reserved except for detailed means of pr...
	4.2 The proposed development is part of a wider site allocation known as KSS2 within the adopted Wrexham LDP 2013 – 2028.
	4.3 The planning application is made in outline with all matters reserved other than the proposed points of access onto Cefn Road. The indicative masterplan is shown at Appendix C.
	4.4 The new school would be a primary school and would be located in the heart of the site.
	4.5 The residential mix will include affordable homes and there will be new public open space provided and plentiful greenspace provided across the site, with dedicated pedestrian and cycle infrastructure to promote active travel trips.
	4.6 The proposed development would be delivered in two phases, which are linked to the delivery of the main internal spine road through the site which could provide a future connection to KSS2 North.
	4.7 Phase 1 is for up to 600 homes and can be delivered prior to the delivery of the main internal road through the southern parcel of the development site.
	4.8 Phase 2 would deliver the remaining 300 dwellings and would be delivered once the main internal road is in place up to the northern boundary.
	4.9 The proposed phasing plan is shown in Figure 4.1. Phase 1a would comprise a northern and southern parcel for residential development, fronting Cefn Road. The northern parcel would comprise around 200 dwellings and the southern parcel around 400 dw...
	4.10 Phase 2 would comprise a parcel further within the site for residential development of around 300 dwellings and the proposed primary school.
	4.11 The Transport Strategy focuses on four key areas to create a socially inclusive community which supports national and local planning policy, encouraging non-motorised travel modes and prioritising walking and cycling followed by public transport ...
	4.12 Vehicle access to the site will be via Cefn Road only, making use of the significant site frontage along the eastern side of this road. Whilst the northern part of the site also has frontage with Bryn Estyn Road, it is not appropriate to form a v...
	4.13 Two primary points of access are proposed to serve the residential development off Cefn Road – one at the north-western end of the site (northern access) and one at the south-western end of the site (southern primary access). A secondary southern...
	4.14 There is also a new access proposed off Cefn Road to serve the proposed car park for the playing pitches. An overview of all of the proposed four accesses along Cefn Road is shown in Drawing VN232881-D100 Rev A.
	Northern Access

	4.15 The proposed access arrangement for the northern development parcel is presented in Drawing VN232881-D103 Rev A. It can be seen from this drawing that a simple priority arrangement is proposed and suitable visibility splays of 2.4m x 25m can be p...
	4.16 The access road will be 5.5m in width and footways of 2m will be provided along both sides of the access road leading into the site. Footway provision will extend south from the access along the eastern side of Cefn Road, linking to a proposed ne...
	4.17 To the north of the proposed access, there is not proposed to be any new footway adjacent to the Cefn Road carriageway, however a suitable path would be provided within the site running parallel to Cefn Road to link to the existing pedestrian pro...
	4.18 The proposed access junction has been tested in terms of capacity using industry standard modelling software and it has been found to provide suitable capacity for the anticipated traffic levels. Further detail is provided in section 8.
	Southern Primary and Secondary Access

	4.19 The proposed access arrangement for the southern primary and secondary access junctions is presented in Drawing VN232881-D101 Rev D. It can be seen from this drawing that the primary access is designed as a signal-controlled junction with single ...
	4.20 The primary access will include segregated shared footway / cycleway provision along both sides of the road leading into the site. It is designed to provide sufficient space to accommodate bus turning manoeuvres in anticipation of the road provid...
	4.21 The crossings have been designed as toucan crossings to allow pedestrians and cyclists to cross the site access road and Cefn Road under signal control in this location. This will allow cyclists and pedestrians to safely access the existing footw...
	4.22 To the north of the primary access along the site frontage the footway will be as per the existing arrangement that provides a circa 2m footway up to a point just north of Hullah Farm. To the south of the primary access, it is proposed that there...
	4.23 For the southern secondary access, a simple priority arrangement is proposed as shown in Drawing VN232881-D101 Rev D. It is anticipated that this access would serve a relatively limited portion of the site. It is anticipated that it would be poss...
	4.24 The secondary access is designed in accordance with the relevant standards and design guidance providing suitable visibility splays of 2.4m x 25m, appropriate for the 20mph speed limit of Cefn Road in accordance with TAN 18. The access road will ...
	Sports Pitch Car Park Access

	4.25 The development proposals include for a new car parking area to serve the sports pitches within the site. This would be accessed from Cefn Road as shown in Drawing VN232881-D102 Rev A. The access is designed as a simple priority access. It would ...
	4.26 The development proposals will integrate well with the surrounding active travel networks, providing several new routes for these users to access the site and travel safely through the area. The main spine road running through the southern part o...
	4.27 New cycle routes within the site will ultimately provide for north-south connections linking Bryn Estyn Road with Cefn Road, as well as facilitating the opportunity to provide an active travel link to KSS2 North via the potential future link road.
	4.28 Two separate connections will be provided from the site to Bryn Estyn Road for pedestrians and cyclists. This will enable convenient access to the cycle route along Bryn Estyn Road which links to Wrexham Industrial Estate to the east. There will ...
	4.29 Bryn Estyn Road is a key active travel route that will serve east-west trips between the site and the Wrexham Industrial Estate. It is understood that WCBC is undertaking an audit of the route which will feed into recommendations for improvements...
	4.30 A new pedestrian / cycle connection into the site will also be formed from Thornleigh at the north-western corner of the site, providing an alternative route for pedestrians and cyclists between the site and the north, and linking to the PRoW Foo...
	4.31 Another improved route into the site for pedestrians from Cefn Road will also be provided to the south of the proposed northern site access junction, approximately opposite the Plas Rhosnesni Care Home linking to Footpath Abenbury 2. A new signal...
	4.32 In the vicinity of the school, the existing surface crossing point on Cefn Road which provides a raised table and tactile paving would be retained to facilitate access to the sports pitches. A new footpath route would connect the crossing to the ...
	4.33 On the west side of Cefn Road cyclists will be accommodated in the carriageway from the north of Churchill Drive, and to the south of this location there is a shared footway / cycleway which will be linked to the proposed crossing facilities at t...
	4.34 The proposals will be built out in a phased manner and it is the intention that all future phases will be fully integrated to ensure comprehensive permeability through the whole site for active travel modes, ultimately facilitating more direct an...
	4.35 At the southern primary access, signal control is proposed on all arms of the junction to provide toucan crossing facilities. This will provide for safe crossing of Cefn Road and the site access arm for pedestrians and cyclists. The crossings wil...
	4.36 The detail of the internal layout is not for determination as part of this planning application, however the internal road network will provide a suitable hierarchy acknowledging national design criteria to promote enhanced streets, informal stre...
	4.37 The main internal spine road running through the south parcel will have segregated shared footway / cycleway provision along at least one side and all the internal roads will be designed as 20mph roads to help foster a comfortable environment for...
	1.1
	4.38 The northern development parcel will provide footways along the main access road and all roads would be designed for 20mph speed limits which will make them suitable for cyclist use given the predicted low vehicle flows.
	4.39 As described above, there will be a comprehensive network of pedestrian and cycle routes connecting the proposed development to the surrounding area to maximise connectivity by these active travel modes. These can be seen on the strategic masterp...
	4.40 The car parking provision for the residential dwellings will be considered in the context of Wrexham’s parking standards. The standards are reproduced in Table 4.1.
	4.41 Full parking provision for the proposed development will be determined at the reserved matters stage, however the scheme will be designed based on the requirement for minimising off-site impacts of the development. The parking provision will be p...
	4.42 As shown in Figure 2.7 of this report, much of the site is within a 400m catchment of existing bus stops in the area including all of the northern part of the site and the majority of the phase 1 southern parcel.  The masterplan is designed to ac...
	4.43 The future link through to the KSS2 North site would provide the potential opportunity for buses to route along the link road between Cefn Road and the A534 / A5156 roundabout. That scenario would provide for convenient access to bus services for...
	4.44 For the northern parcel, the presence of existing bus stops on St Andrews Crescent to the north and Sutton Drive to the south-west means that this area of the site would be within a 400m walk of existing services, and it is therefore not proposed...
	4.45 As described earlier in this section, the southern primary access has been designed to accommodate bus manoeuvres and the main spine road has been designed to accommodate buses as it is proposed to be a minimum carriageway width of 6.75m.
	4.46 SLR have engaged with the WCBC Public Transport Officer to discuss the potential options for a bus strategy to serve the site according to the principles described above, including the consideration of the infrastructure at existing bus stops tha...
	4.47 The developer is committed to providing a comprehensive Travel Plan for the site, and the transport submission includes a Framework Travel Plan to set out a future strategy for the proposed development.
	4.48 It is anticipated that construction vehicle access will be coordinated to occur from Cefn Road and utilise the strategic A-road network at the earliest opportunity via the A534 Holt Road. The impact of construction vehicles will be controlled via...

	5.0 Active Travel and Public Transport Trip Forecasts
	Key Principles
	5.1 The proposed development comprises the delivery of up to 900 residential units, along with a primary school and would sit adjacent to the remainder of the allocated KSS2 site and at the edge of the existing urban area that is to the west and north...
	5.2 This is important to note, since a number of trips will be internalised within the local community, which includes the existing communities into which this development sits, as well as by the proposed development’s provision of a new educational f...
	5.3 This section will consider the trips by non-car modes that can be expected to be generated by the development, to help inform judgements regarding pedestrian, cycle and public transport infrastructure.
	Non-Car Mode Trip Forecasts

	5.4 To begin understanding the potential demand from the proposed development in terms of non-car trips, the number of person trips generated by the proposed residential development of 900 dwellings has been estimated. To achieve this, the TRICS datab...
	 Main Land Use – 03 Residential, Sub Land Use – A Houses Privately Owned;
	 Number of dwellings 200 to 1,817;
	 Excluded Greater London and Ireland; and
	 Selected Edge of Town locations.
	5.5 The person trip rates, and associated trips are presented in Table 5.1. The full TRICS output files are provided at Appendix D.
	5.6 To understand the mode split of these trips and in turn the number of trips generated by the site via non-car modes, consideration has been given to the journey purpose of trips from residential areas using the National Travel Survey (NTS).  The N...
	1.1
	5.7 The total number of person trips summarised in Table 5.1 broken down by the journey purpose summarised in Table 5.2, results in a breakdown of trips by journey purposes as summarised in Table 5.3.
	5.8 The following paragraphs outline how the person trips presented in Table 5.3 have been assigned a mode split to consider the non-car trip generation of the development proposals.
	Non-Car Commuting Trips

	5.9 For commuting trips, the mode split exercise considered how people travelled to work using the 2011 Census database. This exercise considered how people travelled to work from the Middle Super Output Area (MSOA) within which the site is located. T...
	5.10 Applying the mode split in Table 5.4 to the commuting trips presented in Table 5.3 results in an active travel and public transport trip demand as summarised in Table 5.5.
	Non-Car Education Trips

	5.11 For education trips, the mode split of trips was considered using two data sources:
	 For primary schools the Sustrans ‘School Journeys – Children’s Commissioner for Wales Special Mission: School Journeys Survey Findings and Report’ (2015) was used, taking the surveyed mode share for metropolitan areas; and
	 For secondary schools, the NTS database 0614 which provides an education mode split by journey distance – selecting secondary age students travelling between 1 and 2 miles.
	5.12 A review of the schools near the site indicated that there are three existing primary schools within 1 mile of the site (four once the proposed primary school within the site is delivered) and two secondary schools within 1 mile of the site. For ...
	5.13 Table 5.6 provides a summary of the resulting mode split for education trips.
	1.1 It has been assumed that 70% of education trips would be to schools within 1 mile and 30% to schools outside of the 1 mile catchment area. This is reasonable given the high number of schools within 1 mile of the site.
	5.14 The resultant trips are presented in Table 5.7 for trips within 1 mile and Table 5.8 for trips outside 1 mile.
	5.15 The combined education trips by mode are shown in Table 5.9.
	Non-Car Recreation / Leisure Trips

	5.16 The NTS data demonstrates that in the weekday AM peak around 20% of journeys are undertaken for the purposes of leisure / recreation (i.e. walking the dog, visiting friends, day to day shopping such as for a pint of milk, other shopping, personal...
	5.17 As there is no NTS database that provides mode splits for leisure / recreation trips we have applied the same mode split used to distribute commuting trips as summarised in Table 5.4.  A breakdown of the external leisure / recreation trips is pro...
	Non-Car Total Trips

	5.18 Combining the non-car trip forecasts for commuting, education and recreation / leisure, the total development sustainable mode trip generation forecast is shown in Table 5.11.
	5.19 Table 5.11 shows that pedestrian trips are expected to dominate the non-car trip mode share throughout the day with around 1,500 movements across the core 12-hour daytime period. Trips by cycle could be expected to total around 180 and trips by p...
	5.20 It should be noted that these forecasts are based upon existing modal share data surveys and there is considered to be excellent scope to achieve higher non-car modal share for many journeys to and from the Erlas Park development, owing to it’s h...
	5.21 The proposed improvements to active travel infrastructure described in section 4 including the connectivity to the existing external networks are considered appropriate to help accommodate the forecast trips by these modes as set out above, provi...
	5.22 Non-car trips generated by the proposed primary school have not been calculated separately, as many of the education trips forecast in this exercise will be to/from the primary school.  Trips associated with the sports pitches on the site would n...
	Summary

	5.23 The number of trips by sustainable travel modes that could be generated by the proposed development throughout a typical day has been calculated. Pedestrian trips are expected to dominate the non-car trip mode share throughout the day with around...
	5.24 The proposed improvements to active travel infrastructure as part of this development scheme are considered appropriate to help accommodate the forecast trips by these modes, providing for safe pedestrian and cycle links to key local facilities, ...

	6.0 Vehicle Trip Generation and Distribution
	6.1 A set of vehicle trip rates appropriate for forecasting traffic generation at the KSS2 site was agreed with WCBC and used as part of the LDP VISSIM traffic modelling exercise that was previously undertaken in support of the KSS2 allocation. Separa...
	6.2 These agreed trip rates will be referenced within this TA report, and they are considered to remain appropriate for traffic forecasting purposes for the proposed Erlas Park development.
	Vehicle Trip Generation Methodology
	6.3 The trip rates used in the VISSIM modelling were derived from the TRICS (v 7.5.1) trip rate database in 2018 and were agreed with WCBC Highways officers as appropriate for use as part of the pre-application scoping discussions. TRICS is the indust...
	6.4 The latest version of the TRICS database has been reviewed and there is no significant difference in these land use trip rates between the two versions of the database, therefore the set of agreed trip rates presented above are consistent with the...
	Phase 1 Trip Generation
	6.5 Applying the trip rates above to the proposed 600 dwellings for Erlas Park Phase 1 results in the trip forecasts shown in Table 6.2. These are shown for the North and South parcels and the combined total. For the purposes of this exercise, the Pha...
	6.6 It can be seen from Table 6.2 that the Phase 1 development is expected to generate a total of just over 300 two-way vehicle trips in the weekday morning and evening peak hours. The Phase 1 South site will generate more traffic than the Phase 1 Nor...
	Phase 2 and Total Development Trip Generation
	6.7 Phase 2 would deliver an additional 300 dwellings to the Phase 1 development, giving 900 units in total. The trip generation associated with the Phase 2 proposals and the development as a whole (Phase 1 + Phase 2) is shown in Table 6.3.
	6.8 The proposed primary school on the site would be delivered as part of Phase 2.  It would serve a local catchment and is anticipated to primarily serve the surrounding KSS2 site. The school has been located centrally within the site to ensure that ...
	6.9 It should be noted that the VISSIM modelling exercise for the Local Plan assumed a development quantum of 1,680 dwellings across the KSS2 site, including KSS2 North and KSS2 South. It is understood that 600 dwellings are being brought forward for ...
	6.10 Census (2011) Journey to Work data has been used to derive a trip distribution for the KSS2 South site. Following a review of the Census super output area – mid layers for Wrexham, it was considered that using an average of two output areas in th...
	6.11 These are shown in Figure 6.1.
	6.12 It can be seen from Figure 6.1 that the super output area within which the site lies contains very little residential development and therefore would provide a poor dataset upon which to base a trip distribution approach. However, the super outpu...
	6.13 The Census data was extracted from the NOMIS website using the ‘WU03EW – Location of usual residence and place of work by method of travel to work (MSOA level)’ dataset. The work destinations were refined to a circa one-hour drivetime from the si...
	6.14 The journeys from the proposed site access on Cefn Road were then assigned to the network and the zones as used within the VISSIM model. This assignment exercise was informed by the Google Maps directions tool that shows route options for travel ...
	6.15 This analysis identified the trip distribution for the KSS2 South site as shown in Table 6.4.
	Trip Assignment

	6.16 Taking the trip forecasts shown in Table 6.3 and the distribution information in Table 6.4, Figures 6.2 and 6.3 have been prepared to show indicatively the development traffic flows on the surrounding highway network in the weekday morning and ev...
	6.17 The trip forecasts for the Phase 1 (pre-link road) development have been derived using the agreed trip rates used in the LDP traffic assessment modelling of the KSS2 and KSS3 site allocations. It is appropriate to use these trip rates to inform t...
	6.18 The Phase 1 development in total is expected to generate in the order of 300 two-way vehicle trips in each of the morning and evening peak hours. The Phase 1 South site will generate more traffic than the Phase 1 North site, as it will accommodat...
	6.19 This section of the report has described the trip distribution methodology, and this is the same as applied in the LDP traffic assessment modelling of the KSS2 and KSS3 site allocations.

	7.0 Local Development Plan Traffic Modelling and Mitigation Strategy
	7.1 WCBC commissioned a detailed traffic modelling exercise as part of the evidence base for the LDP looking specifically at the traffic impact and mitigation requirements for the two proposed strategic allocations on the east side of Wrexham, namely ...
	7.2 The modelling work was concluded in September 2019 and included recommendations for a number of highway improvement schemes that would be required to mitigate the impact of the cumulative development and information pertinent to the provision of t...
	7.3 An Examination in Public (EiP) was held for the Wrexham LDP and a Statement of Common Ground (SoCG) was prepared by the key KSS2 stakeholders including WCBC, to inform the EiP. The SoCG set out the agreed position of the Council and the Developers...
	7.4 The traffic modelling was undertaken by Vectos Microsim (VM) – now part of SLR) and their detailed Forecasting, Mitigation Proposals & Summary Results Report (September 2019) is provided at Appendix G to this report. The outcomes of the approved L...
	7.5 Following the presentation of the Local Plan modelling conclusions, this section also presents the outcomes of additional testing that has been undertaken using the approved traffic model, to assess the following scenarios relevant to this plannin...
	 An increase in the number of dwellings at the Erlas Park development (KSS2 South) in the pre-link road scenario above that tested previously in the VISSIM model; and
	 A highway improvement scheme at the Greyhound Roundabout.
	7.6 The additional testing of the above scenarios ultimately supports the proposed phasing strategy for the planning application, which proposes to deliver 600 dwellings on the site in the pre-link road scenario. It then demonstrates that a highway im...
	Study Area
	7.7 The extent of the VISSIM model network is shown in Figure 1 of the VM Report at Appendix G. The model includes the A534 Holt Road corridor from the A5152 / Tesco Roundabout in the city centre to the Industrial Estate roundabout on the eastern edge...
	7.8 In addition to these main east-west and north-south corridors the model includes Queensway / Ffordd Montgomery and Hullah Lane which provide alternative routes between Cefn Road and Holt Road, and Borras Road / Borras Park Road which provides an a...
	7.9 The following key junctions are within this modelled network:
	7.10 This modelled network extent was agreed with Council officers who agreed that the model did not need to include the A5156 north of the Borras Park Road junction, and therefore it did not include the A483 Junction 6. This is noted in the SoCG whic...
	7.11 The traffic modelling exercise considered two forecast years, 2023 and 2028. 2028 was selected as this is the end of the LDP plan period, and 2023 reflected the midpoint between 2028 and the modelled base year which is 2018.
	7.12 For these two forecast years, three scenarios were developed:
	7.13 The assumptions on traffic growth, including the use of adjusted TEMPRO in the DM and DS models were agreed with the Council. The inclusion of TEMPRO in the modelling represents a robust approach in that sustained year on year traffic growth is n...
	7.14 In this context it follows that the two assessment scenarios (2023 – 250 units on KSS2 North; 460 on KSS2 South and half of KSS3 and 2028 – full development on all sites) are more tests of different development levels and less tests of traffic le...
	7.15 On this basis, the fact that the level of development included in the 2023 model can no longer materialise in this timeframe, as it has passed, will not have an impact on the findings of the modelling or the mitigation strategy. In other words, i...
	7.16 The trip rates and associated development traffic used in the modelling was agreed with the Council. The KSS2 residential trip generation is based on trip rates from the TRICS database as detailed in chapter 6 of this report.
	7.17 The KSS3 employment trip generation is based on trip rates from large sites in the TRICS “industrial estate” category.
	7.18 Based on the levels of development included in the 2023 and 2028 models, the traffic generation from the three sites in the weekday peak hours is set out in Tables 7.1 and 7.2.
	7.19 The trip distribution used in the VISSIM modelling for the residential development on KSS2 is based on local journey to work patterns derived from the 2011 Census data. Further detail on this is provided earlier in Section 6.
	7.20 The trip distribution used in the modelling for the employment development on KSS3 is based on the distribution to and from the industrial estate zone in the base model, and therefore reflects that of the current industrial estate traffic. The tr...
	7.21 As described above, the Local Plan VISSIM modelling included KSS2 North and KSS3 developments in the future forecast development scenarios for both 2023 and 2028 scenarios. Whilst not committed developments at the time, both sites are now subject...
	7.22 In addition to the above committed developments, the modelling included an element of background traffic growth which increased the 2018 baseline in accordance with projections for increases in traffic informed by TEMPRO. As described earlier in ...
	7.23 Notwithstanding, SLR has considered current committed developments in the area that may be relevant to the assessment, and these are summarised below.
	7.24 Based on the above review, it is concluded that the Local Plan modelling includes traffic levels that would account for the latest committed / planned development in the area that WCBC Highways has requested be considered as part of this assessme...
	7.25 The 2023 DM model runs showed that the addition of KSS2 and KSS3 traffic has some impact on the local road network.
	7.26 In the weekday morning peak the average delay per vehicle increases by circa 17 seconds compared to the DN scenario, which is not a significant level of increase. There are some increases in queue lengths at the Greyhound roundabout; the A5156 ap...
	7.27 In the weekday evening peak the average delay per vehicle is about 40 seconds, which is still not that significant but the increase in delay is almost exclusively on the industrial estate approach to the Industrial Estate roundabout (i.e. people ...
	7.28 On this basis VM recommended a partial signalisation improvement scheme at the Industrial Estate roundabout is implemented at 2023 to address the impact in the evening peak. The scheme includes signalisation of the industrial estate approach to t...
	7.29 These improvements were developed into the improvement scheme shown in CBO (transport consultant for the Bloor and Barratt Homes site) drawing CBO-0322-015, which was included in the EiP SoCG.
	7.30 The modelling showed that the improvement to the Industrial Estate roundabout released more traffic onto the A534 westbound approach to the A534 / A5156 roundabout to the extent that an improvement would be required here as well. On this basis VM...
	7.31 This improvement was developed into the improvement scheme shown in CBO drawing CBO-0322-014, which was included in the EiP SoCG.
	7.32 With these improvements in place the 2023 DS model runs showed the impacts of the KSS2 and KSS3 would be mitigated.
	7.33 In the morning peak the implementation of the traffic signals at the Industrial Estate roundabout actually increases the average delay compared to the DM (some traffic is stopped at the signals when in the DM it free flows), but the increase is o...
	7.34 In the evening peak the implementation of the improvement schemes reduces the increase in delay between the DS and DM to 5 seconds. On the industrial estate approach the 2023 journey time is lower than in the 2018 base.
	7.35 The traffic from the full development of KSS2 and KSS3 has a significant impact on the DM network even allowing for the improvements to the industrial estate and A534 / A5156 roundabouts outlined above, and further mitigation is required in both ...
	7.36 VM undertook a set of DS model runs that included a link road running through the KSS2 site. Inclusion of the link road provides an alternative route from the south to the A5156 / A534 roundabout. This means that traffic from the southern KSS2 si...
	7.37 Likewise, traffic travelling towards Cefn Road south from the north or east of the model can use the link road southbound rather than travelling westwards towards the Greyhound junction and then southbound along Cefn Road.
	7.38 The modelling with the inclusion of the link road showed that some of the impact of development was mitigated but further improvements were required at the A5156 / A534 roundabout.
	7.39 On this basis a second DS model run was undertaken which included widening from 2 lanes to 3, signalisation of the A5156 approach and signalisation of the A534 westbound approach – this approach had already been widened from 2 lanes to 3 in the 2...
	7.40 These improvements were developed into the improvement scheme shown in CBO drawing CBO-0322-016, which was included in the EiP SoCG.
	7.41 With the link road in place and with these improvements to the A534 / A5156 roundabout the modelling shows the impacts of the KSS2 and KSS3 traffic are mitigated. The average delay per vehicle in the morning peak hour only increases by 13 seconds...
	7.42 In the evening peak hour the average delay per vehicle is only 14 seconds higher than the 2028 DN model, despite there being circa 950 more trips completed.
	Improvements to A534 Holt Road / A5156 and Industrial Estate Roundabouts

	7.43 Traffic flows at the A534 Holt Road / A5156 and industrial estate roundabouts are dominated by industrial estate traffic heading to and from the A483. In the weekday morning peak the south and eastbound flows are much higher than the west and nor...
	7.44 As explained above, the improvements at these junctions required in 2023 are primarily aimed at dealing with traffic flows leaving the industrial estate in the evening peak. Similarly, in 2028 the improvement on the A5156 approach to the A534 Hol...
	7.45 In this context it appears likely that the traffic from KSS3 is highly significant in determining the timing of these improvements.
	7.46 Table 7.5 sets out the total traffic flows on these key links during the critical time periods and provides a breakdown of traffic associated with KSS2 and KSS3. It confirms how significant KSS3 is to the timing of the improvements at these junct...
	7.47 On this basis if development on KSS3 does not come forward as quickly as anticipated in the modelling work (or at all in the plan period) then the need for the improvements, or the improvements at the scale identified in the modelling work, would...
	7.48 It is understood that the KSS2 North developer proposes to implement specific improvements at the A534 Holt Road / A5156 roundabout which are in line with the overall mitigation strategy, in conjunction with the development of the KSS2 North site...
	7.49 This is the same scheme identified through the VISSIM modelling to address the impacts of development on the A534 Holt Road / A5156 roundabout in 2023, albeit the extent of widening on the A534 westbound approach has been reduced from 100m to 50m...
	7.50 The Local Plan modelling shows that the KSS2 link road provides benefits primarily in relation to the operation of the Greyhound Roundabout in 2028, and the need for the link road is therefore more likely to be influenced by the levels of develop...
	7.51 Therefore, the Local Plan modelling demonstrated that at least 250 dwellings on KSS2 North and 460 dwellings on KSS2 South can be accommodated prior to the completion of the link road.
	7.52 Additional tests have now been carried out by SLR using the approved VISSIM model to assess the effect of increasing the number of dwellings on KSS2 South in the pre-link road scenario i.e. the 2023 DS model described earlier in this section, to ...
	Pre-Link Road Additional Dwellings Testing

	7.53 The testing has considered increasing the number of dwellings on KSS2 South incrementally, whilst holding all other inputs and parameters in the 2023 DS model the same. From the approved position of 460 dwellings on KSS2 South in the pre-link roa...
	7.54 The results of each test have been reviewed in comparison to the approved 2023 DS model results. A report to present the results has been prepared by SLR’s modelling team and is provided at Appendix H to this report.
	7.55 Based on the results of the additional testing SLR has concluded that delivering around 600 dwellings on KSS2 South (an increase of 140 above that tested previously for the pre-link road scenario for the Wrexham LDP) would not result in any mater...
	7.56 The additional peak hour trip generation associated with a 600-dwelling scenario compared to the 460-dwelling scenario is shown in Table 7.6. This is based upon the agreed trip rates used to inform the modelling for the Local Plan, as presented i...
	7.57 Table 7.6 shows that in the weekday AM peak hour the additional 140 dwellings included in the 600-dwelling test for KSS2 South would have a trip generation of 72 two-way trips, and in the weekday PM peak hour this would be 71 two-way trips, or ro...
	7.58 The VISSIM results show that in terms of the network statistics, in the AM peak the average delay per vehicle increases by only 6.7 seconds (9% increase) when compared to the 460-dwelling scenario.  Average speed per vehicle changes from 27.8mph ...
	7.59 In the PM peak the average delay per vehicle increases by only 9.4 seconds (10% increase) when compared to the 460-dwelling scenario. Average speed per vehicle changes from 25.9mph to 25.1mph – a change of 0.8mph, which is also not a significant ...
	7.60 In terms of the operation of the Greyhound Roundabout, the 600 dwellings scenario does not have any material effect upon queue length when compared to the 460 dwellings scenario. For example, on the Cefn Road approach in the AM peak, the addition...
	7.61 In the PM peak the increase in average queue length on Cefn Road is around two vehicles and on Holt Road East around six vehicles.
	7.62 The effect at other roundabouts is negligible.  For example, at the Golf Club roundabout only the A5156 arm experiences any increase in queuing, of around five vehicles in the AM peak. Also, there is no effect on queues at the Industrial Estate r...
	7.63 In the PM peak there is no effect greater than around one vehicle in terms of average queue length on any arm of the Golf Club roundabout or Industrial Estate roundabout.
	7.64 Looking at journey times, the effect of the additional 140 dwellings on KSS2 South is shown to be negligible. For the four main journey time routes reported in the original 2019 VISSIM forecasting report, the 600 dwellings scenario shows no more ...
	7.65 In the PM peak the journey time changes are similarly small, with some routes reporting a reduction in journey time and only the Holt Road eastbound corridor route showing an increase greater than seven seconds.
	7.66 Overall, the addition of the 140 dwellings on KSS2 South does not materially impact upon the performance of the highway network modelled in VISSIM when compared to the 460 dwelling scenario, without changing the conclusions of the assessment in t...
	Greyhound Roundabout Highway Improvement

	7.67 Whilst the modelling has shown that 600 dwellings could be delivered on KSS2 South prior to the link road being delivered without any material change to network performance compared to the 460-dwelling situation, a potential highway improvement s...
	7.68 The highway improvement scheme at the Greyhound Roundabout is shown in Drawing VN232881-D201 and in Figure 7.1.
	7.69 It comprises a relatively short section of widening on the Cefn Road approach to the roundabout and the Holt Road East approach, along with a widening of the circulatory to provide two circulating lanes. This can all be delivered within the adopt...
	7.70 A version of the approved 2023 DS VISSIM model has been developed that includes these potential changes at the Greyhound Roundabout. All other aspects of the model have been kept the same, the only difference is the inclusion of the proposed chan...
	7.71 Different levels of development in terms of the number of dwellings on KSS2 South have then been tested in the VISSIM model to understand the effects of the Greyhound Roundabout improvement scheme. The results of this exercise are presented in th...
	7.72 Furthermore, it is considered that the proposed improvement scheme at the Greyhound Roundabout would not prejudice the delivery of active travel improvements at the junction, which WCBC is exploring as part of their study of the Holt Road corrido...
	Additional Testing Conclusions

	7.73 Following the additional testing in the VISSIM model as detailed above, it is SLR’s conclusion that around 600 dwellings can be delivered on KSS2 South prior to the link road being delivered on the basis of the highway mitigation proposals specif...
	7.74 Further, if the Greyhound Roundabout improvement scheme is delivered, an additional 200 dwellings (800 in total) could be delivered on KSS2 South without materially altering the performance of the highway network compared to the accepted 2023 DS ...
	7.75 Therefore, it is considered that the proposed phasing strategy for 600 dwellings as part of phase 1 (pre-link road) is supported by the VISSIM modelling. Further dwellings could be delivered in the pre-link road scenario if the highway improvemen...
	7.76 Whilst this planning application does not seek permission for a phase 1 of 800 dwellings, the above information has been presented to inform WCBC regarding the potential highway capacity benefits of a relatively modest improvement scheme at the G...
	7.77 As outlined earlier in this report, the masterplan makes provision for the delivery of the link road at KSS2 by allowing an appropriate corridor through the site of sufficient width to serve as the future link road, and allowing for bus movements...
	7.78 As noted earlier in this section, the modelled network extent was agreed with Council officers who agreed that the VISSIM model did not need to include the A5156 north of the Borras Park Road junction, and therefore it did not include the A483 Ju...
	7.79 An assessment of the number of proposed development trips at Junction 6 has been undertaken however, at the request of the Welsh Government in their scoping response to the Environmental Assessment work that supports the planning application.
	7.80 The A483 forms part of the Trunk Road network in Wales and is under the control of the Welsh Government, including the on and off slips at Junction 6. It follows a broadly north‐south alignment running along the western side of Wrexham and compri...
	7.81 The traffic generation impact of the proposed KSS2 development has been assessed using the outputs from the VISSIM model focusing upon KSS2 development trips at the A5156 arm of the Junction 6 roundabout. These are effectively contiguous with the...
	7.82 To consider the impact of the proposed KSS2 development on the A483, an assessment has been made of the proportional increase in traffic level in comparison to baseline flows at the A483 junction. The additional KSS2 traffic is taken from the nor...
	7.83 Whilst the VISSIM model provides outputs in terms of the number of KSS2 trips at this part of the network, this includes both KSS2 South and KSS2 North (1,680 dwellings in total). As the proposed development of 900 dwellings is 54% of that KSS2 t...
	7.84 The results are presented in Table 7.7. In comparison with the total traffic flows at the junction as recorded in the 2023 survey, the development flows would represent only a 2.4% increase and 1.1% increase in the weekday AM and PM peaks respect...
	Summary

	7.85 The site’s inclusion in the Wrexham LDP has been based upon an extensive evidence base including highways capacity testing that has been agreed with WCBC Highways and presented to the Planning Inspector at the LDP EiP in 2019.  The Erlas Park pro...
	7.86 The Local Plan modelling demonstrates that at least 250 dwellings on KSS2 North and 460 dwellings on KSS2 South can be accommodated prior to the completion of the KSS2 link road.
	7.87 The other mitigation that was identified through the agreed modelling exercise affects the Industrial Estate roundabout and the A534 / A5156 roundabout and is linked primarily with the KSS3 development trips, rather than the KSS2 trips. Notwithst...
	7.88 Additional tests have now been carried out using the approved VISSIM model to assess the effect of increasing the number of dwellings on KSS2 South in the pre-link road scenario to consider whether an increase above the 460 dwellings tested for t...
	7.89 Based on the additional testing using the VISSIM model it is SLR’s conclusion that around 600 dwellings can be delivered on KSS2 South prior to the link road being required on the basis of the highway mitigation proposals specified in the 2023 DS...
	7.90 Therefore, it is considered that the proposed phasing strategy for 600 dwellings as part of phase 1 (pre-link road) is supported by the VISSIM modelling. Further dwellings could be delivered in the pre-link road scenario if the highway improvemen...
	7.91 Whilst this planning application does not seek permission for a phase 1 of 800 dwellings, the above information has been presented to inform WCBC regarding the potential highway capacity benefits of a relatively modest scheme at the Greyhound Rou...
	1.1
	7.92 As outlined earlier in this report, the masterplan makes provision for the delivery of the link road by allowing an appropriate corridor through the site of sufficient width to serve as the link road, and allowing for bus movements. It connects t...
	7.93 An assessment of the number of proposed development trips at the A483 Junction 6 has been undertaken, at the request of the Welsh Government. The traffic generation impact of the proposed KSS2 development has been assessed using the outputs from ...
	In comparison with the total traffic flows at Junction 6, as recorded in a 2023 survey, the development flows would represent only a 2.4% increase and 1.1% increase in the weekday AM and PM peaks respectively. This change in trips is not considered to...

	8.0 Proposed Site Access Capacity Testing
	8.1 To complement the VISSIM modelling, the proposed site access junctions with Cefn Road have been tested further in capacity terms using the JUNCTIONS software package for the northern access and secondary southern access, and LinSig software for th...
	Northern Access

	8.2 The northern site access onto Cefn Road will serve the northern parcel of the residential development, which is expected to accommodate no more than 200 dwellings and is a discrete parcel of development, not connected by road to the rest of the si...
	8.3 The junction has been tested using the industry-standard JUNCTIONS modelling software package.
	Pre-Link Road Scenario
	8.4 In the pre-link road scenario, the northern access is assumed to accommodate 200 dwellings. The traffic flows associated with this level of development are presented in Table 6-1 of this report. The flows have been distributed north and south of t...
	8.5 Flows on Cefn Road for the pre-link road scenario have been extracted from the VISSIM modelling taking the 2023 DN flows to avoid double counting of KSS2 traffic. It should be noted that the 2023 flows in the VISSIM model include some background t...
	Figure 8-1: Proposed Northern Site Access Assessment Flows Pre-Link Road
	8.6 JUNCTIONS model results provide a Ratio of flow to capacity (RFC) value along with an estimation of the likely traffic queues. RFC values between 0.00 and 0.85 are generally accepted as representing stable and acceptable operation conditions. Valu...
	8.7 The results of the junction assessment are summarised in Table 8.1 with the full model outputs provided at Appendix I.
	8.8 It can be seen from Table 8.1 that the proposed northern site access would operate with significant spare capacity in the phase 1 (pre-link road) scenario with no queueing.
	Link Road Scenario
	8.9 In the scenario with the link road in place and all of KSS2 delivered, the proposed Northern site access flows for assessment are shown in Figure 8.2. The flows in and out of the junction are the same as for the pre-link road scenario however the ...
	Figure 8-2: Proposed Northern Site Access Assessment Flows with Link Road
	8.10 The results of the junction assessment are summarised in Table 8.2 with the full model outputs provided at Appendix I.
	8.11 It can be seen from Table 8.2 that the proposed northern site access would operate with significant spare capacity in the phase 2 (link road) scenario, with no queueing.
	Southern Primary Access

	8.12 The southern primary site access onto Cefn Road will serve the southern parcel of development and would also be the terminus of the link road through the KSS2. The junction is designed as a signal-controlled junction with pedestrian and cycle cro...
	8.13 The junction has been tested using the industry-standard LinSig modelling software package. The signal junction has been tested with an all-red phase for the pedestrian crossings and it has been assumed that the crossings are called every cycle. ...
	Pre-Link Road Scenario
	8.14 In the pre link road scenario, for the purposes of assessment, it has been assumed that the southern parcel accommodates 400 dwellings, commensurate with a total development quantum of 600 dwellings across the Erlas Park site. The traffic flows a...
	8.15 Flows on Cefn Road for the pre-link road scenario have been extracted from the VISSIM modelling taking the 2023 DN flows to avoid double counting of KSS2 traffic. It should be noted that the 2023 flows in the model include some background traffic...
	Figure 8-3: Proposed Primary South Site Access Assessment Flows Pre-Link Road
	8.16 LinSig provides results in terms of degree of saturation (DoS), mean max queue (MMQ) and practical reserve capacity (PRC).
	8.17 A signalised junction is considered to be at capacity when the Degree of Saturation on any lane is at around 90%. LinSig sets the theoretical capacity of a lane at 90%. However in practice signal junctions can operate within capacity up to a DoS ...
	8.18 The MMQ represents the worst queue by lane in the modelled time period. The ‘Mean’ refers to the fact that it is the mean over a number of cycles of the maximum queue occurring each cycle.
	8.19 PRC represents the additional traffic that a signalised junction could accommodate based on the worst performing lane assuming a DoS of 90% as being at capacity. A negative PRC indicates that the junction is over its theoretical capacity.
	8.20 The results of the LinSig assessment of the primary southern access for the pre link road scenario are summarised in Table 8.3, with the full LinSig model outputs provided at Appendix J.
	8.21 It can be seen from Table 8.3 that the proposed southern primary site access would operate with spare capacity in the phase 1 (pre-link road) scenario. The maximum DoS is 70.1 on the Cefn Road south approach in the morning peak.
	8.22 It should be noted that, for the purposes of the VISSIM testing, a single point of access to the KSS2 South site was included in the model for the 2023 and 2028 DS scenarios. This access point was coded in as a priority junction in the approximat...
	Link Road Scenario
	8.23 In the link road scenario, flows for the primary southern access have been extracted from the VISSIM model using the 2028 DS2 scenario results. This represents the forecast situation with the link road in place and all of the KSS2 and KSS3 sites ...
	Figure 8.4: Proposed Primary South Site Access Assessment Flows Link Road
	8.24 The results of the LinSig assessment of the primary southern access for the link road scenario are summarised in Table 8.4, with the full LinSig model outputs provided at Appendix J.
	8.25 It can be seen from Table 8.4 that the proposed signal junction arrangement would operate within capacity in the link road scenario. It should be noted that the flows used to test this scenario are robust as they do not include any discount to ac...
	Southern Secondary Access

	8.26 The southern secondary access is designed as a simple priority arrangement with Cefn Road and would serve a relatively limited portion of the site. It is anticipated that it would be possible for vehicles to be able to route through to the link r...
	8.27 The junction has been tested using the industry-standard JUNCTIONS modelling software package.
	Pre-Link Road Scenario
	8.28 In the pre-link road scenario, the access is assumed to accommodate 200 dwellings as a robust test. The traffic flows associated with this level of development are presented in Table 6.1 of this report. The flows have been distributed north and s...
	8.29 Ahead flows on Cefn Road have been taken as the northbound and southbound flows on the primary southern access junction Cefn Road south arm.
	8.30 The results of the junction assessment are summarised in Table 8.5 with the full model outputs provided at Appendix K.
	8.31 It can be seen from Table 8.5 that the junction is expected to operate with significant spare capacity, with no queueing.
	Link Road Scenario
	8.32 In the scenario with the link road in place and all of KSS2 delivered, the flows in and out of the junction are the same as for the pre-link road scenario however the ahead flows on Cefn Road are as per the northbound and southbound flows on the ...
	8.33 The results of the junction assessment are summarised in Table 8.6 with the full model outputs provided at Appendix K.
	8.34 It can be seen from Table 8.6 that the junction is expected to operate with significant spare capacity, with no queueing.
	8.35 To complement the VISSIM modelling, the proposed site access junctions with Cefn Road have been tested further in capacity terms and it has been demonstrated that the proposed access junctions will operate within capacity both in the pre-link roa...

	9.0 Summary and Conclusions
	9.1 Vectos has been instructed by Harworth Estates Investments Ltd to provide transport and mobility advice in relation to a proposed residential development on land to the east of Cefn Road in Wrexham. The proposed development is part of a wider site...
	9.2 The proposed development is located approximately 2km north-east of the centre of Wrexham at the edge of the existing built form and around 2km to the north-west of Wrexham Industrial Estate. The site is generally flat and predominantly in agricul...
	9.3 The highly sustainable nature of the KSS2 site location has already been established through the LDP site allocation process given that it benefits from proximity to a wide range of local facilities providing the potential to make it a very well-c...
	9.4 There are several bus stops located within a 400 metre walk from the site served by buses that provide direct connections during the day to Wrexham City Centre. Bus stops on Holt Road provide connections to Chester.
	9.5 The site is therefore well located for access to bus travel, for commuting and school journeys but also for access to the other facilities and transport links available in Wrexham City Centre. It should be noted that there is an intention that the...
	9.6 There are two railway stations – Wrexham Central and Wrexham General – located on the western side of Wrexham City Centre both approximately 4 kilometres from the site. Both stations can be reached by taking a bus to Wrexham Bus Station and walkin...
	9.7 The site is therefore well located to present opportunities for travel by rail as part of a public transport journey chain.
	9.8 The surrounding highway network has been reviewed in relation to traffic flows and general traffic conditions. A repeat of the set of surveys that were undertaken to inform the VISSIM modelling in 2017/18 has been undertaken in November 2023. The ...
	9.9 Observations of the local highway network reveal that the Greyhound junction operates under generally free flow conditions during the morning and evening peak periods, but with occasional queues forming on Cefn Road and Holt Road North during the ...
	9.10 The highway safety record has been reviewed in relation to recorded personal injury accidents and it has been found that the safety record on this local network can be considered to be good, and does not show any trends that would call into quest...
	9.11 The development proposals align well with the overall national and local policy guidance, being located close to a range of amenities, employment opportunities and public transport links that will help to encourage trips by foot, cycle and public...
	9.12 The number of trips by sustainable travel modes that could be generated by the proposed development throughout a typical day has been calculated. Pedestrian trips are expected to dominate the non-car trip mode share throughout the day with around...
	9.13 The proposed improvements to active travel infrastructure described in section 4 are appropriate to help accommodate the forecast trips by these modes providing for safe pedestrian and cycle links to key local facilities, amenities and employment...
	9.14 The site’s inclusion in the Wrexham LDP has been based upon an extensive evidence base including highways capacity testing that has been agreed with WCBC Highways and presented to the Planning Inspector at the LDP Examination in Public (EiP) in 2...
	9.15 The Local Plan modelling demonstrates that at least 250 dwellings on KSS2 North and 460 dwellings on KSS2 South can be accommodated prior to the completion of the Link Road.
	9.16 The other mitigation that was identified through the agreed modelling exercise affects the Industrial Estate roundabout and the A534 / A5156 roundabout and is linked primarily with the KSS3 development trips, rather than the KSS2 trips. Notwithst...
	9.17 Tests have now been carried out using the approved VISSIM model to assess the effect of increasing the number of dwellings on KSS2 south in the pre-link road scenario to consider whether an increase above the 460 dwellings tested for the Local Pl...
	9.18 Based on the testing, it is SLR’s conclusion that 600 dwellings can be delivered on KSS2 South prior to the link road being delivered on the basis of the highway mitigation proposals specified in the 2023 DS scenario, without materially altering ...
	9.19 Therefore, the proposed phasing strategy for 600 dwellings as part of phase 1 (pre-link road) is supported by the VISSIM modelling. Further dwellings could be delivered in the pre-link road scenario if the capacity improvement scheme at the Greyh...
	9.20 Whilst this application does not seek permission for a phase 1 of 800 dwellings, the above information has been presented to inform WCBC regarding the potential highway capacity benefits of a relatively modest scheme at the Greyhound Roundabout, ...
	9.21 As outlined earlier in this report, the masterplan makes appropriate provision for the delivery of the link road by allowing an appropriate corridor through the site of sufficient width to serve as the link road, and allowing for bus movements. I...
	9.22 An assessment of the number of proposed development trips at junction 6 has been undertaken, at the request of the Welsh Government. The traffic impact of the proposed KSS2 development has been assessed using the outputs from the VISSIM model foc...
	9.23 In comparison with the total traffic flows at the junction as recorded in a 2023 survey, the development flows would represent only a 2.4% increase and 1.1% increase in the AM and PM peak respectively. This change in trips is not material and wou...
	9.24 To complement the VISSIM modelling, the proposed site access junctions with Cefn Road have been tested further in capacity terms and it has been demonstrated that the proposed access junctions will operate within capacity both in the pre-link roa...
	9.25 It is concluded that there are no highways or transportation grounds for refusal of the planning application for Erlas Park.
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