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1.1 Background 

1.1.1 The BEE involves the construction of 1.7km of both on street and off-street twin-tracked 
tramway, and subsequent operation of the tram system.  The BEE route starts from the existing 
section of the Birmingham City Centre Extension (BCCE) at Bull Street/Corporation Street 
providing a new link to the proposed HS2 Station at Curzon Street and terminating at High 
Street Deritend to the east of Birmingham City Centre.  

1.1.2 This technical appendix assesses the impact of the BEE upon traffic and transport within the 
vicinity of the BEE track alignment and ‘offline’ locations agreed with Birmingham City Council 
(see ES Volume 2 Technical Appendix L2). In particular it considers the impact of the BEE upon 
the highway network, the public transport network, active modes (walking/cycling) and road 
safety. 

1.1.3 This technical appendix should be read in conjunction with Chapter 9: Traffic and Transport in 
ES Volume 1: Main Statement and is supported by a Transport Assessment (TA) in ES Volume 
2 Technical Appendix L2.  

1.1.4 Modifications must be made to the existing highway network for the inclusion and prioritisation 
of the BEE within the existing urban environment, whilst also providing vehicular, pedestrian 
and cycling access. The BEE trams will operate on a fixed and clearly identified route, requiring 
priority at signalised junctions and remaining on segregated track where appropriate to ensure 
the most efficient service. 

1.1.5 The following base, opening and future year scenarios have been assessed: 
 2011 Base Year (SATURN model); 
 2015 Base Year (traffic surveys); 
 2021 (year of opening); and 
 2031 (future year). 

1.1.6 Two main scenarios were assessed for the 2021 Opening Year and 2031 Future Year: 
 Do-Minimum (DM) – this includes all future committed development and transport schemes 

but without the BEE; and 
 Do-Something (DS) – as above but with the BEE operational. 

1.2 Legislation, Policy Guidance and Best Practice 

1.2.1 This section provides an overview of the legislation and guidance most relevant to the BEE. 
Both national and local planning policy has been considered with regard to the proposed 
development. 

1.2.2 The following documents have been considered: 
 National Planning Policy Framework, 2012; 

1 Traffic and Transport 
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 ‘Creating Growth, Cutting Carbon: Making Sustainable Local Transport Happen’, 2011; 
 ‘Future of Transport – A network for 2030’, 2004; 
 West Midlands Strategic Transport Plan: Movement for Growth, 2015 
 West Midlands Combined Authority – Strategic Economic Plan, 2016 
 West Midlands Local Transport Plan, 2011; 
 The Midlands HS2 Growth Strategy, 2015; 
 Greater Birmingham and Solihull Local Enterprise Partnership, Strategic Economic Plan, 

2014; 
 Greater Birmingham and Solihull Local Enterprise Partnership, Birmingham City Centre 

Enterprise Zone, Investment Plan 2013/2014 – 2022/2023; 
 Towards a World Class Integrated Transport Network, 2013; 
 Birmingham Development Plan, 2031; 
 Big City Plan, 2010; 
 Birmingham Connected White Paper, 2014; 
 Curzon Street HS2 Masterplan, 2015; and 
 Birmingham Smithfield Masterplan, 2016. 

National policy 

National Planning Policy Framework (NPPF), 2012 

1.2.3 The NPPF sets out the Government's planning policies for England and how these are expected 
to be applied. The NPPF must be taken into account in the preparation of local and 
neighbourhood plans and is a material consideration in planning decisions. 

1.2.4 Supporting sustainable development is the overarching purpose of the planning system. There 
are three dimensions to sustainable development: 
 An economic role – contributing to building a strong, responsive and competitive economy 

by ensuring that sufficient land of the right type is available in the right places and at the 
right time to support growth and innovation. 

 A social role - supporting strong, vibrant and healthy communities by providing the supply 
of housing required to meet the needs of the present and future generations. 

 An environmental role – contributing to protecting and enhancing our natural, built and 
historic environment. 

1.2.5 Chapter 4 of the NPPF (‘Promoting Sustainable Transport’) identifies the important role that 
transport can play in facilitating sustainable development and contributing to wider sustainability 
and health objectives. “The transport system needs to be balanced in favour of sustainable 
transport modes, giving people a real choice about how they travel”. 

1.2.6 Encouragement should be given to solutions which support reductions in greenhouse gas 
emissions and reduce congestion. Of particular relevance is, is paragraph 31 which notes, 
“Local authorities should work with neighbouring authorities and transport providers to develop 
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strategies for the provision of viable infrastructure necessary to support sustainable 
development, including transport investment necessary to support strategies for the growth of 
ports, airports or other major generators of travel demand in their areas.” 

1.2.7 Furthermore, the NPPF is supported by National Planning Practice Guidance which provides a 
basis for which the Transport Assessment was undertaken and guidance regarding 
Environmental Impact Assessments. 

‘Creating Growth, Cutting Carbon: Making Sustainable Local Transport Happen’, 2011 

1.2.8 In 2011 the Department for Transport (DfT) produced a White Paper entitled “Creating Growth, 
Cutting Carbon – Making Sustainable Local Transport Happen”. This maintains the focus on 
enabling sustainable mode choices and active travel to reduce dependency on car journeys 
through greater integration with local land use planning. The 2011 White Paper also looks to 
decentralise planning and economic power through the Localism Bill and Regional Growth 
Funds / Local Enterprise Partnerships. This document emphasises: 
 the contribution of transport to the economy; 
 the challenge of cutting carbon from the transport system; 
 the challenge of making the best use of existing infrastructure to reduce congestion; and 
 the promotion of sustainable modes. 

1.2.9 It is considered that BEE will provide opportunities to improve public transport access to the 
Eastside area. It is anticipated that the BEE could reduce vehicular congestion through 
encouragement to utilise the Midland Metro network. For this reason it is considered that the 
BEE is compliant with national policy. 

‘Future of Transport – A network for 2030’, 2004 

1.2.10 This White Paper produced by the DfT provides guidance on the future policies in transport, 
with an emphasis on three central themes: 
 Sustained investment – the spending review outlined the Government’s commitment to 

deliver sustained improvements to transport networks; 
 Improvements in transport management – reorganising the rail industry to improve 

performance, drive down costs and get better value from public spending; and 
 Planning ahead – national, regional and local governments will ensure that transport 

decisions are taken alongside decisions on liveability, sustainable communities and other 
policy areas. 

1.2.11 The document outlines the need for a transport network that can meet the challenges of a 
growing economy and the increasing demand for travel, but can also achieve environmental 
objectives. 
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Regional and local policy 

West Midlands Strategic Transport Plan: Movement for Growth, 2015 

1.2.12 The West Midlands Integrated Transport Authority (WMITA) was established to “plan for, and 
deliver, a transport system across the West Midlands Metropolitan area that will boost our 
regional economic and improve the family lives of our residents and workers.” An overarching 
theme of the Movement for Growth document therefore is unlocking the economic potential of 
HS2 by improving local accessibility to the HS2 Curzon Street Station. 

1.2.13 The WMITA Movement for Growth document sets out the vision and strategy for how they will 
achieve their objectives. 

1.2.14 Investment in infrastructure (highway improvements, increasing rail capacity, public transport 
improvements and cycling / walking investment) and ‘behaviour change’ (informing people to 
make the best travel choice) will achieve three key aims: 
 Improved national and regional links to boost the economy. 
 Improved links across the Metropolitan Area to provide better access to jobs, leisure and 

services. 
 Improved links within local communities to reduce their reliance on cars for short distance 

trips. 

The vision for the public transport network is based on a suburban rail, Metro – light rail, tram – 
train, very light rail and SPRINT (Bus Rapid Transit) lines running on suitable routes of one 
single network. This will be integrated with local bus services and underpinned by park & ride, 
passenger information, promotion and ticketing. 

West Midlands Combined Authority – Strategic Economic Plan, 2016 

1.2.15 The West Midlands Strategic Economic Plan (SEP) sets out the vision, objectives, strategy and 
actions to improve the quality of life for everyone who lives and works in the West Midlands. 

1.2.16 The SEP’s ambition is based on the recognition that, through devolution, the West Midlands’ 
assets can be enhanced to benefit not only its residents and businesses, but the entire nation. 

1.2.17 Eight priority actions for the West Midlands are presented within the SEP (page 8), with priority 
action ‘5’ being: 
 HS2 Growth: maximising the benefits of the largest infrastructure project in Europe. 

1.2.18 The WMCA’s vision is to fully maximise the benefits of HS2 in order to drive economic growth 
across the Midlands. Within priority action 5 (page 46) it states in order to achieve this, a 
programme of investment in connectivity improvements will be implemented to facilitate access 
to the HS2 hubs for workers, residents and businesses.  
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1.2.19 The extension of the Midland Metro network and creation of an interchange within the HS2 
Curzon Street Station will provide access from Birmingham, West Bromwich and 
Wolverhampton among other locations to the station. This will facilitate access to the largest 
infrastructure project in Europe for workers, residents and businesses in the Midlands. 

West Midlands Local Transport Plan, 2011 

1.2.20 The West Midlands Local Transport Plan (WMLTP) 2011-2026 is a statutory document which 
focuses on providing sustainable travel and transport choices in the West Midlands with 
improved connectivity within and between centres. The WMLTP lists a set of policies on how 
Transport for West Midlands plan to deliver the various elements of their strategy. In relation to 
the BEE this includes: 
 “A rail and rapid transit network, a ‘backbone for development’.”(page 76)’; 

– local rail network will be expanded in order to meet the forecasted growth in patronage; 
– high levels of service standards and accessibility will be delivered on the rail network. 

This will include a reliable surface and several possible routes to take the customer as 
close as they need to the desired location; 

– the rapid transit network will be expanded, aiming towards a zero emissions target in 
order to create sustainable transport system; and 

– identify rapid transit alignments and develop interim rapid transit to improve access in 
and around Birmingham City. 

 “Improved safety and security”: 
– reductions in numbers of casualties is sought, including achieving an understanding 

where and why collisions occur and with whom. By carrying out this research, 
commuting can become as safe as possible to ensure people using and not using the 
transport are kept as safe as possible; and 

– measures will be taken to reduce actual and perceived safety concerns towards public 
transport use. 

1.2.20.1 The WMLTP also identifies rapid transit network as “integral to promoting thriving centres” (page 
47) such as Birmingham Eastside (identified in the WMLTP as an “Impact Investment Location”, 
page 19), whilst seeking to improve interchange facilities that link rail, bus, coaches and rapid 
transit networks. 

1.2.20.2 Midland Metro extensions in Birmingham City Centre and new rapid transport lines in 
appropriate high volume corridors are seen as a primary transport challenge facing the 
Birmingham Metropolitan Area (page 69). 

1.2.21 In summary, the West Midlands Combined Authority ('WMCA') plan on building a fast and 
reliable Midland Metro extension to serve key locations, whilst becoming a more sustainable 
method of transport aiming to emit zero emissions (objective K02, page 38).The WMCA also 
plan on carrying out research to ensure this method of transport is as safe as possible for users 
and non-users of the Midland Metro network. 
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The Midlands HS2 Growth Strategy, 2015 

1.2.22 The Midlands HS2 Growth Strategy produced by the Greater Birmingham and Solihull Local 
Enterprise Partnership (GBS LEP, July 2015) sets outs an approach to maximise a “once in a 
generation opportunity to deliver unprecedented growth and leave a lasting legacy for future 
generations.”  

1.2.23 The opportunity presented by HS2 will see the Midlands positioned at both the geographic and 
strategic centre of the UK’s transport network. The region will not only benefit from billions of 
pounds of new infrastructure but also the opportunities for stimulation of new development, jobs 
and inward investment. 

1.2.24 GBS LEP states that HS2 will create a step change in the Midland’s economic performance, 
driving growth and significantly improving outcomes for its people, businesses and places. The 
growth strategy responds to the recommendations of the HS2 Growth Task Force and the 
challenge for local areas to demonstrate how they are going to respond to the opportunities 
presented by HS2. 

1.2.25 The growth strategy focuses on getting Birmingham and the West Midlands ready to drive 
economic growth for the benefit off both current and future generations. Getting the Midlands 
ready will require focused long-term planning and investment with prioritised and phased 
delivery. 

1.2.26 An integrated Midland Metro tram stop at New Canal Street will provide HS2 travellers with fast 
and efficient connections to the wider Birmingham City Centre. Additional tram stops will 
transform connections and boost the regeneration potential of Digbeth and Eastside areas, 
whilst efficiently connecting the HS2 Curzon Street Station to Birmingham and the West Midland 
region’s public transport network including the city centre rail stations. 

Greater Birmingham and Solihull Local Enterprise Partnership, Strategic Economic Plan, 2014 

1.2.27 GBS LEP submitted its Strategic Economic Plan (SEP) to Government in March 2014. The 
GBSLEP asked for funding for a total of 35 major projects totalling an investment of £86.3m. 

1.2.28 The SEP sets out how the LEP will help deliver the following: 
 an additional 50,000 jobs (100,000 jobs already committed); 
 14,315 new homes; and 
 £2.3bn GVA over ten years. 

1.2.29 The GBS LEP as a result have helped lever government funds for the BEE aimed at linking the 
city centre and Brindleyplace (via the extension to Edgbaston) to the HS2 Curzon Street 
Station, Eastside and Digbeth (also referring to the Digbeth Enterprise Zones). 
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GBS LEP, Birmingham City Centre Enterprise Zone, Investment Plan 2013/2014 – 2022/2023 

1.2.30 The GBS LEP has documented the Investment Plan 2013/2014 – 2022/2023 in order to show 
their aspirations and proposals for the Birmingham City Enterprise Zone (EZ). The Birmingham 
City EZ includes 26 sites within seven clusters in the city centre including Eastside.  

1.2.31 One of the identified EZ’s is the ‘Southern Gateway’ site. This site is subject to £45.5 million 
investment in order to relocate the wholesale markets and deliver a new vibrant city centre 
destination. Furthermore, superfast broadband will be provided to the Southern Gateway area 
along with other IT clusters in Birmingham City Centre. 

1.2.32 The 22 hectare site labelled the “Southern Gateway” occupies a key strategic location 
connecting the Bullring, Cite Core and business area. The area is a major development 
opportunity with close proximity to major transport links such as New Street Station, Moor Street 
Station and HS2 Curzon Street Station. There will be a focus on leisure, retail, food markets, 
commercial and residential space. 

1.2.33 Additionally, improved public transport will support greater accessibility for growth opportunities 
in the area. Proposals for the Midland Metro include: 
 “The Metro Extension to Broad Street and refurbishment of Centenary Square were 

identified as key infrastructure proposals in the Investment Plan (£25 million contribution to 
a £42.4 million project) which will support the development of Paradise Circus and Arena 
Central sites.”; and 

 “A revised Transport and Works Act Order was also submitted to the Department for 
Transport in December 2013, together with the Land Acquisitions and Variations Order to 
obtain rights over land to construct the Metro. The scheme is programmed to start on site in 
2015/2016.” 

1.2.34 The investment plan has also been updated to provide a longer term approach to investment, in 
order to drive forward economic growth. In regards to the Midland Metro, the vision is to improve 
connectivity for commuters, visitors and others leading to a major beneficial impact upon this 
part of the city centre. 

Towards a World Class Integrated Transport Network, 2013 

1.2.35 Towards a World Class Integrated Transport Network (April 2013) “sets out the long term vision 
and strategy framework to help transform the transport system serving the West Midlands.” 

1.2.36 The document highlights Transport for West Midlands’s vision for the Metro including: 
 “To provide key targeted corridors, within the Rail and Rapid Transit Network, with a high 

capacity, rapid form of public transport, demonstrating good value for money.”; 
 “For light rail and tram-train in the West Midlands to provide services in appropriate High 

Volume Corridors with the following characteristics:” 
– Service speed of 25 / 35 km / hr (light rail) and 25 / 50 km / hr (tram - train). 
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– High levels of reliability through high levels of segregation from general traffic. 
– Attractive and accessible stops and services. 
– Daytime frequencies of 5 - 10 minutes (light rail) and 5 - 30 minutes (tram - train). 
– Delivery of permanent, visible and effective infrastructure in towns and city centres. 
– Integration with local bus services. 

1.2.36.1 In regard to the BEE it is identified within this document as a Strategic Transport Intervention 
(part of the HS2 Connectivity transport package fund), earmarking the development to be in 
operation between 2019 and 2024 (page 105). Along with other transport schemes such as 
SPRINT (also identified as part of the HS2 Connectivity transport package fund), the BEE will 
help increase transport interchange opportunities in Birmingham City Centre. 

1.2.37 Ensuring a fast and reliable tram service will increase the Midland Metro’s patronage, gradually 
reducing congestion. Frequent trains at accessible stops give the customer autonomy in their 
journey, with a greater number of services and improved accessibility. 

Birmingham Development Plan, 2031 

1.2.37.1 The Birmingham Development Plan (BDP) is set to replace the Unitary Development Plan 
(UDP, adopted 2005) for Birmingham although is currently under a holding direction by the 
Secretary of State. This is due to a request from Sutton Coldfield MP to call in the BDP in 
relation the relaxation of the Green Belt included within the document. Birmingham City Council 
(BCC) have thereby been directed not the take any steps in connection with the adoption of the 
BDP. 

1.2.37.2 Despite the holding direction the issue in question is several miles from the city centre, therefore 
the principles of the BDP within the city centre are unlikely to change. 

1.2.38 Highlighted in the BDP though, by 2031 BCC aim to make Birmingham a renowned, 
enterprising, innovative and green city. The BDP contains visions, objectives and strategies 
covering resident’s lifestyle to the economic growth of the city. In relevance to the Metro, the 
BDP states the following: 
 “To provide high quality connections throughout the City and with other places including 

encouraging the increased use of public transport.”; and 
 “Transport improvements, as set out in the BDP, will be required to support the overall 

strategy for growth and ensure that the City has a world class transport network that is 
delivered in the most sustainable way.” 

Big City Plan, 2010 

1.2.39 The Big City Plan (BCP) 2010 is a non-statutory planning and regeneration framework that 
highlights the city centre Masterplan, covering matters such as transformation, growth, 
sustainability, walkability, connectivity and heritage. 

 

 

MMD/300207/HS30/DOC/1000/1033/B October 2016  
http://pims01/pims/llisapi.dll?func=ll&objId=2090068937&objAction=viewheader 

8 



 Birmingham Eastside Extension 
Traffic and Transport Technical Information 
 

 

1.2.40 Regarding connectivity, there is information on the Metro and the extension from Snow Hill 
Station to New Street Station. Transport for West Midlands’s vision for an improved integrated 
bus network is also highlighted, including concepts such as SPRINT (rapid bus service). The 
following statement is made concerning the transport throughout the city: 
 “The challenge for the future will be to improve the quality of the transport environment and 

the efficiency of the transport network, making the city centre a place that encourages 
people to move around on foot, bike and public transport.” 

1.2.41 The BCP focuses on the environment of the transport network as well as the efficiency of it to 
ensure that the perception of attractiveness is increased in order to appeal to the population of 
Birmingham, whilst also providing them with a safe and enjoyable journey.  

Birmingham Connected White Paper, 2014 

1.2.42 The Birmingham Connected White Paper launched in November 2014 follows on from the 
previous Birmingham Mobility Action Plan. Birmingham Connected is directly linked to the 
policies and strategies set out in the Birmingham Development Plan which sets out a strategy 
for job growth, housing supply growth and sustainable progress. Its aim is that Birmingham 
Connected will become the “umbrella for all transport planning activity across the city”. 

1.2.43 Transport is understood as a vitally important factor in realising Birmingham’s potential, and 
investment in a radically improved integrated transport system will support sustainable 
economic growth, job creation and linking communities. The five core objectives of Birmingham 
Connected are: 
 Efficient Birmingham - facilitate the city’s growth agenda in the most efficient and 

sustainable way possible, strengthening its economy and boosting jobs; 
 Equitable Birmingham - facilitate a more equitable transport system, linking communities 

together and improving access to jobs and services; 
 Sustainable Birmingham - specifically reduce the impact of air and noise pollution, 

greenhouse gas emissions and energy consumption; 
 Healthy Birmingham - contribute to a general raising of health standards across the City 

through the promotion of walking and cycling and the reduction of air pollution; and 
 Attractive Birmingham - contribute to enhancing the attractiveness and quality of the urban 

environment in local centres, key transport corridors and the city centre. 

1.2.44 Birmingham Connected provides a 20-year vision where a £1.2 billion integrated public 
transport network is in place. The Midland Metro mass-transit system would sit at the top of a 
public transport hierarchy, supported by buses and improved trunk roads. A minimum of three 
more Metro lines is an objective of Birmingham Connected including the BEE (page 21). 
Birmingham Connected states that Metro remains the preferred ultimate choice for certain 
corridors, although a SPRINT service would provide a reasonable starting point and sound 
business case for ‘conversion’ to Metro at a later date (page 21). 
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Curzon Street HS2 Masterplan, 2015 

1.2.45 The Curzon Street HS2 Masterplan has been adopted by Cabinet as Birmingham City Council’s 
vision and framework for future development of the HS2 city centre terminus and wider 
regeneration of Eastside and Digbeth. The Masterplan incorporates a 140 hectare area 
(Eastside and Digbeth) concerning much of the proposed BEE track alignment. The masterplan 
provides a strategic framework focused on encouraging development and regeneration, with an 
emphasis on transport as a facilitator of this. Birmingham Connected defines the vision for 
Birmingham’s transport network, and played a vital role in producing the proposals in the 
Curzon Masterplan. 

1.2.46 The masterplan identifies a range of development opportunities, with significant focus upon the 
proposed HS2 Curzon Street Station (located within the masterplan boundary). The masterplan 
seeks to promote growth in order to achieve an increase in job provision (14,000 net), 2,000 
new homes and a £1.3 billion economic uplift. 

1.2.46.1 The BEE is a key proposal within the masterplan, in ensuring the area has a fully integrated 
transport network (page 14).  

1.2.46.2 The Curzon Street Masterplan Transport Strategy (AECOM, 2015) is a document that considers 
the transport implications of the Curzon Street HS2 Masterplan, with the BEE highlighted as an 
essential tool in order to fulfil the regeneration and development potential of the area. The 
document states that the proposals included in the Masterplan will generate747 and 656 Metro 
passengers during the AM and PM peak hours respectively). 

1.2.46.3 The BEE Metro extension therefore plays a pivotal role in the Curzon Street HS2 Masterplan 
and connectivity to the Masterplan area. 

Birmingham Smithfield Masterplan, 2016 

1.2.46.4 The Birmingham Smithfield Masterplan is currently being considered post-consultation. Once 
finalised, the Masterplan will be used to inform decisions on future development and investment 
in the Masterplan boundary. 

1.2.47 The recent publication of the Birmingham Smithfield Masterplan for public consultation (March, 
2016) builds upon the visioning document for the Smithfield area. The masterplan sets out to 
create a distinctive place, with high quality architecture, public spaces and a dynamic new 
residential neighbourhood.  

1.2.48 The future for Birmingham Smithfield includes 300,000 square metres of new floorspace, 2,000 
new homes and an investment value of over £500 million. 

1.2.49 There are three development principles highlighted in the masterplan: 
 Connectivity; 
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 Activity; and 
 Design. 

1.2.50 With connectivity highlighted as one of three development principles, the development of the 
Smithfield area is set to deliver radical improvements to accessibility, and will reconnect the site 
to the wider city. This will be achieved through the enhancement of walking, cycling and public 
transport (with the proposed BEE route bounding the northern boundary of the Smithfield 
Masterplan). 

1.2.51 The masterplan also alludes to the redevelopment of Birmingham New Street Station, the 
proposed HS2 link and the proposed BEE as providing unrivalled accessibility. Bus services 
and SPRINT are also identified in the masterplan, providing quick and efficient ways of getting 
to and from the Smithfield area. 

1.2.52 A largely car free environment is proposed, with private cars being moved around the edges of 
the area. Parking will be rationalised, with provision for a multi-storey car park on the periphery 
of the area. Park & Ride facilities though are proposed to serve the Midland Metro. 

1.2.53 Transport is an integral part of the Smithfield masterplan, and the development of the Midland 
Metro on its northern boundary will enhance accessibility to this area. 

Best practise 

1.2.54 Guidance for the assessment of the environmental effects of traffic is provided by the Institute of 
Environmental Assessment (now the Institute of Environmental Management and Assessment – 
IEMA) in the document Guidelines for the Environmental Assessment of Road Traffic (IEMA, 
1993). 

1.2.54.1 Guidance and general principles for the assessment of the level of impact of severance are also 
provided in the Department for Transport (DfT) Design Manual for Roads and Bridges, Volume 
11 (Ref 11-4). This document has therefore also been utilised to inform forthcoming 
assessments. 

1.3 Methodology 

Spatial scope 

The study area for the assessment aligns with the study area used in the TA (ES Volume 2 
Technical Appendix L2). BCC, as the Local Planning and Highway Authority, has been involved 
in the derivation of the extent of the study and with the methodology adopted (extent of study 
area resultantly agreed in the TA scoping exercise with BCC). 

1.3.1 The study area includes: 
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 existing and potential (i.e. committed schemes) transport infrastructure that is directly 
affected by the route of the BEE; and  

 transport infrastructure remote from the BEE where potential impacts are forecast e.g. 
remote highway junctions and parking areas. This has been agreed with BCC. 

1.3.2 All junctions located directly on the BEE alignment (online junctions) are to be assessed in 
terms of capacity with existing and future traffic flows. A list of online junctions is shown in Table 
1.1. 

Table 1.1: List of online junctions 

Reference Junction  Existing Proposed 

1 Corporation Street / Bull Street Signalised Signalised 

2 Bull Street / Dale End Priority Signalised 

3 Albert Street / New Meeting Street Priority Removed 

4 Moor Street Queensway / Albert Street Signalised Signalised 

5 New Canal Street / Fazeley Street Signalised Signalised 

6 New Canal Street / Bordesley Street Priority Signalised 
7 Meriden Street / Coventry Street Priority Priority 

8 Digbeth B4100 / Meriden Street Signalised Signalised 

9 Digbeth B4100 / Mill Lane Priority Priority 

10 Digbeth B4100 / Oxford Street Priority Signalised 

11 Digbeth B4100 / Rea Street Signalised Signalised 

12 High Street Deritend / Milk Street Signalised Signalised 

13 High Street Deritend / Floodgate Street Priority Priority 

14 High Street Deritend / Stone Yard Priority Priority 

15 High Street Deritend / Chapel House Street Priority Priority 

16 High Street Deritend / Heath Mill Lane Signalised Signalised 

17 High Street Deritend / Alcester Street Signalised Signalised 

18 High Street Deritend / Adderley Street Priority Priority 

1.3.3 It was also agreed with BCC that four offline junctions (junctions not directly on the BEE 
alignment) would also be assessed. The offline junctions are shown in Table 1.2. 

Table 1.2: List of offline junctions 

Reference Junction  Type 

1 Moor Street Queensway / Masshouse Lane Signalised 

2 Moor Street Queensway / Park Street Signalised 

3 Moat Lane Gyratory Part signalised gyratory 

4 Heath Mill Lane / Liverpool Street Signalised 
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Surveys 

1.3.4 As part of the TA (ES Volume 2 Technical Appendix L2), where existing traffic data was not 
available, survey data was collected to: 
 validate junction capacity models; 
 quantify parking that will be affected by the BEE; and  
 quantify the impact on existing pedestrian infrastructure that will be affected by the BEE. 

1.3.5 The data collated as part of this survey exercise was used to establish a 2015 surveyed base 
year for the purpose of detailed junction assessments. 

1.3.6 No additional surveys were undertaken as part of the EIA. 

Birmingham City Centre SATURN model 

1.3.7 A comprehensive traffic modelling exercise has been undertaken by Steer Davis Gleave using 
BCCs existing SATURN traffic model, in order to assess the impacts of the BEE on the wider 
strategic road network. 

1.3.8 Outputs from the SATURN model were provided for the AM and PM peak hours for the following 
scenarios: 
 2011 Base Year; 
 2021 Opening Year Do-Minimum; 
 2021 Opening Year Do-Something; 
 2031 Future Year Do-Minimum; and 
 2031 Future Year Do-Something. 

Period of assessment 

1.3.9 The traffic flows provided by the BCC SATURN model are for weekday peak hour movements 
(between 08:00 and 09:00 and 17:00 and 18:00). This data was then factored to 18 hour 
weekday (AAWT – Annual Average Weekday Traffic) and 24 hour daily traffic flows (AADT-
Annual Average Daily Traffic). The methodology used to convert weekday peak hour SATURN 
data into AAWT and AADT data is discussed in greater detail below.  

Temporal scope 

1.3.10 The TA and the following chapter considers the following traffic flow scenarios: 
 2011 Base Year (SATURN model); 
 2015 Surveyed Base Year; 
 2021 Opening Year (Do-Minimum and Do-Something); and 
 2031 Future Year (Do-Minimum and Do-Something). 
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Calculation of daily and weekday traffic  

1.3.11 The AM and PM traffic flows from the SATURN model were converted to Annual Average 
Weekday Traffic (AAWT) and Annual Average Daily Traffic (AADT) flows for use within the 
assessment. This process required the following calculations to be undertaken: 
 conversion factors to expand hourly data provided by SATURN; 
 deriving Heavy Duty Vehicles (HDV) proportions for periods outside the Weekday AM and 

PM peak period; and 
 deriving speed factors for periods outside the Weekday AM and PM peak period. 

1.3.12 The approach used follows that also used to assess the Centenary Square Extension Midland 
Metro route from Birmingham New Street Rail Station to Centenary Square. 

Conversion factors to expand hourly data provided by the SATURN model  

1.3.13 One hour data for both the AM and PM peak period traffic data outputs from the SATURN 
model were converted to 24 hour AADT and 18 hour AAWT for use within this assessment 
using data extracted from the permanent loop counter EX01A which is located on the A38 Aston 
Expressway.  

1.3.14 Data from permanent site EX01A was used to derive factors for volume flow in 2015. Table 1.3 
shows a summary of the resulting factors. 

Table 1.3: All traffic SATURN combined peak hours to AADT/AAWT expansion factors 

Periods for EIA Assessment  Expansion factor 

AADT24 6.405  
AAWT18hr (06:00-24:00)  6.873  

Deriving HDV proportions for periods outside the Weekday AM and PM peak period 

1.3.15 Data from Birmingham Cordon Automatic Traffic Count (ATC) sites has been used to derive 
factors for HDVs which have been applied to the combined AM and PM peak period SATURN 
model traffic data. Table 1.4 shows a summary of the resulting factors. 

Table 1.4: HDV SATURN model combined peak hours to HDV AADT/AAWT expansion factors 

Periods for EIA Assessment  Expansion factor 
AADT24 9.281  
AAWT18hr (06:00-24:00)  8.022  

Deriving speed factors for periods outside the Weekday AM and PM peak period 

1.3.16 In order to extrapolate classified speed data for analysis of the BEE, wider area data collected 
for the Birmingham Cordon ATC sites around Birmingham City Centre were used. The factors 
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below were applied to the average of the SATURN peak hours in order to calculate the required 
24 hour and 18 hour period speeds. Table 1.5 shows a summary of the resulting factors. 

Table 1.5: SATURN speed average peak hours to AADT/AAWT Expansion Factors 

Periods for EIA Assessment  Expansion factor 
AADT24 1.079  
AAWT18hr (06:00-24:00)  1.054  

Impacts 

1.3.17 Guidelines for the Environmental Assessment of Road Traffic (IEMA,1993) lists the following 
environmental impacts relevant to transport that should be considered as part of a traffic and 
transport assessment: 
 severance; 
 driver delay; 
 pedestrian delay; 
 pedestrian amenity; 
 fear and intimidation; 
 accidents and safety; and 
 hazardous loads. 

1.3.18 All of the above have been included in this assessment apart from hazardous loads, which, as 
stated in the Scoping Report (ES Volume 2 Technical Appendix H), will be excluded as during 
construction and operation the BEE is not expected to generate any such traffic. 

1.3.19 The potential impacts to be addressed within this EIA chapter are summarised as follows: 

Severance 

1.3.20 The IEMA guidance states that “severance is the perceived division that can occur within a 
community when it becomes separated by a major traffic artery”. Further, “Changes in traffic 
flow of 30%, 60% and 90% are regarded as producing ‘slight’, ‘moderate’ and ‘substantial’ 
changes in severance respectively” (IEMA 1993, 4.31). However, the guidance acknowledges 
that the measurement and prediction of severance is extremely difficult. The assessment of 
severance pays full regard to specific local conditions, in particular the location of pedestrian 
routes to key local facilities and whether or not crossing facilities are provided. 

1.3.21 Volume 11, Section 3, Part 8, Chapter 6 of the DMRB titled, “Pedestrians and Others and 
Community Effects”, provides further guidance on this aspect of new severance. It states that 
new severance should be described in terms of “Slight”, “Moderate” or “Severe” and that these 
categories “should be coupled with an estimate of the numbers of people affected, their location 
and the community facilities from which they are severed.” In addition (with specific reference to 
relief from existing severance), it acknowledges that there is a traffic flow threshold below which 
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changes in severance are not considered significant (existing 24 hour AADT daily flow below 
8,000 vehicles). This is summarised in Table 1.6 below. 

Table 1.6: Pedestrian severance levels 

Severance level Traffic flow (24 hour AADT) 

Slight <8,000 

Moderate 8000 – 16,000 

Severe >16,000 

Pedestrian delay 

1.3.22 IEMA guidance states that pedestrian delay impacts, associated with people’s ability to cross 
roads, can be caused by the following changes in road traffic: 
 volume; 
 composition; and 
 speed. 
The assessment of pedestrian delay will be based on the assessor’s professional judgement as 
to whether changes to pedestrian delay are considered to be significant. 

Pedestrian amenity 

1.3.23 Broadly defined as the relative pleasantness of a journey, it is affected by traffic flow, traffic 
composition and pavement width/separation from traffic. The guidance suggests a tentative 
threshold for judging the significance of changes in pedestrian amenity of where traffic flow (or 
its lorry component) is halved or doubled. For the purpose of this assessment, consideration will 
be given to changes in HDV flows in place of just lorry flows.  

Driver delay  

1.3.24 Such delays “are only likely to be significant when the traffic on the network surrounding the 
development is already at, or close to, the capacity of the system.”(IEMA 1993, 4.34) The 
capacity of a road or a particular junction can be determined by establishing the Ratio of Flow to 
Capacity (RFC). 

Fear and intimidation  

1.3.25 The impact of this is dependent upon the volume of traffic, its HGV composition, its proximity to 
people or the lack of protection caused by such factors as narrow pavement widths. The IEMA 
guidance states that there are no commonly agreed thresholds for estimating this from known 
traffic and physical conditions, but it does nevertheless suggest some thresholds which could be 
used, based on previous research, and these are shown in Table 1.7. 
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Table 1.7: Fear and Intimidation thresholds 

Degree of Hazard 

Average traffic flows 
over 18hr AAWT day 

(vehicles/hour 2 way) 
Total 18 hour AAWT 

HDV flow 

Average vehicle speed 
over 18 hour AAWT 

(mph) 

Extreme + 1,800 + 3,000 + 20 

Great 1,200 – 1,800 2,000 – 3,000 15 – 20 

Moderate 600 – 1,200 1,000 – 2,000 10 – 15 
Small* <600 <1,000 <10 

Note: *Although no category is given in the IEMA guidance for flows less than the ”Moderate” category, for the 
purposes of this assessment any flows below this threshold have been categorised as ‘Small’ 

Accidents and safety  

1.3.26 The IEMA guidance suggests that “professional judgement will be needed to assess the 
implications of local circumstances, or factors, which may elevate or lessen risks of accidents, 
e.g. junction conflicts” (IEMA 1993, 4.42). Due to numerous local causation factors involved in 
personal injury accidents, the IEMA guidelines do not recommend the use of thresholds to 
determine significance. Again, professional judgement is required to assess the existing levels 
of recorded accidents and the possible effects of development generated traffic. 

1.3.27 The guidance makes it clear that a “… critical feature of environmental assessment is 
determining whether a given impact is significant”.  Further, “for many effects there are no 
simple rules or formulae which define thresholds of significance and there is, therefore, a need 
for interpretation and judgement on the part of the assessor backed up by data or quantified 
information whenever possible. Such judgements will include the assessment of the numbers of 
people experiencing a change in environmental impact…” (IEMA 1993, 4.5).  

Receptors and receptor sensitivity 

1.3.28 Categories of receptor sensitivity have been defined from the list of affected groups and special 
interests set out in the IEMA guidelines, as follows: 
 people at home; 
 people in work places; 
 sensitive groups including children, the elderly and disabled; 
 sensitive locations e.g. hospitals, churches, schools, historical buildings; 
 people walking; 
 people cycling; 
 open spaces, recreational sites, shopping areas; 
 sites of ecological/nature conservation value; and 
 sites of tourist/visitor attraction. 

1.3.29 Categories of receptor sensitivity have been defined from the principles set out in the Guidelines 
for the Environmental Assessment of Road Traffic (IEMA, 1993), and include the following: 
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 The need to identify particular groups which may be sensitive to changes in traffic conditions 
including children, the elderly and disabled; 

 The list of affected groups and special interests set out in the guidance; 
 The identification of links or locations where it is felt that specific environmental problems 

may occur. Such locations “… would include accident blackspots, conservation areas, 
hospitals, links with high pedestrian flows etc.” 

1.3.30 The following receptors and their corresponding sensitivity, which are to be used to inform this 
assessment, have been defined below: 
 Links or locations containing “High” sensitivity receptors include: 

– Schools, colleges and other educational institutions; 
– Hospitals, surgeries and clinics; 
– Retirement/care homes for the elderly or infirm; 
– Roads used by pedestrians with no footways; 
– Links with high pedestrian flows; 
– Accident blackspots; and 
– Conservation areas. 

 Links or locations containing “Medium” sensitivity receptors include: 
– Parks and recreation areas; 
– Shopping areas; 
– Area containing a combination of residential and office amenity; and 
– Links used by pedestrians with narrow footways. 

 Links or locations containing “Low” sensitivity receptors include: 
– Open space; 
– Tourist/visitor attractions; 
– Historical buildings; 
– Churches; 
– Light industrial areas; and 
– Bus only links. 

1.3.31 Further to this list it is acknowledged that a hotel (Hotel La Tour) is located adjacent to the 
proposed track alignment and Bus Interchange. Whilst a hotel is not considered in the above 
list, it is located next to a high sensitivity receptor (due to a high pedestrian flow), and the 
assessment within this chapter will therefore represent a worst case scenario. 

1.3.32 Further details of the classification of sensitivity for individual links are contained within Table 
1.12 below. 

Magnitude of impact 

1.3.33 For the purposes of this assessment, the following categories for magnitude of impact have 
been assumed (based upon changes in traffic flows on identified links): 
 Major (>60%); 
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 Moderate (30% - 60%); 
 Minor (10% - 30%); 
 Negligible (0% - 10%); and 
 No change (0%). 

1.3.34 In addition to the above, as the percentage impact is a function of the level of baseline traffic 
flows, trigger levels in terms of absolute levels of increase may be introduced to prevent very 
minor changes on links with low baseline flows from being considered as more significant.   

1.3.35 For example, with reference to the above list, a change in traffic flow of greater than 90% on a 
road with a high sensitive receptor would result in a ‘Severe’ or ‘Major’ significance of effect. 
However, the existing baseline traffic flows could be very minor and an increase of only a few 
vehicles would produce a large change in magnitude whereas in real terms the increase in 
traffic is still considered to be insignificant. In these instances, professional judgement will be 
applied on a case by case basis to ascertain the magnitude of impact at each location.  

1.3.36 Where no quantifiable data is available to allow an assessment of percentage change, an 
approach of using reasoned professional judgement has been applied in order to establish what 
the magnitude of impact could be. This has been of particular relevance to the assessment of 
impacts related to accidents and safety. 

Determination of significance of effects 

1.3.37 The significance of potential traffic and transport effects have been determined using criteria 
developed from IEMA and DMRB guidance. The effect of significance is derived from measures 
of the magnitude (or scale) of the change and the sensitivity (or importance) of the receptors 
affected. Categories of sensitivity and magnitude are defined and assessed to determine the 
significance of the effect. 

1.3.38 An overarching definition of significance levels has been used throughout this assessment, 
which is based on experience from similar schemes and professional judgement, see Table 1.8. 

Table 1.8: Overarching significance criteria 

Significance 
level Criteria 

Severe Only adverse effects are assigned this level of importance as they represent key factors in 
the decision-making process. These effects are generally, but not exclusively associated 
with sites and features of national or regional importance. A change at a regional or district 
scale site or feature may also enter this category. 

Major These effects are likely to be important considerations at a local or district scale but, if 
adverse, are potential concerns to the project and may become key factors in the decision-
making process. 

Moderate These effects, if adverse, while important at a local scale, are not likely to be key decision-
making issues.  

Minor These effects may be raised as local issues but are unlikely to be of importance in the 
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Significance 
level Criteria 

decision-making process. Nevertheless they are of relevance in enhancing the subsequent 
design of the project and consideration of mitigation or compensation measures. 

1.3.39 The resulting evaluation of the significance is determined through a combination of the 
sensitivity of the receptor and the magnitude of impact and is categorised in Table 1.9. For the 
purpose of this assessment severe, major or moderate impacts, whether adverse or beneficial, 
are classified as ‘significant’ effects. These are demarcated by the asterisk in the table below. 

Table 1.9: Definition of significance 

 

Sensitivity of receptor 

Negligible Low Medium High 
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No 
Change 

No change No change No change No change 

Negligible Minor Minor Minor Minor  

Minor Minor Minor Minor Minor  

Moderate Minor Minor Moderate* Moderate* / 
major* 

Major Minor Moderate* Major* / 
moderate* 

Severe* / major* 

Note: * represents effects considered to be significant 

Assumptions 

1.3.40 The following section provides a summary of the currently assumed construction strategy and 
associated generation of additional construction related trips. Further details can be found in 
Chapter 6: Construction Strategy in ES Volume 1: Main Statement and ES Volume 2 Technical 
Appendix D2: Code of Construction Practice (CoCP).  

General traffic 

1.3.41 Continual access to parts of Birmingham City Centre, Eastside and Digbeth will be required at 
all times during the construction of BEE. Temporarily, the construction of the BEE is likely to 
affect the movement of traffic and as construction proceeds it may have an effect on property 
and access. Appropriate arrangements will be implemented to facilitate vehicular and 
pedestrian access to allow the general life of the area to operate. Such challenges have been 
successfully tackled during the implementation and construction of the BCCE. 

1.3.41.1 The use of conventional construction techniques is likely to produce significant congestion traffic 
re-routing and possible congestion, and special construction methods may have to be adopted 
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to could be investigated to minimise disruption. For example, out of hours working and 
temporary closure / possession coupled with the use of prefabricated track elements may 
provide one solution. Before a construction method can be adopted, however, the impact on 
traffic flows will have to be assessed and compared for each alternative. All practical methods of 
construction for the major junctions will need to be implemented, and congestion assessed both 
at the junction and within the wider highway network. 

1.3.42 The period required to complete construction at a junction will depend on the junction size, type, 
complexity and the traffic flow(s) to be dealt with. 

1.3.43 Where permissible, the work which affects access will be carried out either at night or 
weekends, or in some other manner agreed by those affected and BCC if required. The phasing 
of work identified in the construction strategy will further maximise accessibility. 

1.3.44 The overall construction strategy will be agreed between the WMCA and BCC (see Chapter 6 
Construction Strategy in ES Volume 1: Main Statement). The following sections provide a 
summary of the measures which have been assumed to be included or considered in this 
strategy: 
 Construction programme; 
 Construction traffic; and 
 Construction and operation of HS2 Curzon Street Station. 

Construction programme 

1.3.45 It is currently anticipated that the delivery of the BEE will be phased over a period of 
approximately 24 months, to include: enabling works, demolition, and construction activities. 
Construction (including enabling works) is anticipated to commence in 2020. Service diversions 
will have taken place prior to 2020. The indicative construction programme for the BEE, which is 
detailed within the ES Volume 1 Chapter 6: Construction Strategy, is summarised in Table 1.10. 

Table 1.10: BEE indicative construction programme 

Work 
stage 

Key elements 

1 The section of tramway that extends from the tie in to the BCCE on Corporation Street to the 
intersection with Moor Street Queensway.  

2 The section of tramway that extends across Moor Street Queensway.  

3 The section of tramway that extends between Moor Street Queensway and the junction of New 
Canal Street and Fazeley Street and is largely off-highway.  

4 The section of tramway that extends between New Canal Street and Meriden Street from the 
junction with Fazeley Street to just north of the junction with High Street Deritend.  

5 The section of tramway that extends between High Street Deritend from the junction with 
Meriden Street eastwards to the junction with Heath Mill Lane.  

 

 

MMD/300207/HS30/DOC/1000/1033/B October 2016  
http://pims01/pims/llisapi.dll?func=ll&objId=2090068937&objAction=viewheader 

21 



 Birmingham Eastside Extension 
Traffic and Transport Technical Information 
 

 

Construction traffic 

1.3.46 Construction traffic associated with the BEE will generally be of relatively low volumes along 
most of the BEE route, but will be present at times and in places where such traffic is not 
normal. Table 6.2 from the Construction Strategy (Chapter 6 Construction Strategy in ES 
Volume 1: Main Statement) provides a summary of one way construction vehicles during 
construction and the associated number of worker journeys which are forecast to occur. 

1.3.47 The delivery of plant and materials to site compounds and areas of ongoing work shall, where 
feasible, take place during off peak periods. The contractor will minimise the double handling of 
materials to reduce the impact on the local community of construction traffic between principle 
compounds and the work sites. The contractor will also be encouraged to use “just in time” 
deliveries to avoid having to find large storage compounds. The arrival / departure of vehicles 
used for transporting excavated, waste or other materials such as concrete will be carefully 
managed so that queues of vehicles do not form. Further information on construction measures 
are detailed within the CoCP (see ES Volume 2 Technical Appendix D2). 

1.3.48 Construction personnel will be encouraged to use public transport to get to work. Parking in the 
vicinity of the site compounds and work sites may be feasible, particularly in view of the number 
of car parks in close proximity to the works, but should still be discouraged. Existing parking 
restrictions along the BEE route are generally comprehensive, but Traffic Regulation Orders will 
need to be implemented by BCC to ensure no parking is allowed either during the construction 
phase or the operation of the tram. 

1.3.49 It is assumed that during BEE construction a CoCP will be enforced. Part 1 of the CoCP is 
included in ES Volume 2 Technical Appendix D2. It is expected the successful contractor will 
follow the principles set out in CoCP Part 1 and prepare/agree the contents of CoCP Part 2 with 
the Promoter in consultation with BCC. 

HS2 Curzon Street Station – construction and operation assumptions 

1.3.49.1 The construction of the infrastructure for HS2 is expected to commence in 2017 for completion 
in 2026, ongoing throughout the construction of the BEE. This will apply particularly to the HS2 
Curzon Street Station building, viaduct structures, utility diversions and access infrastructure. If 
the current programme for construction is adhered to, construction of HS2 will be on site well in 
advance of the BEE and the management of traffic for construction to the east and south of 
Moor Street will already be well established. Traffic management proposals for the Metro 
extension will have to fit in with that already in place for the HS2 development, and particular 
consideration will need to be given to maintaining access for the construction of both projects. 
Discussions will take place with HS2 prior to the construction of both projects in order to 
determine how best to achieve this. 
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1.3.50 Traffic management proposals for the BEE will have to fit in with that already in place for the 
HS2 development, and particular consideration will need to be given to maintaining access for 
the construction of both projects. 

Committed developments 

1.3.51 The Do-Minimum scenario modelling in 2021 and 2031 includes the forecast traffic flows for 
new development and their associated trip generation. As a result of this, the consideration of 
potential impacts associated with the operation of the BEE take into account baseline changes 
as a result of committed developments. This includes HS2 and the associated network changes 
and mitigation schemes (some of which are not in place in 2021 but are in place in 2031). 

1.3.52 Further details of the committed developments which have been included within the baseline 
are found in Chapter 5 EIA Methodology in ES Volume 1: Main Statement. 

Limitations 

1.3.53 This assessment is based on an opening year of 2021 which was initially programmed for the 
BEE. As the project has progressed it has been necessary to revise this date to 2022 in order to 
allow sufficient time for the process and construction to be completed. 

1.3.54 At the time of writing, no traffic figures were available for the revised opening year of 2022 as 
the SATURN model which forms the base for this date is currently forecasting for an opening 
year of 2021 and a future year of 2031. 

1.3.55 The potential increases in baseline traffic growth between 2021 and 2022 associated with new 
committed developments or new highway schemes are thought to be negligible. Evidence 
collated as part of the calculation of AADT and AAWT required for the EIA assessment used 
outputs from Automatic Traffic Count Sites around the Birmingham City Centre Cordon to 
assess the growth in traffic between 2011 and 2015. The data from the Birmingham Cordon 
surveys reported that traffic flows have decreased in Birmingham City Centre between 2011 
and 2015 by a factor of 0.952. This supports the assumption that changes in traffic within the 
city centre should not fluctuate greatly year on year. 

1.3.56 As a result, the consideration of data for 2021 is anticipated to produce results which are 
comparable with the revised opening year of 2022. With traffic currently decreasing year-on-
year (between 2011 and 2015 by a factor of 0.952), this therefore represents a robust 
assessment and is considered appropriate for this assessment. 

1.3.57 Due to the strategic nature of the SATURN model used to inform this assessment it has been 
recognised that some flows for minor links are lower than surveys undertaken to validate the 
baseline as a result of the zoning system used within the model. Where a comparison of these 
data sources has revealed a disparity, professional judgement has been used to evaluate which 
traffic flows are reflective of the baseline scenario and the most appropriate source has been 
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used. This has usually led to survey data, which have recorded higher flows, being used in 
order to assess the worst case scenario in the baseline. 

1.3.58 This methodology has therefore ensured that results related to junction performance, and the 
associated impacts on delay relevant to this assessment, have been as robust as possible 
through the use of higher traffic flows. The methodology has also been peer reviewed by 
appropriate Mott MacDonald staff. 

1.4 Baseline Conditions 

1.4.1 Traffic and transport baseline conditions have been determined following practice guidance for 
EIAs and DfT guidance and has included both desk study and survey work. The following 
sources of information have been examined: 
 the BEE TA (ES Volume 2 Technical Appendix L2); 
 traffic and pedestrian survey information; and 
 SATURN model outputs. 

1.4.2 The following baseline surveys have been used to inform the assessment: 
 ATC and Junction Turning Count (JTC) surveys undertaken in 2015; 
 Business consultation survey focusing on access and servicing (undertaken by Mott 

MacDonald in 2014); and 
 Pedestrian survey along identified parts of the route with high pedestrian footfall 

(undertaken by Sky High on behalf of Mott MacDonald in 2015; see Chapter 11 in ES 
Volume 2 Technical Appendix L2: Transport Assessment for more information). 

1.4.3 For the purpose of the baseline assessment, the BEE has been split up into three sections as 
follows (in line with the section designation in the TA, see Figure 2.1 in ES Volume 2 Technical 
Appendix L2): 
 Section 1 - Corporation Street to Eastside Park; 
 Section 2 - Eastside Park to Meriden Street; and 
 Section 3 - Meriden Street to Adderley Street. 

Road network 

1.4.4 To assist with the consideration of baseline conditions along the route, and to ensure 
consistency with the TA, the road network descriptions has been split into a number of sections  
as follows: 
 Section 1 – Corporation Street to Eastside Park; 
 Section 2 - Eastside Park to Meriden Street; and 
 Section 3 – Meriden Street to Adderley Street. 
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1.4.5 The following sections should be read in conjunction with drawings MMD-300207-HS29-DRA-
0000-0011 to MMD-300207-HS29-DRA-0000-0017 in ES Volume 2 Technical Appendix A: EIA 
Drawings. 

Section 1 - Corporation Street to Eastside Park 

1.4.6 The BEE diverges from the Birmingham City Centre Extension (BCCE) at the Bull Street / 
Corporation Street junction, with the BEE continuing onto Lower Bull Street (south). 

1.4.7 Lower Bull Street is a one-way single carriageway road that provides access from High Street 
and Dale End in the south to Corporation Street in a north westerly direction. Lower Bull Street 
is a bus and cycle only carriageway. Lower Bull Street is a busy retail street with three bus 
stops and a designated cycle lane in the opposite direction to the roads one-way system. 

1.4.8 The northern end of High Street merges onto Bull Street continuously, with a priority junction at 
Dale End. 

1.4.9 The northern section of High Street is a one-way carriageway for all vehicle types heading 
north, although only buses and cycles are able to continue onto the restricted Lower Bull Street. 
All other vehicle types must turn right onto Dale End. Dale End is a single carriageway road with 
vehicles travelling in both directions. 

1.4.10 New Meeting Street is a cul-de-sac with access from Albert Street providing parking and access 
to retail units. The vehicular access to New Meeting Street is at a priority junction with Albert 
Street. 

1.4.11 Albert Street is a single carriageway dual direction road connecting Dale End with Moor Street 
Queensway. 

1.4.12 Moor Street Queensway is single and dual carriageway in parts, with a discontinuous bus lane, 
connecting Birmingham Moor Street Rail Station in the south to Park Street / Jennens Road in 
the north. 

1.4.13 There is access to Carrs Lane (priority junction), Masshouse Lane (signalised junction) and The 
Priory Queensway (signalised junction); as well as Albert Street as previously stated. 

1.4.14 The Albert Street three armed signalised junction is the junction most concerning the BEE route 
along Moor Street Queensway. The northbound approach has three lanes, with one dedicated 
for vehicles turning left onto Albert Street; two lanes therefore continue along Moor Street 
Queensway. North of the junction on both sides of the road there are segregated bus lanes, 
with two other vehicle lanes. Approaching the Albert Street / Moor Street Queensway junction 
southbound there are two vehicular lanes and one bus lane (as well as a flagpole bus stop). 
One vehicle lane is dedicated for vehicles turning left onto Albert Street. 
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Section 2 - Eastside Park to Meriden Street 

1.4.15 New Canal Street and Meriden Street comprise the length of Section 2, running from Eastside 
City Park in the north to High Street Deritend in the south. Both roads are single lane 
carriageways in each direction. 

1.4.16 There are several priority and signalised junctions along the length of Section 2: 
 New Canal Street / Fazeley Street (signalised); 
 New Canal Street / Bordesley Street (priority); 
 Meriden Street / Coventry Street (priority); and 
 Digbeth B4100 / Meriden Street (signalised). 

1.4.17 The junction with Digbeth (B4100) is a three armed signalised junction, with vehicles travelling 
along Meriden Street having a left turn only onto Digbeth (B4100). 

Section 3 - Meriden Street to Adderley Street 

1.4.18 From the Meriden Street junction, Digbeth (B4100) runs in a south easterly direction onto High 
Street Deritend and towards Bordesley Rail Station. West of the Meriden Street junction is the 
Moat Lane signalised gyratory, which provides access to Digbeth (B4100). The Moat Lane 
gyratory is comprised of 5 entry and exit points, and discontinuously compromises of three 
lanes. 

1.4.19 East of the Meriden Street junction, Digbeth (B4100) and High Street Deritend compromise of 
three vehicular lanes in each direction (with the nearside lanes being designated as bus lanes 
along much of its length). 

1.4.20 There are signalised junctions along this section at the following junctions: 
 Digbeth B4100 / Meriden Street; 
 Digbeth B4100 / Rea Street; 
 High Street Deritend / Heath Mill Lane; and 
 High Street Deritend / Alcester Street. 

1.4.21 For a detailed description of all online and offline junctions see the TA (ES Volume 2 Technical 
Appendix L2).  

Existing driver delay 

1.4.22 Transport modelling software LinSig V3 and Junctions 9 (PICADY) were used to assess the 
current performance of the identified online and offline junctions. Modelling was undertaken 
using 2015 surveyed junction turning counts (AM Peak, PM Peak and Saturday Peak). 

1.4.23 For a detailed description of all online and offline junctions and their associated baseline 
performance see the TA (ES Volume 2 Technical Appendix L2). 
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Existing pedestrian amenity 

1.4.24 The following section provides a summary of the existing pedestrian amenity along the BEE 
route, and will focus on footway width and the degree of segregation between traffic and 
pedestrians which are two elements which can impact on pedestrian amenity. 

Section 1 - Corporation Street to Eastside Park 

1.4.25 The existing infrastructure in Section 1 at the Corporation Street / Bull Street junction 
compromises wide pedestrian footways with retail facilities on either side of the highway. 
Current pedestrian provision recently installed as part of the BCCE is in the form of three 
signalised pedestrian crossings (with a central pedestrian refuge). It must be noted that when 
the surveys were undertaken (20 and 23 June 2015) only one of three pedestrian crossings was 
in use (due to the BCCE construction). The results of the survey show 1,084 two-way crossings 
in the peak hour (13:35-14:35) at this signalised crossing Along Bull Street there is a dropped-
kerb crossing for pedestrians (BS LOC2 in the TA in ES Volume 2 Technical Appendix L2 
Figure 11.1). Figure 11.1 shows 349 two-way pedestrian crossings in the weekday peak hour 
(13:40-14:40), and 550 in the Saturday peak hour (14:50-15:50).  Pedestrians were also 
surveyed crossing Bull Street in four locations where no pedestrian crossing facilities are 
provided. 

1.4.26 At the Bull Street / Dale End junction there is a currently a dropped-kerb crossing for 
pedestrians on the Bull Street arm (BS LOC3 in the TA in ES Volume 2 Technical Appendix L2 
Figure 11.1). The junction is currently a three arm priority junction, although with the introduction 
of the BEE will become signalised. 

1.4.27 Around the Moor Street Queensway / Albert Street junction there is a good pedestrian 
environment with wide pathways and signalised pedestrian crossings. There are further 
pedestrian crossings located along Moor Street Queensway at the Carrs Lane, Masshouse 
Lane and Jennens Road junctions. 

1.4.28 The Moor Street Queensway / Albert Street junction is currently a signalised junction. There are 
currently signalised pedestrian crossings on Albert Street and on the southern arm of Moor 
Street Queensway. This crossing had a surveyed peak hour (17:00-18:00) flow of 144 two-way 
pedestrian crossings (Site P7 in the TA in ES Volume 2 Technical Appendix L2 Figure 11.2). 

1.4.29 There is a signalised pedestrian crossing across Albert Street at the Moor Street Queensway / 
Albert Street junction. This crossing had a surveyed peak hour flow of 306 two-way pedestrian 
crossings (Site P8 in the TA in ES Volume 2 Technical Appendix L2 ES Volume 2 Technical 
Appendix L2 Figure 11.2). 

1.4.30 Wide footways and signalised crossings currently allow for the safe management of pedestrians 
across Moor Street Queensway. Moor Street Queensway also contains designated cycle 
provision, with cyclists signposted to use the bus lanes. To the east of the Moor Street 
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Queensway / Albert Street junction is a pedestrianised area (outside the Hotel La Tour 
entrance). 

Section 2 - Eastside Park to Meriden Street 

1.4.31 In Section 2 pedestrian provision is provided along the length of New Canal Street and Meriden 
Street with pathways on either side. 

1.4.32 There are pedestrian footways on all arms of the New Canal Street / Fazeley Street junction. 
The junction is signalised for vehicles, although there are currently no pedestrian crossing 
phases. Dropped-kerbs provide pedestrian crossing facilities at this junction. 

1.4.33 At the New Canal Street / Bordesley Street junction dropped-kerbs are provided for pedestrians, 
with right of way for cyclists travelling on the highway in a north / south direction. At the New 
Canal Street / Coventry Street junction dropped-kerbs are provided for pedestrians, 

Section 3 - Meriden Street to Adderley Street 

1.4.34 For much of Section 3 wide pedestrian footways are on both sides of the High Street with 
guardrails separating pedestrians and vehicular traffic. 

1.4.35 There are signalised pedestrian crossing points along its length with central refuges across High 
Street Deritend and Digbeth (B4100). 

1.4.36 At the Digbeth (B4100) / Meriden Street junction there is a dropped-kerb for pedestrians to 
cross Meriden Street. At this junction pedestrians are currently separated from the highway by a 
guardrail. 

1.4.37 West of the junction there is a two-stage crossing for pedestrians via a central refuge on 
Digbeth (B4100). The existing footway is separated from road by guardrails. 

1.4.38 East of the Digbeth (B4100) / Meriden Street junction there is a two-stage staggered pedestrian 
crossing with a central refuge Digbeth (B4100). The signalled crossing is demand controlled 
and crosses the eastbound lanes. The crossing is linked to further pedestrian crossings (east 
towards Birmingham Coach Station or west towards the Moat Lane Gyratory).   

1.4.39 There is currently a signalised pedestrian crossing Rea Street in a single phase (with a 
pedestrian refuge between the two vehicular lanes).  

1.4.40 On the north side of High Street Deritend, there is a pedestrian footway (from the Milk Street 
junction to the Floodgate Street junction). There is a dropped-kerb for pedestrians to cross the 
most southern part of Floodgate Street. 
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1.4.41 There is a signalised pedestrian crossing across High Street Deritend located between the 
Stone Yard and Chapel House Street junctions. This pedestrian crossing is currently staggered 
and operates in two stages, with a central pedestrian refuge. There was a surveyed peak hour 
two-way flow of 126 pedestrians at this crossing (Crossing D5 in the TA in ES Volume 2 
Technical Appendix L2 Figure 11.3). 

1.4.42 At the High Street Deritend / Heath Mill Lane junction there are currently no pedestrian crossing 
facilities across High Street Deritend. 

1.4.43 There is a signalised pedestrian crossing directly east of the High Street Deritend / Alcester 
Street junction with a central pedestrian refuge. There was a surveyed peak hour two-way flow 
of 68 pedestrians at this crossing (Crossing D6 in the TA ES Volume 2 Technical Appendix L2 
Figure 11.3). There is a dropped kerb crossing across Alcester Street at this junction. 

Existing pedestrian severance and delay 

1.4.44 Pedestrians within the study are able to make use of existing signalised crossing facilities which 
are provided at key locations and support the movement of people along pedestrian desire lines 
within the city centre. 

1.4.45 For the purpose of the EIA we have assessed the change between the DM and the DS, 
therefore we have not assessed the existing severance and delay. 

1.4.46 Existing pedestrian severance and delay have not been quantitatively analysed due to the fact 
the assessments use a future year baseline (2021), and compare the DM / DS scenarios. 

Existing cycling amenity 

1.4.47 The following section provides a summary of the existing cycling amenity along the BEE route, 
including on and off highway provision. 

Section 1 - Corporation Street to Eastside Park 

1.4.48 Lower Bull Street is currently bus and cycle only with a northbound cycle lane provided between 
Corporation Street and Dale End. 

1.4.49 Moor Street Queensway also has shared cycle and bus lanes in both directions. 

Section 2 - Eastside Park to Meriden Street 

1.4.50 The length of Section 2 is designated as an ‘advisory route on road’ in Birmingham City 
Council’s interactive cycle map. 
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1.4.51 An advanced stop line for cyclists is provided at the signalised pedestrian crossing on New 
Canal Street (opposite the Woodman Public House). 

Section 3 - Meriden Street to Adderley Street 

1.4.52 The length of Section 3 is shared bus and cycle lane in both directions. 

1.4.53 Further details of cycle access along the BEE route are provided within Chapter 10 of the TA in 
ES Volume 2 Technical Appendix L2. 

Existing public transport- buses 

1.4.54 The following section provides a summary of the existing bus infrastructure and associated bus 
routes which currently use the roads along the BEE route. 

Section 1 - Corporation Street to Eastside Park 

1.4.55 The highway network in Section 1 is a vital part of Birmingham and the region’s bus network. 
Lower Bull Street is a designated bus lane (northbound), with three bus stand located along its 
length (with a total capacity for five buses). Buses access Lower Bull Street via High Street 
(Carrs Lane) and Dale End (Albert Street). 

1.4.56 Furthermore, Moor Street Queensway is designated as one of six bus interchanges in 
Birmingham City Centre. There are also designated bus lanes along the length of Moor Street 
Queensway leading to and from Priory Queensway and Masshouse Lane. 

1.4.57 Buses also operate along Park Street, serving stop PA1. 

Section 2 - Eastside Park to Meriden Street 

1.4.58 No bus services operate in Section 2. 

Section 3 - Meriden Street to Adderley Street 

1.4.59 Along the length of Digbeth (B4100) and High Street Deritend there are designated bus and 
cycle lanes, with several bus stops in either direction. This is a major route for buses in and out 
of the city with over 100 buses per hour using the route in peak periods. 

1.4.60 The signalised segregated right turn facility onto Rea Street is also used by frequent bus 
services, including the 24 hour ‘50’ service. 

1.4.61 Nine bus stops are located along the track alignment, as well as the Birmingham Coach Station 
(operated by National Express). 
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1.4.62 Further details of the bus network along the BEE route are provided within Chapter 6 of the TA 
in ES Volume 2 Technical Appendix L2. 

Existing public transport- coaches  

1.4.63 The following section provides a summary of the existing coach infrastructure and associated 
coach routes which currently use the roads along the BEE route. 

1.4.64 The Birmingham Coach Station is located along (Digbeth B4100) at the Mill Lane junction. 

1.4.65 Current access to the Birmingham Coach Station is from Bradford Street. Coaches exit the 
Birmingham Coach Station site on Rea Street at an exit-only junction. A passenger drop-off 
point and taxi rank are located along Mill Lane (a one-way road with access from Bradford 
Street and exit on Digbeth B4100). 

1.4.66 10 services operate from 16 stands at the coach station, along with further services offered to 
Belfast and Dublin by National Express’s sister company Eurolines. 

1.4.67 Further details regarding coaches and the Birmingham Coach Station are located in Chapter 10 
of the TA (ES Volume 2 Technical Appendix L2). 

Existing commercial vehicles – taxis 

1.4.68 There are three taxi ranks in proximity to the BEE alignment: 
 Dale End; 
 High Street Deritend; and 
 Mill Lane (off Digbeth B4100). 

1.4.69 ‘BCC Hackney Carriage Unmet Demand Survey Final Report’ document produced by CTS 
Traffic & Transportation LTD, states the Dale End rank loads 1,485 vehicles per week, with a 
peak of 49 per hour; the third busiest rank in Birmingham. 

1.4.70 Taxis are able to use the designated bus lanes on Moor Street Queensway, High Street 
Deritend and Digbeth (B4100). 

1.4.71 Further details of the taxi provision along the route are provided within Chapter 12 of the TA in 
ES Volume 2 Technical Appendix L2. 

Existing accidents and safety 

1.4.72 The assessment considers the formal accident record over the five year period up to 31 
December 2015 and includes the online and offline junctions. 
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1.4.73 The accident history in the full assessment area is shown in Table 1.11. 

Table 1.11: BEE study area accident history 

Date Fatal Serious Slight Total 

1 January 2011 to 31 December 2011 0 6 15 21 

1 January 2012 to 31 December 2012 0 3 18 21 

1 January 2013 to 31 December 2013 0 5 30 35 

1 January 2014 to 31 December 2014 0 4 25 29 

1 January 2015 to 31 December 2015 0 3 22 25 

Total 0 21 110 131 

1.4.74 In total, there were 131 collisions over the five year period, and whilst there were no fatalities, 
21 of the collisions were serious. As shown in Table 1.12, the 131 collisions resulted in 194 
casualties. 

Table 1.12: BEE study area casualty data  

Date Driver  Passenger Pedestrian Total 

1 January 2011 to 31 December 2011 14 9 6 29 

1 January 2012 to 31 December 2012 12 13 8 33 

1 January 2013 to 31 December 2013 23 15 12 50 

1 January 2014 to 31 December 2014 23 10 12 45 

1 January 2015 to 31 December 2015 13 12 12 37 

 Total 85 59 50 194 

1.4.75 The offline junction at Moor Street Queensway / Park Street was highlighted as the worst 
collision cluster within the wider assessment area with 2 serious and 14 slight collisions 
identified within a 20 metre cluster of the junction.  

1.4.76  A further cluster of collisions has been identified at the junction of Moor Street Queensway and 
Albert Street, with 12 slight collisions occurring over the five year period. Of these collisions, five 
involved pedestrians with the main cause being that the driver failed to look properly or that the 
pedestrian crossing the road was masked by stationary of stopped vehicles. The remaining 
collisions in this cluster involved drivers failing to look properly, performing poor movements or 
not providing advance warning of manoeuvres.  

1.4.77  The full road safety assessment is located in Chapter 15 of the TA (ES Volume 2 Technical 
Appendix L2). 

Receptors 

1.4.78 The BEE route has been divided up into short link sections for the purpose of this assessment. 
Using reasoned professional judgement, which has been informed by site visits, and 
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background data including pedestrian surveys and collision analysis, each link had been 
assigned a level of sensitivity based on the receptors within it as identified above. Where a 
combination of receptors has been identified on each link, the value of sensitivity for the whole 
link is based on the receptor with the highest sensitivity. This ensures that the assessment is 
based on a realistic worst case scenario. 

1.4.79  Using baseline information set out above, the route has been broken down into short link 
sections within which the existing baseline receptors relevant to the individual link have been 
identified and are listed in Table 1.13. The sensitivity of these receptors, which is defined within 
this Table have been assessed based on IEMA guidance as detailed within Section 1.3.34 
above. 

Table 1.13: Assessment of receptor sensitivity along the BEE route 

Link 
No Link name Key features/receptors on link 

Overall 
sensitivity 

1 Lower Bull Street Retail area with high pedestrian footfall High 

2 Albert St (DM) / New Alignment (DS) Through route, access to NCP Car Park, 
pedestrian footways 

Low 

3 Moor St Queensway (between Albert 
Street and Masshouse Lane) 

Main road, pedestrian footways/crossings, 
collision cluster 

High 

4 Moor St Queensway (between Albert 
Street and Carrs Lane) 

Main road, pedestrian footways/crossings, 
collision cluster 

High 

5 New Canal St to Curzon Street Park, leisure with pedestrian crossing Medium 

6 New Canal St (north of junction with 
Fazeley St) 

Park, leisure with pedestrian crossing Medium 

7 New Canal St (south of junction with 
Fazeley St) 

Light industrial area Low 

8 New Canal St (north of junction with 
Bordesley St) 

Light industrial area Low 

9 Meriden St (between Bordesley Street 
and Coventry Street) 

Light industrial area Low 

10 Meriden St (north of Digbeth B4100) Light industrial area Low 
11 Digbeth B4100 (east of Meriden St) Retail frontages, college, wide trafficked street, 

pedestrian footways/crossings 
High 

12 Digbeth B4100 (west of Rea St) Retail frontages, wide trafficked street, bus 
stops, pedestrian footways 

Medium 

13 High St Deritend (west of Milk St) Retail frontages, wide trafficked street, 
pedestrian footways 

Medium 

14 High St Deritend (east of Milk St) College, wide trafficked street, pedestrian 
footways 

High 

15 High St Deritend (east of Floodgate St) Wide trafficked street, bus stops and 
pedestrian footways/crossings 

Low 

16 High Street Deritend (east of Heath Mill 
Lane) 

Retail frontages, wide trafficked street, 
pedestrian footways 

Medium 

17 High Street Deritend (east of Alcester 
St) 

Retail frontages, wide trafficked street, 
pedestrian footways/crossings 

Medium 
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Link 
No Link name Key features/receptors on link 

Overall 
sensitivity 

18 High St Deritend (east of Adderley St) Light industrial, car garages, wide trafficked 
street, pedestrian footways 

Low 

19 Pedestrian area outside Hotel La Tour 
(new Bus Interchange) 

Pedestrian area with high pedestrian footfall High 

Minor and offline links 

25 Carrs Lane and High Street Retail area with high pedestrian footfall High 

26 Dale End Retail area with high pedestrian footfall High 

27 Moor Street Queensway (between 
Masshouse Lane and Park Street) 

Main road with junction identified as accident 
blackspot 

High 

28 Priory Queensway Main road (bus only) Low 

29 A47 Jennens Road Main road with junction identified as having a 
collision cluster 

High 

30 B4114 James Watt Queensway Main road with junction identified as having a 
collision cluster  

High 

31 B4114 Park Street Main road with junction identified as having a 
collision cluster  

High 

32 Masshouse Lane Wide trafficked street, pedestrian footways Low 

50 Fazeley St (east of junction with New 
Canal St) 

Light industrial area Low 

51 Fazeley St (west of junction with New 
Canal St) 

Light industrial area Low 

52 Bordesley St (east of junction with New 
Canal St) 

Light industrial area Low 

53 Bordesley St (west of junction with New 
Canal St) 

Light industrial area Low 

54 Coventry St (east of Meriden St) Light industrial area Low 

55 Coventry St (west of Meriden St) Light industrial area Low 

33 Digbeth (B4100) / Moat Lane Gyratory Retail frontages, wide trafficked gyratory Medium 

34 Oxford Street (directly off Digbeth 
B4100) 

College and light industrial  Low 

35 Rea Street (directly off Digbeth B4100) Access to Coach Station – through route Low 

36 Milk Street (directly off High Street 
Deritend) 

Light industrial area Low 

37 Floodgate Street (directly off High Street 
Deritend) 

College and light industrial High 

38 Heath Mill Lane (directly off High Street 
Deritend) 

Retail frontages, office, leisure Medium 

39 Alcester Street (directly off High Street 
Deritend) 

Residential, light industrial and offices Medium 

40 Adderley Street (directly off High Street 
Deritend) 

Light industrial area Low 

41A Great Barr Street (at Heath Mill Lane / 
Liverpool Street junction) 

Light industrial area Low 

41B Liverpool Street (at Heath Mill Lane / Light industrial area Low 
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Link 
No Link name Key features/receptors on link 

Overall 
sensitivity 

Liverpool Street junction) 

41C Heath Mill Lane (at Heath Mill Lane / 
Liverpool Street junction) 

Light industrial area Low 

41D Fazeley Street (at Heath Mill Lane / 
Liverpool Street junction) 

Light industrial area Low 

1.5 Impact Assessment 

1.5.1 The consideration of magnitude of impact for both construction and operation will focus on 
quantifying the changes which will occur on the links identified in Table 1.16 as a result of 
changes to traffic flow and composition; and where appropriate will include a qualitative 
assessment based on professional judgement where quantifiable data is not available. 

1.6 Construction- Likely Significant Effects 

Temporary effects 

1.6.1 The potential effects on traffic and transport associated with impacts caused during construction 
are all considered to be temporary in nature and limited to the construction phase.  

1.6.2 The majority of the BEE construction works will be typical of regular highway and utility 
maintenance activities resulting in short term and localised impacts along the BEE alignment. 

1.6.3 The Work stages currently anticipated that are associated with the construction process have 
been matched in the following Table 1.15 with their respective key receptor links which were 
identified in Table 1.13. 

Table 1.14: Construction work stage location and associated receptor links 

Work stage  Receptor link description Receptor link ref. 

Work Stage 1 
Corporation Street to Moor Street 
Queensway 

Lower Bull Street 1 

Albert St (DM) / New Alignment (DS) 2 

Carrs Lane and High Street 25 

Dale End 26 

Work Stage 2 
Moor Street Queensway 

Moor St Queensway (between Albert Street and 
Masshouse Lane) 

3 

Moor St Queensway (between Albert Street and 
Carrs Lane) 

4 

Moor Street Queensway (between Masshouse 
Lane and Park Street) 

27 

Work Stage 3 
Moor Street Queensway to New 

Park Street 31 

New Canal St to Curzon Street 5 
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Work stage  Receptor link description Receptor link ref. 
Canal Street New Canal St (north of junction with Fazeley St) 6 
Work Stage 4 
New Canal Street to Digbeth 
(B4100) 

New Canal St (south of junction with Fazeley 
St) 

7 

New Canal St (north of junction with Bordesley 
St) 

8 

Meriden St (between Bordesley Street and 
Coventry Street) 

9 

Meriden St (north of Digbeth B4100) 10 

Digbeth (B4100) / Moat Lane Gyratory 33 

Work Stage 5 
High Street Deritend / Digbeth 
(B4100) 

Digbeth B4100 (east of Meriden St) 11 

Digbeth B4100 (west of Rea St) 12 
High St Deritend (west of Milk St) 13 

High St Deritend (east of Milk St) 14 

High St Deritend (east of Floodgate St) 15 

High Street Deritend (east of Heath Mill Lane) 16 

High Street Deritend (east of Alcester St) 17 

High St Deritend (east of Adderley St) 18 

Source: Mott MacDonald 

Severance 

1.6.4 Table 1.15 shows the percentage impact of construction on the local highway network 
compared with 2021 Do-Minimum (DM) traffic flows. This is based upon the worst case volume 
of construction traffic per quarter (two-way total of HGV movements and additional worker 
journeys).  
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Table 1.15: Impact of construction traffic - 2021 

Work Stage Link description Receptor 
Link ref. 

2021DM 
AAWT  
(18 Hour, 
all vehicle 
type, 2 way 
Flows) 

Worst case 
construction 
traffic 
volume (two 
way PCU’s) 

% impact of 
construction 
traffic on total 
flow 

DM DMRB 
severance 
assessment 

Magnitude of  
Severance 
Impact 

Work Stage 1 Lower Bull Street 1 1,135 67 
 
 
 

5.9% Slight Negligible 
adverse 

Corporation Street to Moor 
Street Queensway 
  
  

Albert St (DM) / New Alignment (DS) 2 8,802 0.8% Moderate Negligible 
adverse 

Carrs Lane and High Street 25 2,174 3.1% Slight Negligible 
adverse 

Dale End 26 1,836 3.7% Slight Negligible 
adverse 

Work Stage 2 Moor St Queensway (between 
Albert Street and Masshouse Lane) 

3 15,730 14 
 
 

0.1% Moderate Negligible 
adverse 

Moor Street Queensway 
  

Moor St Queensway (between 
Albert Street and Carrs Lane) 

4 20,739 0.1% Severe Negligible 
adverse 

Moor Street Queensway (between 
Masshouse Lane and Park Street) 

27 11,663 0.1% Moderate Negligible 
adverse 

Work Stage 3 Park Street 31 8,957 81 
 
 

0.9% Moderate Negligible 
adverse 

Moor Street Queensway to 
New Canal Street 
  

New Canal St to Curzon Street 5 8,124 1.0% Moderate Negligible 
adverse 

New Canal St (north of junction with 
Fazeley St) 

6 8,124 1.0% Moderate Negligible 
adverse 

Work Stage 4 New Canal St (south of junction with 
Fazeley St) 

7 7,815 71 
 
 
 
 

0.9% Slight Negligible 
adverse 

New Canal Street to Digbeth 
(B4100) 
  
  
  

New Canal St (north of junction with 
Bordesley St) 

8 10,296 0.7% Moderate Negligible 
adverse 

Meriden St (between Bordesley 
Street and Coventry Street) 

9 7,024 1.0% Slight Negligible 
adverse 

Meriden St (north of Digbeth B4100) 10 5,787 1.2% Slight Negligible 
adverse 

Digbeth (B4100) / Moat Lane 
Gyratory 

33 23,141 0.3% Severe Negligible 
adverse 
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Work Stage Link description Receptor 
Link ref. 

2021DM 
AAWT  
(18 Hour, 
all vehicle 
type, 2 way 
Flows) 

Worst case 
construction 
traffic 
volume (two 
way PCU’s) 

% impact of 
construction 
traffic on total 
flow 

DM DMRB 
severance 
assessment 

Magnitude of  
Severance 
Impact 

Work Stage 5 Digbeth B4100 (east of Meriden St) 11 24,475 45 
 
 
 
 
 
 
 

0.2% Severe Negligible 
adverse 

High Street Deritend / Digbeth 
(B4100) 
  
  
  
  
  
  

Digbeth B4100 (west of Rea St) 12 24,853 0.2% Severe Negligible 
adverse 

High St Deritend (west of Milk St) 13 21,210 0.2% Severe Negligible 
adverse 

High St Deritend (east of Milk St) 14 23,994 0.2% Severe Negligible 
adverse 

High St Deritend (east of Floodgate 
St) 

15 24,812 0.2% Severe Negligible 
adverse 

High Street Deritend (east of Heath 
Mill Lane) 

16 26,956 0.2% Severe Negligible 
adverse 

High Street Deritend (east of 
Alcester St) 

17 28,420 0.2% Severe Negligible 
adverse 

High St Deritend (east of Adderley 
St) 

18 29,231 0.2% Severe Negligible 
adverse 
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1.6.5 For each Work Stage we have assessed the highway links that are in close proximity to the 
construction area. The worst case construction traffic volume has been assigned to each 
highway link regardless of different route options for construction traffic. This represents a 
worst case scenario. 

1.6.6 Given the low levels of forecast construction traffic associated with each stage of the 
construction process, the impact on total traffic flows across an 18 hour week day will not 
contribute to changes or relief to existing severance for pedestrians. 

1.6.7 The resulting impact on severance for all of the links identified in Table 1.15 above has been 
assessed to be negligible adverse for all high, medium and low sensitivity receptors. This is 
therefore assessed as having a minor effect for all links and is not deemed to be significant. 

Driver delay 

1.6.8 Whilst no specific detailed junction modelling has been undertaken to assess the impact of 
construction traffic on individual junctions, the increases in traffic flow associated with 
construction activities identified in Table 1.15 above are considered to be negligible and would 
be unlikely to have an impact on the capacity of each junction and their associated 
performance and driver delay. 

1.6.9 As part of the construction process it may be necessary to close individual carriageways or 
complete sections of road for short periods of time. This will inevitably lead to a reduction in 
capacity at certain junctions within the study area, which could have an adverse impact on 
driver delay particularly during peak times. 

1.6.10 Moor Street Queensway and High Street Deritend are main routes into the City Centre from 
areas to the north and east respectively, with high associated traffic flows. The use of 
conventional construction techniques is therefore likely to result in additional driver delay and 
traffic re-routing. Special construction methods may have to be adopted to minimise disruption 
on these roads (for example, out of hours working and temporary closure / possession 
coupled with the use of prefabricated track elements). 

1.6.11 It is not envisaged that excessive additional disruption will be caused by the construction of 
the BEE at minor junctions, such as the side road intersections with New Canal Street and 
Meriden Street. It is likely that construction can be achieved in these cases either by using 
conventional traffic management techniques, or where space is limited, by the use of 
temporary road closures, provided acceptable alternative routes can be provided and access 
can be maintained. 
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Pedestrian delay 

1.6.12 During the construction of the BEE, temporary pedestrian facilities including footways and 
formalised crossing facilities will be provided in line with construction best practise.  

1.6.13 As a result of this provision of temporary facilities it is not anticipated that any excessive 
pedestrian delay will be introduced. The provision of temporary facilities has been assumed to 
be on a like for like basis, with existing formalised pedestrian crossing facilities being replaced 
with an equivalent temporary solution (i.e. controlled by lights). 

1.6.14 The resulting impact on pedestrian delay for all of the links identified within the study area has 
been assessed to be negligible adverse for all high, medium and low sensitivity receptors. 
This is therefore assessed as having a minor effect for all links and is not deemed to be 
significant. 

Pedestrian amenity 

1.6.15 Using indicative thresholds set out within IEMA guidance, that significant changes in 
pedestrian amenity can be attributed to changes in traffic flow and its lorry component where it 
is halved or doubled, it is not considered likely that pedestrian amenity will be adversely 
affected by changes in traffic flows and it composition during the construction period using 
data provided in Table 1.15 above. 

1.6.16 It is acknowledged that pedestrian amenity can be further affected by changes in pavement 
width and separation from traffic. Where the construction process requires the closure of 
existing footways, it is anticipated that temporary footway facilities will be provided within the 
existing carriageway where possible with safety barriers providing separation from general 
traffic. The temporary footpath facilities will have an impact on the width of footways which 
pedestrians will use within the study area, with it being assumed that in the majority of cases 
due to restricted carriageway width that footways will be less wide. These changes in 
pedestrian amenity will be temporary and for short periods of time, associated with the 
progression of construction in stages, and as such are unlikely to have a detrimental impact 
on pedestrians. 

1.6.17 The resulting impact on pedestrian amenity for all of the links and associated receptors 
identified within the study area has been assessed to be negligible adverse for all high, 
medium and low sensitivity receptors. This is therefore assessed as having a minor effect for 
all links and is not deemed to be significant. 

Fear and intimidation 

1.6.18 Changes in traffic flow as a result of the BEE construction process are not anticipated to have 
an adverse or beneficial impact on links within the study in relation to pedestrian’s experience 
of fear and intimidation. Data provided in Table 1.15, confirms that changes in AADT flow will 
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be negligible during the construction and that the negligible increase in HGVs within the study 
area will not cause excessive change in traffic flow composition which could contribute to new 
or additional experience of fear and intimidation for pedestrians.  

1.6.19 The resulting impact on pedestrian’s experience of fear and intimidation for all of the links 
identified within the study area has been assessed to be negligible adverse for all high, 
medium and low sensitivity receptors. This is therefore assessed as having a minor effect for 
all links and is not deemed to be significant. 

Accidents and safety 

1.6.19.1 Using indicative thresholds set out within IEMA guidance it is not considered that construction 
traffic will have an adverse impact during the construction period (using data provided in Table 
1.15 above). The most affected links as shown in Table 1.15 are located around Work Stage 
1. Traffic flows in this area have high existing HGV proportions (bus routes and restricted 
access routes to general traffic), therefore the introduction of up to 5.9% construction traffic is 
not anticipated to have a detrimental impact on road safety or to have the potential to 
contribute to higher levels of collisions. 

1.6.20 It has been assumed that where construction activities require the temporary closure of 
existing pedestrian crossing facilities that alternative provision will be introduced which will 
continue to support the movements of pedestrians. These alternative facilities could also 
include temporary barriers which would allow a separation between traffic and pedestrians 
should temporary closure of a footpath be required. 

1.6.21 Table 1.15 shows construction traffic to increase the traffic flow on Moor Street Queensway by 
0.1%. The construction process should therefore not exacerbate the likelihood of collisions at 
existing collision clusters which have been identified along Moor Street Queensway on links 3, 
29, 30 and 31. 

1.6.22 The construction work being carried out will adhere to best practise principles, as identified in 
the Chapter 6: Construction Strategy in ES Volume 1: Main Statement, which would include 
the provision of alternative facilities, such as pedestrian crossings and temporary footpaths, 
appropriate signage and reduced vehicle speeds through sections of construction works.  

1.6.23 The resulting impact related to accidents and safety for all of the links and associated 
receptors identified within the study area has been assessed to be negligible for all high, 
medium and low sensitivity receptors. This is therefore assessed as having a minor effect for 
all links and is not deemed to be significant. 
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Permanent effects 

1.6.24 Construction traffic impacts are temporary in nature and limited to the construction phase. No 
permanent effects are anticipated during the construction phase and as a result no 
assessment of any associated impacts is included within this assessment. 

1.7 Operation- Likely Significant Effects 

Temporary effects 

1.7.1 No temporary effects are anticipated during the operational phase due to the permanent 
nature of changes to the highway to accommodate the BEE and the provision of permanent 
new facilities including pedestrian crossings and footways. 

Permanent effects 

Severance 

1.7.2 The DMRB (Volume 11, Section 3, Part 8, Chapter 6) provides a set of measures to identify 
severance within a community in terms of the two-way AADT flow on a link. This can be seen 
in Table 1.6. 

1.7.3 Table 1.16 reports the percentage change in 24 hour AADT flows between the 2021 Do-
Minimum (DM) and 2021 Do-Something (DS) scenarios, and assesses the magnitude of 
impact related to severance for each link along the route. It must be noted that DMRB 
guidance acknowledges with specific reference to relief from existing severance that there is a 
traffic flow threshold below which changes in severance are not considered significant 
(existing 24 hour AADT daily flow below 8,000 vehicles). Therefore within Table 1.16 and 
Table 1.17 where both the DM and DS AADT traffic flow is below 8,000, the significance of 
effect is reported as not assessed and is not considered significant. 
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Table 1.16: Change in 24 hour AADT between Do-Minimum and Do-Something scenario in 2021  

Link 
No. Link name 

Sensitivity 
receptor 

2021 DM 
AADT 

2021 DS 
AADT 

% 
difference 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude of  
severance 

impact 
Significance 

of effect 

1 Lower Bull Street High              
1,058  

             
1,483  

40% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
adverse 

Not assessed 
(<8,000 
AADT) 

2 Albert St (DM) / New Alignment (DS) Low              
8,202  

             
2,344  

-71% Moderate Minor flow 
(<8,000 
AADT 

Major 
beneficial 

Minor 
beneficial 

3 Moor St Queensway (between Albert 
Street and Masshouse Lane) 

High            
14,659  

           
12,290  

-16% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

4 Moor St Queensway (between Albert 
Street and Carrs Lane) 

High            
19,327  

           
13,739  

-29% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

5 New Canal St to Curzon Street Medium              
7,571  

                
327  

-96% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Major 
beneficial 

Not assessed 
(<8,000 
AADT) 

6 New Canal St (north of junction with 
Fazeley St) 

Medium              
7,571  

                
327  

-96% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Major 
beneficial 

Not assessed 
(<8,000 
AADT) 

7 New Canal St (south of junction with 
Fazeley St) 

Low              
7,282  

             
4,157  

-43% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
beneficial 

Not assessed 
(<8,000 
AADT) 

8 New Canal St (north of junction with 
Bordesley St) 

Low              
9,595  

             
6,668  

-31% Moderate Minor flow 
(<8,000 
AADT) 

Moderate 
beneficial 

Minor 
beneficial 

9 Meriden St (between Bordesley Street 
and Coventry Street) 

Low              
6,546  

             
4,099  

-37% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
beneficial 

Not assessed 
(<8,000 
AADT) 

10 Meriden St (north of Digbeth B4100) Low              
5,393  

             
2,927  

-46% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
beneficial 

Not assessed 
(<8,000 
AADT) 

11 Digbeth B4100 (east of Meriden St) High            
22,808  

           
15,827  

-31% Severe Moderate Moderate 
beneficial 

Moderate 
beneficial* 

12 Digbeth B4100 (west of Rea St) Medium            
23,160  

           
16,461  

-29% Severe Severe Minor 
beneficial 

Minor 
beneficial 

13 High St Deritend (west of Milk St) Medium            
19,766  

           
14,219  

-28% Severe Moderate Minor 
beneficial 

Minor 
beneficial 
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Link 
No. Link name 

Sensitivity 
receptor 

2021 DM 
AADT 

2021 DS 
AADT 

% 
difference 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude of  
severance 

impact 
Significance 

of effect 

14 High St Deritend (east of Milk St) High            
22,360  

           
14,360  

-36% Severe Moderate Moderate 
beneficial 

Moderate 
beneficial* 

15 High St Deritend (east of Floodgate St) Low            
23,122  

15,616  -32% Severe Moderate Moderate 
beneficial 

Minor 
beneficial 

16 High Street Deritend (east of Heath Mill 
Lane) 

Medium            
25,120  

           
19,177  

-24% Severe Severe Minor 
beneficial 

Minor 
beneficial 

17 High Street Deritend (east of Alcester 
St) 

Medium            
26,485  

           
22,776  

-14% Severe Severe Minor 
beneficial 

Minor 
beneficial 

18 High St Deritend (east of Adderley St) Low            
27,240  

           
24,249  

-11% Severe Severe Minor 
beneficial 

Minor 
beneficial 

19 Pedestrian area outside Hotel La Tour 
(new Bus Interchange) 

High                   
DS Link    

             
1,504  

N/A - Minor flow 
(<8,000 
AADT) 

Minor 
adverse  

Not assessed 
(<8,000 
AADT) 

Minor and offline links 

25 Carrs Lane and High Street High              
2,026  

             
2,205  

9% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Negligible 
adverse 

Not assessed 
(<8,000 
AADT)  

26 Dale End High              
1,711  

             
1,339  

-22% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Minor 
beneficial 

Not assessed 
(<8,000 
AADT) 

27 Moor Street Queensway (between 
Masshouse Lane and Park Street) 

High            
10,869  

             
9,387  

-14% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

28 Priory Queensway Low              
3,876  

             
3,673  

-5% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Negligible 
beneficial 

Not assessed 
(<8,000 
AADT) 

29 Jennens Road High              
8,203  

             
9,577  

17% Moderate Moderate Minor 
adverse 

Minor 
adverse 

30 B4114 James Watt Queensway High            
13,564  

           
14,349  

6% Moderate Moderate Negligible 
adverse 

Minor 
adverse 

31 Park Street High              
8,347  

           
12,208  

46% Moderate Moderate Moderate 
adverse 

Moderate 
adverse* 

32 Masshouse Lane Low              
7,224  

             
9,875  

37% Minor flow 
(<8,000 
AADT) 

Moderate Moderate 
adverse 

Minor 
adverse 

50 Fazeley St (east of junction with New Low                         24% Minor flow Minor flow Minor Not assessed 
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Link 
No. Link name 

Sensitivity 
receptor 

2021 DM 
AADT 

2021 DS 
AADT 

% 
difference 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude of  
severance 

impact 
Significance 

of effect 
Canal St) 3,542  4,381  (<8,000 

AADT) 
(<8,000 
AADT) 

adverse (<8,000 
AADT) 

51 Fazeley St (west of junction with New 
Canal St) 

Low              
2,421  

                
730  

-70% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Major 
beneficial 

Not assessed 
(<8,000 
AADT) 

52 Bordesley St (east of junction with New 
Canal St) 

Low              
2,581  

             
2,408  

-7% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Negligible 
beneficial 

Not assessed 
(<8,000 
AADT) 

53 Bordesley St (west of junction with New 
Canal St) 

Low              
4,592  

             
2,978  

-35% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
beneficial 

Not assessed 
(<8,000 
AADT) 

54 Coventry St (east of Meriden St) Low                 
916  

             
1,063  

16% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Minor 
adverse 

Not assessed 
(<8,000 
AADT) 

55 Coventry St (west of Meriden St) Low              
2,158  

             
1,505  

-30% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
beneficial 

Not assessed 
(<8,000 
AADT) 

33 Digbeth (B4100) / Moat Lane Gyratory Medium            
21,566  

           
15,692  

-27% Severe Moderate Minor 
beneficial 

Minor 
beneficial 

34 Oxford Street (directly off Digbeth 
B4100) 

Low              
1,044  

             
1,358  

30% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
adverse 

Not assessed 
(<8,000 
AADT) 

35 Rea Street (directly off Digbeth B4100) Low              
7,353  

             
7,443  

1% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Negligible 
adverse 

Not assessed 
(<8,000 
AADT) 

36 Milk Street (directly off High Street 
Deritend) 

Low              
2,773  

                
333  

-88% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Major 
beneficial 

Not assessed 
(<8,000 
AADT) 

37 Floodgate Street (directly off High 
Street Deritend) 

High              
1,518  

             
2,011  

32% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
adverse 

Not assessed 
(<8,000 
AADT) 

38 Heath Mill Lane (directly off High Street 
Deritend) 

Medium              
8,807  

             
7,603  

-14% Moderate Minor flow 
(<8,000 
AADT) 

Minor 
beneficial 

Minor 
beneficial 

39 Alcester Street (directly off High Street 
Deritend) 

Medium              
9,768  

           
11,747  

20% Moderate Moderate Minor 
adverse 

Minor 
adverse 
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Link 
No. Link name 

Sensitivity 
receptor 

2021 DM 
AADT 

2021 DS 
AADT 

% 
difference 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude of  
severance 

impact 
Significance 

of effect 

40 Adderley Street (directly off High Street 
Deritend) 

Low              
2,447  

             
3,151  

29% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Minor 
adverse 

Not assessed 
(<8,000 
AADT) 

41A Great Barr Street (at Heath Mill Lane / 
Liverpool Street junction) 

Low            
13,617  

           
15,545  

14% Moderate Moderate Minor 
adverse 

Minor 
adverse 

41B Liverpool Street (at Heath Mill Lane / 
Liverpool Street junction) 

Low              
1,749  

             
2,402  

37% Minor flow 
(<8,000 
AADT) 

Minor flow 
(<8,000 
AADT) 

Moderate 
adverse 

Not assessed 
(<8,000 
AADT) 

41C Heath Mill Lane (at Heath Mill Lane / 
Liverpool Street junction) 

Low              
8,743  

             
8,589  

-2% Moderate Moderate Negligible 
beneficial 

Minor 
beneficial 

41D Fazeley Street (at Heath Mill Lane / 
Liverpool Street junction) 

Low              
8,531  

           
12,137  

42% Moderate Moderate Moderate 
adverse 

Minor 
adverse 

*Significance of effect to be reassessed considering the introduction of mitigation 
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1.7.4 No assessment of changes to existing severance were made for 21 links identified above in 
Table 1.16 due to the AADT reported in both the DM and DS scenario being less than 8000 
vehicles per day. All of these links are assessed to not be significant.  

1.7.5 The resulting impacts related to severance for 6 of the links identified above in Table 1.16 has 
been assessed to be minor adverse for all high, medium and low sensitivity receptors in 2021. 
This is therefore assessed as having a minor adverse effect for these links and is not deemed 
to be significant. 

1.7.6 The resulting impacts related to severance for 14 of the links identified above in Table 1.16 
has been assessed to be minor beneficial for all high, medium and low sensitivity receptors in 
2021. This is therefore assessed as having a minor beneficial effect for all links and is not 
deemed to be significant. 

1.7.7 Link 31 – Park Street, and its associated receptors, has been assessed to experience a 
moderate adverse effect related to severance as a result of changes following the introduction 
of the BEE. 

1.7.8 The moderate increases in AADT between the Do-Minimum and Do-Something scenarios on 
this link can be attributed to re-routing as a result of the implementation of the BEE. Whilst 
there is a moderate level of severance on Link 31 – Park Street, signalised pedestrian 
crossing facilities are currently in place and are to be retained with the implementation of the 
BEE which will mitigate the effects of forecast additional traffic flows. 

1.7.9 The resulting impacts related to severance for link 31 has therefore been assessed to be 
minor adverse for this high sensitivity links in 2021. This is therefore assessed, using Table 
1.16, as having a minor adverse effect for this link and is not deemed to be significant. 
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Table 1.17: Change in 24 hour AADT between Do-Minimum and Do-Something scenario in 2031 

Link 
No. Link name 

Sensitivit
y 

receptor 
2031 DM 

AADT 
2031 DS 

AADT 

% 
Differenc

e 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude 
of  

severance 
impact 

Significanc
e of effect 

1 Lower Bull Street High      1,046       1,528  46% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
adverse 

Not 
assessed 
(<8,000 
AADT) 

2 Albert St (DM) / New Alignment 
(DS) 

Low      5,621       2,318  -59% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

3 Moor St Queensway (between 
Albert Street and Masshouse Lane) 

High 8,161 4,107 -50% Moderate Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

4 Moor St Queensway (between 
Albert Street and Carrs Lane) 

High 4,822 4,964 3% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Minor 
adverse 

Not 
assessed 
(<8,000 
AADT) 

5 New Canal St to Curzon Street Medium 10,645 327 -97% Moderate Minor flow 
(<8,000 AADT) 

Major 
beneficial 

Moderate 
beneficial 

6 New Canal St (north of junction with 
Fazeley St) 

Medium 10,645 327 -97% Moderate Minor flow 
(<8,000 AADT) 

Major 
beneficial 

Moderate 
beneficial 

7 New Canal St (south of junction 
with Fazeley St) 

Low 8,301 4,753 -43% Moderate Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Minor 
beneficial 

8 New Canal St (north of junction with 
Bordesley St) 

Low 10,363 7,782 -25% Moderate Minor flow 
(<8,000 AADT) 

Minor 
beneficial 

Minor 
beneficial 

9 Meriden St (between Bordesley 
Street and Coventry Street) 

Low      5,585       4,657  -17% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Minor 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

10 Meriden St (north of Digbeth 
B4100) 

Low      5,374       3,299  -39% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

11 Digbeth B4100 (east of Meriden St) High     24,057  17,864 -26% Severe Severe Minor 
beneficial 

Minor 
beneficial 
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Link 
No. Link name 

Sensitivit
y 

receptor 
2031 DM 

AADT 
2031 DS 

AADT 

% 
Differenc

e 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude 
of  

severance 
impact 

Significanc
e of effect 

12 Digbeth B4100 (west of Rea St) Medium     24,512  19,074 -22% Severe Severe Minor 
beneficial 

Minor 
beneficial 

13 High St Deritend (west of Milk St) Medium     23,692  17,326 -27% Severe Severe Minor 
beneficial 

Minor 
beneficial 

14 High St Deritend (east of Milk St) High     26,267  17,467 -34% Severe Severe Moderate 
beneficial 

Moderate 
beneficial 

15 High St Deritend (east of Floodgate 
St) 

Low     28,662  19,574 -32% Severe Severe Moderate 
beneficial 

Minor 
beneficial 

16 High Street Deritend (east of Heath 
Mill Lane) 

Medium     31,128  21,777 -30% Severe Severe Moderate 
beneficial 

Minor 
beneficial 

17 High Street Deritend (east of 
Alcester St) 

Medium     34,971      
27,356  

-22% Severe Severe Minor 
beneficial 

Minor 
beneficial 

18 High St Deritend (east of Adderley 
St) 

Low     35,490      
28,015  

-21% Severe Severe Minor 
beneficial 

Minor 
beneficial 

19 Pedestrian area outside Hotel La 
Tour (new Bus Interchange) 

High DS Link         1,500  N/A - Minor flow 
(<8,000 AADT) 

Minor 
adverse  

Not 
assessed 
(<8,000 
AADT) 

Minor and offline links  

25 Carrs Lane and High Street High      2,484  2,335 -6% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Negligible 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

26 Dale End High      2,167  1,413 -35% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

27 Moor Street Queensway (between 
Masshouse Lane and Park Street) 

High      6,148  7,023 14% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Minor 
adverse 

Not 
assessed 
(<8,000 
AADT) 

28 Priory Queensway Low      3,927  3,358 -14% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Minor 
beneficial 

Not 
assessed 
(<8,000 
AADT) 
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Link 
No. Link name 

Sensitivit
y 

receptor 
2031 DM 

AADT 
2031 DS 

AADT 

% 
Differenc

e 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude 
of  

severance 
impact 

Significanc
e of effect 

29 Jennens Road High     13,616  11,710 -14% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

30 B4114 James Watt Queensway High     10,641  11,532 8% Moderate Moderate Negligible 
adverse 

Minor 
adverse 

31 Park Street High      9,759  10,180 4% Moderate Moderate Negligible 
adverse 

Minor 
adverse 

32 Masshouse Lane Low      8,470  8,058 -5% Moderate Moderate Negligible 
beneficial 

Minor 
beneficial 

50 Fazeley St (east of junction with 
New Canal St) 

Low 3,388 5,137 52% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
adverse 

Not 
assessed 
(<8,000 
AADT) 

51 Fazeley St (west of junction with 
New Canal St) 

Low 3,798 890 -77% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Major 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

52 Bordesley St (east of junction with 
New Canal St) 

Low      3,433  2,786 -19% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Minor 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

53 Bordesley St (west of junction with 
New Canal St) 

Low      6,994  3,913 -44% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

54 Coventry St (east of Meriden St) Low         993  1,441 45% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
adverse 

Not 
assessed 
(<8,000 
AADT) 

55 Coventry St (west of Meriden St) Low      1,448  2,056 42% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
adverse 

Not 
assessed 
(<8,000 
AADT) 

33 Digbeth (B4100) / Moat Lane 
Gyratory 

Medium     23,385  17,639 -25% Severe Severe Minor 
beneficial 

Minor 
beneficial 

34 Oxford Street (directly off Digbeth 
B4100) 

Low      1,063  1,941 83% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Major 
adverse 

Not 
assessed 
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Link 
No. Link name 

Sensitivit
y 

receptor 
2031 DM 

AADT 
2031 DS 

AADT 

% 
Differenc

e 

DM DMRB 
severance 

assessment 

DS DMRB 
severance 

assessment 

Magnitude 
of  

severance 
impact 

Significanc
e of effect 

(<8,000 
AADT) 

35 Rea Street (directly off Digbeth 
B4100) 

Low      6,930  7,411 7% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Negligible 
adverse 

Not 
assessed 
(<8,000 
AADT) 

36 Milk Street (directly off High Street 
Deritend) 

Low      2,754  333 -88% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Major 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

37 Floodgate Street (directly off High 
Street Deritend) 

High      3,151  2,863 -9% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Negligible 
beneficial 

Not 
assessed 
(<8,000 
AADT)  

38 Heath Mill Lane (directly off High 
Street Deritend) 

Medium      9,050  5,451 -40% Moderate Minor flow 
(<8,000 AADT)  

Moderate 
beneficial 

Minor 
beneficial 

39 Alcester Street (directly off High 
Street Deritend) 

Medium     10,568  13,380 27% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

40 Adderley Street (directly off High 
Street Deritend) 

Low      2,786  2,415 -13% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Minor 
beneficial 

Not 
assessed 
(<8,000 
AADT) 

41A Great Barr Street (at Heath Mill 
Lane / Liverpool Street junction) 

Low     13,758  14,001 2% Moderate Moderate Negligible 
adverse 

Minor 
adverse 

41B Liverpool Street (at Heath Mill Lane 
/ Liverpool Street junction) 

Low      1,845  2,857 55% Minor flow (<8,000 
AADT) 

Minor flow 
(<8,000 AADT) 

Moderate 
adverse 

Not 
assessed 
(<8,000 
AADT) 

41C Heath Mill Lane (at Heath Mill Lane 
/ Liverpool Street junction) 

Low      9,050  6,251 -31% Moderate Minor flow 
(<8,000 AADT) 

Moderate 
beneficial 

Minor 
beneficial 

41D Fazeley Street (at Heath Mill Lane / 
Liverpool Street junction) 

Low      7,526  11,657 55% Minor flow (<8,000 
AADT) 

Moderate Moderate 
adverse 

Minor 
beneficial 

*Significance of effect to be reassessed considering the introduction of mitigation 
 

 

51 MMD/300207/HS30/DOC/1000/1033/B October 2016  
http://pims01/pims/llisapi.dll?func=ll&objId=2090068937&objAction=viewheader 



 Birmingham Eastside Extension 
Traffic and Transport Technical Information 
 

 

1.7.10 No assessment of changes to existing severance were made for 23 links identified above in 
Table 1.17 due to the AADT reported in both the DM and DS scenario being less than 8000 
vehicles per day. All of these links are assessed to not be significant.  

1.7.11 The resulting impacts related to severance for 3 of the links identified above in Table 1.17 has 
been assessed to be minor adverse for these high, medium and low sensitivity links in 2031. 
This is therefore assessed as having a minor adverse effect for these links and is not deemed 
to be significant. 

1.7.12 The resulting impacts related to severance for 16 of the links identified above in Table 1.17 
has been assessed to be minor beneficial for all high, medium and low sensitivity receptors in 
2031. This is therefore assessed as having a minor beneficial effect for all links and is not 
deemed to be significant. 

1.7.13 The resulting impacts related to severance for 3 links has been assessed to be moderate 
beneficial for the following high and medium sensitivity links in 2031: 
 Link 5 – New Canal Street to Curzon Street; 
 Link 6 – New Canal Street (north of junction with Fazeley Street); 
 Link 14 – High Street Deritend (east of Milk Street); 

1.7.14 This is therefore assessed as having a moderate beneficial effect for these links and is 
deemed to be significant. 

Driver delay 

1.7.15 IEMA guidance suggests that Driver Delay is only likely to be significant where the traffic on 
the network is likely to be at or close to the capacity of the system. Detailed junction 
assessments undertaken as part of the TA (Chapter 6 ES Volume 2 Technical Appendix L2) 
have allowed for a comparison of junction performance and associated capacity to be made 
between the Do-Minimum and Do-Something scenarios in both 2021 and 2031. For the 
purpose of this assessment arms which report operational capacity in excess of 85% (Degree 
of Saturation, DoS) have been assessed to be close to or over capacity. This is due to the fact 
delay begins to increase exponentially once the DoS exceeds 85% (see Transport for London 
Modelling Principles 2.6.1.4, 2010). 

1.7.16 The following junctions have been assessed to have at least one arm reporting operational 
capacity in excess of 85% in the Do-Minimum scenario (either 2021 or 2031): 
 New Canal Street / Bordesley Street – 2031 PM 
 High Street Deritend / Alcester Street – 2031 PM 
 Moor Street Queensway / Masshouse Lane – 2031 AM 
 Heath Mill Lane / Liverpool Street – 2021 PM, 2031 PM 
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1.7.17 The following junctions have been assessed to have at least one arm reporting operational 
capacity in excess of 85% in the Do-Something scenario (either 2021 or 2031): 
 High Street Deritend / Alcester Street – 2031 PM 
 Heath Mill Lane / Liverpool Street – All scenarios 

1.7.18 The comparison of the Do-Minimum and Do-Something scenarios has identified two locations 
where existing driver delay may be relieved in the Do-Something scenario following the 
introduction of the BEE as a result of changes in total traffic flow, traffic flow composition or a 
revision to junction form.  

1.7.19 At the junction of New Canal Street and Bordesley Street the Degree of Saturation (DoS) 
reported in the Do-Minimum on the New Canal Street North arm is 92% with an associated 
queue of 9.6 Passenger Car Units (PCUs) in the 2031 PM peak. This reduces down to 69.7% 
in the Do-Something scenario with an associated queue of 10.0 PCUs, which is a 22.3% 
improvement to the capacity of this arm with minimal impact on queueing.  

1.7.20 This improvement in capacity, and the associated potential reduction in driver delay at this 
junction, is of relevance to Link 8 (New Canal St (north of junction with Bordesley St)). The 
resulting impact on driver delay on this link is considered to be minor beneficial for this low 
sensitivity link. This is therefore assessed as having a minor beneficial effect on vehicular 
traffic on link 8 and is not deemed to be significant. 

1.7.21 The junction of Moor Street Queensway and Masshouse Lane is another location where 
existing delay may be relieved following the introduction of the BEE. Table 1.18 provides a 
summary of DoS results reported within the BEE TA (ES Volume 2 Technical Appendix L2) for 
the Do-Minimum and Do-Something scenarios. 

Table 1.18: Moor Street Queensway / Masshouse Lane 2031 AM peak DoS DM/DS comparison 

Junction 
Arm  

Link No Link 
Description 

2031 DM 
DoS 

2031 DS 
DoS 

% change 
in DoS 

Magnitude 
of Impact 

Priory 
Queensway 

28 Priory 
Queensway 

92.7 82.4 -10.3% Minor 
beneficial 

Masshouse 
Lane 
ahead/left 

32 Masshouse 
Lane 

91.1 36.2 -54.9% Moderate 
beneficial 

Moor Street 
Queensway 
Left 

3 Moor St 
Queensway 
(between 
Albert Street 
and 
Masshouse 
Lane) 

89.6 78.3 -11.3% Minor 
beneficial 

Source: Table 6.31, TA in ES Volume 2 Technical Appendix L2  

1.7.22 All of the above links contain receptors which are of low sensitivity. 
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1.7.23 The resulting impact on driver delay on Priory Queensway and Moor Street Queensway has 
been assessed to be minor beneficial for these low sensitivity links. This is therefore assessed 
as having a minor beneficial effect on link 28 and link 3 and is not deemed to be significant.  

1.7.24 The resulting impact on driver delay on Masshouse Lane has been assessed to be moderate 
beneficial for this low sensitivity link. This is therefore assessed as having a minor beneficial 
effect for link 32 and is deemed not to be significant.  

1.7.25 The comparison of the Do-Minimum and Do-Something scenarios has identified two locations 
where existing driver delay may be exacerbated in the Do-Something scenario following the 
introduction of the BEE caused by changes in total traffic flow, traffic flow composition or a 
revision to junction form: 
 High Street Deritend / Alcester Street; and 
 Heath Mill Lane / Liverpool Street. 

1.7.26 The junction of High Street Deritend and Alcester Street has been assessed to be a location 
where existing delay may be exacerbated following the introduction of the BEE. Table 1.19 
provides a summary of DoS results reported within the BEE TA (ES Volume 2 Technical 
Appendix L2) for the Do-Minimum and Do-Something scenarios. 

Table 1.19: High Street Deritend / Alcester Street 2031 PM peak DoS DM/DS comparison 

Junction 
arm  

Link No Link 
description 

2031 DM 
RFC 

2031 DS 
RFC 

% change 
in RFC 

Magnitude 
of impact 

High Street 
Deritend 
(west) 
ahead / 
right 

16 High Street 
Deritend 
(east of 
Heath Mill 
Lane) 

85.2 82.9 -2.3% Minor 
benificial 

High Street 
Deritend 
(east) 
ahead / left 

17 High Street 
Deritend 
(east of 
Alcester St) 

56.6 80.7 +24.1% Minor 
adverse 

Alcester 
Street left / 
right 

39 Alcester 
Street 

84.3 88.1 +3.8% Minor 
adverse 

Source: Table  6.27, TA in ES Volume 2 Technical Appendix L2  

1.7.27 All of the above links contain medium sensitivity receptors. 

1.7.28 The introduction of reduced operating capacity for two arms at this junction is of relevance to 
Link 17 (High Street Deritend (east of Alcester Street)) and Link 39 (Alcester Street).  

1.7.29 The resulting impact on driver delay on Link 17 is considered to be minor adverse for this 
medium sensitivity link. This is therefore assessed as having a minor adverse effect on 
vehicular traffic on link 17 and is not deemed to be significant. 

 

 

MMD/300207/HS30/DOC/1000/1033/B October 2016  
http://pims01/pims/llisapi.dll?func=ll&objId=2090068937&objAction=viewheader 

54 



 Birmingham Eastside Extension 
Traffic and Transport Technical Information 
 

 

1.7.30 The resulting impact on driver delay on Link 39 is considered to be minor adverse for this 
medium sensitivity link. This is therefore assessed as having a minor adverse effect on 
vehicular traffic on link 39 and is not deemed to be significant. 

Pedestrian amenity 

1.7.31 Using indicative thresholds set out within IEMA guidance, that significant changes in 
pedestrian amenity can be attributed to changes in traffic flow and its lorry component where it 
is halved or doubled, changes in 24 hour AADT total flow have been considered to inform this 
assessment. 

1.7.32 Table 1.20 summarises the links which have been identified to have total traffic flow changes 
of +/- 50% in 2021 between the Do-Minimum and Do-Something scenarios.  

Table 1.20: 2021 links containing 24 hour AADT traffic flow changes of +/-50% 

Link 
No. 

Link name Link 
sensitivity 

2021 
DM 
AADT 

2021 
DS 
AADT 

% 
Difference 

Magnitude 
of impact 

2 Albert St (DM) / New 
Alignment (DS) 

Low              
8,202  

             
2,344  

-71% Major 
beneficial 

5 New Canal St to Curzon Street Medium              
7,571  

                
327  

-96% Major 
beneficial 

6 New Canal St (north of 
junction with Fazeley St) 

Medium              
7,571  

                
327  

-96% Major 
beneficial 

36 Milk Street (directly off High 
Street Deritend) 

Low              
2,773  

                
333  

-88% Major 
beneficial 

1.7.33 Table 1.21 summarises the links which have been identified to have total traffic flow changes 
of +/- 50% in 2031 between the Do-Minimum and Do-Something scenarios. 

Table 1.21: 2031 links containing 24 hour AADT traffic flow changes of +/-50% 

Link 
No. 

Link name Link 
sensitivit
y 

2031 DM 
AADT 

2031 DS 
AADT 

% 
Differenc
e 

Magnitud
e of 
impact 

2 Albert St (DM) / New Alignment 
(DS) 

Low      5,621       2,318  -59% Moderate 
beneficial 

4 Moor St Queensway (between 
Albert Street and Carrs Lane) 

Low     8,161       4,107  -50% Moderate 
beneficial 

5 New Canal St to Curzon Street Medium 
           
10,645  

                
327  

-97% 
Major 
beneficial 

6 New Canal St (north of junction 
with Fazeley St) 

Medium 
           
10,645  

                
327  

-97% 
Major 
beneficial 

50 Fazeley St (east of junction with 
New Canal St) 

Low              
3,388  

             
5,137  

52% 
Moderate 
adverse 
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Link 
No. 

Link name Link 
sensitivit
y 

2031 DM 
AADT 

2031 DS 
AADT 

% 
Differenc
e 

Magnitud
e of 
impact 

51 Fazeley St (west of junction with 
New Canal St) 

Low              
3,798  

                
890  

-77% 
Major 
beneficial 

34 Oxford Street (directly off Digbeth 
B4100) 

Low      1,063       1,941  83% Major 
adverse 

36 Milk Street (directly off High Street 
Deritend) 

Low      2,754          333  -88% Major 
beneficial 

41B Liverpool Street (at Heath Mill Lane / 
Liverpool Street junction) 

Low      1,845       2,857  55% Moderate 
adverse 

41D Fazeley Street (at Heath Mill Lane / 
Liverpool Street junction) 

Low      7,526      
11,657  

55% Moderate 
adverse 

1.7.34 Based on above changes in 24 hour AADT traffic flows in both 2021and 2031 the resulting 
impact on pedestrian amenity is considered to have a major beneficial impact on the following 
links: 
 Link 5- New Canal St to Curzon Street;  
 Link 6- New Canal St (north of junction with Fazeley St); 
 Link 36- Milk Street (directly off High Street Deritend); and 
 Link 51- Fazeley St (west of junction with New Canal St). 

1.7.35 All of the above links have been assessed to contain low or medium sensitivity receptors. 

1.7.36 This is therefore assessed as having a major beneficial effect on pedestrians on links 5, 6, 36 
and 51 and is deemed to be significant. 

1.7.37 Based on above changes in 24 hour AADT traffic flows in both 2021and 2031 the resulting 
impact on pedestrian amenity is considered to have a moderate beneficial impact on the 
following links: 
 Link 2- Albert St (DM) / New Alignment (DS); and 
 Link 4- Moor St Queensway (between Albert Street and Carrs Lane). 
  

1.7.38 All of the above links have been assessed to contain low sensitivity receptors. 

1.7.39 This is therefore assessed as having a minor beneficial effect on pedestrians on links 2, 4, 7 
and 51 and is not deemed to be significant. 

1.7.40 Based on above changes in 24 hour AADT traffic flows in both 2021and 2031 the resulting 
impact on pedestrian amenity is considered to have a major adverse impact on the following 
links: 
 Link 34- Oxford Street (directly off Digbeth B4100); 
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1.7.41 The above link has been assessed to contain low sensitivity receptors. 

1.7.42 This is therefore assessed, using Table 1.9, as having a minor effect on pedestrians on link 34 
and is deemed to be significant.  

1.7.43 Based on above changes in 24 hour AADT traffic flows in both 2021and 2031 the resulting 
impact on pedestrian amenity is considered to have a moderate adverse impact on the 
following links: 
 Link 41B- Liverpool Street (at Heath Mill Lane / Liverpool Street junction) 
 Link 41D- Fazeley Street (at Heath Mill Lane / Liverpool Street junction); and 
 Link 50- Fazeley St (east of junction with New Canal St). 

1.7.44 All of the above links have been assessed to contain low sensitivity receptors. 

1.7.45 This is therefore assessed as having a minor effect on pedestrians on links 41B, 41D and 50 
and is not deemed to be significant. 

1.7.46 The introduction of a traffic flow in the Do-Something scenario through the existing 
pedestrianised area outside Hotel La Tour will contribute to a change in pedestrian amenity 
along this link. Given that the flow will be relatively minor (total traffic flow of 1,500 24 hour 
AADT in 2031), and that pedestrians will be able to access footpaths and crossing facilities 
within this area, the magnitude of impact on pedestrian amenity on this high sensitivity link is 
considered to be minor adverse. This is therefore assessed as having a minor adverse effect 
on pedestrians on link 19 and is not deemed to be significant. 

1.7.46.1 Also of relevance to the consideration of potential impacts on pedestrian amenity within the 
study area are locations where footpath widths are required to be narrowed in order to 
accommodate the centre line running of the tram. Section 11.4.4 of the TA shows the 
Pedestrian Comfort Level (PCL) of the proposed footway widths once the BEE is 
implemented. 

1.7.46.2 There is no specific criteria set out in the IEMA guidance relating to the assessment of 
pedestrian amenity (apart from consideration of whether traffic flows change by +/- 50%). The 
assessment of proposed footway widths is therefore based upon the Transport for London 
(TfL) Pedestrian Comfort Guidance (2010) document which categorises the comfort level of a 
footway from the calculated pedestrians per minute across a width of clear footway (see 
section 11.4.4 of ES Volume 2 Technical Appendix L2 for more detail). 

1.7.46.3 The assessment concludes that all but one of the proposed footway widths to operate with an 
acceptable PCL (as set out in the TfL, 2010 guidance). The pedestrian footway on the eastern 
side of High Street has a PCL rating ‘B’, which indicates normal walking speed is still possible 
but conflicts are becoming more frequent, and in retail areas people start to consider avoiding 
the area. The footway width at this location is unable to be significantly widened due to 
physical constraints of the delta junction. There is significant pedestrian amenity in this 
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location though to offset this impact, with several wide signalised pedestrian crossings and 
wide footways on the opposite side of the track alignment. 

1.7.47 The resulting impact on pedestrian amenity as a result of changes in footway width is 
considered to be negligible adverse for all high, medium and low sensitivity links where these 
changes occur. This is therefore assessed as having a minor adverse effect on pedestrians 
and is not deemed to be significant. 

Fear and intimidation 

1.7.48 Table 1.22 reports changes in 18 hour AAWT traffic flow, composition and vehicle speed 
between the 2021 Do-Minimum and 2021 Do-Something scenarios and assesses the 
potential impact on pedestrian’s perception and experience of fear and intimidation based on 
the criteria identified above.  

1.7.49 An assessment of the magnitude of impact for each link has been based on the criteria (either 
changes in total flow over an average hour or changes in HGV% over an 18 hour week day) 
which would allow the final assessment of effect to be based on a worst case scenario.  

1.7.50 No consideration will be given to changes in vehicles speeds and their impact on fear and 
intimidation for links within the study area. With reference to the average speeds on links over 
18 hour week days, the majority - if not all links would have an average vehicle speed in 
excess of 20mph,  which would be considered an extreme hazard for all links within this study 
area.  
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Table 1.22: Change in 18 hour AAWT (2021) between DM and DS and magnitude of fear and intimidation impact 

Link 
No. 

Link name Link 
sensitivity 

2021 DM 
two way 
average 
hour 
 (18 hour 
week day) 

2021 DS 
two way 
average 
hour 
 (18 hour 
week 
day) 

2021 DM 
18 hour 
AAWT 
(HGV) 

2021 DS 
18 hour 
AAWT 
(HGV) 

DM to 
DS % 
Change 
in 
average 
hour 

DM to 
DS % 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree 
of 
hazard 
assessm
ent 

DS 
Degree of 
hazard 
assessme
nt 

Magnitude 
of fear and 
intimidatio
n impact 

Significanc
e of effect 

1 Lower Bull Street High                      
63  

                     
86  

                
1,135  

                
1,553  

37% 37% Moderate Moderate Minor 
adverse 

Minor 
adverse 

2 Albert St (DM) / New 
Alignment (DS) 

Low                    
489  

                   
138  

                
1,502  

                
2,246  

-72% 50% Moderate Great Major 
beneficial 

Minor 
beneficial 

3 Moor St Queensway 
(between Albert Street 
and Masshouse Lane) 

High 
                   
874  

                   
733  

                
4,195  

                
2,845  

-16% -32% 
Extreme Great Moderate 

beneficial 
Moderate 
beneficial 

4 Moor St Queensway 
(between Albert Street 
and Carrs Lane) 

High 
                
1,152  

                   
819  

                
4,569  

                
4,304  

-29% -6% 
Extreme Extreme Minor 

beneficial 
Minor 
beneficial 

5 New Canal St to Curzon 
Street 

Medium 
                   
451  

                     
17  

                   
118  

                   
312  

-96% 165% 
Small Small Major 

beneficial 
Moderate 
beneficial 

6 New Canal St (north of 
junction with Fazeley St) 

Medium 
                   
451  

                     
17  

                   
117  

                   
312  

-96% 167% 
Small Small Major 

adverse 
Minor 
adverse 

7 New Canal St (south of 
junction with Fazeley St) 

Low 
                   
434  

                   
246  

                   
100  

                   
493  

-43% 392% 
Small Small Major 

adverse 
Moderate 
adverse 

8 New Canal St (north of 
junction with Bordesley 
St) 

Low 
                   
572  

                   
395  

                     
60  

                   
516  

-31% 763% 
Small Small Major 

adverse 
Moderate 
adverse 

9 Meriden St (between 
Bordesley Street and 
Coventry Street) 

Low                    
390  

                   
242  

                     
34  

                   
508  

-38% 1398% Small Small Major  
adverse 

Moderate 
adverse 

10 Meriden St (north of 
Digbeth B4100) 

Low                    
322  

                   
172  

                     
16  

                   
483  

-46% 2827% Small Small Major 
adverse 

Moderate 
adverse 

11 Digbeth B4100 (east of 
Meriden St) 

High                 
1,360  

                   
941  

                
4,278  

                
3,133  

-31% -27% Extreme Extreme Moderate 
beneficial 

Moderate 
beneficial 

12 Digbeth B4100 (west of 
Rea St) 

Medium                 
1,381  

                   
979  

                
3,051  

                
3,176  

-29% 4% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

13 High St Deritend (west of Medium                                                                    -28% 6% Great Great Minor Minor 
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Link 
No. 

Link name Link 
sensitivity 

2021 DM 
two way 
average 
hour 
 (18 hour 
week day) 

2021 DS 
two way 
average 
hour 
 (18 hour 
week 
day) 

2021 DM 
18 hour 
AAWT 
(HGV) 

2021 DS 
18 hour 
AAWT 
(HGV) 

DM to 
DS % 
Change 
in 
average 
hour 

DM to 
DS % 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree 
of 
hazard 
assessm
ent 

DS 
Degree of 
hazard 
assessme
nt 

Magnitude 
of fear and 
intimidatio
n impact 

Significanc
e of effect 

Milk St) 1,178  846  2,635  2,801  beneficial beneficial 

14 High St Deritend (east of 
Milk St) 

High                 
1,333  

                   
854  

                
2,648  

                
2,799  

-36% 6% Great Great Moderate 
beneficial 

Moderate 
beneficial 

15 High St Deritend (east of 
Floodgate St) 

Low                 
1,378  

                   
929  

                
2,565  

                
2,812  

-33% 10% Great Great Moderate 
beneficial 

Minor 
beneficial 

16 High Street Deritend 
(east of Heath Mill Lane) 

Medium                 
1,498  

                
1,143  

                
2,988  

                
1,931  

-24% -35% Great Moderate Moderate 
beneficial 

Moderate 
beneficial 

17 High Street Deritend 
(east of Alcester St) 

Medium                 
1,579  

                
1,358  

                
3,207  

                
3,020  

-14% -6% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

18 High St Deritend (east of 
Adderley St) 

Low                 
1,624  

                
1,446  

                
3,226  

                
3,123  

-11% -3% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

19 Pedestrian area outside 
Hotel La Tour (new Bus 
Interchange) 

High 
 DS Link                       

88  
 DS Link                  

1,575  
N/A N/A 

 Moderate Moderate 
adverse 

Moderate 
adverse* 

Minor and offline Links 

25 Carrs Lane and High 
Street 

High                    
121  

                   
131  

                
1,766  

                
1,716  

9% -3% Moderate Moderate Negligible 
adverse 

Minor 
adverse 

26 Dale End High                    
102  

                     
80  

                
1,372  

                     
30  

-22% -98% Moderate Small Major 
beneficial 

Major 
beneficial 

27 Moor Street Queensway 
(between Masshouse 
Lane and Park Street) 

High                    
648  

                   
560  

                
1,106  

                
1,264  

-14% 14% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

28 Priory Queensway Low                    
231  

                   
219  

                
4,160  

                
3,942  

-5% -5% Extreme Extreme Negligible 
beneficial 

Minor 
beneficial 

29 Jennens Road High                    
489  

                   
571  

                
1,506  

                
1,488  

17% -1% Moderate Moderate Minor 
adverse 

Minor 
adverse 

30 B4114 James Watt 
Queensway 

High                    
809  

                   
855  

                
1,609  

                
1,618  

6% 1% Moderate Moderate Negligible 
adverse 

Minor 
adverse 

31 Park Street High                    
498  

                   
728  

                
2,392  

                
2,606  

46% 9% Great Great Moderate 
adverse 

Moderate 
adverse* 

32 Masshouse Lane Low                    
431  

                   
589  

                
2,397  

                
1,135  

37% -53% Great Moderate Moderate 
adverse 

Minor 
adverse 
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Link 
No. 

Link name Link 
sensitivity 

2021 DM 
two way 
average 
hour 
 (18 hour 
week day) 

2021 DS 
two way 
average 
hour 
 (18 hour 
week 
day) 

2021 DM 
18 hour 
AAWT 
(HGV) 

2021 DS 
18 hour 
AAWT 
(HGV) 

DM to 
DS % 
Change 
in 
average 
hour 

DM to 
DS % 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree 
of 
hazard 
assessm
ent 

DS 
Degree of 
hazard 
assessme
nt 

Magnitude 
of fear and 
intimidatio
n impact 

Significanc
e of effect 

50 Fazeley St (east of 
junction with New Canal 
St) 

Low 
                   
211  

                   
261  

                     
39  

                     
11  

24% -71% 
Small Small Minor 

adverse 
Minor 
adverse 

51 Fazeley St (west of 
junction with New Canal 
St) 

Low 
                   
144  

                     
44  

                     
-    

                     
-    

-70% N/A 
Small Small Major 

beneficial 
Minor 
beneficial 

52 Bordesley St (east of 
junction with New Canal 
St) 

Low                    
154  

                   
144  

                     
43  

                     
36  

-7% -17% Small Small Minor 
beneficial 

Minor 
beneficial 

53 Bordesley St (west of 
junction with New Canal 
St) 

Low                    
274  

                   
178  

                     
69  

                     
39  

-35% -43% Small Small Moderate 
beneficial 

Minor 
beneficial 

54 Coventry St (east of 
Meriden St) 

Low                      
55  

                     
63  

                       
4  

                       
2  

16% -64% Small Small Minor 
adverse 

Minor 
adverse 

55 Coventry St (west of 
Meriden St) 

Low                    
129  

                     
90  

                     
13  

                     
27  

-30% 107% Small Small Major 
adverse 

Minor 
adverse 

33 Digbeth (B4100) / Moat 
Lane Gyratory 

Medium                 
1,286  

                   
935  

                
3,024  

                
2,815  

-27% -7% Extreme Great Minor 
beneficial 

Minor 
beneficial 

34 Oxford Street (directly off 
Digbeth B4100) 

Low                      
62  

                     
81  

                     
39  

                     
42  

30% 8% Small Small Moderate 
adverse 

Minor 
adverse 

35 Rea Street (directly off 
Digbeth B4100) 

Low                    
438  

                   
444  

                   
421  

                   
405  

1% -4% Small Small Negligible 
adverse 

Minor 
adverse 

36 Milk Street (directly off 
High Street Deritend) 

Low                    
165  

                     
20  

                     
13  

                       
3  

-88% -81% Small Small Major 
beneficial 

Minor 
beneficial 

37 Floodgate Street (directly 
off High Street Deritend) 

High                      
90  

                   
120  

                     
13  

                       
9  

32% -33% Small Small Moderate 
adverse 

Moderate 
adverse* 

38 Heath Mill Lane (directly 
off High Street Deritend) 

Medium                    
525  

                   
453  

                   
698  

                   
661  

-14% -5% Moderate Moderate Minor 
beneficial 

Minor 
beneficial 

39 Alcester Street (directly 
off High Street Deritend) 

Medium                    
582  

                   
700  

                       
5  

                       
2  

20% -68% Small Moderate Minor 
adverse 

Minor 
adverse 

40 Adderley Street (directly 
off High Street Deritend) 

Low                    
146  

                   
188  

                       
4  

                       
3  

29% -24% Small Small Minor 
adverse 

Minor 
adverse 

41A Great Barr Street (at 
Heath Mill Lane / 

Low                    
812  

                   
927  

                   
851  

                   
912  

14% 7% Moderate Moderate Minor 
adverse 

Minor 
adverse 
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Link 
No. 

Link name Link 
sensitivity 

2021 DM 
two way 
average 
hour 
 (18 hour 
week day) 

2021 DS 
two way 
average 
hour 
 (18 hour 
week 
day) 

2021 DM 
18 hour 
AAWT 
(HGV) 

2021 DS 
18 hour 
AAWT 
(HGV) 

DM to 
DS % 
Change 
in 
average 
hour 

DM to 
DS % 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree 
of 
hazard 
assessm
ent 

DS 
Degree of 
hazard 
assessme
nt 

Magnitude 
of fear and 
intimidatio
n impact 

Significanc
e of effect 

Liverpool Street junction) 

41B Liverpool Street (at 
Heath Mill Lane / 
Liverpool Street junction) 

Low                    
104  

                   
143  

                     
52  

                     
56  

37% 7% Small Small Moderate 
adverse 

Minor 
adverse 

41C Heath Mill Lane (at 
Heath Mill Lane / 
Liverpool Street junction) 

Low                    
521  

                   
512  

                   
698  

                   
669  

-2% -4% Moderate Moderate Negligible 
beneficial 

Minor 
beneficial 

41D Fazeley Street (at Heath 
Mill Lane / Liverpool 
Street junction) 

Low                    
509  

                   
724  

                   
209  

                   
280  

42% 34% Small Moderate Moderate 
adverse 

Minor 
adverse 

*Significance of effect to be reassessed considering the introduction of mitigation 
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1.7.51 The resulting impacts related to fear and intimidation for 18 of the links identified above in 
Table 1.22 has been assessed to be minor adverse for all high, medium and low sensitivity 
receptors in 2021. This is therefore assessed as having a minor adverse effect for these links 
and is not deemed to be significant. 

1.7.52 The resulting impacts related to fear and intimidation for 18 of the links identified above in 
Table 1.22 has been assessed to be minor beneficial for all high, medium and low sensitivity 
receptors in 2021. This is therefore assessed as having a minor beneficial effect for these 
links and is not deemed to be significant. 

1.7.53 The resulting impacts related to fear and intimidation for the following 3 high sensitivity links 
has been assessed to be moderate adverse in 2021: 
 Link 19 – Pedestrian area outside Hotel La Tour 
 Link 31 – Park Street 
 Link 37 - Floodgate Street (directly off High Street Deritend) 

1.7.54 The proposed changes on link 19 outside Hotel La Tour will introduce a traffic flow which is 
considered a moderate degree of hazard where currently no hazard (related to traffic 
interacting with pedestrians) is present. It is considered likely that the introduction of 
pedestrian facilities, including a signalised pedestrian crossing across the new alignment 
(directly east of Moor Street Queensway), will go some way to alleviate pedestrian’s 
experience of fear and intimidation on this link and that the impact as a result will instead be 
minor adverse. This is therefore assessed as having a minor adverse effect for this link and is 
not deemed to be significant. 

1.7.55 The proposed moderate increase in traffic flow on Park Street (link 31) will maintain a degree 
of hazard which is assessed to be ‘Great’ on this link. The increase in average hour flow, 
whilst moderate, is not considered likely to have a detrimental impact on pedestrian’s 
experience of fear and intimidation. The presence of formal pedestrian crossings on this road, 
which support the safe movement of pedestrians in this area, will also go some way to 
alleviate pedestrian’s experience of fear and intimidation on this link and the impact as a result 
will instead be minor adverse.  This is therefore assessed as having a minor adverse effect for 
this link and is not deemed to be significant. 

1.7.56 The existing and proposed average hour flow and composition of HGV traffic along Floodgate 
Street (link 37) has been assessed to maintain a ‘Small’ degree of hazard between the DM 
and DS scenarios. The increase in average hour flow, whilst moderate, is not considered 
likely to have a detrimental impact on pedestrian’s experience of fear and intimidation due to 
the low existing and forecast flow on this road.  This is therefore assessed as having a minor 
adverse effect for this link and is not deemed to be significant. 

1.7.57 The resulting impacts related to fear and intimidation for the following 3 high and medium 
sensitivity links has been assessed to be moderate beneficial in 2021: 
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 Link 14 – High Street Deritend (east of Milk Street) 
 Link 16 – High Street Deritend (east of Heath Mill Lane) 
 Link 26 – Dale End 

1.7.58 This is therefore assessed as having a moderate beneficial effect for link 14, 16 and 26 and is 
deemed to be significant. 

1.7.59 The resulting impacts related to fear and intimidation for the following 4 low 
sensitivity links has been assessed to be moderate adverse in 2021: 

 Link 7 - New Canal St (south of junction with Fazeley St) 
 Link 8 - New Canal St (north of junction with Bordesley St) 
 Link 9 - Meriden St (between Bordesley Street and Coventry Street) 
 Link 10 - Meriden St (north of Digbeth B4100) 

1.7.60 These moderate adverse effects are due to low HGV flows in the Do-Minimum scenario and 
the introduction of the tram which significantly increases the HGV flow. The DMRB 
assessment considers the fear and intimidation to be ‘small’ for the 4 links It is not considered 
the tram will have a significant impact upon the low sensitivity receptors on these links, 
therefore the significance of effect is not deemed to be significant.Table 1.23 reports changes 
in 18 hour AAWT traffic flow, composition and vehicle speed between the 2031 Do-Minimum 
and 2031 Do-Something scenarios and assesses the potential impact on pedestrian’s 
experience of fear and intimidation based on the criteria identified above. 

 

 

 

MMD/300207/HS30/DOC/1000/1033/B October 2016  
http://pims01/pims/llisapi.dll?func=ll&objId=2090068937&objAction=viewheader 

64 



 Birmingham Eastside Extension 
Traffic and Transport Technical Information 
 

 

Table 1.23: Change in 18 hour AAWT (2031) between DM and DS and magnitude of fear and intimidation impact 

Link 
No 

Link Name Link 
Sensitivit
y 

2031 
DM 2 
way 
averag
e hour 
 (18 
hour 
week 
day) 

2031 DS 
2 way 
average 
hour 
 (18 
hour 
week 
day) 

2031 
DM 
AAWT 
(HGV) 

2031 
DS 
AAWT 
(HGV) 

DM to 
DS  
change 
average 
hour  

DM to 
DS 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree of 
Hazard 
Assessme
nt 

DS 
Degree 
of 
Hazard 
Assess
ment 

Magnitud
e of fear 
and 
intimidati
on 
impact 

Significa
nce of 
effect 

1 Lower Bull Street High           
62  

          89       
1,122  

     
1,601  

43% 43% Moderate Moderat
e 

Moderate 
adverse 

Moderate 
adverse* 

2 Albert St (DM) / New 
Alignment (DS) 

Low         
335  

        136       
1,452  

     
2,215  

-59% 53% Moderate Great Moderate 
beneficial 

Minor 
beneficial 

3 Moor St Queensway 
(between Albert Street 
and Masshouse Lane) 

High 
487 245 4,061 2,715 -50% -33% 

Extreme Great Moderate 
beneficial 

Minor 
beneficial 

4 Moor St Queensway 
(between Albert Street 
and Carrs Lane) 

High 
287 296 4,318 4,133 3% -4% 

Extreme Extreme Negligible 
adverse 

Minor 
adverse 

5 New Canal St to Curzon 
Street 

Medium 
635 17 180 312 -97% 73% 

Moderate Small Major 
beneficial 

Moderate 
beneficial 

6 New Canal St (north of 
junction with Fazeley St) 

Medium 
635 17 180 312 -97% 73% 

Moderate Small Major 
beneficial 

Moderate 
beneficial 

7 New Canal St (south of 
junction with Fazeley St) 

Low 
495 281 155 498 -43% 221% 

Small Small Major 
adverse 

Moderate 
adverse 

8 New Canal St (north of 
junction with Bordesley 
St) 

Low         
618  

        462          
103  

        
514  

-25% 397% Small Small Major 
adverse 

Moderate 
adverse 

9 Meriden St (between 
Bordesley Street and 
Coventry Street) 

Low         
333  

        275            
38  

        
507  

-17% 1234% Small Small Major 
adverse 

Moderate 
adverse 

10 Meriden St (north of 
Digbeth B4100) 

Low         
320  

        195            
13  

        
495  

-39% 3593% Small Small Major 
adverse 

Moderate 
adverse 

11 Digbeth B4100 (east of 
Meriden St) 

High      
1,434  

     1,063       
4,278  

     
3,233  

-26% -24% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

12 Digbeth B4100 (west of 
Rea St) 

Medium      
1,461  

     1,135       
3,068  

     
3,274  

-22% 7% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

13 High St Deritend (west of 
Milk St) 

Medium      
1,412  

     1,031       
2,649  

     
2,892  

-27% 9% Great Great Minor 
beneficial 

Minor 
beneficial 
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Link 
No 

Link Name Link 
Sensitivit
y 

2031 
DM 2 
way 
averag
e hour 
 (18 
hour 
week 
day) 

2031 DS 
2 way 
average 
hour 
 (18 
hour 
week 
day) 

2031 
DM 
AAWT 
(HGV) 

2031 
DS 
AAWT 
(HGV) 

DM to 
DS  
change 
average 
hour  

DM to 
DS 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree of 
Hazard 
Assessme
nt 

DS 
Degree 
of 
Hazard 
Assess
ment 

Magnitud
e of fear 
and 
intimidati
on 
impact 

Significa
nce of 
effect 

14 High St Deritend (east of 
Milk St) 

High      
1,566  

     1,039       
2,663  

     
2,889  

-34% 8% Great Great Moderate 
beneficial 

Moderate/ 
beneficial 

15 High St Deritend (east of 
Floodgate St) 

Low      
1,709  

     1,165       
2,583  

     
2,908  

-32% 13% Great Great Moderate 
beneficial 

Minor 
beneficial 

16 High Street Deritend 
(east of Heath Mill Lane) 

Medium      
1,856  

     1,298       
3,002  

     
1,978  

-30% -34% Extreme Great Moderate 
beneficial 

Minor 
beneficial 

17 High Street Deritend 
(east of Alcester St) 

Medium      
2,085  

     1,631       
3,096  

     
3,052  

-22% -1% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

18 High St Deritend (east of 
Adderley St) 

Low      
2,116  

     1,670       
3,103  

     
3,094  

-21% 0% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

19 Pedestrian area outside 
Hotel La Tour (new Bus 
Interchange) 

High 
 DS 
Link  

                            
87  

 DS 
Link  

                  
1,571  

N/A N/A 
 Moderat

e 
Moderate 
adverse 

Moderate 
adverse* 

Minor and offline Links 
25 Carrs Lane and High 

Street 
High         

148  
        139       

1,754  
     
1,710  

-6% -3% Moderate Moderat
e 

Negligible 
beneficial 

Minor 
beneficial 

26 Dale End High         
129  

          84       
1,357  

            
5  

-35% -100% Moderate Small Moderate 
beneficial 

Minor 
beneficial 

27 Moor Street Queensway 
(between Masshouse 
Lane and Park Street) 

Low         
367  

        419       
1,066  

     
1,198  

14% 12% Moderate Moderat
e 

Minor 
adverse 

Minor 
adverse 

28 Priory Queensway High         
234  

        200       
4,214  

     
3,604  

-14% -14% Extreme Extreme Minor 
beneficial 

Minor 
beneficial 

29 Jennens Road High         
812  

        698       
1,565  

     
1,504  

-14% -4% Moderate Moderat
e 

Minor 
beneficial 

Minor 
beneficial 

30 B4114 James Watt 
Queensway 

High         
634  

        687       
1,542  

     
1,534  

8% -1% Moderate Moderat
e 

Negligible 
adverse 

Minor 
adverse 

31 Park Street Low         
582  

        607       
2,409  

     
2,616  

4% 9% Great Great Negligible 
adverse 

Minor 
adverse 

32 Masshouse Lane Low         
505  

        480       
2,418  

     
1,151  

-5% -52% Great Moderat
e 

Moderate 
beneficial 

Minor 
beneficial 
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Link 
No 

Link Name Link 
Sensitivit
y 

2031 
DM 2 
way 
averag
e hour 
 (18 
hour 
week 
day) 

2031 DS 
2 way 
average 
hour 
 (18 
hour 
week 
day) 

2031 
DM 
AAWT 
(HGV) 

2031 
DS 
AAWT 
(HGV) 

DM to 
DS  
change 
average 
hour  

DM to 
DS 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree of 
Hazard 
Assessme
nt 

DS 
Degree 
of 
Hazard 
Assess
ment 

Magnitud
e of fear 
and 
intimidati
on 
impact 

Significa
nce of 
effect 

50 Fazeley St (east of 
junction with New Canal 
St) 

Low         
226  

        210            
42  

            
9  

-7% -78% Small Small Negligible 
adverse 

Minor 
adverse 

51 Fazeley St (west of 
junction with New Canal 
St) 

Low 
226 53 - - -77% N/A 

 Small Major 
beneficial 

Minor 
beneficial 

52 Bordesley St (east of 
junction with New Canal 
St) 

Low         
205  

        166          
192  

        
221  

-19% 15% Small Small Minor 
beneficial 

Minor 
beneficial 

53 Bordesley St (west of 
junction with New Canal 
St) 

Low         
417  

        233          
256  

        
228  

-44% -11% Small Small Moderate 
beneficial 

Minor 
beneficial 

54 Coventry St (east of 
Meriden St) 

Low           
59  

          86            
20  

            
2  

45% -89% Small Small Negligible 
adverse 

Minor 
adverse 

55 Coventry St (west of 
Meriden St) 

Medium           
86  

        123            
10  

          
16  

42% 64% Small Small Negligible 
adverse  

Minor 
adverse 

33 Digbeth (B4100) / Moat 
Lane Gyratory 

Low      
1,394  

     1,052       
3,035  

     
2,920  

-25% -4% Extreme Great Minor 
beneficial 

Minor 
beneficial 

34 Oxford Street (directly off 
Digbeth B4100) 

Low           
63  

        116            
52  

          
41  

83% -22% Small Small Major 
adverse 

Major 
adverse 

35 Rea Street (directly off 
Digbeth B4100) 

Low         
413  

        442          
427  

        
425  

7% -1% Small Small Negligible 
adverse 

Minor 
adverse 

36 Milk Street (directly off 
High Street Deritend) 

High         
164  

          20            
14  

            
3  

-88% -81% Small Small Major 
beneficial 

Major 
beneficial 

37 Floodgate Street (directly 
off High Street Deritend) 

Medium         
188  

        171            
25  

          
15  

-9% -40% Small Small Negligible 
beneficial 

Minor 
beneficial 

38 Heath Mill Lane (directly 
off High Street Deritend) 

Medium         
540  

        325          
674  

        
667  

-40% -1% Small Small Moderate 
beneficial 

Moderate 
beneficial 

39 Alcester Street (directly 
off High Street Deritend) 

Low         
630  

        798            
17  

            
2  

27% -86% Moderate Moderat
e 

Minor 
adverse 

Minor 
adverse 

40 Adderley Street (directly 
off High Street Deritend) 

Low         
166  

        144              
6  

            
5  

-13% -12% Small Small Minor 
beneficial 

Minor 
beneficial 
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Link 
No 

Link Name Link 
Sensitivit
y 

2031 
DM 2 
way 
averag
e hour 
 (18 
hour 
week 
day) 

2031 DS 
2 way 
average 
hour 
 (18 
hour 
week 
day) 

2031 
DM 
AAWT 
(HGV) 

2031 
DS 
AAWT 
(HGV) 

DM to 
DS  
change 
average 
hour  

DM to 
DS 
Change 
in 18 
hour 
week 
day HGV 

DM 
Degree of 
Hazard 
Assessme
nt 

DS 
Degree 
of 
Hazard 
Assess
ment 

Magnitud
e of fear 
and 
intimidati
on 
impact 

Significa
nce of 
effect 

41A Great Barr Street (at 
Heath Mill Lane / 
Liverpool Street junction) 

Low         
820  

        835       
1,142  

     
1,252  

2% 10% Moderate Moderat
e 

Minor 
adverse 

Minor 
adverse 

41B Liverpool Street (at 
Heath Mill Lane / 
Liverpool Street junction) 

Low         
110  

        170              
4  

          
16  

55% 280% Small Small Minor 
adverse 

Minor 
adverse 

41C Heath Mill Lane (at 
Heath Mill Lane / 
Liverpool Street junction) 

Low         
540  

        373          
739  

        
711  

-31% -4% Small Small Moderate 
beneficial 

Minor 
beneficial 

41D Fazeley Street (at Heath 
Mill Lane / Liverpool 
Street junction) 

Low         
449  

        695          
432  

        
562  

55% 30% Small Moderat
e 

Moderate 
adverse 

Minor 
adverse 

*Significance of effect to be reassessed considering the introduction of mitigation 
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1.7.61 The resulting impacts related to fear and intimidation for 13 of the links identified above in 
Table 1.23 has been assessed to be minor adverse for the high, medium and low sensitivity 
receptors in 2031. This is therefore assessed as having a minor adverse effect for these links 
and is not deemed to be significant. 

1.7.62 The resulting impacts related to fear and intimidation for 26 of the links identified above in 
Table 1.23 has been assessed to be minor beneficial for the high, medium and low sensitivity 
receptors in 2031. This is therefore assessed as having a minor beneficial effect for these 
links and is not deemed to be significant. 

1.7.63 The resulting impacts related to fear and intimidation for the following 2 high sensitivity links 
has been assessed to be moderate adverse in 2031: 
 Link 1 – Lower Bull Street 
 Link 19 – Pedestrian area outside Hotel La Tour 

1.7.64 The proposed moderate increase in traffic flow on Lower Bull Street (link 1) will maintain a 
degree of hazard which is assessed to be ‘Moderate’ on this link. The increase in average 
hour flow, whilst moderate, is not considered likely to have a detrimental impact on 
pedestrian’s experience of fear and intimidation. The presence of formal pedestrian crossings 
on this road, which support the safe movement of pedestrians in this area, will also go some 
way to alleviate pedestrian’s experience of fear and intimidation on this link and the impact as 
a result will instead be minor adverse. This is therefore assessed as having a minor adverse 
effect for this link and is not deemed to be significant. 

1.7.65 As assessed for changes occurring on link 19 in 2021, the presence of embedded mitigation 
in the form of pedestrian facilities, including a signalised pedestrian crossing across the new 
alignment (directly east of Moor Street Queensway), will go some way to alleviate pedestrian’s 
experience of fear and intimidation on this link. As such the impact will instead be minor 
adverse. This is therefore assessed as having a minor adverse effect for this link and is not 
deemed to be significant. 

1.7.66 The resulting impacts related to fear and intimidation for 4 high and medium sensitivity links 
has been assessed to be moderate beneficial in 2031 as follows: 
 Link 5 – New Canal Street to Curzon Street; 
 Link 6 – New Canal Street (north of junction with Fazeley Street); 
 Link 14 – High Street Deritend (east of Milk Street); and 
 Link 38 – Heath Mill Lane (directly off High Street Deritend). 

1.7.67 This is therefore assessed as having a moderate beneficial effect for these links and is 
deemed to be significant. 

1.7.68 The resulting impacts related to fear and intimidation for the following 4 low 
sensitivity links has been assessed to be moderate adverse in 2031: 
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 Link 7 - New Canal St (south of junction with Fazeley St) 
 Link 8 - New Canal St (north of junction with Bordesley St) 
 Link 9 - Meriden St (between Bordesley Street and Coventry Street) 
 Link 10 - Meriden St (north of Digbeth B4100) 

1.7.69 These moderate adverse effects are due to low HGV flows in the Do-Minimum 
scenario and the introduction of the tram which significantly increases the HGV 
flow. The DMRB assessment considers the fear and intimidation to be ‘small’ for 
the 4 links It is not considered the tram will have a significant impact upon the low 
sensitivity receptors on these links, therefore the significance of effect is not 
deemed to be significant. 

1.7.70 The resulting impacts related to fear and intimidation for ‘Link 34 - Oxford Street 
(directly off Digbeth B4100)’ has been assessed to be major adverse. This is due 
to an increase in traffic of 83%. The traffic flows on this link though are low (63 
vehicles per hour in the Do-Minimum and 116 vehicles per hour in the Do-
Something), and the Do-Something degree of hazard assessment is ‘small’. It is 
therefore considered the significance of effect is not deemed to be significant. 

Accidents and safety 

1.7.71 Where existing collision clusters have been identified consideration has been given to whether 
changes in AADT traffic flow between the Do-Minimum and Do-Something could have the 
potential to have an adverse or beneficial impact on accidents and safety. Consideration has 
also been given to the causation factors associated with these collisions and whether changes 
to junction form or traffic flow composition will have an impact on accidents and safety. 

1.7.72 Changes in 24 hour AADT total traffic flow for links relevant to the existing collision cluster 
identified at Moor Street Queensway/Park Street are summarised in Table 1.24 below. 

Table 1.24: Change in AADT between DM and DS in 2021 and 2031 at Moor Street Queensway / 
Park Street 

Link 
No.  

Link description 2021 DM to DS 
% change in 
24 hr AADT  

Absolute 
change 2021 
(vehicles) 

2031 DM to DS 
% change in 
24 hr AADT 

Absolute 
change 2031 
(vehicles) 

27 Moor Street Queensway 
(between Masshouse 
Lane and Park Street) 

+6% +785 +8% +891 

29 A47 Jennens Road +46% +3861 +4% +421 

30 B4114 James Watt 
Queensway 

+17% +1374 -14% -1906 

31 B4114 Park Street -14% -1482 +14% +875 

1.7.73 The changes in AADT reveal that the introduction of the BEE at the junction of Moor Street 
Queensway/Park Street will result in an increase in traffic flows passing through the junction in 
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between the DM and DS scenarios in 2021, with minimal flow changes between the DM and 
DS scenario by 2031. The majority of collisions at this cluster can be attributed to slight 
collisions or driver error. The potential impact on this pattern of collision causation is unlikely 
to be altered significantly as a result of minor changes in total AADT arriving at this junction 
(+11% total junction AADT in 2021, (+1% total junction AADT in 2031) in future years. 

1.7.74 The resulting impact on safety and accidents on the existing collision cluster at Moor Street 
Queensway/Park Street is considered to be minor adverse for these high sensitivity links. This 
is therefore assessed as having a minor adverse effect on links 27, 29, 30 and 31 and isnot 
deemed to be significant. 

1.7.75 Changes in 24 hour AADT total traffic flow for links relevant to the existing collision cluster 
identified at Moor Street Queensway/Albert Street are summarised in Table 1.25 below. 

Table 1.25: Change in AADT between DM and DS in 2021 and 2031 at Moor Street 
Queensway/Albert Street  

Link 
No.  

Link Description 2021 DM to 
DS % change 
in 24 hr AADT  

Absolute 
change 2021 
(vehicles) 

2031 DM to 
DS % change 
in 24 hr AADT 

Absolute 
change 2031 
(vehicles) 

3 Moor St Queensway 
(between Albert Street 
and Masshouse Lane) 

-16% -2369 -50% -4054 

4 Moor St Queensway 
(between Albert Street 
and Carrs Lane) 
 

-29% -5588 3% +142 

1.7.76 As a result of the introduction of the BEE, Moor Street Queensway near its junction with Albert 
Street will experience a moderate reduction in AADT as a result of proposals to make Moor 
Street Queensway bus only between Carrs Lane and Albert Street in 2026. The impact of the 
tram also reduces capacity around this junction and traffic is seen to re-route as a result.  

1.7.77 This reduction in traffic flow may not, however, alter the pattern of collision causation in this 
area which was mainly attributed to either pedestrians or drivers failing to look properly and is 
not necessarily influenced by the junction form or the level of traffic in this area. 

1.7.78 The resulting impact on safety and accidents on the existing collision cluster at Moor Street 
Queensway/Albert Street is considered to be minor beneficial for these high sensitivity links. 
This is therefore assessed as having a minor beneficial effect on links 3 and 4 and is not 
deemed to be significant. 

1.7.79 For other links within the study area which were not identified to contain collision cluster, the 
implementation of the BEE is not expected to detrimentally impact highway safety.  
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1.7.79.1 Although there have been a number of collisions recorded on the BEE alignment and at 
nearby offline junctions during the assessment period, the majority of these were caused by 
driver error and gross negligence. Measures have been included within the scheme design to 
minimise the detrimental impact on road safety, such as re-location of signalised pedestrian 
crossings and signalisation of problem junctions to remove safety issues. 

1.7.80 The resulting impact on safety and accidents on links within the study area without existing 
collision clusters is considered to be negligible for all high, medium and low sensitivity links. 
This is therefore assessed as having a minor effect on these links and is not deemed to be 
significant. 
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