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ROYAL INFIRMARY OF EDINBURGH HOSPITAL AND BEYOND
(INCLUDING INTO MIDLOTHIAN) — CONSULTATION RESPONSE
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PURPOSE OF REPORT

The purpose of this report is to seek the Committee’s approval of a
consultation response to proposals to extend the Edinburgh Tram
project. The consultation response is attached to this report as
Appendix A.

BACKGROUND

The City of Edinburgh Council is leading the development of a
business case to expand the tram network in Edinburgh and beyond.
A west to east route is operational from Edinburgh Airport to
Newhaven. A north to south route is proposed, which would run from
Granton to the southeast and includes three main sections:

1. Granton to Edinburgh City Centre. This would comprise of one
route from Granton to Ferry Road/Crewe Toll and two alternative
route options from Ferry Road/Crewe Toll to the City Centre.

2. Edinburgh City Centre to Edinburgh BioQuarter and the Royal
Infirmary of Edinburgh Hospital.

3. Potential extensions beyond the City of Edinburgh Council
boundary to Midlothian and/or East Lothian.

The potential for an Edinburgh and South East Scotland mass transit
system (potentially comprising tram and bus-based transit modes) is
an initiative that is identified in Transport Scotland's Strategic
Transport Projects Review 2 (STPR2) (Recommendation 12), which
looks to deliver the vision, priorities and outcomes that are set out in
the Scottish Government's National Transport Strategy 2 (NTS2).

The City of Edinburgh Council is investigating mass transit
opportunities and SEStran is facilitating region-wide input into the
study, with partners collaborating on a ‘mass transit’ proposal under
the working title of ‘SES-transit’. It is important to note that mass
transit systems tend to make use of various ‘carrying’ vehicles (bus,
bus rapid transit, tram, light rail, metro rail) which are deployed so that
the carrying/volume capacities are matched to population density
patterns. In Recommendation 12, ‘mass transit’ must be fully regional
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and doesn’t necessarily mean ‘tram’. Alternate solutions may be
identified that meet the future demands arising from development
patterns.

Destinations being considered by the City of Edinburgh Council as
potentially being served by tram as a mass transit mode include:
Niddrie, Fort Kinnard, Newcraighall Park and Ride, Queen Margaret
University, Musselburgh Railway Station, and Shawfair. Shawfair
being the Midlothian component.

A route eastward from Edinburgh BioQuarter via Niddrie Mains Road
has been safeguarded as part of Edinburgh’s City Plan 2030.

Beyond Fort Kinnard, mass transit links with Newcraighall Park and
Ride would create interchange opportunities further eastwards, an
extension towards Musselburgh Railway Station would connect with
the East Coast Mainline services and service Queen Margaret
University (QMU).

In addition to creating mass transit links with QMU, a second more
southernly route to Shawfair would provide cross boundary access to
Edinburgh BioQuarter/the Royal Infirmary of Edinburgh Hospital,
business/employment opportunities, leisure uses and Cameron Toll. A
connection with the Borders Railway at Shawfair would offer the
potential for high quality interchange opportunities and extend the
reach of mass transit into Midlothian and the Scottish Borders.

MIDLOTHIAN COUNCIL CONSULTATION RESPONSE

The City of Edinburgh Council (CEC) is seeking feedback on the tram
proposals prior to developing the next stage of the project, which is the
Strategic Business Case for a new tram line — the consultation
deadline for Midlothian is 21 November 2025 (extended to enable this
report to be presented to Committee). The supporting documents that
were provided as part of the online consultation (that are referenced
within this response) have been placed in the Elected Members’
Library. The Midlothian Council consultation response is provided in
Appendix A and is summarised below. The response includes
potential opportunities which detail other potential solutions which
could be explored further between CEC, Midlothian and East Lothian
Council. MLC believes that collaboration between the local authorities
is important in providing a beneficial solution for all. A plan showing
the potential indicative tram routes that effect Midlothian is attached as
Appendix B.

A number of issues shape Midlothian’s response, including location,
limited connections to onwards journeys with non Shawfair/Danderhall
Midlothian communities; availability of land; impact on existing bus
service routes; duplication of existing infrastructure links; and potential
environmental considerations. In addition, full financial implications of
the proposal are not known and may have implications for Midlothian
Council.



3.3 Midlothian Council considers there may be alternative route alignment
options that deliver connectivity benefits, with less environmental and
cost impacts than the route described in the consultation proposals.

3.4 Midlothian welcomes collaboration between the City of Edinburgh, East
Lothian and Midlothian Council to identify and assess opportunity for
combining a single route alignment that serves all areas and may
achieve greater benefit for areas of new demand.

4 RECOMMENDATION

4.1 Itis recommended that the Committee approves the Edinburgh Tram
consultation response set out in Appendix A.

Peter Arnsdorf

Head of Placemaking

Date: 5 November 2025
Contact Person: Anna Hall

anna.hall@midlothian.gov.uk

Background Papers: Consultation documents placed in the Elected
Members’ Library

Appendix A: Edinburgh Tram Midlothian Council consultation
response

Appendix B: Indicative Tram Routes Plan (Midlothian)



‘ Midlothian APPENDIX A

City of Edinburgh Tram Proposal
Midlothian Council Consultation Response
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Proposed Routes

The project is still in its early stages, and the extensions to Midlothian
and East Lothian are presented as ‘potential’ options. A map shown in
“Tram to Granton, BioQuarter and Beyond: Modal and Routing
Summary” pg. 12 shows the alignments being considered, two of
which extend to Midlothian:
1. Sheriffhall (via A7) option: BioQuarter to Sheriffhall following the
route of the A7
2. Sheriffhall (via Shawfair) option: BioQuarter to Sheriffhall via
Shawfair

The route which follows the A7 to Sheriffhall may be deliverable, but
subject to constraints as set out below.

Land Utilisation

The curvature of the road and the variance of width along the A7 may
pose issues when considering this alignment. There is high car usage
of the A7 and a number of residential areas and new developments
dependent on the corridor for connections, which may restrict work to
extend the tram. Further analysis to establish suitability and
highlighting impact and mitigation is required.

A disused railway track which is now a shared use cycleway/footpath
that crosses the A7, via a bridge, is located to the south of Danderhall.
This is a valuable active travel route for the residents of Midlothian,
and beyond, as it provides an off-road access to southwest Midlothian
as well as connectivity to Edinburgh. Tram infrastructure may require
alterations to the bridge, resulting in the potential loss of connection on
this route.

Sheriffhall Park and Ride may have potential capacity to accommodate
a hub for the tram. “Tram to Granton, BioQuarter and Beyond: The
Strategic Rationale” pg.13 states one of the issues of this route is “that
it replicates existing bus routes whereas an alignment via Sheriffhall
provides new travel options”. There are potential impacts on bus
routes, on connectivity and the duplication of the Borders Rail line —
this replication of routes is an issue of concern if it impacts on these
services.
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Topography

The gradient along the A7 varies greatly, especially between
BioQuarter/the Royal Infirmary of Edinburgh Hospital and Sheriffhall.
Old Dalkeith Road, towards The Wisp has a significant incline that the
tram would be required to navigate. Once past The Wisp, there is a
steady decline in the gradient, however this may pose its own
constraints. Investigations would be required to ensure that this route
would be suitable.

The route to Sheriffhall via Shawfair is the preferred route for CEC.
There are several constraints identified with this route which are a
concern for Midlothian Council.

Land Utilisation and Planned Development

Shawfair is named one of the Edinburgh and South East Scotland City
Region Deal’s seven Strategic Development Sites. While a number of
sites in the Shawfair area (which for the purposes of this consultation
response includes Cauldcoats to the north and Newton/Wellington
Farm to the south) which have been built out (approximately 700 of the
5,500 units), the wider area is actively being developed with multiple
sites under construction; other sites have been granted planning
permission or have a planning applications submitted. Shawfair will be
predominantly built out prior to any tram project being implemented.

A planned alignment is detailed in a supporting document. “Trams to
Granton, BioQuarter and Beyond: Microsimulation Modelling Report”
pg. 27 which states “The route then turns right to run adjacent to
Tobias Street and then right again to follow the A6106 and Harelaw to
Shawfair”.

1.10 The junction at the northern end of The Wisp connecting to

A6106/Millerhill Road has a sharp angle and gradients that are difficult
to navigate; it is an increasingly busy junction. The current layout of
the road would not easily accommodate a tram line and its associated
infrastructure.

Future work in this area will see the A6106/Millerhill Road upgraded to
improve safety/traffic flow and reflect the nature of the emerging
Shawfair development. “Tram to Granton, BioQuarter and Beyond:
The Strategic Rationale” pg.24 notes “Tram infrastructure enables
segregation from pedestrians and cyclists, allowing for wider footways
and safer junctions”. With the works planned for the area, retrofitting a
tram and creating mode segregation may be challenging (if not
impossible) and costly.

1.12 The area proposed for the Shawfair Town Centre in the masterplan is

around the existing Shawfair Train Station - part of the Borders Rail
line connecting Edinburgh to Tweedbank and linking a number of
Midlothian’s communities together on a north to south corridor. This
service can get passengers from Shawfair to Edinburgh Waverley in



approximately 18 minutes, running at regular intervals throughout the
day. Due to the service frequency and reduced journey duration, the
Borders Rail has seen significant levels of patronage since it's
opening.

1.13 Paragraph 2.58 of “Trams to Granton, BioQuarter, and Beyond:
Economic Narrative” pg.29 comments “a high level of potential to
improve integration between tram and train at Waverley Station” as
well as “integration with tram and Borders Rail at Shawfair”.
Integration with tram and Borders Rail at Shawfair duplicates the
Borders Rail line link to Waverley with negligible benefit for Midlothian
commuters, but some risk to bus services. How well the location
connects to other Midlothian communities beyond Shawfair is
discussed in later paragraphs.

1.14 The Shawfair Masterplan provides for the new town centre to be
situated around the area of the existing train station, and a draft Town
Centre Strategy is due to be submitted soon for the Council’s
consideration.

1.15 The masterplan and subsequent development have resulted in the
current road being constructed in such a way that it will accommodate
future bus provisions into Shawfair Town Centre. The Town Centre
Strategy is likely to continue support for this approach and is not
expected to be revised to support the introduction of a tram (in part
based on the uncertainty of the tram project).

1.16 It appears that the ‘multi-modal hub’ is proposed to be in the same
area as the Shawfair Train Station. Access to this location by tram via
Harelaw is not a given due to the road layout and the existing bridge
over the Borders Rail line; engagement with Network Rail would be
required to establish the feasibility and costs of any potential for the
existing bridge to accommodate tram infrastructure, should the route
proposal be continued.

1.17 An all-through education campus is to be located adjacent to Shawfair
Train Station. There is a requirement to provide safe active travel
routes, which may have an impact on the deliverability of a tram into
Shawfair Town Centre. Retrofitting a tram to this area is likely to incur
significant costs.

1.18 It is possible that there would be unintended parking and car traffic
congestion implications associated with a tram stop in Shawfair.
Shawfair Town Centre is not intended to be a destination for people to
drive to, to access other modes of transport. Further studies would be
necessary to understand the scale of induced car movement.
Additionally, it is essential to understand the future bus provision to
Shawfair and to ensure services, or connectivity, are not at risk.



Topography

1.19 As previously noted, the proposed route would cross The Wisp and
join Millerhill Road - this area has a steep gradient, which along with a
challenging road alignment, would require significant engineering
works to accommodate a tram and as such there are additional
financial implications associated with the topography.

Other considerations not alignment specific.

Biodiversity and Ecological Impacts

1.20 When analysing potential routes for the tram line, a notable issue
would be the impact on biodiversity and wildlife. The document “Tram
to Granton, BioQuarter and Beyond: The Strategic Rationale” notes
both biodiversity and ecology as one of the “Key Impacts (Trade-Offs)’
showing acknowledgment of the impact.

1.21 With the ongoing development at Shawfair, the provision of areas that
promote biodiversity and wildlife enhancement are essential. Several
areas along Millerhill Road have been identified as green space that
should be retained. It is reasonable to assume that the tram would
likely require sections of this land to accommodate infrastructure.

1.22 These sections of land create a regionally significant green corridor
that extends from Shawfair to Holyrood Park and provide informal
active travel routes to Edinburgh. Loss of this corridor is contrary to
wider objectives and will negatively impact residents’ health and
wellbeing, as well as cross boundary connectivity between local
authorities.

1.23 It is envisaged that within these areas there will be the presence of
protected species, with genetically distinct subpopulations. Midlothian
considers that the area is important for ecologically diversity and
therefore, assessments such as Ecological Assessments and
Environmental Impact Assessments would be required to fully
appreciate the extent of these impacts.

Population Densities and Demand Levels in Midlothian

1.24 Midlothian’s current and future population densities appear to be below
that required to support a commercially viable tram operation.

1.25 One of the roles in supporting objectives outlined in “Tram to Granton,
BioQuarter and Beyond: The Strategic Rationale” pg.19 is that trams
make areas “more attractive to developers” and will allow for
development “at higher density”. Midlothian has a ‘semi-rural’
development pattern; although there is a variation of densities across
the various settlements, however none could be classed as ‘high
density’ - they are not comparable with inner Edinburgh areas served
by tram, and do not offer a destination with regular volumes of
passengers comparable to Edinburgh Airport for example.



1.26 Pg.19 “Tram to Granton, BioQuarter and Beyond: The Strategic
Rationale”, “helps accelerate development” is also noted. Midlothian is
the fastest growing authority in Scotland and development within the

Shawfair area continues at a steady pace.

1.27 Shawfair follows the trend which has been seen throughout Midlothian,
with lower density development such as semi-detached and detached
homes being built. The development stage that Shawfair has reached
now precludes the ability to achieve levels of higher density with the
potential exception of the town centre.

1.28 Midlothian would be keen to understand the viability of tram operations
in addition to the existing Borders Rail train services if densities remain
as planned in the Shawfair area. Analysis of the required patronage
levels for a commercially viable tram service, as well as evidence of a
comparable area with a successful tram network would be welcomed.

Catchment and Population Distribution

1.29 At present access to the Shawfair Train Station is via car, walking a
minimum of 12 minutes (from the nearest bus stop) or being already on
the train. It is acknowledged that as development continues, the train
station will become more accessible for the future residents of the
area. Without the support of other modes, such as additional bus
provisions it is crucial to acknowledge that this location is not widely
accessible to Midlothian as a whole.

1.30 Considering existing active travel routes it is possible for those as far
as Mayfield, Bonnyrigg and Loanhead, within a 20-minute radius, to
reach Shawfair Town Centre. However, journeys from all three
communities require having to cross the Edinburgh City Bypass (A720)
or Sheriffhall Roundabout.

1.31 Strava Usage Heat Maps illustrate how infrequently pedestrians and
cyclist cross Sheriffhall Roundabout. They show that Sheriffhall
Roundabout is not utilised. Cyclists are likely to use Gilmerton Road
and pedestrians appear to avoid the roundabout (it can be presumed
this is due to safety reasons). Thus, the radius of communities able to
access Shawfair Train Station by active travel within a reasonable
timescale is in reality drastically reduced.

1.32 “Tram to Granton, BioQuarter and Beyond: The Strategic Rationale”
pg. 19 makes note that one of the roles of the tram is “Connecting
areas of deprivation: Including parts of Granton, Craigmillar, and
Shawfair”. Shawfair is a new, emerging community, which is unlikely
to be affected by high levels of deprivation.

1.33 However, there are areas within Midlothian which are experiencing
high levels of deprivation and transport poverty which would benefit
from investment in public transport (both infrastructure and service
provision). For example, SIMD measures identify areas in Dalkeith as



being in the bottom 10% for socioeconomic measures. These areas
often have low car ownership and depend on public transport and
active travel options to access employment opportunities — the
proposed tram to Shawfair does not assist in this regard. However,
SIMD areas in Danderhall, for comparison, have good access to
employment opportunities (because of its geographical location in
relation to Edinburgh) and good existing public transport connections.

1.34 |t is inappropriate to say that Shawfair is an area of deprivation or that
areas experiencing deprivation within Midlothian will benefit from a
tram due to connectivity to it.

1.35 Based on the above observations, Midlothian Council does not
consider that the tram will practically reduce transport poverty or
provide safe connectivity for areas of higher deprivation; potentially
investment in other forms of public transport or tram routes would
provide greater social and economic benefit.

Bus Provisions and Dependency

1.36 Midlothian is semi-rural with substantial variations of topography and
gradients throughout the area. Adding the complication of existing
infrastructure, a tram will not be capable of navigating these
constraints and bus provision is the only mode able to cope and
infiltrate the most rural communities.

1.37 A high priority for Midlothian Council is to ensure that bus services
across the area remain viable, and are not competing with, or
rationalised due to tram services. However, “Tram to Granton,
BioQuarter and Beyond: Background and Decision Context” pg.15
notes that “any corridors served by tram would not require as many
buses, enabling them to be redeployed elsewhere on the network” and
this presents a future risk if services are reduced because of the tram.
However, if the rationalisation results in additional buses being
deployed across Midlothian it could provide wider benefits.

1.38 Understanding what “redeployment” of bus provisions would look like
and how this would affect Midlothian is critical.

Extension to the Wider Midlothian

1.39 “Tram to Granton, BioQuarter and Beyond: Modal and Routing
Summary” pg.6 makes note of “potential extensions to Dalkeith or East
Lothian”. Any extension to Dalkeith would require the proposed grade
separation works at Sheriffhall Roundabout to be completed, which
remains a key priority for Midlothian Council. Should these works be
completed, the route will present significant land suitability constraints
to overcome. This will have very significant costs implications for the
tram project — increased investment in bus services in Midlothian
would be more beneficial and cost effective.



Financial Considerations

1.40 The only indication of cost is noted in “Technical Note No.4 —
Infrastructure Costs, Phasing and Construction” section 2.5. These are
“high level construction estimates”, with the section from Tobias Street
to Shawfair being estimated as £101m. This estimate only covers
construction costs and a substantial increase on this figure is
anticipated when you consider wider infrastructure impacts.

1.41 Much of the land within Shawfair is identified for residential or
employment uses, with very little agricultural land available. Land
values for purchasing would be based on the appropriate land use.

1.42 Additional unaccounted costs include the need for surveys to establish
any impacts from the provision of tram infrastructure, site suitability
assessments, remedial and preparatory work - for example relocating
part of the underground heat distribution network at Shawfair.

1.43 Midlothian Council would be keen to see that alongside tram
expansion proposals; investment is made by CEC in a multi-operator
integrated ticketing systems (i.e. not just between Lothian Buses and
Edinburgh Tram). Such a system would require multi-operator
agreement on affordable fairs and cost structures - this work is not
costed and requires close alignment with the other regional/strategic
transport projects.

1.44 1t should be noted that there is limited opportunity for Midlothian
Council to renegotiate Section 75 planning obligations to secure
funding for the tram project, and there is no other significant source of
funding from development within the current or proposed development
plan. Other external funding sources are unknown at this time and
Midlothian will carefully examine the financial case within the Strategic
Business Case produced by CEC after the consultation has concluded.

Opportunities

1.45 Midlothian Council is not opposed to a mass transit (be it tram or other)
opportunity that improves connectivity and importantly, that
complements, secures or extends existing public transport networks for
Midlothian populations and visitors. However, at this stage, the tram
route to Shawfair as shown via either of the proposed alignments, and
based on the information as presented, presents questions and
concerns for Midlothian Council.

1.46 There are possible alternative alignments that may provide more scope
to incorporate a tram linking the Royal Infirmary of Edinburgh Hospital
to the north of Shawfair continuing to Fort Kinnaird, East Lothian and
Queen Margaret University.

1.47 There are several possible alignments for a route through
Shawfair/Cauldcoats, that would mitigate many of the impacts raised in
the consultation response such as impacts on biodiversity, lack of



space around Shawfair and limitations from planned development. It
would also give future residents of the ‘Cauldcoats’ area improved
connectivity, which may have not otherwise been available.

1.48 These options may provide the opportunity for a cross-boundary link
between three local authorities in an east to west corridor which would
help address the lack of east-west connectivity in the region. These
options would be less likely to compete with current bus and train
infrastructure and would add significant value to the existing
alignments. This is due to the ability to complement existing heavy rail
infrastructure and provide a link between the Borders Rail line located
at Newcraighall and the East Coast Mainline at Musselburgh. This
could add improved connectivity for a greater reach than that that
would have been possible at Shawfair.

1.49 It would connect more of CEC deprived communities, providing great
transport links to employment and educational opportunities. In
addition, the opportunity would reach some of the key destinations for
residents located in all three local authorities without the challenges
arising from the other alignments.

1.50 Midlothian Council welcomes collaboration with the City of Edinburgh
Council and East Lothian Council, on any mass transit opportunities to
achieve the best outcome for all.
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