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1.0 INTRODUCTION 

 

1.1 This Hearing Statement is submitted on behalf of Sutton Harbour Holdings plc (PCA 

Limited). 

 

1.2 PCA Limited has an interest in the Joint Local Plan (JLP) as the company benefits from 

having both a freehold (c. 11 acres) and a long leasehold interest in the remainder of 

the Former Airport Site (FAS) pending the merger of the long leasehold interest (only) 

with that of the majority freeholder, Plymouth City Council.  

 

1.3 PCA Limited has been proactively involved in the JLP process from the outset and 

remains of the view that the JLP as currently drafted is unsound.  This view is on the 

basis that the policies in respect of the FAS and consequential policy impacts arising 

from this are both unjustified and inconsistent with national planning policy. 

 

1.4 As described in detail within our Regulation 19 representations the former airport has 

been closed since 23 December 2011.  Since this time and despite some political 

pressure to reopen, no credible solution has come forward for the Airport in what is now 

over six years since its closure.  Furthermore, it has been confirmed on many occasions 

that there is no public funding available to subsidise the re-opening the Airport. 

 

1.5 Since its closure, PCA Limited has been proactively trying to engage with Plymouth 

City Council (PCC or the Council) over the future of the FAS. As the site is previously 

developed (brownfield land) and is now vacant, PCA Limited has been in repeated 

discussions with officers at PCC over its reuse since its closure and has submitted 

representations at every opportunity in the Plan making process going back to the 

Derriford and Seaton Area Action Plan (AAP). PCA Limited has also identified the Site 

as being suitable, available and deliverable for residential development through various 

Calls for Sites which have informed the Council’s Strategic Housing Land Availability 

Assessments. Regrettably the Council’s response to these submissions has been 

critically flawed, which remains one of the key reasons upon which the JLP as currently 

drafted is considered to be unsound.  

 

1.6 As further evidenced in our Hearing Statement pursuant to Matter 4 the proposed 

safeguarding of the FAS for general aviation use is also unsound.  The Council has 

repeated the same errors identified by the Inspector in finding the Derriford and Seaton 

Area Action Plan unsound in 2014.  Further detail on this can be found in PCA Limited’s 

Reg 19 representation.  
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2.0 BACKGROUND CONTEXT 

 

2.1 In considering whether proposed housing site allocations are appropriate having 

regard to any constraints and the provision of necessary infrastructure it is of course 

important to have regard to the core planning principles that the National Planning 

Policy Framework (NPPF) requires should underpin plan-making (para 17). 

 

2.2 Of the 12 identified principles the following are considered particularly relevant to 

housing allocations through the plan making process; in particular planning should: 

 

 be genuinely plan-led, empowering local people to shape their surroundings, 

with succinct local and neighbourhood plans setting out a positive vision for the 

future of the area. Plans should be kept up‑to‑date, and be based on joint 

working and co‑operation to address larger than local issues. They should 

provide a practical framework within which decisions on planning applications 

can be made with a high degree of predictability and efficiency; 

 

 not simply be about scrutiny, but instead be a creative exercise in finding ways 

to enhance and improve the places in which people live their lives; 

 

 take account of the different roles and character of different areas, promoting 

the vitality of our main urban areas, protecting the Green Belts around them, 

recognising the intrinsic character and beauty of the countryside and 

supporting thriving rural communities within it; 

 

 contribute to conserving and enhancing the natural environment and reducing 

pollution. Allocations of land for development should prefer land of lesser 

environmental value, where consistent with other policies in this Framework; 

 

 encourage the effective use of land by reusing land that has been previously 

developed (brownfield land), provided that it is not of high environmental value; 

 

 actively manage patterns of growth to make the fullest possible use of public 

transport, walking and cycling, and focus significant development in locations 

which are or can be made sustainable. 
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3.0 CONSIDERATION OF NPPF CORE PLANNING PRINCIPLES 

 

3.1 It is fully understood that the Inspectors have advised that they do not wish to consider 

omission sites at this stage in the Plan making process.  It is, however, important to 

consider whether proposed housing allocations satisfy the aforementioned core 

planning principles in terms of their soundness.  Having regard to these it is considered 

that the Woolwell allocation conflicts with many of these on the following grounds: 

 

 Unlike the FAS the Woolwell site is a greenfield site.  As confirmed by the JLP 

Evidence Document ‘Landscape Impact Assessment of Potential Allocation 

Sites in the Plymouth Policy Area’ (Doc Ref: EN27) the landscape sensitivity 

of the Woolwell site and its role in separating the city from Dartmoor National 

Park are important considerations. The document also summarises the overall 

character of the Woolwell site as follows: 

 

“Despite its proximity to Plymouth, much of this site (Woolwell – our 

clarification) feels removed from the city and has a rural, tranquil 

character.  Long views are afforded from higher ground across Bickleigh 

Vale to the edge of Dartmoor with the village and church tower at Shaugh 

Prior being a prominent feature.  The nature of the landform which slopes 

away from the city, plus views out to the rural landscape beyond over the 

intervening valleys means that this site is not currently perceived as an 

edge of Woolwell or part of Plymouth.” 

 

3.2 As such, and given the availability of less environmentally sensitive brownfield sites 

such as the FAS, release of the Woolwell site is in direct conflict with the principle of 

encouraging the effective use of land by reusing land that has been previously 

developed (brownfield land) (Core Principle 8). 

 

3.3 Making more land available for homes through maximisation of brownfield land is also 

supported in the Housing White Paper (February 2017). Furthermore, the White Paper 

emphasises that “the presumption should be that brownfield land is suitable for housing 

unless there are clear and specific reasons to the contrary”.  

 

3.4 Such an approach is also consistent with the core principle of allocating land for 

development in accordance with a preference for land of lesser environmental value 

(Core Principle 6) and also “promoting the vitality of our main urban areas, ……………, 

recognising the intrinsic character and beauty of the countryside” (Core Principle 5). 

 

3.5 In the event the proposed safeguarding of the FAS is found to be unsound and taking 

into account the direction from national planning policy and the Housing White Paper, 

the draft JLP should follow central Government policy and take the approach that 

housing should predominantly be located on brownfield land.  This should be promoted 

in the draft policies and evidenced through the sites to be allocated.   In accordance 

with central Government policy the FAS site must be considered as suitable, available 

and deliverable contrary to the approach adopted by the Council to date. 
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3.6 Located in a rural and peripheral location beyond the existing urban boundary Woolwell 

does not afford an opportunity to link into existing communities and make the fullest 

use of public transport, walking and cycling.  As such it is not compliant with the 

requirement to “focus significant development in locations which are or can be made 

sustainable” (Core Principle 10). 

 

3.7 This is in direct contrast to the FAS.  It should be noted that the Derriford and Seaton 

AAP Inspector concluded the following in his report (August 2013) in respect of the 

merits of the FAS for redevelopment: 

 

“The airport site is of a substantial size, would appear to be currently available, 

is submitted as being previously developed land and, with regard to the 

isochronal evidence, appears to be more closely related to a clear residential 

cohort than other options. These factors weigh in favour of its consideration as 

a location for the District Centre……..The Council are suitably reviewing their 

strategic approach to the airport and its uses which is a sensible and 

appropriate mechanism for ensuring a comprehensive approach to its 

relationship with the wider Derriford and Seaton locality and the city as a whole. 

 

The production process of the Plymouth Plan appears to be the logical planning 

vehicle for assessing the role of the airport site in northern Plymouth and any 

alternative uses which may be justified.”  

 

3.8 Whilst Woolwell has the potential to create an integrated and accessible community for 

its new residents, the FAS offers opportunity of doing this far more effectively through 

its more central location within an established urban area with the ability to affect not 

only new residents, employees and visitors but also its neighbours.  This is shown by 

the Plym Vale Masterplan (Appendix 1).  Development of the FAS allows for full 

permeability around the existing site and integration into the existing communities 

whereas the peripheral Woolwell site can only be accessed by a limited area of the 

existing community.  This is contrary to NPPF Core Principle 11. 
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4.0 INFRASTRUCTURE ASSESSMENT 

 

4.1 In the event that the safeguarding of the FAS is found unsound (Matter 4) then it is 

incumbent upon the Council to consider the reuse of the FAS in the light of the 

overriding “brownfield first” approach advocated by national planning policy. 

 

4.2 Not only will this ensure key core planning principles are being met but it will also help 

mitigate infrastructure needs. The Woolwell allocation which is far more reliant on the 

delivery of new infrastructure than the FAS.  The consequential benefits of this can be 

evidenced from the note comparing the transport impacts of the two sites, prepared by 

Vectos, that can be found at Appendix 2. 

 

4.3 The obvious example set out in the Vectos note would be the provision of 

improvements at Manadon junction on the A38.  Redevelopment of the FAS is likely to 

require little to no mitigation at this junction, whereas the current evidence base set out 

by Plymouth City Council and addressed by Highways England, demonstrates a need 

to provide (as yet undefined) mitigation works based on the currently proposed draft 

allocations including Woolwell. 

 

4.4 This assessment shows that if the FAS were brought forward as an alternative to 

Woolwell, there would be significantly less investment in infrastructure required which 

would improve overall viability and help ensure other strategic objectives are met e.g. 

provision of policy target affordable housing, enabling expansion of education and 

health care facilities such as Marjons and the hospital, and delivery of new and 

complimentary employment uses. 
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5.0 CONCLUDING REMARKS 

 

5.1 We consider that the current approach to housing allocations remains fundamentally 

flawed and in direct conflict with many of the Core Planning principles set by the 

National Planning Policy Framework. 

 

5.2 The unjustified and fundamentally flawed discounting of strategically important 

brownfield sites such as the FAS will result in the loss of greenfield land giving rise to 

unnecessary harmful impacts on environmentally sensitive landscape locations such 

as Woolwell. 

 

5.3 Furthermore, it results in a missed opportunity for Plymouth in terms of delivering 

integrated and sustainable development within the City contrary to the objectives of 

national planning policy. Currently, therefore the Plan is unsound. 

 

5.4 These are all mistakes that ultimately resulted in the previous AAP being found 

unsound and must not be repeated.  



 
 
 
 
 

APPENDIX 1 

PLYM VALE MASTER PLAN 



A Concept Masterplan 
for PlymVale 
a new garden suburb
for Plymouth



masterplan
for a contemporary

a concept

community

Plym Vale, the former airport site, is in the north east of the Plymouth local authority 

area, and next to to the University of St Mark and St John , Derriford Hospital, Plymouth 

Science Park and existing residential areas. 

Since the closure of the Airport in December 2011, as a strategically important 

brownfield previously developed site, Sutton Harbour Holdings plc has been 

considering options for the future of the site, culminating in the current Vision for 

the garden suburb comprising homes, community facilities, shops, a rehabilitation 

village, first class community sports facilities and expansion space for University of St 

Mark and St John, all fully accessible on foot and by bicycle. 

Plym Vale has been developed and evolved by Leslie Jones Architecture following 

consultation events with local stakeholders.  The masterplan vision has been designed 

to address the widely acknowledged lack of connectivity within the northern part of 

the city, stitching together existing communities and offering a new way of living for 

the 21st Century, minimising the need to use vehicles for day-to-day journeys.

At the heart of the Vision is a partnership with University of St Mark and St John 

University which will see the University provided with new teaching and first class 

community sporting facilities along with new student accommodation.  Taken 

together with the rehabilitation village and Derriford Hospital, there is an opportunity 

to create a regionally significant centre for Health and Wellbeing for Plymouth.

The masterplan vision provides opportunity for:

• New University Facilities

• Student Accommodation

• Veterans’ Rehabilitation Village

• Substantial Green Space (including first class community sports facilities, village 

green, pocket parks and allotments)

• A New Community Hall

• Primary School

• Health and Community Facilities

• A New Sports Arena

• 150 Bed Hotel

• Up to 1,500 New Homes (including affordable housing)

1
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MASTERPLAN VISION
The evolution of the masterplan vision has been driven by the 

desire to create a vibrant, sustainable community on previously 

developed land.  It is a vision of local living, not just for the new 

development but for the neighbouring communities, with more 

attractive day-to-day facilities within easy reach.  The concept plan 

has been developed around central communal spaces and a village 

high street, linked to the rest of the new and existing communities 

by primary and secondary routes for pedestrians and cyclists to 

move easily around and beyond the site.

The surrounding green spaces, disconnected by the site’s former 

function, have been extended into the scheme to create a network 

of green spaces and routes and a robust landscape within which a 

variety of new and exciting uses can evolve.

Key buildings and locations will be created to provide the 

community with its own character and local distinctiveness and 

to give the settlement a unique sense of place based upon garden 

suburb principles.

3
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UNIVERSITY QUARTER
A tree lined avenue and urban square will create an impressive 

gateway entrance for the University of St Mark and St John at 

the western end of the site, giving a true sense of arrival to the 

University and new community.  A broad, semi-pedestrianised 

boulevard connects the University’s new entrance with a second 

square, in front of the University’s multi-purpose sports arena.  

The square creates a focal point for the whole community and will 

connect into courtyards, student accommodation and the veterans’ 

rehabilitation village.
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A NEW FACE FOR THE UNIVERSITY
Investment and regeneration of the site will allow the University 

of St Mark & St John to expand and flourish. As well as enhanced 

sporting facilities, new public spaces, amenity shopping and 

improved parking, the existing university campus could be 

enhanced forming a new centrepiece for the masterplan.
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VILLAGE GREEN AND GREEN SPACES
The north-west area of the masterplan is focused around a pair 

of expansive green spaces.  The first is a traditional village green, 

surrounded by trees, which sits within a crescent of detached houses, 

echoing the character of a rural English village.  The green allows 

for both formal and informal relaxation for residents and visitors.  

The green is complemented by sports fields, making up a second 

green space.  These fields are associated with the University’s first 

class facilities to the west, the multi-purpose community buildings, 

public house and community sports pitch.

The central green spaces create a focal point for the community 

and will form one part of the network of green spaces and green 

fingers which are integral to the plans.  The green fingers and 

landscaped areas link the site to surrounding green spaces and 

create opportunities for relaxation, health and fitness, as well as 

providing valuable habitat corridors for the City’s wildlife.

9
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LOCAL HIGH STREET
A local high street of small shops and village style public houses 

and restaurants runs between the central amenity spaces to a 

dedicated parking zone to the north of the plan.  The shops and 

restaurants, along with the primary school and community facilities, 

will provide for the daily needs of residents albeit complementary 

to the City Centre.  The high street also provides a dedicated space 

for community enterprises and opportunities for not for profit 

businesses.

The boulevard links the University and rehabilitation village into the 

residential areas, with access limited to public transport, taxis, bikes 

and pedestrians.  The southern end of the boulevard is anchored 

by an hotel with views over the public square and high street.  A 

new primary school faces the University, easily walkable by new 

and existing residents.

11
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SUSTAINABLE COMMUNITIES
Plym Vale provides the opportunity to create a new residential area 

which is suitable for 21st Century living, designed with sustainability 

in mind.  The site offers the opportunity to provide homes in a 

variety of tenures and sizes to accommodate people’s needs and 

aspirations from first homes and family houses, to supported 

homes for older members of the community.

The Vision is based on the development of distinctive, high quality 

designs, based on traditional urban typologies and will offer a 

variety of detached, semi-detached, terraces and apartments 

organised to suit the infrastructure, topography and vistas across 

the site.  The site naturally lends itself to distribution of different 

types of housing in different areas, with denser accommodation 

along the north-eastern fringe, moving to a lower density typology 

to the south.

The site has been specifically designed to minimise the need for 

motorised transport, based on an environment which encourages 

walking and cycling over other forms of travel.  The central village 

facilities, school, shops and leisure opportunities ensure that the site 

will be a walkable development while employment opportunities 

are close to hand in the expanded University, Derriford Hospital, 

and in the employment zone at the eastern tip of the site at Estover.

13
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MOBILITY & MOVEMENT
Better mobility is at the heart of cohesive communities giving, 

better more sustainable living.

Mobility cues are taken from what is happening in society already, 

the technology that is transforming our lives, and our need to 

accommodate more homes, more jobs and more activities into the 

same spaces.

Managed in the right way, developing this site is a catalyst for modern 

mobility, community integration and sustainable movement 

throughout the north Plymouth area.  Managing it in the right way 

is exactly what is proposed, with a masterplan that makes the most 

of the site’s already excellent location, bringing down the barriers 

to movement that are currently posed by its impermeability, and 

creating a pleasant and attractive environment at the pedestrian 

scale. Where, for instance, travel for education is the biggest reason 

for peak period movement, connectivity, including routes to schools 

and Marjon University, are all at the pedestrian scale, promoting 

active travel (walking and cycling) as the highest priority.  

 

The site being next to a University, that has aspirations for significant 

growth, major employment sites, such as Derriford Hospital, 

Plymouth Science Park and the adjacent business park, healthcare, 

schools and many leisure destinations, including the National Park 

just to the north, is one of the very best places in Plymouth for 

access and mobility, and so for growing the city.  The Park and Ride 

site on the doorstep is the destination for drivers from outside of 

Plymouth, from where movement and mobility is expected to be 

efficient and sustainable.  

The trend, particularly amongst the younger Millennial Generation, 

to design their lifestyles around technology, and in particular the 

increasing trend for virtual mobility, through the internet and home 

working, is catered for in the scheme as a top priority.  Many day-

to-day facilities will be available as a result of the development by 

active travel, and through internet based routes.  Micro consolidation 

centres (local parcel drop sites) will complement and make this 

easier for the whole community, reducing the inefficient impacts 

from the ‘last mile of travel’.  Active frontage travel routes will 

encourage pedestrian scale interaction, benefiting the community 

where to some this may feel somewhat disparate at present.

Public transport is excellent, and access to the road network is 

superb.

So, this masterplan concept scheme makes the very best of the 

site’s excellent location.  In mobility terms there is a wealth of 

options for travel, so that there is less or no reliance on any one 

form of travel.  The pedestrian scale environment promotes more 

local activity and hence community integration in the local area, 

which contributes to the virtuous circle of more shared mobility.  

It responds to the current trends for mobility, and the needs of 

mobility into the future for a successful society. 
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GENERATING THE MASTERPLAN

EXISTING TOPOGRAPHY PLAN (NOT TO SCALE)
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APPENDIX 2 

WOOLWELL TRIP COMPARISON – JANUARY 2018 



 
 

Former Plymouth Airport 

Woolwell Trip Comparison 

January 2018 

N07-BS-133142A-Woolwell Comparison Rev D 

 

Introduction 

1. This note sets out the comparison of the travel characteristics between the proposed 

redevelopment of the former Plymouth airport site (“the Site”) and the proposed Joint Local 

Plan Woolwell allocation PLY44. 

2. The note compares the sites based on similar assumptions and travel metrics and draws on 

the information provided in previous Regulation 18 and Regulation 19 representations for 

each site. 

3. This note concludes that there are significant sustainable travel benefits in redevelopment of 

the former Plymouth airport site over the Woolwell proposals for these reasons; 

 The Site has a much greater propensity for active travel due principally to its location.  

The Site is not a bolt-on fringe site, it is the missing piece from a community of which it 

will form part.   

 The Site is currently a barrier to movement. The redevelopment would create routes to 

and from facilities that are both within the Site and outside of the Site of which there 

are many local residential areas, the Park and Ride (P&R), the Hospital, the University, 

other employment, the shopping, leisure and healthcare facilities etc.  Creating an 

environment within the Site for this permeability, delivers a greater propensity for 

active travel for the whole community.   

Woolwell Proposed Allocation Site 

4. The proposed Woolwell allocation would provide in the order of 2,000 dwellings and a mix of 

land uses. These land uses include residential, community facilities, retail, education and 

accessible green/open space. 

5. The breakdown of land uses proposed and quantum of each has been obtained from the 

Regulation 19 representation made by Boyer Planning Ltd as the most up-to-date 

information available.   

6. The Woolwell site is described as having ‘good accessibility and is walkable’1, and it is to be 

supported by ‘an extensive network of pedestrian and cycle connections’2.  

                                                
1 Boyer, JLP Regulation 19 Representation (2017), pg. 5 
2 Boyer, JLP Regulation 19 Representation (2017), pg. 5 
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7. The report summarises that the site will have ‘character and a sense of place and social 

cohesion’3.  

The Site 

8. The proposals at this stage for Woolwell are understood to be indicative and subject to 

changes. Notwithstanding this, the proposals currently include: 

 c.2,000 dwellings; 

 A primary school (which it is assumed accommodates all on-site students only); 

 Local community facilities. 

9. Using the above proposals and the same methodology used for the redevelopment of the 

former Plymouth Airport, the trip demand has been derived for a comparison between the 

two sites. 

Woolwell Trip Generation 

10. The same methodology used to derive the projected trip demand for the Site has been used 

with the Woolwell site parameters, to ensure a balanced comparison.  

11. Therefore, the total people trip rates used for the Plymouth Airport assessment have been 

used as a starting point (these are derived from the industry standard TRICS database, 

drawing on historic site travel surveys, selecting those with similar travel characteristics). 

12. The vast majority of the Woolwell site is proposed as residential, with a primary school and 

unknown quantum of community facilities. Therefore, the trip generation has been 

calculated focusing on the residential aspect of the development with allowances made for 

internalisation and district containment where relevant.  

13. Residential trips are made up of a variety of journey purposes, encompassing trips to school, 

work, retail, and leisure destinations. 

14. TEMPRO, the industry method for calculating local traffic growth and travel mode 

information provides data on the typical mode split for each journey purpose in this location 

(with education mode splits taken from the National Travel Survey [NTS] to account for 

distance travelled to school). 

15. Using the above method, also used to derive the trips for the redevelopment of the site, the 

total number of vehicles generated by the residential aspect of development is 

approximately 1035 vehicles in the AM peak period and 988 in the PM peak period for the 

Woolwell site. These include internal and external vehicular movements. 

16. The on-site provision of a primary school means that the assumption has been made that on-

site primary students will remain internal to the development, therefore these trips are not 

included in the external trip generation for comparison. 

                                                
3 Boyer, JLP Regulation 19 Representation (2017), pg. 5 
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17. As there will be limited, and at this stage unknown, internal facilities in the terms of work, 

retail and leisure, a small proportion of retail and leisure trips have been internalised.  

18. Considering the above, the total unfettered external vehicular trips are 952 trips and 927 

trips in the AM and PM peak periods correspondingly. 

19. As with the assessment of potential trips for the Site, a level of containment has been 

included in the Woolwell trip generation to account for employment, retail and leisure 

facilities in the immediate area to the Woolwell site. Using 2011 census data for journeys to 

work to determine the existing level of people living and working in the Woolwell area as a 

baseline, a small proportion of journeys to work from the Woolwell site have been modified 

to reflect an increase in walking and cycling trips. This accounts for the modest local 

employment areas local to Woolwell and therefore these trips are contained within the 

Woolwell area. 

20. Notwithstanding the above, the initial transportation work for the Woolwell site commits to 

minimising travel demand and impacts. In doing so, various reductions to vehicular trips are 

proposed in order to accommodate the predicted travel planning and sustainable travel 

measures proposed (principally including bus measures). Hence, the mode shift assumptions 

in this assessment have been applied in order to demonstrate the fettered vehicular demand 

and, therefore, forecasted impact on the highway network. A discount for each measure 

proposed has been applied, therefore, and is demonstrated in the following table4: 

 

Table 1 – Adopted Measure resulting in Vehicular Reductions 

Measure to be adopted 
Provisional impact on 

vehicular trip rate 

High quality bus services 10/15 min frequency -6% 

Pedestrian/cycle strategy -5% 

Travel Planning - Car Clubs / Car Sharing -2% 

Home Working -2% 

Total -15% 

 

21. Whilst the trip calculations for Woolwell did not disaggregate by journey purpose, and, 

therefore, the above reductions would be applied to all trips, these reductions will not affect 

all journeys. The measures described and set out in this table are most likely to impact travel 

to work (in particular ‘home working’) and some education trips, with a negligible number of 

retail and leisure trips. As a result, the total reduction of 15% has been applied to the 

vehicular movements attributed to journeys to work and a reduction of 11% to education, 

retail and leisure trips. This has been applied to trips external to the district (Woolwell). 

22. Furthermore, whilst not set out in the Woolwell representation, to ensure a fair comparison 

a further reduction of 10% to the retail and leisure trips associated with residential 

generation has been made to account for the on-site local centre provision. At this stage the 

                                                
4 Boyer, JLP Regulation 19 Representation (2017), pg. 12 – Table 1 
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exact nature of this is unknown and, therefore, a 10% reduction is considered a reasonable 

assumption.  

23. The above discounting exercise results in a demand external to the district of 811 and 800 in 

the AM and PM peak periods respectively. These all account for external vehicular 

movements and hence are all new trips to the network, which will be distributed on the 

existing network. 

Comparison 

Vehicle Trip Generation 

24. The forecast vehicle trip demand from redevelopment of the Former Plymouth Airport site 

impacting on the external road network beyond Derriford is predicated to be in the order of 

305 and 314 trips in the AM and PM periods correspondingly. The direct comparison 

between the proposed Woolwell and the Former Plymouth Airport sites is contained in Table 

2. 

Table 2 – Trip Demand Comparison (external vehicles to local district) 

 
Two-way Trips 

Plymouth 

Airport 
Woolwell Difference 

AM 305 811 -506 

PM 314 800 -486 

 

25. This demonstrates that the impact on the wider network to each site is vastly different, in 

that the Former Plymouth Airport site is likely to result in an impact of an average of 496 

fewer vehicular trips in a single peak hour.  

26. This impact will be disseminated across the local highway network and, as such a comparison 

of the forecast impact on key road links and junctions such as Tavistock Road and Manadon 

Roundabout is provided in the following section. 

Manadon Roundabout 

27. Based on the same distribution as calculated for the site at the Former Plymouth Airport, the 

Woolwell site’s trip generation has been assigned to the local highway network in order to 

establish its impact on key links and junctions.  

28. Manadon roundabout is a known constraint on Plymouth’s highway network, and is, 

therefore, considered in this note. The results are presented below. 
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Table 3 – Comparison of Impact at Manadon 

Manadon 
Two-way Trips 

Plymouth 
Airport 

Woolwell 
Difference 

AM 96 411 -315 

PM 143 480 -337 

 

Tavistock Road 

29. Tavistock Road forms the main arterial route into Plymouth City Centre and towards the A38 

and a key corridor from both the Site and the proposed Woolwell allocation.  A summary and 

comparison of impacts is, therefore, included below; 

Table 4 – Comparison of Impact on Tavistock Road (north of The George Junction) 

Tavistock Rd 
(north of FPA at 

The George) 

Two-way Trips 

Redeveloped 
Former 

Plymouth 
Airport 

Woolwell 

Difference 

AM -43 760 -803 

PM -15 740 -756 

 

Table 5 – Comparison of Impact on Tavistock Road (north of Derriford Roundabout) 

Tavistock Rd 
(south of FPA) 

Two-way Trips 

Redeveloped 
Former 

Plymouth 
Airport 

Woolwell 

Difference 

AM 122 479 -357 

PM 198 324 -324 

 

Analysis 

30. The transport consultants for the Woolwell scheme have indicatively applied a 5% reduction 

in single occupancy vehicle trips to account for a shift to more walking and cycling trips. 

Whilst there are limited employment, retail, and leisure facilities within a reasonable walking 

distance from this site, it is accepted that the cycling connectivity within 30 minutes reaches 

in to the Derriford area. This reduction, therefore, combined with the assumed local centre 

provision on site, is accepted as reasonable. 

31. Evidently from the figures provided above there is a noticeable discrepancy in the total trip 

demand, as well as impacts at Manadon and on Tavistock Road between the Woolwell and 

Former Plymouth Airport sites.  
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32. Principally, the greatest disparity between the two sites is the significant reduction in trips 

due to the existing neighbouring land uses.  Derriford is the centre of activity for a wide 

range of land uses and redevelopment of the Site ,therefore, contributes towards the ability 

to generate a community draw which retains travel within the district, while also removing 

the barrier the Site creates to movement in its current state. 

33. Those trips undertaken internally will in almost all circumstances be undertaken by foot or 

bicycle.  In the case of Woolwell, this would constitute just 8% of trips, for the Former 

Airport Site this would constitute 33%. 

34. The more important metric is those occurring to destinations outside the site but retained 

within the district, which is likely to be predominantly by car with some public transport or 

linked car trips. It is fair to assume, therefore, that significant potential for travel from the 

site to the surrounding district will occur by sustainable travel modes.  In the case of 

Woolwell, this would constitute just 14% of trips, for the Former Airport Site this would 

constitute 43%, a stark difference.   

35. The above takes no account of the wider sustainable travel opportunities for existing trips 

able to benefit from more convenient passage across the Site when it is redeveloped. 

36. The following factors are also relevant: 

 The proposed ‘town centre’ on the Former Plymouth Airport Site accounts for 80% of 

the residential retail trips and 20% of the residential leisure trips. In contrast only 10% is 

reduced for each the retail and leisure residential purposes for the Woolwell site. 

 The proposed employment on the Former Plymouth Airport Site consumes 10% of the 

retail employment provision. However, for the Woolwell site where no employment is 

proposed, no discount has been applied. 

 In parallel with the above, 52% of the retail trips and 14% employment trips are derived 

from on-site residential trips thereby removing 222 and 264 two-way trips for retail (AM 

and PM), and 18 and 14 trips for employment and journeys to work combined (AM and 

PM). 

 Removal of existing University of St Mark and St John student trips from Tavistock Road 

and Manadon result in 44 and 36 fewer trips at Manadon (AM and PM) and 53 and 39 

fewer trips on Tavistock Road north of Plymouth Airport (AM and PM). 

 Re-distribution of existing retail trips from local residential areas to Derriford results in a 

large reduction in trips at Manadon Roundabout and some on Tavistock Road (as a 

result of diversion into the Former Plymouth Airport Site). This reduction is 99 and 47 

fewer trips on Manadon (AM and PM), and 34 and 16 fewer on Tavistock Road north of 

Plymouth Airport (AM and PM respectively). 

 Mode shift and re-distribution of local (off-site) journey to work trips to account for the 

convenience of the Site’s location. This reduction in vehicular trips is in the order of 129 

and 103 trips (AM and PM). The reflective figure for the Woolwell site is 100 and 77 

trips (AM and PM). 
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37. The large difference in trips is a result of the far greater allowance for district wide 

containment within Derriford applied to the Former Plymouth Airport Site than that applied 

to the Woolwell site (the local district being the Woolwell area).  Significant savings are 

applied due to the containment of retail trips in north Plymouth, as well as the removal of a 

large proportion of university trips from the network entirely. 

38. The detailed numerical comparison is appended to this report. 

Conclusion 

39. This note sets out a high-level comparison in terms of vehicular impact on the local highway 

network, using the same methodology for both the Woolwell proposed allocation site and 

the Former Plymouth Airport Site. 

40. Whilst there is a distinct contrast between both sites as to their respective relationships to 

each local district (Derriford and Woolwell), as well as the cycle connectivity (i.e. the 

propensity to cycle to/from the Former Plymouth Airport Site will be far greater), the 

projected mode reductions set out in the Regulation 19 representation for the Woolwell site 

have been used for a fair comparison.  

41. Comparison of the two sites in parallel demonstrates that, whereas the Woolwell site is 

proposed to contain a mix of land uses, a largely residential led scheme on the fringe of the 

urban realm is unlikely to offer the same benefits of traffic reduction of that of the Former 

Plymouth Airport Site as it is remote from the main areas of employment, retail and day to 

day activity.  

42. The walking and cycling accessibility of the Woolwell site certainly has the propensity to 

create an integrated and accessible community for new residents, but limited to its own 

demise.  

43. The Former Plymouth Airport Site does this more effectively through its location within an 

already vibrant and established community with the ability to affect not only new residents, 

employees and visitors, but also its neighbours. This allows for full permeability around and 

through the entire site as it sits in the heart of Derriford whereby the Woolwell site, which 

sits on the urban fringe of Plymouth and is bound on many sides by green fields provides 

only limited integration with its neighbouring district, which itself falls outside of the main 

hub of employment and retail activity. 

44. Absent of redevelopment, the Former Plymouth Airport Site also creates a significant barrier 

to movement within Derriford given its size, shape and cordon perimeter security.  Opening 

up the Site for redevelopment will also open up more direct routes between existing land 

uses and have a significant and positive effect on existing travel patterns, making walking, 

cycling and access to public transport far more convenient.   

45. Travel distances from Derriford Hospital to Estover are currently around 2km, opening up the 

Former Airport Site would cut these to just 1km; similarly for Marjon, distances could be cut 

by 1km while also making routes more direct.  These aspects would have a significant 
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bearing on the choice of travel mode and the potential to encourage walking and cycling for 

existing trips alone. 

46. Principally though, the vehicular demand derived for the Woolwell site will have a noticeable 

impact on the local and strategic highway network. It is predicted to be significantly higher 

than that of a redeveloped Former Plymouth Airport Site due to its fringe location, its lack of 

‘town centre’ facility, lack of on-site employment and poor proximity to key existing 

employment, retail and education areas within north Plymouth. 

 



Education Employment Retail Leisure Total

Baseline Trip Generation 62 437 192 19 710 64 528 0 1302
Trips External to Site 21 428 38 15 502 56 306 0 864

Trips External to Local District 21 318 38 15 392 56 0 ‐118 330
Total Trip Generation (with mode split) 21 299 38 15 373 50 0 ‐118 305

Baseline Trip Generation 171 582 256 25 1035 ‐ ‐ ‐ 1035
Trips External to Site 116 582 231 23 952 ‐ ‐ ‐ 952

Trips External to Local District 116 534 231 23 904 ‐ ‐ ‐ 904
Total Trip Generation (with mode split) 103 482 205 20 811 ‐ ‐ ‐ 811

Baseline Trip Generation 0 215 125 17 357 36 0 0 392
Trips External to Site 0 210 25 14 249 31 0 0 280

Trips External to Local District 0 184 25 14 223 31 ‐99 ‐44 110
Total Trip Generation (with mode split) 0 173 25 14 212 28 ‐99 ‐44 96

Baseline Trip Generation 0 286 167 23 476 ‐ ‐ ‐ 476
Trips External to Site 0 286 150 21 457 ‐ ‐ ‐ 457

Trips External to Local District 0 262 150 21 433 ‐ ‐ ‐ 433
Total Trip Generation (with mode split) 0 259 134 18 411 ‐ ‐ ‐ 411

Baseline Trip Generation 16 252 125 17 409 41 0 0 451
Trips External to Site 5 247 25 14 291 35 0 0 326

Trips External to Local District 5 215 25 14 259 35 ‐99 ‐57 138
Total Trip Generation (with mode split) 5 202 25 14 246 32 ‐99 ‐57 122

Baseline Trip Generation 43 336 167 23 568 ‐ ‐ ‐ 568
Trips External to Site 29 336 150 21 535 ‐ ‐ ‐ 535

Trips External to Local District 29 308 150 21 507 ‐ ‐ ‐ 507
Total Trip Generation (with mode split) 26 301 134 18 479 ‐ ‐ ‐ 479

Baseline Trip Generation 0 43 29 0 71 8 0 0 79
Trips External to Site 0 42 6 0 47 7 0 0 54

Trips External to Local District 0 35 6 0 41 7 ‐34 ‐53 ‐40
Total Trip Generation (with mode split) 0 33 6 0 39 6 ‐34 ‐53 ‐43

Baseline Trip Generation 171 525 218 25 940 ‐ ‐ ‐ 940
Trips External to Site 116 525 196 23 861 ‐ ‐ ‐ 861

Trips External to Local District 116 482 196 23 817 ‐ ‐ ‐ 817
Total Trip Generation (with mode split) 103 461 175 20 760 ‐ ‐ ‐ 760

Former Plymouth Airport Site

*Woolwell similar assumptions as 
above, some containment included for 

the local area in Woolwell

*Large reduction due to all external 
retail demand deriving from North 

Plymouth

* Resi (Empl) baseline is based on a 
different distribution to all other 

scenarios (raw census)

Woolwell Site

TotalVehicular Trips ‐ AM Residential

Whole Nework

Manadon

Tavistock Road 
(North of Derriford 

Roundabout)

Tavistock Road 
(North of Morgan 

Road)

University 
Accommodation

RetailEmployment



Education Employment Retail Leisure Total

Base 16 357 267 84 724 49 407 0 1180
with Internalisation 5 350 53 67 476 42 143 0 661

+ Containment/Rerouting 5 263 53 67 389 42 0 ‐97 334
+ Mode Shift (External Trips) 5 247 53 67 373 38 0 ‐97 314

Woolwell Site ‐ Base 45 476 356 112 988 ‐ ‐ ‐ 988
+ Internalisation 31 476 320 100 927 ‐ ‐ ‐ 927

+ Containment/Rerouting 31 441 320 100 892 ‐ ‐ ‐ 892
Woolwell Site + all Reductions 27 399 285 89 800 ‐ ‐ ‐ 800

Base 0 176 174 75 424 27 0 0 452
with Internalisation 0 172 35 60 267 26 0 0 293

+ Containment/Rerouting 0 153 35 60 247 26 ‐47 ‐36 191
+ Mode Shift (External Trips) 0 143 35 60 238 21 ‐47 ‐36 176

Woolwell Site ‐ Base 0 234 231 100 566 ‐ ‐ ‐ 566
+ Internalisation 0 234 208 90 533 ‐ ‐ ‐ 533

+ Containment/Rerouting 0 217 208 90 515 ‐ ‐ ‐ 515
Woolwell Site + all Reductions 0 214 185 80 480 ‐ ‐ ‐ 480

Base 4 206 174 75 459 31 0 0 490
with Internalisation 1 202 35 60 298 26 0 0 324

+ Containment/Rerouting 1 178 35 60 274 26 ‐47 ‐43 211
+ Mode Shift (External Trips) 1 167 35 60 264 24 ‐47 ‐43 198

Woolwell Site ‐ Base 11 274 231 100 617 ‐ ‐ ‐ 617
+ Internalisation 8 274 208 90 581 ‐ ‐ ‐ 581

+ Containment/Rerouting 8 254 208 90 560 ‐ ‐ ‐ 560
Woolwell Site + all Reductions 7 249 185 80 522 ‐ ‐ ‐ 522

Base 0 35 40 0 75 6 0 0 81
with Internalisation 0 34 8 0 42 5 0 0 47

+ Containment/Rerouting 0 29 8 0 37 5 ‐16 ‐39 ‐13
+ Mode Shift (External Trips) 0 27 8 0 36 4 ‐16 ‐39 ‐15

Woolwell Site ‐ Base 45 430 303 112 889 ‐ ‐ ‐ 889
+ Internalisation 31 430 272 100 833 ‐ ‐ ‐ 833

+ Containment/Rerouting 31 398 272 100 801 ‐ ‐ ‐ 801
Woolwell Site + all Reductions 27 382 242 89 740 ‐ ‐ ‐ 740

Manadon

Whole Nework

Employment Retail

Tavistock Road 
(North of Morgan 

Road)

University 
Accommodation

TotalVehicular Trips ‐ PM Residential

Tavistock Road 
(North of Derriford 

Roundabout)



Vehicles 21 103 299 482 38 205 15 20 373 811 50 ‐ ‐ ‐ ‐118 ‐ 305 811
Walk 107 24 85 75 14 89 3 6 210 194 6 ‐ ‐ ‐ ‐33 ‐ 183 194
Cycle 17 5 25 32 1 6 1 1 44 44 2 ‐ ‐ ‐ ‐14 ‐ 32 44
Bus 57 131 100 134 7 45 2 3 166 313 12 ‐ ‐ ‐ ‐45 ‐ 134 313

Car Passengers 0 0 55 90 31 202 9 15 95 307 6 ‐ ‐ ‐ ‐19 ‐ 82 307
Other 6 14 6 11 0 2 0 0 12 27 77 ‐ ‐ ‐ 0 ‐ 89 27

Total People 208 277 569 824 92 550 30 45 899 1696 153 ‐ ‐ ‐ ‐228 ‐ 825 1696

Vehicles 5 27 247 399 53 285 67 89 373 800 38 ‐ ‐ ‐ ‐97 ‐ 314 800
Walk 28 6 74 69 18 117 23 38 144 230 4 ‐ ‐ ‐ ‐46 ‐ 102 230
Cycle 4 1 21 27 1 9 4 6 31 44 2 ‐ ‐ ‐ ‐14 ‐ 19 44
Bus 15 34 83 109 6 43 10 16 114 202 9 ‐ ‐ ‐ ‐51 ‐ 72 202

Car Passengers 0 0 50 83 29 195 56 90 135 368 4 ‐ ‐ ‐ ‐20 ‐ 119 368
Other 2 4 4 7 0 3 1 2 7 16 58 ‐ ‐ ‐ 0 ‐ 65 16

Total People 55 73 479 693 109 652 161 242 804 1660 115 ‐ ‐ ‐ ‐228 ‐ 691 1660

*Vehicular trip generation is external to the local district (i.e. Outside of Derriford)
*All other mode trip generation are external to the site

Employment

Whole 
Nework

Total
Education Employment Retail Leisure Total

Multi‐modal Trips ‐ PM

Whole 
Nework

University 
Accomodation

RetailEmployment
Residential

Multi‐modal Trips ‐ AM
Residential

TotalLeisureRetailEmploymentEducation
Retail

University 
Accomodation

Total

*Vehicular trip 
generation ‐ 
external to district



Summary

External to 
Site 

Vehicles (% 
of total 
vehicle 
demand)

External to 
District 

Vehicles (% 
of total 
vehicle 
demand)

 Active 
Travel 

Modes (% 
of total trips 
external to 

site)

Public 
Tranport (% 
of total trips 
external to 

site)

University 
Vehicles (% 
of total 
vehicles)

External to 
Site 

Vehicles (% 
of total 
vehicle 
demand)

External to 
District 

Vehicles (% 
of total 
vehicle 
demand)

 Active 
Travel 

Modes (% 
of total trips 
external to 

site)

Public 
Tranport (% 
of total trips 
external to 

site)

University 
Vehicles (% 
of total 
vehicles)

Former Plymouth 
Airport Vehicles

66% 23% 26% 16% ‐9% 56% 27% 17% 10% ‐8%

Woolwell Vehicles 92% 78% 14% 18% 0% 94% 81% 17% 12% 0%
Difference ‐26% ‐55% 12% ‐2% ‐9% ‐38% ‐54% 1% ‐2% ‐8%
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