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1

Introduction and Background

1.1

Introduction

1.1.1
The Bexhill - Hastings Link Road would provide a second link
between the two towns (the other being the A259 coast road) and improve
access to Bexhill and Hastings, and ultimately the A21 trunk road.
Regeneration of this area is a priority for national and local government.
Hastings is the subject of considerable redevelopment and renaissance
activity and the Scheme would be a crucial component of the £400 million
regeneration plan for Hastings and Bexhill as well as helping to deliver the
County Council’s wider transport objectives. The Scheme would also help to
unlock major employment and housing land allocations in north east Bexhill.
1.1.2
The North East Bexhill Development is central to Rother District Local
Plan’s development strategy. The Local Plan sees this strategic allocation as
a priority and sees the area as a potential focus for sustainable growth and
helping to meet future workforce needs. The Hastings Local Plan lays down
that with existing employment land in Hastings Borough nearly all taken up,
the most important new land release within the Hastings area will be the North
Bexhill Business Park. Moreover, without the Scheme providing the
necessary additional road capacity through relieving congestion at Glyne Gap,
opportunities for further strategic development to the north of Bexhill
anticipated by the draft South East Plan would not arise. The Scheme is
therefore fundamental to meeting the aims of the Rother District Local Plan
2006, the County’s Local Transport Plan and Structure Plan, and the draft
South East Plan.
1.1.3
This report summarises the traffic and transport case for the Scheme
and complements the ES. It is intended to be a self-contained document, and
part of the package of documents accompanying the Planning Application. A
summary of the traffic and transport case is presented in Chapter 15 of the
ES.

1.2

Background and Context

1.2.1
The A27/A259 is the principal east-west route for the East Sussex
Area, and is the only direct route between Bexhill and Hastings. The A259
trunk road corridor, in particular through Glyne Gap, suffers from traffic
congestion, poor bus reliability, community severance, poor pedestrian and
cycle provision, and a high accident rate. An Air Quality Management Area
(AQMA) has also been declared for the Glyne Gap area, and the Scheme
would form part of the strategy and action plan to address this issue.
1.2.2
The Scheme's objectives are set out in Chapter 2 of the ES and
these reflect the regeneration objectives for the Bexhill Hastings area as a
whole, stating that the Link Road should:
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•

contribute towards the Five Point Plan for the regeneration of Hastings
and Bexhill by improving overall accessibility to employment,
education, health and other opportunities within the local area thereby
contributing to improvement in social inclusion, and

•

enable the housing and commercial developments proposed in North
Bexhill, which are dependent on construction of the Scheme for
planning approval, to be realised.

As the name suggests, the Five Point Plan (FPP) addresses five areas in
terms of regeneration. One of these is transport and this element of the FPP
includes a package of measures. All elements are integrated and it is
important to see the Plan as a whole in terms of delivery.
1.2.3
Chapter 5 of the ES sets out the detailed assessment of the spatial
planning framework relevant to the environmental impacts of the Scheme at
national, regional and local levels. The Economic Impact Report which
accompanied the Major Scheme Bid to GOSE in 2004 set out the policy
justification for the Link Road. It is:
•

Founded in policy responses to the economic development and
regeneration needs of Bexhill and Hastings;

•

Developed through land use planning policy for the two towns; and,

•

Supported by an integrated transport strategy of which the Link Road
forms an integral part.

1.2.4
The need for regeneration in Hastings and Bexhill is widely
acknowledged and has been recognised by Government as a priority for the
region. The Scheme is in line with national policy and regional policies place a
priority on the economic and social regeneration of the Sussex Coast. All
regional policies are agreed that improvements in transport networks in
coastal towns in South East England are critical in order to increase their
connectivity with the prosperous parts of the region and thus raise
competitiveness. As part of the Sussex Coast and Towns, Hastings and
Bexhill were identified as a Priority Area for Economic Regeneration (PAER)
because of their relatively high unemployment, social deprivation, low skills
levels, dependency on declining industry and its insularity. Like other PAERs,
Bexhill and Hastings require tailored regeneration strategies and resources to
address their problems.
1.2.5
In 2001, following the Access to Hastings Multi-Modal Study, the
Secretary of State turned down the bypasses. His decision was based on
environmental grounds but he made it clear that regenerating Hastings
remained vital. In a written answer to a Parliamentary Question, he stated:
“I believe, therefore, we must look for alternative means to prevent the further
decline of the area and to optimise its economic potential. Regeneration is an
important priority for the Government – some wards in Hastings suffer from
the most severe deprivation in England. But we do not believe the bypasses
are the solution. A regeneration strategy for Hastings needs to be developed
which shows clearly how transport and other measures may be implemented
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to ensure a sustainable economic future for the area. I have asked my
officials to work closely with the South East England Development Agency and
local partners on that.”
1.2.6
Since 2001, consensus has emerged across the main strategic plans
over the necessity of the Scheme as an urgent priority for regeneration in
Bexhill and Hastings. RPG9 also acknowledges the poor service provided by
the coastal inter-urban road and rail routes as a major factor in the Hastings
and Bexhill areas’ deprivation and laid down that the recommendations of the
South Coast Multi-Modal Study (SoCoMMS) was a requirement in respect of
the transport problems priority placed on the economic and social
regeneration of the Sussex Coast.
1.2.7
The Secretary of State’s decision on SoCoMMS in July 2003 gave
specific attention to Hastings and the Bexhill-Hastings Link Road:
“The Multi-Modal Study has recommended one local road to be taken forward:
the Bexhill-Hastings Link Road. This scheme is part of the package of
regeneration measures for Hastings which is being developed following our
decisions on the Access to Hastings Multi-Modal Study announced in July
2001. The Secretary of State recognises that this road will have some impact
on the environment. He is therefore asking East Sussex County Council to
work closely with the statutory environmental bodies in developing this
scheme in more detail, in order to minimise the environmental impacts.
Further consideration will be given to funding in the light of the performance of
the scheme against our appraisal criteria including environmental impacts.”
1.2.8
The Scheme is also supported in the East Sussex and Brighton and
Hove Structure Plan and by the Rother District Local Plan and Local Transport
Plan objectives. Bexhill is earmarked for significant development in the North
East of the Town, which is dependent on the Scheme and is central to
Rother’s Local Plan’s development strategy. Development options in Rother,
a rural district with the majority of its area designated as an Area of
Outstanding Natural Beauty (AONB), are limited. Without urban extensions at
Bexhill, there is no other sustainable pattern of significant development in the
district. Its rural nature and the predominance of nationally designated
landscape would lead to the scattering of development in small rural
settlements with few services, adversely affect the rural character the
settlements and increase car dependency and usage in the rural areas.
Furthermore, without the Scheme, the development strategy upon which the
Rother District Local Plan is founded will ultimately fail, as would the emerging
South East Plan which is predicated, in part, on the delivery of this scheme,
leading to “planning by appeal” and place greater pressures to develop in
other less sustainable parts of the County
1.2.9
The Scheme's objectives also include specific objectives for traffic
and transport, which would help address several local problems, including:
•

To reduce emissions of particulates (PM10) along the A259 Bexhill
Road;
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1.3

•

To reduce the number of accidents on the local road network in
general and on the A259 in particular;

•

To reduce journey times for all road users and improve reliability of bus
services on the local road network;

•

To maximise and preserve the benefit from reductions in traffic volume
and congestion on the A259 corridor between Bexhill and Hastings for
buses by allowing the introduction of bus priority measures;

•

To improve overall accessibility to employment, education, health and
other opportunities within the local area;

•

To reduce community severance in the A259 corridor and in local
villages used as rat runs;

•

To improve conditions for pedestrians, cyclists and equestrians on the
local road network in general and to facilitate creation of dedicated
cycleways between the two towns;

•

To ensure that the Link Road is complementary to future transportation
developments in the area.

Brief Description of the Scheme

1.3.1
The preferred route option for the Scheme would be 5.58km long
from its junction with the A259 Belle Hill in Bexhill, which lies in Rother District,
to its junction with the B2092 Queensway in Hastings, located within Hastings
Borough (see Figure 1-1). The B2092 Queensway provides a direct link to the
A2100 The Ridge West and thence to the A21 trunk road in north Hastings.
To the south the B2092 connects to the A259 on the western outskirts of
Hastings. The Scheme requires some property take at the western tie-in to
the A259 in Bexhill, and the majority of this land has been acquired. The two
junctions connecting each end of the Scheme will be signal controlled and
include bus priority.
1.3.2
The first 1.4km section of the road (known as the Bexhill Connection)
will be located along the bed of the abandoned Crowhurst, Sidley and Bexhill
Branch Railway line passing through the built up area of Bexhill. The Bexhill
Connection has been designed as a standard single two lane carriageway
road and will have a 40mph speed limit. The remainder of the road runs
through open countryside and has been designed to a wide two lane single
carriageway standard with a 60mph speed limit. It has been sensitively routed
to avoid statutory designated areas and to minimise the impact on farms and
the open valley landscape.
1.3.3
As part of the Scheme, a 'Greenway' running adjacent to, but
completely segregated from the road, will be implemented to accommodate
recreational activities, such as cycling, walking and horse riding. The
Greenway is expected to be integrated with the paths that will be eventually
developed within the proposed Pebsham Countryside Park, including the 1066
path.
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1.3.4
At the Bexhill end, the Scheme will connect into the A259 Belle Hill
signal junction replacing the existing London Road approach to the junction. A
second traffic signal controlled junction just north of this junction will facilitate
access to and from the existing A269 London Road to North Bexhill. After
passing through the built up area of Bexhill, a new signal junction is likely to be
constructed as the main access to the proposed North Bexhill development. A
speed limit of 40mph will operate through these junctions. At the Hastings
end, the Scheme will connect into B2092 Queensway by a new signal
controlled junction. These junctions have been designed using LINSIG
junction design software to accommodate the traffic flows forecast by the
SATURN traffic model.
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1.4

Overview of Appraisal

1.4.1
The appraisal has been completed in accordance with DfT Transport
Appraisal Guidance (WebTAG) for Major Schemes in Local Transport Plans
and the supporting WebTAG Units referred to within. The WebTAG guidance
provides advice for the appraisal of transport schemes and impacts are
considered under five headings:
•

Environment (appraisal in main body of the ES)

•

Safety (see Section 5.3);

•

Economy (see Section 5.0);

•

Accessibility (see Section 6.1);

•

Integration (see Section 6.2).

1.4.2
This report explains the transport appraisal undertaken to support the
ES and includes the methodology for undertaking the transport and economic
assessments.
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2

Traffic Forecasting Methodology

2.1

Modelling Overview

2.1.1
Forecasts of the likely use of the Scheme, the changes in the
patterns of traffic use which result, and the economic efficiency of the
Scheme, form a key component of the appraisal for the project. Separate
local highway models (SATURN) and public transport models (VISUM) have
been prepared to inform the development of the Scheme, and also to inform
the assessments for noise, air quality, safety, social and community, and the
accessibility modelling for the Regeneration Statement.
2.1.2
A highway model (SATURN) has been developed to assign vehicular
trips to the highway network. A separate public transport model (VISUM)
which considers east-west public transport bus travel along the existing A259
between Bexhill and Hastings and rail travel along the parallel corridor to the
A259 has also been developed to assign passenger flows to the public
transport services. Future forecast changes in the highway travel times were
transferred to the public transport model to ensure bus schedules reflected the
revised highway travel times. Traffic assignments were created using
DIADEM which also used the forecast highway and public transport journey
costs to forecast modal shift in forecast future years.
2.1.3
The highway and public transport models have been prepared in
accordance with DMRB Volumes 12: Traffic Appraisal of Road Schemes and
WebTAG. The highway model created for the Major Scheme Bid Submission
to DfT in 2004 was used as the basis for the new highway model. The
modelled area was extended to include east-west routes that could be used as
alternative routes to the existing A259 and that could potentially be affected by
the Scheme.
2.1.4
The highway and public transport models therefore now follow the
latest DfT advice in relation to variable demand modelling. Any transport
improvements that reduce journey times and costs will, in principle, affect the
level of demand for travel. A highway scheme that improves travel conditions
will encourage travellers to make trips they did not make before the
improvement, or to change to a different mode, or to travel further to different
destinations. In the past, highway improvement schemes were primarily
assessed by estimating the benefits on the basis of a fixed level of traffic on
the network. However the extra traffic that can be induced by a scheme may
add to congestion on the road network and reduce average speeds for all
traffic, eroding some of the benefits of the scheme. In congested areas, it is
essential that scheme appraisal should consider the implications of this
induced traffic and the complementary effect of the suppression of traffic,
which arises mostly in the ‘without scheme’ scenario.1
2.1.5
An overview of the advice and a description of the underlying
principles are set out in Variable Demand - Overview (TAG Unit 2.9.1) and An
1

Variable Demand Modelling - An Overview TAG Unit 2.9.1
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Introduction to Variable Demand Modelling (TAG Unit 2.9.2). Detailed advice
on Variable Demand Modelling provided in TAG Units 3.10.1 - 3.10.4 has
been applied in the updating of the Traffic modelling for the Scheme. The
advice replaces previous Departmental guidance on Induced Traffic Appraisal
(DMRB Volume 12.2.2). Traffic assignments have been undertaken using
DIADEM software which is linked to this advice.
2.1.6
The local highway and public transport models were calibrated and
validated to an average September 2004 weekday using travel count data for
2004. The highway and public transport models have been assessed for the
Opening Year of the Scheme, which is anticipated for 2010 and for +15 years
from Opening. The processes of building and validating the highway and
public transport models, as well as preparing the traffic forecasts and
completing the resulting economic assessments are described in technical
detail within the following reports which are presented in the Appendices to
this Report:

2.2

•

Traffic Survey Report;

•

Local Model Validation Report;

•

Traffic Forecasting Report; and,

•

Economic Assessment Report.
Highway Model - SATURN

2004 Base Highway Network
2.2.1 The modelled highway network is illustrated in Figure 2-1: Modelled
Highway Network. The base highway network modelled represents the
highway layout as at September 2004. This includes all the A and B classified
roads within Bexhill and Hastings and a network of local roads within the built
up areas of the two towns. Other key local routes modelled are the network of
B and unclassified rural roads through Crowhurst and Catsfield. The zoning
system from the original model developed for the Major Scheme Bid in 2004
was extended to include zones covering a large simulation area and to provide
external zones to ensure that full trip lengths were coded into the model. The
additional zones were based on census output areas, districts and county
boundaries. The same zoning system was used for the highway and public
transport models.
2.2.2 Traffic surveys used to build the trip matrices are set out in Appendix
A: Traffic Survey Report. Roadside Interview Survey (RSI) data were
available at four locations within the study area. Surveys on the A259 Glyne
Gap, B2095 Powdermill Lane and the A271 west of Battle were carried out in
May 2002 as part of the London Area Transport Survey (LATS). ESCC
carried out a further RSI at A259 Glyne Gap in the opposite direction to the
LATS survey in April 2004 and on the Crowhurst Road in June 2005. Traffic
count data at 117 locations within the Study area were also supplied by ESCC
to supplement this data.
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2.2.3
The local highway and public transport models were calibrated and
validated to an average September 2004 weekday using travel count data for
2004. Traffic flows across a screenline through A259 Glyne Gap and between
Bexhill and Hastings were validated to ensure that the east-west trips were
accurately modelled. A further 19 counts supplied by ESCC were used to
validate the highway model across four north-south screenlines in Bexhill and
Hastings.
2.2.4
Journey times within the highway model were also validated. Four
routes along the east-west routes in the Study area were surveyed and the
model validated against these routes in both directions for all time periods.
Both the flows and journey time validation met the required DMRB criteria for
each modelled time period. The full model validation is presented in the Local
Model Validation Report (LMVR) in Appendix B.

Future Year Do Minimum Highway Network
2.2.5
The future year highway network against which the effect of
introducing the Scheme is compared is known as the Do Minimum network,
and includes schemes which are expected to have been completed by the
forecast opening year of 2010 and +15 years, that is, 2025. There is a
number of ongoing studies, including the emerging Hastings Transport
Strategy which is investigating possible minor changes to the highway
network, and the investigation by the Highways Agency for a junction
improvement scheme for the A21/A28/A2100 Baldslow junction. A ‘Most
Likely’ approach has been adopted to consider only those schemes which are
‘near certain’ or ‘more than likely’ as defined in the Highways Agency’s Interim
Advice Note 81/06: Management of Environmental Effects. The studies
identified above are not defined as being in either of these categories and
therefore are not included in the most likely model.
2.2.6
The future year 2010 and 2025 Do-Minimum highway networks have
therefore assumed two changes to the 2004 base year network. The first is
the widening of the westbound approach into Glyne Gap roundabout to
provide a short third lane flare for traffic turning into the Ravenside Retail and
Leisure Park. This was implemented in December 2004. The second scheme
is the introduction of traffic signals at the junction of Gillsmans Hill
/Sedlescombe Road/Springfield Road together with making the section of
Gillsmans Hill between Hollington Park Road and Sedlescombe Road one
way eastbound and closing the junction of Avondale Road with Hollington
Park Road. This scheme was implemented during 2006.

Future Year Do Something Highway Network
2.2.7
The highway network with the Scheme is known as the Do
Something network. The future year 2010 and year 2025 Do Something
highway networks model the Scheme and measures associated with the
introduction of the Scheme. These measures, known as complementary
measures, are usually implemented to mitigate adverse effects of the Scheme
or to safeguard benefits created by the Scheme’s removal of traffic from key
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areas in the network. In addition, the Do Something network has included a
new highway link, which is a connection from a new signal controlled junction
with the Scheme through the southern part of the North East Bexhill
Development to connect to the A2036 Wrestwood Road at a new signal
controlled junction. This connection is associated with the North East Bexhill
Development and has been assumed to be funded as part of the
Development.
2.2.8

The Scheme has been modelled as follows:

•

A single two lane carriageway (7.3m width) starting at a new signal
controlled junction with the A259 Belle Hill and the A269 London Road.
Some 250m north of this junction, a second signal controlled junction
would provide access to the northern section of the A269 London
Road. The Scheme follows an alignment in accordance with Owen
Williams drawing no 262701/050007 and 262701/050008 Rev 4.
Speed flow curves have been used. No junction is provided with
Crowhurst Road. The Scheme terminates at Queensway in Hastings
at a new traffic signal controlled junction;

•

The junction layouts have been modelled on the scheme drawings
262701/08003 and 262701/08004 Rev00. The signal timings used in
the traffic model for the new junctions with the Scheme are based on
capacity assessments by Owen Williams;

•

Signal timings for the new signal controlled junction which would
provide access to the northern and southern parts of the North East
Bexhill Development, and new junction with A2036 Wrestwood Road
have also been assessed. Reduced free-flow speeds of 20mph have
been applied to the connection through the Development between
these two junctions.

2.2.9
Details of the development of the complementary measures are
described in Section 3.3 and their locations indicated on Figure 1.1. The
complementary measures included in the Do Something network are:
•

A new signal controlled junction at B2093 The Ridge/B2092
Queensway, Hastings;

•

Bus lanes along A259 coast road:
o

westbound bus lane on approach to Glyne Gap roundabout;

o

eastbound bus lane on approach to Harleyshute Road;

o

westbound bus lane between Filsham Road and Harleyshute
Road;

•

New signal controlled junctions at B2182 Holliers Hill/A2036
Wrestwood Road and B2182 Holliers Hill/A269 London Road; and,

•

Traffic calming measures along Woodsgate Park Road in Bexhill.

2.2.10 The Traffic Forecasting Report in Appendix C sets out the forecasting
methodology for deriving the future year vehicle trip matrices. Traffic growth
has assumed new vehicle trips arising from forecasts of new housing and
commercial developments within Bexhill and Hastings supplied by ESCC, and
from increases in households and jobs across the rest of East Sussex, based
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on TEMPRO2, and modified by ESCC to reflect their current projected
planning data for the county. This is discussed in detail later in the Chapter in
Section 2.4. Vehicle trip rates for housing and commercial development were
derived from the TRICS3 (2006a) database. The total trips calculated from the
forecast development in Bexhill and Hastings were then split into the three
user classes - commuting, employers’ business and other trips - using the
matrix proportions from the 2004 validated assignments.
2.2.11 The background growth in travel demand for light goods vehicles
(LGVs) and heavy goods vehicles (HGVs) has been based on the
Government’s National Road Traffic Forecasts 1997, central growth, as
follows:
• From 2004-2010, an increase in LGVs of 14%, and in HGVs of 6%;
and,
• From 2004-2025, an increase in LGVs of 57% and in HGVs of 28%.
2.3

Public Transport Model - VISUM

2004 Base Public Transport Network
2.3.1
A public transport model has been built to model bus and rail services
between Bexhill and Hastings. Only bus and rail services between Bexhill and
Hastings have been included in the model as it is expected that only
patronage on these routes would potentially be affected as a result of the
Scheme. A full description of the public transport model is described in
Chapter 6 in the LMVR in Appendix B. The model has considered the public
transport network and services as it was for September 2004. As the purpose
of the model is to consider the impact on east-west patronage between Bexhill
and Hastings, only the two main bus services operating at the time were
considered in the model. All the rail services serving Bexhill and Hastings
stations were included.
2.3.2
The model has been validated to an average September 2004
weekday against independent bus and rail passenger counts at key locations.
Validation of the public transport model is also presented in the LMVR in
Appendix B. Counts of rail passengers entering the station at Hastings,
Bexhill, St Leonards Warrior Square and West St Leonards and a count of
boarding and alighting passengers at Battle railway station were used to
validate the modelled rail passengers. The modelled passenger flows in all
three time periods compare very well with the average observed flows and
2

TEMPRO stands for Trip End Model Presentation Program and is designed to allow detailed
analysis of pre-processed trip-end, journey mileage, car ownership and population/workforce
planning data. The pre-processed data is itself the output from a series of models developed
and run by the DfT. TEMPRO uses Cambridge Econometrics forecasting (produced by
Experian Business Solutions) as well as household forecasting to model future transport
movements. The software uses the base year demographic characteristics of each zone from
the 2001 Census and form policy led household projections and Experian data to generate
consistent future year planning data.
3
The TRICS database is a system that allows calculation of vehicular and multi-modal trip rates
based on land use type and locations. East Sussex County Council is a member of the TRICS
Consortium.
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meet the required WebTAG validation criteria of being within 25% of observed
flows.
2.3.3
Bus passenger surveys were carried out in November 2005 at A259
Glyne Gap on the A259 between Bexhill and Hastings between 0700 and
1000 hours, 1200 and 1400 hours, and 1600 and 1900 hours. These data
were used to validate the bus flows and patronage. The modelled patronage
in all three modelled hours meets the required WebTAG validation criteria of
being within 25% of observed flows.

Future Year Public Transport Network
2.3.4
In the future year public transport model a new bus route between
Bexhill and Hastings town centres has been assumed using a route along the
Scheme. ESCC expects that this new bus route would be initially supported
as part of the S106 planning process for the North East Bexhill Development.
Two other public transport schemes have also been mooted for the area, but
have not been included as these proposals do not fit within the categories of
Near Certain or More Than Likely. These two schemes are:
•

A new station at Glyne Gap. It is understood that a positive business
case has been made by ESCC for such a scheme and that it is
recognised as a legitimate proposal by Network Rail. No funding
mechanism has been identified.

•

A new parkway station at Wilting Farm. It is understood that there are
technical design problems of achieving a station at the location, but
further studies may shortly be commissioned by South East England
Development Agency (SEEDA). No funding mechanism has been
identified.

2.3.5
The future year public transport trip matrices have been built in a
similar manner to the car matrices using the same development planning
assumptions. However, the TRICS database only provides an overall public
transport trip rate without allocation to a specific public transport sub-mode.
The split between bus and rail travel was therefore assumed to be the same
as the existing split of bus and rail trips in the 2004 validation matrices.
Forecast changes in highway travel times have been transferred from the
highway model to the public transport model to ensure the bus journey times
reflect the highway network conditions. Train services have been retained at a
September 2004 timetable for all forecast options. Full details of the public
transport forecasting are presented in the Traffic Forecasting Report in
Appendix C.

2.4

Future Housing and Commercial Development

2.4.1
Future year trip matrices have been built using Most Likely housing
and commercial development assumptions supplied by ESCC. Estimated
housing completions for Bexhill, Hastings and Battle, are based on April 2004
commitments which formed the basis of the South East Plan (SEP) housing
provisions for East Sussex. They include an allowance for windfall sites and
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include new allocations necessary to meet SEP targets. The housing figures
now published in the SEP are based on these raw figures but have been
rounded to an annual average over the 20 year plan period 2006-2026. Some
slight discrepancies between SEP and these figures, therefore, are to be
expected.
2.4.2
Table 2-1: ESCC Estimated Future Housing Completions sets out the
estimated housing completions assumed in the modelling as supplied by
ESCC. The 2010 and 2025 Do Minimum estimations are for developments
that are not dependent on the Scheme. The Do Something includes the
proposed housing at North East Bexhill development (allocated to Old Town
ward in the model zoning) and the housing development proposed by
SeaSpace, the local economic development company, at West St Leonards
ward off the A259 near Marina/Bulverhythe.
2.4.3
Estimated commercial developments for Bexhill and Hastings for the
modelling for this Scheme were agreed between ESCC and SeaSpace and
are shown in Table 2-2: ESCC Estimated Major Commercial Developments in
Bexhill and Hastings and illustrated in Figure 2-2: Future Commercial
Developments Assumed in the Highway/Public Transport Models. Most of
these developments are being actively promoted or developed by SeaSpace
through their Business Plan and these developments are discussed in detail in
the Regeneration Statement. The proposed commercial development at North
East Bexhill Development is dependent on the Scheme.
2.4.4
TEMPRO v5.3 program growth factors have been applied to calculate
traffic growth through potential growth in population and employment in zones
outside of Bexhill and Hastings. In addition, ESCC has reviewed the
population and employment planning data within the TEMPRO program for the
East Sussex districts, and have provided revised projections for these areas
as shown in Table 2-3: ESCC Projections for Households and Jobs.

2.5

Forecasting Procedure

2.5.1
The forecasting procedure has been undertaken using DIADEM
software, which allows variable demand modelling in line with the latest DfT
guidance (VaDMA). Variable demand has been assessed for car trips, with
mode split choices between car and public transport for those with a car
available. Public transport users without a car available are assumed captive
to public transport. LGVs and HGVs have been assumed to have fixed
demand.
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Table 2-1: ESCC Estimated Future Housing Completions

2004 - 2010

Bexhill
Central
Collington
Kewhurst
Old Town
Sackville
Sidley
St Marks
St Michaels
St Stephens
Bexhill Total
Battle
Hastings
Ashdown
Baird
Braybrooke
Castle
Central St Leonards
Conquest
Gensing
Hollington
Maze Hill
Old Hastings
Ore
St Helens
Silverhill
Tressell
West St Leonards
Wishing Tree
Hastings Total

2010 - 2025

Do Minimum
and Do
Something

Do Minimum

Do Something

92
94
0
85
28
145
40
50
23
557
129

229
94
0
169
67
164
48
97
74
942
411

229
94
0
1,205
67
164
48
97
74
1,978
411

266
81
51
143
108
62
95
105
68
40
24
33
65
88
70
70
1,369

280
248
101
246
115
183
85
205
133
88
57
90
119
260
168
181
2,559

280
248
101
246
115
183
85
205
133
88
57
90
119
260
684
181
3,075
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19

20

2021
31,255
27,288
39,254
34,740
49,320
181,857

2026
31,797
27,840
39,474
35,520
50,510
185,141

2010
39,737
40,063
44,464
41,659
60,836
226,759

2025
42,731
43,978
47,916
44,855
66,611
246,091

Interpolated figures
2004
2010
2025
28,585
28,892
31,689
23,373
24,368
27,730
35,794
36,856
39,430
32,098
32,118
35,364
42,666
44,318
50,272
162,516
166,552
184,484

2004
38,474
38,673
42,520
40,380
58,918
218,965

2010-25
7.54%
9.77%
7.76%
7.67%
9.49%
8.53%

Change
2004-10
2010-25
1.07%
9.68%
4.25%
13.80%
2.97%
6.98%
0.06%
10.11%
3.87%
13.43%
2.48%
10.77%

2004-10
3.28%
3.60%
4.57%
3.17%
3.26%
3.56%

Change
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ESCC-commissioned projections and forecasts of Jobs
Actual figures
2001
2006
2011
2016
Hastings
28,652
28,600
28,965
30,183
Rother
22,850
23,722
24,529
26,021
Eastbourne
34,600
36,590
36,923
38,223
Lewes
32,740
31,670
32,230
33,580
Wealden
41,760
43,270
44,580
47,160
East Sussex
160,512
163,582
167,227
175,167
(TOTAL)

2026
42,931
44,239
48,146
45,068
66,996
247,380

Interpolated figures

Table 2-3: ESCC Projections for Households and Jobs

Actual figures
ESCC - commissioned projections and forecasts of Households
2001
2006
2011
2016
2021
Hastings
37,776
38,939
39,936
40,935
41,933
Rother
38,150
39,021
40,324
41,628
42,934
Eastbourne
40,981
43,546,
44,694
45,845
46,996
Lewes
39,740
40,807
41,872
42,936
44,002
Wealden
58,351
59,296
61,221
63,146
65,070
East Sussex
214,998
221,609
228,047
234,490
240,935
(TOTAL)
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3

Traffic Assumptions for the Environmental Statement

3.1

Introduction

3.1.1
Chapter 3 of the Environmental Statement describes the development
of the Scheme design. This section describes the development of the
Scheme to be tested and the traffic assumptions for the Environmental
Statement.

3.2

Junction Design

3.2.1
Initial signal junction designs were taken from the previous work on
the Scheme for the Annex E submission. Peak and off peak predicted turning
flows from preliminary Most Likely traffic model runs for both the opening year
and 15 years later were used to confirm the final signal junction layouts and
staging arrangements. Bus priority measures were included within the designs
of the Belle Hill and Queensway junctions.
3.2.2
The layout of the Belle Hill junction was constrained by the available
land and the requirement to retain pedestrian facilities at the junction. The
layout of the Queensway junction is a function of the need to provide bus
priority at the junction and to include pedestrian facilities across the
southeastern arm.

3.3

Complementary Traffic Measures

3.3.1
Concerns had been expressed in the course of the consultation
process about the potential adverse impact of the Scheme on The Ridge and
through Hollington and Wishing Tree, particularly along Gillsman Hill. In
addition, the traffic relief to the A259 with the Scheme afforded benefits to bus
priority along the coast road. Complementary traffic measures were therefore
developed to mitigate potential adverse impacts of the Scheme and to secure
the benefits of the Scheme to public transport.
3.3.2
Preliminary traffic forecasts with the Scheme were reviewed to
identify key areas where traffic flows would potentially create problems,
particularly on local residential roads and on bus routes. Designs were
developed and tested in an iterative procedure to arrive at a package of
measures that would be included with the Scheme in the traffic forecasting.
3.3.3
Whilst the complementary traffic measures would be funded through
the LTP funding process and not directly through the Scheme, they have
necessarily been included within the highway network assumptions as they
have been proposed in order to help lock-in the traffic benefits of the Scheme
and ensure that potential adverse impacts are suitably mitigated.
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3.4

Traffic Flows

3.4.1
Estimates of daily traffic volumes on links within the study area are
required for assessing the environmental conditions. The traffic volumes are
used for the assessment of air quality, noise impacts, community impacts
(severance for pedestrians), regeneration impacts (accessibility to
employment), and impacts on cultural heritage. They are also used for the
design of the Scheme and for the economic and accident analyses.
3.4.2
Daily traffic flows were calculated from the Most Likely AM peak,
Inter-peak and PM peak traffic model outputs. Daily annual average daily
traffic (AADT) forecasts for 24 hour flows and annual average weekday traffic
(AAWT) forecasts for 18 hour flows were calculated using local traffic count
profile data based on Glyne Gap surveys. The analyses used the following
forecasts:
•

2004 base year flows

•

2010 with and without the Scheme; and,

•

2025 with and without the Scheme.

3.4.3 Base year flows were taken from the validated traffic models used to
represent current traffic conditions. The future year models have been
developed with growth forecasts based on future growth in land use
development (housing and commercial development) within the Study area
and on potential growth in population and employment in zones outside of the
study area. Consultation was undertaken with ESCC and SeaSpace to
establish the growth forecasts to be used for the traffic modelling. This was
agreed to be taken forward on the basis of the most likely scenario, that is to
consider only those development projects which are near certain or more than
likely as per Highways Agency Interim Advice Note 81/06: Management of
Environmental Effects.
3.4.4
The Regeneration Statement has used the same forecasts as the
basis for its assessment. It has also considered a different development
assumption to look at the possible impact on the development timeframe of
these projects of the Scheme progressing or not. In this respect, The
Regeneration Statement concludes that whilst the North East Bexhill Business
Park would only proceed with the Scheme, a number of projects would be
restricted without the Scheme. Many of the projects are viewed as indirectly
dependent upon the Scheme and without it are likely to:
•

Take longer to develop because of reduced market interest;

•

Prove more difficult to finance from private sector funds; and,

•

Attract lower quality occupiers and/or have reduced capacity.
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3.5

High Growth

3.5.1
The Most Likely levels of housing and business developments are
based on the South East Plan proposals and have been allocated to the
forecast years of 2010 and 2025 based on a pattern of development derived
from commitments and allocations as of 2004. The South East Plan also
refers to further developments and these have been developed into a possible
high growth set of housing and business assumptions. The main component in
the High Growth level of development is the inclusion of approximately 1,000
houses and 48,000 sqm of commercial development within Rother. This level
of residential development is implicit in the South East Plan provisions but its
precise location is not yet set. The allocation of specific sites is a task for the
district to undertake as part of the Local Development Framework process.
The commercial element, whilst not explicitly identified in the draft South East
Plan, represents what could be reasonably expected to follow the additional
1,000 houses to provide local employment opportunities and meet the
objectives of the South East Plan’s sub regional strategy for the Sussex
Coast. Development at Bexhill could form one large development or a number
of smaller sites over different areas such as west Bexhill, Little Common in
Bexhill and Wilting Farm on the northwest edge of Hastings.
3.5.2
Until the South East Plan is adopted (currently anticipated in early
2008) there remains a degree of uncertainty over the final development
requirement for the area, although the prospect of reduced requirement for the
Bexhill Hastings area is considered highly unlikely.
3.5.3
The lack of certainty in the precise locations and level of this
additional development together with its possible developer funded additional
infrastructure requirements and implications leads to the conclusion that to
presume a high growth scenario, reflecting a specific land allocation, would be
premature and is not appropriate for use as a basis of the assessment within
the ES or Regeneration Statement. The precise locations and levels of this
additional development, the associated infrastructure, and its economic and
environmental effects may become clearer as the South East Plan and the
Local Development Framework processes unfold over the next 9-18 months.

3.6

Modelling Diadem Parameters Sensitivity Analysis

3.6.1
One sensitivity test has been assessed to test different demand
responses within the DIADEM procedures to ensure the Scheme is robust.
3.6.1
Generally, for a scheme which would result in relieved congestion,
the net benefit would be reduced by increases in the demand for car travel.
3.6.2
The sensitivity test applied a doubling of the DIADEM parameters
used in the assessments of the Do Minimum and Do Something networks and
traffic levels. The increased parameter values test the robustness of the
result. If the scheme remains well justified against these higher values then a
conclusion that the scheme is beneficial will be robust against the effects of
induced traffic. The results of this sensitivity test are reported on in the
Forecasting Report.
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4

Transport Assessment Results

4.1

Overview

4.1.1
The highway and public transport impacts of the Scheme are
determined by a comparison of the Do Something (with the Scheme) results
against the Do Minimum (without the Scheme) for both the opening year
(2010), and for +15 years (2025). The following impacts are discussed in the
following section:
•

Changes in overall traffic volumes on the highway network and
vehicular trip making within and through the study area;

•

Changes in traffic volumes on specific roads and screenlines within the
study area;

•

Impacts on traffic speeds within the study area;

•

Impacts on delays at junctions within the study area;

•

Impacts on journey times along specific routes within the study area;
and,

•

Impacts on public transport patronage with the Scheme.

4.2

Highway Impacts

Changes in Overall Traffic Volumes and Trip Making
4.2.1
The overall trips on the network are shown in Table 4-1 and show
that the increase in trips with the Scheme is 0.3% in 2010 and 3.2% in 2025.
Table 4-1: Overall Trips on the Network within the Study Area
No of daily trips (AADT)
2010

2025

DM

DS

% change

DM

DS

% change

389,368

390,545

0.3%

430,029

443,721

3.2%

4.2.2
Sector to sector movements have been analysed to evaluate the
impact of the Scheme on trip making between sectors. Traffic model zones
have been aggregated into the following six sectors: Bexhill urban area;
Hastings urban area; northwest of Bexhill; southwest of Bexhill; northeast of
Hastings; and, southeast of Hastings. These sectors are shown in Figure 4.1.
Tables 4-2 to 4-4 show the trips for the 2010 Do Minimum and Do Something
scenarios, and the difference between the two cases. Tables 4-5 to 4-7 show
the 2025 cases.
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Table 4-2: 2010 DM AADT trips between sectors
Bexhill
Bexhill
85,446
Hastings
14,390
Northwest
5,206
of Bexhill
Southwest
4,936
of Bexhill
Northeast
of
2,817
Hastings
Southeast
of
660
Hastings
Overall number of
trips:

Hastings

Northwest
of Bexhill

Southwest
of Bexhill

Northeast
of
Hastings

Southeast
of
Hastings

12,683
177,890

6,774
4,840

5,264
5,450

3,028
15,880

472
4,662

4,782

236

104

1,516

260

4,165

163

47

1,463

266

14,624

1,310

1,370

1,368

786

4,461

117

158

719

1,053

389,366

No. of trips across Bexhill-Hastings
Screenline

59,747

The shaded cells of the tables show the trips that pass across the screenline
between Bexhill and Hastings shown in Table 4-8: Screenline Flows (AADT).

Table 4-3: 2010 DS AADT trips between sectors
Bexhill
Bexhill
Hastings
Northwest
of Bexhill
Southwest
of Bexhill
Northeast
of Hastings
Southeast
of Hastings

Hastings

Northwest
of Bexhill

Southwest
of Bexhill

Northeast
of
Hastings

Southeast
of Hastings

83,734
15,482

13,673
175,696

7,389
5,210

5,077
5,795

3,496
16,654

523
4,643

5,160

4,954

236

102

1,582

284

4,639

4,449

187

43

1,606

296

3,082

14,459

1,354

1,435

1,334

775

718

4,400

125

169

752

1,031

Overall number of trips:

390,554

No. of trips across Bexhill-Hastings
Screenline

64,233
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Table 4-4: 2010 Change in AADT trips between sectors
Bexhill
Bexhill
Hastings

-1,712
(-2%)
1,092
(8%)
-46
(-1%)
-297
(-6%)
265
(9%)
58
(9%)

Northwest
of Bexhill
Southwest
of Bexhill
Northeast of
Hastings
Southeast
of Hastings
Overall change in number
of trips:

Hastings

Northwest
of Bexhill

Southwest
of Bexhill

Northeast of
Hastings

Southeast
of Hastings

990
(8%)
-2,194
(-1%)
172
(4%)
284
(7%)
-165
(-1%)
-61
(-1%)

615
(9%)
370
(8%)
0
(0%)
24
(15%)
44
(3%)
8
(7%)

468
(15%)
774
(5%)
66
(4%)
143
(10%)
-34
(-2%)
33
(5%)

51
(11%)
-19
(-0%)
24
(9%)
30
(11%)
-11
(-1%)
-22
(-2%)

1,178

Overall change in No. of trips across
Bexhill-Hastings Screenline

4,486

-187
(-4%)
345
(9%)
-2
(-2%)
-4
(-9%)
65
(5%)
11
(7%)

4.2.3
Over 3300 extra car trips travel across the screenline from Bexhill to
Hastings and beyond, plus from Hastings to Bexhill and beyond as a result of
the Scheme in 2010, an increase of 8%. Of these extra car trips, 53% are trips
to and from work and 13% are trips on employers business.
Table 4-5: 2025 DM AADT trips between sectors
Bexhill
Bexhill
91,515
Hastings
14,694
Northwest
6,225
of Bexhill
Southwest
5,759
of Bexhill
Northeast
of
3,065
Hastings
Southeast
of
666
Hastings
Overall number of
trips:

Hastings

Northwest
of Bexhill

Southwest
of Bexhill

Northeast
of
Hastings

Southeast
of
Hastings

13,147
195,041

8,511
5,983

6,098
5,991

3,411
19,081

516
5,184

5,710

299

134

1,819

301

4,769

259

57

1,780

299

16,087

1,564

1,520

1,552

909

5,044

133

161

864

1,161

430,029

No. of trips across Bexhill-Hastings
Screenline

65,529
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Table 4-6: 2025 DS AADT trips between sectors
Bexhill
Bexhill
97,375
Hastings
17,327
Northwest
6,222
of Bexhill
Southwest
5,384
of Bexhill
Northeast
of
3,557
Hastings
Southeast
of
793
Hastings
Overall number of
trips:

Hastings

Northwest
of Bexhill

Southwest
of Bexhill

Northeast
of
Hastings

Southeast
of
Hastings

15,852
193,459

8,630
6,251

5,826
6,495

4,141
19,308

601
5,399

5,964

303

134

1,947

336

5,117

236

53

1,929

348

17,017

1,663

1,671

1,680

953

5,223

144

184

918

1,277

443,717

No. of trips across Bexhill-Hastings
Screenline

74,320

This includes trips generated by the North East Bexhill Development and the housing
development in West St Leonards, both of which are dependent on the Scheme.

Table 4-7: 2025 Change in AADT trips between sectors
Bexhill
Bexhill
Hastings

5,860
(6%)
2,633
(18%)
-3
(-0%)
-375
(-7%)

Northwest
of Bexhill
Southwest
of Bexhill
Northeast
492
of
(16%)
Hastings
Southeast
127
of
(19%)
Hastings
Overall number of
trips:

Hastings

Northwest
of Bexhill

Southwest
of Bexhill

Northeast
of
Hastings

Southeast
of
Hastings

2,705
(21%)
-1,582
(-1%)
254
(4%)
348
(7%)

119
(1%)
268
(4%)
4
(1%)
-23
(-9%)

-272
(-4%)
504
(8%)
0
(0%)
-4
(-7%)

730
(21%)
227
(1%)
128
(7%)
149
(8%)

85
(16%)
215
(4%)
35
(12%)
49
(16%)

210
(1%)

99
(6%)

151
(10%)

128
(8%)

44
(5%)

179
(4%)

11
(8%)

23
(14%)

54
(6%)

116
(10%)

13,688

No. of trips across Bexhill-Hastings
Screenline

8,791

4.2.4
In 2025 extra trips are generated by the additional developments
dependent on the Scheme. This combined with the variable demand impact of
the Scheme results in a greater difference in trip numbers between the DM
and DS scenarios in 2025 than in 2010.
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Specific Impacts
4.2.5
There is a reduction in trips on other east-west routes as traffic
diverts to the Scheme, although there is also an overall increase in trips
across the screenline between Bexhill and Hastings. Table 4-8: Screenline
Flows (AADT) below shows the comparison of east west traffic across a
screenline between Bexhill and Hastings. In 2010, traffic flows are reduced by
33% on the existing A259 Glyne Gap between Bexhill and Hastings, and by
over 40% on the rural roads through Henleys Down, Catsfield and Crowhurst
between the two towns. There is however an overall small increase in east
west movements across the screenline of 5% with the Scheme.
4.2.6
In 2025, as there is more traffic on the network, there will be less
reduction of traffic along the A259 coast road, although the rural roads will still
be benefiting greatly with reductions in traffic of 36% on the B2095 and 68%
on Henleys Down. There is an increase of 11% of traffic overall across the
east west screenline with the Scheme.
Table 4-8: Screenline Flows (AADT)5
Location
A271
B2095
Henleys Down
BHLR
A259 Glyne
Gap
TOTAL
SCREENLINE

DoMinimum
15,300
10,200
4,400
-

2010
DoSomething
13,300
5,600
2,600
22,100

%
change
-13%
-45%
-41%
-

DoMinimum
15,500
12,900
9,600
-

2025
DoSomething
14,400
8,200
3,100
26,600

%
change
-7%
-36%
-68%
-

32,000

21,600

-33%

31,300

24,600

-21%

61,900

65,200

5%

69,300

76,900

11%

The total trips across the screenline differ slightly from those in Table 4.2 as these
flows are rounded to the nearest 100 vehicles.

4.2.7
Figure 4-2, Figure 4-3 and Figure 4-4 show the AADT traffic flows on
key links within the study area. In both 2010 and 2025 forecast years, the Do
Something results in a significant reduction in traffic along the A259 through
Glyne Gap. There would be an overall reduction in traffic along the A259
through Hastings.
4.2.8
The Scheme results in a significant reduction in traffic along the A259
through Glyne Gap. The reduction in traffic along the A259 continues from the
Belle Hill junction, along Glyne Gap and through Hastings along the seafront.
Roads such as Harley Shute Road in the southwest corner of Hastings, and
the A2036 on the east side of Bexhill also benefit from reduced traffic levels.
4.2.9
Traffic levels also reduce significantly through Crowhurst as traffic
transfers to the Scheme. Traffic levels reduce on the A271 and B2095 to the
north of Bexhill and Hastings reduce and consequently reduces traffic levels
through Battle.
5

AADT=Annual Average Daily Traffic
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4.2.10 In Bexhill, the A259 shows increased traffic levels with the Scheme
on the west side of Bexhill as this is used by traffic travelling between Bexhill
and Hastings via either Glyne Gap or the BHLR, transferring from previous
routes further north. Traffic using the A269 London Road south of Woodsgate
Park increase with the Scheme as this route provides direct access to the
Scheme. Traffic flows also increase on St Marys Lane. This extra traffic
includes traffic which has diverted from Holliers Hill and London Road as a
result of the signal junctions included as part of the Complementary Measures
at the junctions of Ninfield Road/Wrestwood Road/London Road and London
Road/Holliers Hill. The final design of the Complementary Measures may
result in only the Ninfield Road/Wrestwood Road/London Road junction being
signalised. This would reduce delays through this area and in turn may reduce
the transfer to St Mary’s Lane.
4.2.11 Within Hastings, traffic levels along B2092 Queensway and B2093
The Ridge increase with traffic travelling via the Scheme along Queensway
and down The Ridge to access the north east part of Hastings, some of which
previously travelled along the seafront. The increased number of trips
between Bexhill and Hastings results in traffic increases in the Hollington area
of Hastings. Traffic flows on Chowns Hill on the east side of Hastings also
increase with the Scheme. The extra traffic using this route has transferred
from the A271 or B2095 and routes east of Battle via other minor roads to get
to the A259 east of Guestling Green. With the Scheme, the traffic routes via
the Scheme, along The Ridge and up Chowns Hill. The maximum hourly
increase in flows is 82 vehs per hour in the pm peak in 2025.
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Speeds
4.2.12 Figure 4-5 and Figure 4-6 show the percentage change in average
travel speed on the highway network for 2010 and 2025. In 2010, there are
significant speed increases with the Scheme along A259 through Glyne Gap
and up Harley Shute Road. There are also speed increases along most
sections of the A259 along Hastings seafront. Speed decreases occur in
Bexhill in the local area around the Belle Hill junction and along the A259 west
of Bexhill centre. Speed decreases also occur near the junctions of Holliers
Hill/London Road and London Road/Wrestwood Road. These junctions are
signalised as part of the Complementary Measures associated with the
Scheme. In 2025, the speed changes show a similar pattern. However speed
increases are proportionally greater along the A271 and B2095.
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Delays
4.2.13 Figure 4-7 and Figure 4-8 show change in vehicle delays at junctions
in the AM peak in 2010 and 2025 respectively. Changes in vehicular delay are
shown for all junctions in the simulation area of the traffic model. Junctions are
not modelled explicitly in the buffer areas of the traffic model. The figures
show that with the Scheme where traffic levels increase there is a
corresponding increase in vehicle delays and where traffic levels reduce with
the Scheme there is a corresponding decrease in vehicle delays.
4.2.14 In 2010 there are significant delay savings at the junctions of A259
with the A2036 on the western end of Glyne Gap and with Harley Shute Road
and Filsham Road at the eastern end of Glyne Gap. There are also significant
delay savings for the junctions to the north and south of Battle on the A2100
and for the B2204 with A269 Bexhill Road.
4.2.15 The junctions of the A259 with the B2095 west of Bexhill, Little
Common Roundabout and the Belle Hill (A259/A269) junction all suffer
increased delays with the Scheme. This is due to the extra traffic switching to
this route to access the Scheme instead of travelling via other routes. In
addition the signalising of the junction of Holliers Hill and London Road (A269)
as part of the Complementary Measures results in extra junction delays.
4.2.16 In Hastings two junctions suffer increased delays, the Braybrooke
Road/South Terrace junction and the Crowhurst Road/Queensway junction.
The Braybrooke Road increased delays are due to the westbound Braybrooke
Road traffic flows increasing by around 40 vehicles resulting in this approach
becoming overcapacity which can be addressed with revised signal timings.
The delays increase at Crowhurst Road as it has been assumed that this
junction becomes signalised with the Scheme and therefore traffic on
Queensway which does not suffer delays at the existing priority junction would
have to stop at the proposed signal junction.
4.2.17 In 2025 there are significant junction delay savings again at the
junctions of A259 with the A2036 on the western end of Glyne Gap and with
Harley Shute Road and Filsham Road at the eastern end of Glyne Gap. There
are also again significant delay savings for the junctions to the north and south
of Battle on the A2100 and for the B2204 with A269 Bexhill Road. Additional
junctions within the St Leonards area of Hastings also experience significant
junction delay savings. The Crowhurst Road/Queensway junction experiences
less delays with the Scheme in 2025. In 2025 the existing priority junction
suffers grater delays than the proposed signal junction.
4.2.18 Again in 2025, the junctions of the A259 with the B2095 west of
Bexhill, Little Common Roundabout and the Belle Hill (A259/A269) junction all
suffer increased delays with the Scheme. In Hastings part of the Baldslow
interchange suffers from extra junction delays with the Scheme.
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Journey Times along the A259
4.2.19 Table 4-9 sets out the modelled journey times between the A259 at
Belle Hill junction in Bexhill and the A259 at the A21 junction in Hastings, for
both buses and other traffic.
4.2.20 For non bus traffic in all time periods, 2010 forecast journey times
along the A259 are reduced with the introduction of the Scheme to less than
the existing journey times in 2004. In 2025 all A259 journey times with the
Scheme are less than existing 2004 journey times except eastbound am peak
and inter-peak. In the AM peak, the eastbound journey times through Glyne
Gap are higher than those in 2004 due in part to the West St Leonards
development. In 2025, the bus priority measures along the A259 are also in
place and highway capacity would therefore be reduced for non-bus traffic.
4.2.21 Bus journey times also reduce along the route to similar levels of
non-bus traffic. In the eastbound direction, the bus lane is some 200m long
giving a saving of between 15 and 45 seconds. In the westbound direction, the
680m of bus lane provide similar additional journey time savings to buses of
between 15 and 45 seconds.
Table 4-9: A259 Journey Time (Belle Hill to A259/A21 Hastings Town
Centre)

Forecast
Year

Time
Period
AM
IP
PM
AM
IP
PM
AM
IP
PM

2004

2010

2025

4.3

DM

Eastbound
DS

All traffic

buses

16
14
17
20
17
18
25
20
19

(minutes)
14
13
13
19
14
14

Other
traffic

DM

Westbound
DS

All traffic

buses

Other
traffic

(minutes)

14
13
13
19
15
14

20
15
19
20
15
18
27
22
24

14
13
15
17
13
15

Public Transport Impacts

4.3.1
Figures 4.9 to 4.11 show the number of bus and rail passengers
travelling through Glyne Gap in the Scheme opening year and design year for
each time period modelled with and without the Scheme.
4.3.2
These show that with the Scheme in place, bus passenger flows
remain very similar between Bexhill and Hastings in both directions in 2010. A
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small number of passengers transfer to the proposed new bus route along the
Scheme. In 2010 there is again very little change in the number of rail
passengers with the Scheme.
4.3.3
In 2025 both bus and rail passengers between Bexhill and Hastings
increase slightly as a result of the increased level of development.
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5

Economic Assessment

5.1

Methodology

5.1.1
TUBA v1.7 and COBA11 r7 programs have been used to calculate
the Scheme costs and benefits based on traffic forecasts produced using
DIADEM as described in chapter 5. TUBA has been used to calculate the
benefits and disbenefits as a result of changes to journey times and lengths.
TUBA has also been used to calculate the benefits or disbenefits of carbon
emissions. COBA has been used to calculate the impact of the Scheme on the
number and cost of accidents.
5.1.2
The economic assessment also includes the benefits/disbenefits
resulting from regeneration effects of the Scheme and transport related noise
impacts.

5.2

Transport Users Economic Assessment (TUBA) Results

5.2.1
TUBA takes trip, time, distance and charge matrices from the
highway and public transport models. These matrices are disaggregated by
vehicle type and trip purpose. Fare matrices for public transport trips are also
input. TUBA will then calculate the user benefits in time, fuel vehicle operating
costs (VOC), non-fuel VOC and charge, and the scheme costs, discounted to
the present value year. The Economic Assessment Report in Appendix D
provides more detail on the inputs used for the TUBA assessments
5.2.2
Table 5-1below shows a summary of the economic assessment
results for transport users from the TUBA assessments. The NPV (Net
Present Value) result shows that the Scheme is good value for money with
more benefits than costs.
5.2.3
Only the carbon benefits calculation element shows a disbenefit as a
result of the scheme. This is consistent with the air quality assessment
contained within Chapter 10 of the Environmental Statement which also shows
a disbenefit with the Scheme.
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Table 5-1: TUBA Results6
£000’s
Consumer User Benefits

75,333

Business User Benefits

136,041

Private Sector Provider Impacts

2,338

Carbon Benefits

-2,568

Present Value of Benefits (PVB)

211,144

Scheme Costs

95,125

Indirect Tax Revenue

-18,863

Present Value of Costs (PVC)

76,262

Net Present Value (NPV) (PVB-PVC)

134,882

BCR (PVB/PVC)

2.8

All entries are present values discounted to 2002 in multiples of thousand pounds, in
2002 prices

5.3

Accident Economic Assessment Results

5.3.1
Accident data from police records for five full years - 2001 to 2005
(inclusive) - were used to calculate accident rates for all the simulation links
and junctions in the network where full flows were modelled. Figure 3.1 in the
Economic Assessment Report contained within Appendix D shows the area of
network for which local accident data was used. Table 5-2 below compares
the calculated local accident rates with the default accident rates for the
different categories of roads for east-west routes between Bexhill and
Hastings. The default accident rates for the built up section i.e. the Bexhill
Connection and the rural section of the Scheme are also shown for
comparison purposes.
Table 5-2: Accident Rate Comparison
Local Accident
Rate

6

COBA Values
Road Type

Default Accident
Rate

A271

0.69

Older S2 A road
(>40mph)

0.226

B2095

0.96

Other S2 roads
(>40mph)

0.297

Henleys Down

0.25

Other S2 roads
(>40mph)

0.297

A259 Glyne Gap

2.19

Older S2 A road

0.226

All entries are present values discounted to 2002, in 2002 prices
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(>40mph)
Scheme – Bexhill end
(Bexhill Connection urban 40mph)

-

Modern S2 Roads
(=<40mph)

0.297

Scheme - inter-urban
60mph

-

Modern WS2
Roads with HS
(>40mph)

0.102

5.3.2
The local accident rates on the existing east –west routes between
Bexhill and Hastings are considerably higher than the COBA default rates for
these categories of roads. The local accident rates have been used in the
modelling of the Scheme to assess the safety impacts arising from changes in
accidents on the network.
5.3.3
below shows the link and junction accident costs for the with and
without Scheme assessments. Over the 60 year assessment period from
2010 to 2069, the Scheme would result in link accident benefits as traffic
transfers off roads with higher than average accident rates onto the Scheme.
However, the overall increase in travel (vehicle-kms) on the network with the
Scheme results in an increase in traffic through the junctions on the network
which results in accident disbenefits. With the Scheme, three additional signal
junctions are added to the network and three existing junctions are converted
to signal junctions as part of the Complementary Measures. Overall there is a
reduction in accident costs of some £51,000,000.

125461/HWY/01/A - 2 April 2006/
47
\\Eschdata\teamdata_corp$\Graphic_Designers_Corp\2006_7\414_Bexhill_Hastings_Link_Road_Phase_2\Done\Traffic
and Transport Report in Appendices\TTRRev4.03.04.2007.doc/
ipc

Bexhill to Hastings Link Road
Traffic and Transport Report

Table 5-3: Accident Costs (2010-2069)

Links
Junctions
Total

Do Minimum
(Without Scheme)
(£000s)
2,236,890

Do Something
(With Scheme)
(£000s)
2,175,464

Difference
(£000s)

960,271

970,751

+10,480

3,197,161

2,859,681

-50,946

-61,426

Note: All entries are present values discounted to 2002, in 2002 prices

5.3.4
Table 5-4 shows the changes in accident and casualty numbers with
and without the scheme over the 60 year assessment period. Even though
traffic increases with the Scheme, accidents and casualties are reduced as
traffic switches from roads with high accident rates onto the Scheme.
Table 5-4: Changes in Accident and Casualty Numbers (2010-2069)
Without Scheme

With Scheme

Difference

Total Accidents

74,707

73,810

-897

Slight casualties

94,265

93,122

-1,143

Serious
Casualties

8,879

8,742

-137

832

820

-12

103,976

102,684

-1,292

Fatal casualties
All casualties

5.4

Noise Economic Assessment

5.4.1
WebTAG unit 3.3.2 now requires monetary assessment of noise
nuisance to be calculated. The level of nuisance is determined by the change
in traffic related noise based on flows with and without the Scheme and the
number of households or people affected.
5.4.2
The assessment for the Scheme shows a slight increase in the
number of people annoyed by traffic noise. This equates to a Scheme specific
noise NPV of -£1,574,251.

5.5

Economic Assessment Summary

5.5.1
Table 5.5 below combines the transport benefits from TUBA, the
accident benefits from COBA, the noise and regeneration economic
assessments to give the overall Scheme NPV and BCR.
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5.5.2
Table 5.5 demonstrates that the Scheme provides good value for
money with a strong BCR of 3.5.
Table 5-5: Economic Assessment Summary
£000’s
TUBA Transport Benefits

211,144

COBA Accident Benefits

50,946

Noise Benefits

-1,574

TOTAL Benefits - PVB

260,516

TOTAL Costs (inc Indirect Tax
Revenues) - PVC

76,262

Net Present Value (PVB-PVC)

184,254

Scheme BCR (PVB/PVC)

3.4

All entries are present values discounted to 2002, in 2002 prices

5.5.3
If the scheme opening year were to be delayed until 2012, Table 5.6
below shows the impact on the Scheme BCR calculation.
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Table 5-6: Economic Assessment Summary – 2012 Opening Year
£000’s
TUBA Transport Benefits

204,458

COBA Accident Benefits

50,946

Noise Benefits

-1,574

TOTAL Benefits - PVB

253,830

TOTAL Costs (inc Indirect Tax
Revenues) - PVC

74,075

Net Present Value (PVB-PVC)

179,755

Scheme BCR (PVB/PVC)

3.4

All entries are present values discounted to 2002, in 2002 prices

5.5.4
TUBA guidance states that if the scheme opening is only 1 or 2 years
after the first modelled year then the modelled year data can be used to
represent the scheme opening year. For the above economic assessment
therefore, the modelled outputs from 2010 and 2025 have been taken to be
representative of 2012 and 2027 respectively. The accident and noise
economic assessments have not been recalculated for an opening year of
2012.
5.5.5
The TAG methodology does not include guidance for making a
monetary valuation of the regeneration benefit of facilitating new jobs.
However, a number of studies have assessed such values resulting in a range
of values from £23,000 to £56,000 per new job facilitated. The lowest value
comes from a National Audit Office report. This is a reasonable figure to apply
to this study as the most conservative estimate of the regeneration “value” of
the Link Road as it is one of the very few independent analyses of cost per job
– most are undertaken or commissioned by partnerships or delivery
organisations themselves.
5.5.6
As the Scheme will facilitate 2,000 additional local jobs (see
regeneration statement), the regeneration value of this is estimated at £44.8m,
equivalent to a PVB of £22.2m in 2002 prices.
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