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1. INTRODUCTION
Instruction

1.1. This Addendum Transport Assessment has been prepared by Stuart Michael Associates (SMA), consulting engineers, on behalf of Crayfern Homes Ltd (the Applicant).

Background

1.2. A Transport Assessment was prepared by SMA in July 2010 to support an outline planning application for the development of 92 dwellings on land adjacent to Scratchface Lane (the ‘site’) located in Bedhampton, Havant, Hampshire (Figure SMA1 refers).

1.3. In December 2010 Havant Borough Council (HBC) received consultation advice from Hampshire County Council (HCC) Highways in relation to the submitted Transport Assessment.

1.4. The County advice was that they had undertaken a check of the Bedhampton Road roundabout and had noticed discrepancies between the geometric data used by SMA and those measured by HCC on site. As a result the HCC ARCADY model showed some significant differences to the SMA model.

1.5. As a result of the differences between that submitted in the TA and the Highway Authority appraisal of the junction, it was considered difficult for the Highway Authority to make any recommendation to the Planning Authority other than a refusal. This being based upon the fact that, the applicant has not demonstrated to the satisfaction of the Highway Authority, that the development would not lead to harm to the highway network.

1.6. It was therefore recommended that SMA should submit a new TA to reflect the geometric data measured on site. This addendum report re-examines the ARCADY input and results presented in the TA and replaces paragraphs 5.19 – 5.32 and Appendix 6 of the July 2010 TA.
Consultation

1.7. A meeting was held on 13th January 2011 with Ben Clifton and Jonathan Mundy from Hampshire County Council to discuss and agree appropriate input data for the ARCADY model. A copy of the minutes of that meeting is attached as Appendix A of this report.
2. BEDHAMPTON ROAD ROUNDABOUT
Traffic Growth

2.1. In the TA (paragraph 5.18) traffic growth factors were derived using NRTF and TEMPRO. The latest advice from the DfT is that NTM (2010) should replace the old NRTF rates. These latest rates were published in September 2010 and take into account the recession in the UK. A copy of the growth factors used is attached as Appendix B.
2.2. Therefore, using NTM (2010) central growth rates and TEMPRO, the growth forecasts between 2010 -2015 have been revised.

Traffic Growth Factors 2010 – 2015

AM Peak: 1.02802242 x 1.044 / 1.051 = 1.0212
PM Peak: 1.02802242 x 1.042 / 1.051 = 1.0192 

2.3. The above generated growth rates for 2015 have been applied to the 2010 base line survey flows as shown and reproduced in Figure SMA6.

2.4. Figures SMA7 and SMA10 show the revised AM and PM peak hour flows for the year 2015, with and without the development traffic.

2.5. It is noted that the proposed development traffic (Figure SMA5) confirms that circa 40 additional movements are anticipated from the proposed development. This increase to the existing circulatory flows of 1912 in the morning peak hour and 2207 in the evening peak hour would equate to a percentage increase of less than 2%. Clearly, this magnitude of increase is considered to be negligible.

Traffic Impact

2.6. Notwithstanding the above, SMA was requested by Havant Borough Council at the original scoping meeting to carry out a capacity assessment of the roundabout using DfT software “ARCADY”. This data was included in the July 2010 TA. Through the Consultation process concern was raised by HCC into the geometry of the input data for the junction. Subsequently, a meeting was arranged by SMA which took place at HCC office on Thursday 13 January 2011. At that meeting SMA tabled Drawing 3356.010 (attached) showing revised geometry for the roundabout. These figures were agreed with HCC on the understandings that intercept correction factors would be added to ascertain appropriate queuing for the 2010 baseline data.
2.7.  When the data collection company undertook the survey of the roundabout they also observed queue lengths on all the approaching arms. A copy of the queue length data is reproduced as Appendix C. Intercept correction adjustments were incorporated into the ARCADY runs to reflect actual observed vehicle queuing on all arms. 

2.8. In the morning peak hour the roundabout operates under free flow conditions. In the PM peak hour there are queues predominately on the Portsdown Hill arm and the Bedhampton Hill arm. The independent data collection company observed average 15 minute queue lengths of fewer than 10 vehicles on Portsdown Hill and on Bedhampton Hill between the period 17.20 and 17.45 queues of 20 vehicles were observed.  

2.9
Based upon these observed flows the base year (2010) ARCADY outputs were adjusted to reflect actual queues observed on-site. The junction was also modelled for the year 2015 using the revised growth factors, calculated in paragraph 2.2 of this report, with and without the development Traffic. The junction capacity input and output files can be found at Appendix D.
2.10
Table 1 below shows the existing Ratio Flow Capacity (RFC’s) and computed queues currently on all arms of the roundabout. The results show that for the AM peak hour the roundabout currently operates within capacity. For the PM peak hour the Bedhampton Hill arm is at capacity and the Portsdown Hill arm is close to capacity. 
	Existing Traffic Year 2010
	AM Peak (0800 to 0900 hours)
	PM Peak (1700 to 1800 hours)

	
	RFC
	Queue (veh)
	RFC
	Queue (veh)

	Arm A
	Maylands Road
	0.153
	0.2
	0.113
	0.1

	Arm B
	Bedhampton Road
	0.528
	1.1
	0.556
	1.2

	Arm C
	Bedhampton Hill
	0.523
	1.1
	1.006
	20.3

	Arm D
	Portsdown Hill
	0.715
	2.4
	0.948
	10.0


Table 1: Existing Traffic Flows

2.11
Table 2 below shows the base line year 2010 with the development flows added to the roundabout. For the AM peak hour the roundabout continues to operate within capacity with little change to the queuing. In the PM peak hour, queues increase on the Portdown Hill arm by 1 vehicle and on the Bedhampton Hill arm by 8 vehicles. This magnitude of increase resulting from the proposed development traffic is negligible. 
	Existing Traffic Year 2010 + Development traffic flows
	AM Peak (0800 to 0900 hours)
	PM Peak (1700 to 1800 hours)

	
	RFC
	Queue (veh)
	RFC
	Queue (veh)

	Arm A
	Maylands Road
	0.221
	0.3
	0.155
	0.2

	Arm B
	Bedhampton Road
	0.534
	1.1
	0.566
	1.3

	Arm C
	Bedhampton Hill
	0.531
	1.1
	1.039
	28.0

	Arm D
	Portsdown Hill
	0.721
	2.5
	0.960
	11.1


Table 2: Existing Traffic Flows + Development flows

2.12
Table 3 below demonstrates how the roundabout would operate in 2015 with growth added but without any development traffic added to the network. The AM peak continues to operate within capacity, but as expected the same two arms (Portsdown Hill and Bedhampton Hill operate close to or above capacity with flows on the two arms increasing by 2 and 6 vehicles respectively from the base line data. 

	Existing Traffic Growthed to Year 2015
	AM Peak (0800 to 0900 hours)
	PM Peak (1700 to 1800 hours)

	
	RFC
	Queue (veh)
	RFC
	Queue (veh)

	Arm A
	Maylands Road
	0.159
	0.2
	0.114
	0.1

	Arm B
	Bedhampton Road
	0.539
	1.2
	0.567
	1.3

	Arm C
	Bedhampton Hill
	0.537
	1.2
	1.032
	26.3

	Arm D
	Portsdown Hill
	0.735
	2.7
	0.967
	11.8


Table 3: Existing Traffic Flows Growthed to 2015

2.13
Table 4 below shows the extent of the traffic impact at the roundabout junction with growth and development traffic added to the network. It concludes that when comparing the 2015 junction without development to that with development traffic, 1 extra vehicle queue length would be added to the Portsdown Hill arm and 9 additional vehicles queuing on the Bedhampton Hill arm in the PM peak. 

2.14
All the arms in the AM peak hour continue to operate within capacity together with the Maylands Road and Bedhampton Road arms in the PM peak hour. With regard to the 35 vehicle queue length it should be recognised that this queue length occurs only between a 15 minute period (1730hrs and 1745hrs). Prior to 1715 the queues are circa 20 vehicles and beyond 1745 the queue drops to circa 6 vehicles.    
2.15
Even with a queue length of 35 vehicles this would not impact upon the DfT Rusty Cutter roundabout (located west of the junction) which was a cause for concern of HCC following their own modelling work. For traffic to impact upon this DfT junction queues on Bedhampton Hill would have to reach circa 90 vehicles and clearly the latest modelling confirms that this would not be the case.      
	Existing Traffic Growthed to Year 2015 + Development traffic flows
	AM Peak (0800 to 0900 hours)
	PM Peak (1700 to 1800 hours)

	
	RFC
	Queue (veh)
	RFC
	Queue (veh)

	Arm A
	Maylands Road
	0.227
	0.3
	0.156
	0.2

	Arm B
	Bedhampton Road
	0.546
	1.2
	0.576
	1.3

	Arm C
	Bedhampton Hill
	0.545
	1.2
	1.066
	35.3

	Arm D
	Portsdown Hill
	0.740
	2.7
	0.977
	12.9


Table 4: Traffic Flows Growthed to 2015 + Development traffic

2.16
Coincidently, highway evidence for this site was presented to a Local Plan Inspector by SMA in 2003. At that time the evidence put before the Inspector identified that the Bedhampton Hill arm of the roundabout was at capacity without any development and with development traffic added queues would reach circa 35 vehicles on the Bedhampton Hill arm. The Inspector clearly accepted that the traffic impact from the site was minimal and that the queue lengths anticipated were not unreasonable. This led him to recommend that the site should be allocated in the Havant Borough Local Plan.

2.17    It should also be noted that some time ago HCC made a decision to reduce the capacity of both the Portsdown Hill arm and Bedhampton Hill arm. This was achieved through reducing the entry width by painting out part of the carriageway in order to improve road safety (Appendix E refers).

2.18 
Although not advocating that road safety should be jeopardised Tables 5 & 6 below demonstrate that if the entry width to the roundabout was returned to its previous width then any queuing, particularly on the Bedhampton Hill arm, would significantly reduce returning to the current queue lengths observed.  
	Existing Traffic Year 2010
	AM Peak (0800 to 0900 hours)
	PM Peak (1700 to 1800 hours)

	
	RFC
	Queue (veh)
	RFC
	Queue (veh)

	Arm A
	Maylands Road
	0.153
	0.2
	0.115
	0.1

	Arm B
	Bedhampton Road
	0.528
	1.1
	0.556
	1.2

	Arm C
	Bedhampton Hill
	0.435
	0.8
	0.787
	3.5

	Arm D
	Portsdown Hill
	0.715
	2.4
	0.966
	11.9


Table 5: Existing Traffic Flows with entry width increased
	Existing Traffic Growthed to Year 2015 + Development traffic flows
	AM Peak (0800 to 0900 hours)
	PM Peak (1700 to 1800 hours)

	
	RFC
	Queue (veh)
	RFC
	Queue (veh)

	Arm A
	Maylands Road
	0.227
	0.3
	0.163
	0.2

	Arm B
	Bedhampton Road
	0.546
	1.2
	0.576
	1.3

	Arm C
	Bedhampton Hill
	0.453
	0.8
	0.831
	4.6

	Arm D
	Portsdown Hill
	0.740
	2.7
	1.020
	18.7


Table 6: Growth +Development with entry flows increased

3.0
SUMMARY AND CONCLUSIONS
3.1
This addendum Transport Assessment (TA) has been prepared following the consultation advice from Hampshire County Council (HCC), whereby they raised concern related to the Arcady results for the Bedhampton Road roundabout presented in the July 2010 TA.

3.2
The County Council considered there were discrepancies between SMA and HCC with regard to the data input into the Arcady model.

3.3
Following further on-site measurements and discussion between SMA and HCC, the Arcady input data was agreed.

3.4
The traffic growth factors derived using NRTF and TEMPRO used for predicting future year traffic have been replaced using NTM (2010). This has resulted in lower growth rates to that presented in the TA. 

3.4
SMA prepared revised Arcady runs for the roundabout. The Arcady results presented in this report replace those submitted with the July 2010 TA. 
3.5
The results demonstrate that in the AM peak hour the junction currently operates well within capacity and with the development traffic added to 5 years of traffic growth the roundabout continues to operate within capacity.

3.6
In the PM peak hour the modelling confirms that under current traffic conditions the Bedhampton Hill arm of the roundabout is at capacity. This has always been recognised by both HCC and Havant Borough Council and was discussed in 2003 at the Havant Borough Local Plan Inquiry (Proof of Evidence of D Wiseman Document Ref:526/04). The queue lengths presented to the Local Plan Inspector were very similar to the queue lengths now anticipated from the proposed development.
3.7
At 2010, traffic levels by comparison between Table 1 and Table 2 the Arcady results demonstrate, that the increase queuing on Bedhampton Hill is 8 vehicles as a result of the development traffic.

3.8
When comparing 2015 traffic levels, the comparison between no development against development (Table 3 & Table 4), the increase queuing on Bedhampton Hill is 9 vehicles resulting in a queue length of 35 vehicles.  
3.9
Even with a queue length of 35 vehicles this would not impact upon the DfT Rusty Cutter roundabout which was an initial concern following HCC own modelling work.

3.10
It should also be noted that the proposed development will add less than 2% of the total traffic circulating the roundabout. SMA considers this to be a negligible impact. A Travel Plan for this site is also proposed with its primary objective being to reduce single car occupancy. Therefore, the traffic impact is likely to be even less than 2%.   

3.11
Based upon the conclusions, SMA considers that the proposed development traffic resulting from 92 dwellings could be safely accommodated onto the local road network. On this basis, SMA recommends that the Highway Authority raise no highway objection to the application. 
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