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Figure 9.5 – Percentage of People who Feel Safe in their Local Area during the Day (Place Survey 
2008) 

 
 

Figure 9.6 – Proportion of Respondents Feeling Safe in the Local Area after Dark (Place Survey 2008) 
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Health 
Introduction 

9.21 Historically, the main concern about health impacts of road transport has been road traffic 
casualties since these are direct impacts (p123).  The contribution of traffic to noise and air 
pollution has become an increasing concern with rapid motorisation from the 1960s Since the 
1990s considerable public health research has revealed that many health impacts are subtle and 
chronic, not the least of which are the long term effects of physical activity decline arising from the 
switch from walking, cycling and public transport to car use.  This includes an evidence base 
linking car use with increased obesity risk23  

9.22 There is an economic and welfare cost of the health problems caused by obesity, which better 
transport choices such as walking and cycling can help to reduce.  With an estimated 63,000 
obese and 4,400 morbidly obese people in the Bournemouth and Poole Primary Care Trust (PCT) 
area, the cost of obesity to the PCT was estimated at £46.4 million in 2007 and this is expected to 
rise to £57.7 million by 2015.  There is high potential for walking and cycling in South East Dorset, 
with over 50% of the residents of Bournemouth and Poole commuting less than 5km.  Of journeys 
less than 2 km, 48% of commuting trips in Bournemouth and 56% of such trips in Poole are made 
by private car, thus highlighting the potential for increased walking. 

9.23 The Joint Adult Obesity Action Plan (2009) also provides information on the likelihood of having 
taken no physical activity in the past month, shown in Figure 9.7. 

Figure 9.7 – Likelihood of Having Taken No Physical Activity in the Past Month24 

 
 

                                                      
23 Essential Evidence on a Page Number 29 Illness arising from Road Transport  
24 Source:  NHS Bournemouth & Poole, Borough of Poole, Bournemouth Borough Council, Joint Adult 
Obesity Action Plan 2009 
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Summary – Priority Challenges 

 

Priority Challenges 
• “Road safety and security” (57%), and “air quality” (48%) were highlighted as very 

important transport-related issues in the consultation. 
• Between 2006 and 2008, there were 48 fatalities and 683 serious injuries in the area. 
• In Boscombe West and Rossmore/Alderney Wards a low proportion of residents 

feeling safe outside (77% and 78% respectively) – whereas for a large part of the area 
over 90% feel safe.  

• Boscombe West also scored lowest for how safe respondents felt outside their homes 
at night (15%) followed by the Bournemouth Central Ward (29%) compared with 60% 
across the area.  

• The cost of obesity to the PCT in 2007 was £46.4 million in 2007 and this is expected 
to rise to £57.7 million by 2015. 

• There is high potential for walking and cycling, with over 50% commuting less than 
5km.  For commuting journeys under 2 km, 48% of trips in Bournemouth and 56% in 
Poole are made by car. 
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10. Improve Quality of Life and a Healthy 
Natural Environment 
Quality of Life  

10.1 South East Dorset has numerous outstanding natural environmental assets, but these also 
impose physical constraints on growth:  

• proximity to a World Heritage coastline;  

• very large areas of national and international heathland designations;  

• Areas of Outstanding Natural Beauty (AONB); and  

• significant historic and cultural assets that contribute to the character and distinctiveness of 
the area.  

10.2 “Quality of life” was the most popular transport-related issues raised in the public consultation, 
with over 70% of the respondents selecting it as ‘very important’.  Transport can make a strong 
contribution to the quality of people’s lives.  It brings great benefits by making it possible to 
broaden horizons, buy a huge range of goods and services, enjoy leisure activities, spend time 
with friends and relatives and have access to the natural environment.  However, it can also 
impose costs – for example on people who live near roads and railways, ports and airports; on the 
natural environment, including biodiversity and landscape; and on the consumption of scarce 
resources. 

Experience of Travel  
10.3 Experience of travel is a key challenge in the draft DaSTS Strategic Appraisal under the Quality of 

Life goal.  The following measures can affect three journey ambience factors: 

• facilities and information;  

• views of surrounding landscape and townscape; and 

• stress.  

10.4 Arguably the most effective way to improve journey quality is to reduce travel journey times and/or 
the variability of these journey times, which together contribute to stress.  Experience of travel can 
be improved through high quality rolling surfaces for all modes (and public realm for 
walking/cycling).  For public transport, high quality waiting environments together with good travel 
information are important for an improved travel experience.  Issues affecting journey time 
reliability of sustainable modes are covered under the Tackle Climate Change goal (for buses) 
and the Support National Competitiveness and Growth goal (for the private car).   

Facilities and Information  
Road Users 

10.5 For road users, journey ambience can be affected by whether facilities and information are 
provided along a route and by their spacing and quality – this is covered in the Resilience section 
of the Economic Competitiveness and Growth Chapter.  
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Public Transport Users 

10.6 For public transport users, the cleanliness and general environment within the vehicle are also 
important journey ambience factors.  Attendees of the WRG identified issues with overcrowding 
on some bus services (Poole - Christchurch for example).  

10.7 Table 10.1 shows that relative satisfaction with the state of bus stops and quality and cleanliness 
of buses is relatively high.   

Table 10.1 – Public Transport Journey Ambience Related Results from NHT Public Satisfaction 
Survey 2009 (Relative Satisfaction) 

 Bournemouth 
Borough 

Borough of 
Poole 

Dorset County Average (All 
LAs) 

The state of bus 
stops  67.1% 64.1% 60.3% 59.8% 

Quality and 
cleanliness of 
buses 

70.8% 63.2% 62.07% 58.4% 

 

Cyclists 

10.8 For cyclists and pedestrians the provision and design of dedicated facilities, such as cycle lanes 
and crossings, may affect journey quality.  Problems and issues relating to cycling facilities are 
covered under the Tackle Climate Change goal.  

Views of Surrounding Landscape and Townscape 
10.9 This relates to the extent that drivers, public transport users, pedestrians and cyclists can see the 

surrounding landscape and townscape and have an impact on the attractiveness of the general 
travelling environment.  Townscape and landscape issues are covered later in this chapter.  

Stress 
10.10 Three main factors influence stress of journeys: 

• frustration;  

• fear of potential accidents; and  

• route uncertainty.  

10.11 It is felt by the WRG that there is a major issue with the provision of information; this is particularly 
the case for multi-destination travel which needs to be simplified and improved to increase ease of 
use.  The bus and train times are not publicised in a coordinated way and where information is 
available, such as on bus stops, it is often difficult to read.  The WRG suggested some examples: 

• RTI displays should be installed at the airport; and 

• RTI displays for Poole Station should be installed at the port.  

10.12 Although RTI is in place in some locations there are seen to be many issues with the quality and 
reliability of the information provided.  

Biodiversity and Geodiversity 
10.13 The area contains a number of statutory and non-statutory designations, including several 

RAMSAR sites, Special Protection Areas (SPAs), Special Conservation Areas (SACs), SSSI and 
Sites of Interest for Nature Conservation (SINCs).  Most of the International and European 
designated sites are located within Poole and Christchurch Boroughs and the status of most 
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existing SSSIs is defined as ‘unfavourable but recovering’ or ‘unfavourable with no change 
conditions’.  The study area also includes three National Nature Reserves (NNR), thirty one Local 
Nature Reserves (LNR), five Regionally Important Geological and Geomorphological 
Sites (RIGGS) and four Geological SSSI sites.  There are dispersed areas of Ancient and Semi-
Natural Woodland and Ancient Replanted Woodland within the study area, with almost all located 
away from the urban areas (Figure 10.1).  

10.14 There is also a number of UK Biodiversity Action Plan (BAP) Priority Habitats, including the UK’s 
rare Lowland Heathlands, which are now protected as a SSSI.  Over 30% of Dorset’s heathlands 
are situated in and around the urban areas of South East Dorset, with nearly half a million people 
living nearby.  These heathlands experience urban pressures such as fires, trampling and 
disturbance as a result of being used for recreation. 

Historic Environment 
10.15 South East Dorset’s historic environment contains a number of historic assets and features, 

including eight Registered Parks and Gardens and several Scheduled Monuments, Conservation 
Areas and Listed Buildings and Structures.  Bournemouth has 21 Conservation Areas 
designations and 237 Listed Buildings, Christchurch has 12 Conservation Areas designations and 
around 300 Listed Buildings and Poole has 21 Conservation Areas designations and over 200 
Listed Buildings.  In addition, Poole has two Grade II Listed Structures: Canford Main Bridge and 
Canford Flood Arches.   

Landscape Character and Open Space   
10.16 The South East Dorset Green Belt extends over some 16,800ha of open land in and around 

Upton, Wimborne, Ferndown, Poole, Bournemouth and Christchurch and stretching south-west as 
far as Wareham.  

10.17 Parts of two AONB fall within the study area, the Cranborne Chase and West Wiltshire Downs 
AONB and the Dorset AONB.  The Dorset AONB is heavily populated and the AONB population of 
90,000 continues to grow through in-migration of commuters and the retired.  Many towns and 
villages lie within the AONB (Figure 10.2).   

10.18 Bournemouth currently has nine Green Flag awards for the quality of its parks and open spaces, 
more than any other town in the South of England.  Christchurch has one Green Flag award and 
is rich in natural and semi natural green space.  In the Borough of Poole nearly 70% of the open 
space is in the form of Local Nature Reserves, woodland, or ponds and lakes. 

Land Use 
10.19 In 2008, the population of the study area districts was nearly half a million concentrated in the 

contiguous urban coastal towns of Poole, Bournemouth and Christchurch.  The population in the 
study area districts has been growing over a number of years and is projected to increase further 
between 2006 and 2026 with 48,100 extra dwellings. 

10.20 During the 15 years between 1991 and 2006, the South East Dorset population grew by 18,500 
(equivalent to 4% growth).  The urban and larger population areas of Bournemouth and Poole 
experienced only modest increases of 2.1% and 2.4%.  Despite having significantly smaller 
populations, the rural districts experienced proportionally higher growth, and East Dorset almost 
equalled the growth in Bournemouth and Poole combined. 

10.21 The scarce land supply and growing in-migration of new residents, new settlements and the 
expansion of smaller settlements has resulted in scattered clusters of population in outlying 
settlements.  This generates pressure on the scarce available land, either urban or rural.  
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Flooding 
10.22 The risk of flooding within South East Dorset arises from river, surface water, groundwater, sewer 

and coastal flooding.  The area has dispersed flood risk zones that are mainly located close to the 
estuaries and the several waterbodies that cross the area, such as River Stour, River Avon, River 
Allen and Moors River.  Several main roads are likely to be impacted, including the A338 through 
Christchurch, the A31 and the A348.  Also surface water run-off during extreme weather 
conditions causes localised flooding due to the limited capacity of the existent drainage system. 

Air Quality  
10.23 Deteriorating air quality is a specific issue within Bournemouth, where the most recent 

assessment highlighted three separate areas of concern: Wimborne Road, Castle Lane West, and 
the junction of Columbia Road/Kinson Road.  As a result, one Air Quality Management Area 
(AQMA) has been declared within Bournemouth (Wimborne Road).  However, the other two areas 
still need to be considered and monitored.   

Traffic Related Noise 
10.24 There is limited observed information in relation to traffic-related noise levels which is only 

available for Bournemouth urban area and immediate surroundings.  Output from the transport 
model will provide the opportunity to estimate noise levels and assess the impact of individual 
measures. 

10.25 All areas away from the main roads and motorways experience low to moderate levels of noise, 
up to 64.9dB.  The noisier areas are adjacent to the main roads, which experience high noise 
levels between 65dB to 75+dB.  The noisiest areas are the A338, A35 (Bournemouth 
Road/Wessex Way) and A341 to the east of the study area and A349 and A35 (Upton Road) to 
the west of the study area.   

Figure 10.1 – Biodiversity Summary Map 
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Figure 10.2 – Landscape Summary Map 

 
 

Summary – Priority Challenges 
Priority Challenges 
• Biodiversity and Geodiversity:  Protection of designated areas and other areas of 

ecological and geological value.  Where this is not possible, there should be mitigation 
and compensation for losses.  Opportunities for new habitat creation and enhancement 
associated with transport schemes should be explored. 

• Historic Environment:  Protection of designated and non-designated heritage assets 
and their settings.  Explore opportunities for improving settings.  Ensure that good 
accessibility to the historic environment is provided and that new transport schemes 
improve the settings of cultural heritage assets. 

• Landscape character and Open Space:  Preserve and enhance the character of the 
area’s landscape by ensuring that its integrity and valuable natural space is not lost 
and by minimising development in areas of valued landscape character.  Ensure that 
transport schemes avoid sensitive areas.  Explore opportunities for landscape 
enhancement.  

• Land Resources:  Ensure that land is used efficiently.  No inappropriate transport 
development should be undertaken within high quality agricultural land.  

• Flood Risk:  Ensure that transport infrastructure minimises any negative effect arising 
from flooding.  Reduce landtake of areas which act as floodplains and deliver a 
reduction in drainage from roads. 

• Air Quality:  Ensure that transport infrastructure and schemes minimise any negative 
effects on local air quality.  Explore options for improving local air quality. 

• Traffic-related noise:  Ensure that new transport schemes minimise noise generation 
as much as practicable, especially noise generated by traffic. 
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11. Promote Greater Equality of Opportunity  
Introduction 

11.1 This DaSTS goal is to “promote greater equality of opportunity for all citizens, with the desired 
outcome of achieving a fairer society”.   

11.2 Narrowing the gap between rich and poor individuals and regions and improving the life chances 
of all is at the heart of the equality of opportunity goal.  DaSTS highlights that transport should be 
accessible, affordable, available and acceptable to users, and that challenges will come with an 
ageing population, which is particularly pertinent to the South East Dorset area. 

11.3 This section reviews the following areas in relation to equality of opportunity and social inclusion: 

• access to services and physical access/ease of use; 

• availability; 

• affordability of transport; and 

• acceptability. 

11.4 A number of the domains that make up the IMD potentially relate to poor accessibility.  The overall 
IMD can give a good indication of the areas within South East Dorset that need special 
consideration, however, it should be noted that the IMD take into account a wide range of factors. 

11.5 Essential Evidence on a Page  No.11 (February 2009) reviewed the importance of walkable (i.e. 
mixed-use) communities and summarised a paper which examined whether pedestrian-oriented, 
mixed-use neighbourhoods encourage enhanced levels of social and community engagement, 
compared with car-orientated areas25.  The analyses indicated that persons living in walkable, 
mixed-use neighbourhoods have higher levels of social capital compared with those living in car-
oriented suburbs.  Those living in walkable neighbourhoods were more likely to know their 
neighbours, participate politically, trust others, and be socially engaged.  The author concluded 
that walkable, mixed-use neighbourhood designs can encourage the development of social 
capital.  

Social Exclusion and Deprivation 
11.6 Whilst overall none of the districts is considered to be deprived, there are parts of the urban areas 

with higher levels of deprivation.  Bournemouth, in particular, has a number of deprived 
neighbourhoods, with several Lower Level Super Output Areas occurring in the 10% most 
deprived in England: parts of Boscombe West Ward, East Cliff and Springbourne Ward, 
Bournemouth Central Ward, Strouden Park Ward and Kinson South Ward (Figure 11.1, p139). 

                                                      
25 Leyden, K. 2005 Social capital and the built environment: The importance of walkable neighbourhoods, 
American Journal of Public Health, 93: (9): 1546-1551.  
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Figure 11.1 – Index of Multiple Deprivation, 2007 (Rank of Overall Score) 

 
11.7 The WRG workshop identified the Boscombe area as one in which residents suffer social 

exclusion due to poor transport links.  However, according to the Place Survey (2008) public 
transport is not a key priority for Boscombe West Ward residents, with job prospects being more 
important.  It was noted by the WRG that social exclusion is not generally an issue in the study 
area due to the compact nature of the urban environment. 

Accessibility and Mobility 
Access to Key Services 

11.8 There is good public transport provision in the Poole and Bournemouth conurbation but services 
to the rural areas are poor and, according to the WRG, have been getting progressively worse 
over the last few years.   

11.9 The SAG, in the SEDMMTS consultation, recognised that accessibility to places across South 
East Dorset has reduced, while at the same time bus patronage has increased.  This was thought 
to highlight the tendency of local commercial bus operators to concentrate on upgrading high 
frequency routes into the main urban centres, where they are able to increase patronage.  Local 
commercial operators are generally not providing feeder services to these higher frequency 
routes, meaning that fewer places are accessible by bus.  Some north-south routes through the 
study area have also been withdrawn. 

11.10 It was highlighted in the LTP2 Progress Report (2008) – that significant challenges have been 
presented by the rationalisation of bus services in 2006 by both Wilts & Dorset and Transdev to 
provide more direct (and sometimes more frequent) services.  This resulted in the loss of services 
from some major residential areas and at one stage there was a possibility of 10% of total bus 
stops in Poole not being served.  Subsidised off-peak services were introduced to ensure a 
minimum service level and the number of these services has been extended to meet passenger 
requests, with approximately 250,000 concessionary fare passengers a year.  Bournemouth 
Borough Council is currently operating eight subsidised bus routes, and the Borough of Poole has 
contracted four bus companies to operate a variety of additional daytime routes.  
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11.11 There are a number of small-scale community transport schemes in operation across the study 
area which improve accessibility, although it was thought that these are not reaching their full 
market at present and could be expanded. 

11.12 The South East Dorset LTP2 has two accessibility indicators, shown in Figure 11.2 and Figure 
11.3.  The targets for 2008/09 have been exceeded with 80.5% within 30 minutes of a hospital by 
public transport, and 87.5% without access to a car within 30 minutes of a hospital by public 
transport.  Introduction of the Route 1 town centre bus service in Poole contributed to the 
improvement in 2007/08, linking the hospital with the Quay, and Poole Quarter developments with 
the bus/rail stations.  

Figure 11.2 – Households within 30 Minutes of a Hospital by Public Transport 

 
 
 

Figure 11.3 – Households without Access to a Car within 30 Minutes of a Hospital by Public Transport 
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11.13 Participants of the WRG discussed bus services in South East Dorset and commented that there 
is good provision in the central area between Poole and Bournemouth but services to the rural 
areas are poor and have been getting progressively worse over the last few years.  Figure 11.4 to 
Figure 11.8 show accessibility in South East Dorset based on outputs from Accession. 

Bournemouth Town Centre Major Employment (7-9am) 
11.14 Access to Bournemouth Town Centre major employment is good along the main corridors into 

Bournemouth – but north-south accessibility into Bournemouth is poor (e.g. from Verwood) (Figure 
11.4, p142).  Accessibility is better from the A31/A338 reflecting the higher speeds travelling along 
the A338 into Bournemouth.  Accessibility to Bournemouth Town Centre from the west of South 
East Dorset is poorer, reflecting the slower journey times through Poole to reach Bournemouth.  
Areas such as Wimborne Minster are over a 60 minutes journey time from Bournemouth, which is 
reflected in the SEDMMTS consultation where more direct (and thus quicker) bus services were 
requested.  

Poole Town Centre Major Employment (7-9am) 
11.15 Access to Poole Town Centre major employment appears to be better than access to 

Bournemouth major employment (Figure 11.5, p143).  As with Bournemouth, there are north-
south accessibility issues from the more northern parts of the South East Dorset area.  Access 
from Wimborne Minster to Poole is much better than to Bournemouth, as expected due to its 
closer proximity.  

Access to Bournemouth International Airport (7-9am) 
11.16 Access to Bournemouth International Airport was raised as an issue in the SEDMMTS 

consultation and this situation is reflected in Figure 11.6 (p143).  Whilst it is possible to travel from 
Bournemouth Travel Interchange in 40-50 minutes, there are large areas of South East Dorset 
where it is not possible to get to the Airport by public transport and in Poole, Christchurch and 
some areas of Bournemouth it takes over 60 minutes.  This is because there is only one bus 
service to the Airport, the A1 which operates on a circular route from Bournemouth Centre - 
Bournemouth Station - Bournemouth Airport.  The service runs once every hour from 7am to 7pm 
seven days a week, with the last bus to the airport leaving Bournemouth station at 6pm. 

11.17 The Travel to Work maps for locations where clusters of SEDMMTS consultation respondents 
said they would like more direct bus services shows that there are people living in these areas 
who work in the ward where the airport is located.  However, the numbers are relatively low with 
Ashley Heath, Christchurch, Ferndown Central and West Moors all having 20-40 people each.  
Wimborne Minster had less than 20.   

Access to Ferndown Industrial Estate (7-9am) 
11.18 Access to Ferndown Industrial Estate is relatively poor (see Figure 11.7, p144) – with a journey on 

Service 13 from Ferndown Town Centre to the nearest bus stop taking only five minutes (Award 
Road, Wimborne Road West), but this is followed by a 19 minute walk along Cobham Road 
(Source: Traveline 11th February 2010).  The map of travel to work from Ferndown Central (see 
Figure 7.12, p88) shows a high number of commuter trips from Ferndown Central to the area 
which includes the Ferndown Industrial Estate. 

11.19 There is a relatively direct bus service from Poole (Service 37) but it does not serve the Industrial 
Estate and again involves a walk into the Industrial Estate, and takes over 60 minutes.  A journey 
from Bournemouth to Ferndown Industrial Estate takes around 60 minutes.  There is a large area 
of South East Dorset where it is not possible to travel to the Ferndown Industrial Estate by public 
transport at all.  
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Access to Hospitals by Public Transport (7-9am) 
11.20 Access to Hospitals was a priority in the South East Dorset LTP2 and continues to be a priority for 

the local authorities.  Figure 11.8 (p144) shows accessibility to the accident and emergency 
hospitals in Bournemouth and Poole.  

Figure 11.4 – Access to Bournemouth Town Centre Major Employment by Public Transport (7-9am) 
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Figure 11.5 – Assess to Poole Town Centre Major Employment by Public Transport (7-9am) 

 
 
 
 

Figure 11.6 – Access to Bournemouth International Airport by Public Transport (7-9am) 
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Figure 11.7 – Access to Ferndown Industrial Estate by Public Transport (7-9am) 

 

 
Figure 11.8 – Access to Hospitals by Public Transport (7-9am) 
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Physical Access/Ease of Use 
11.21 Providing good physical access to public transport provides an important part in improving life 

opportunities and independent living for people with disabilities or mobility issues.  

11.22 DaSTS highlights the need to keep in mind the challenges that will come with an ageing 
population.  This includes the need to ensure that public transport is accessible - in terms of 
accessing vehicles (e.g. low floor buses and raised bus stops).  

11.23 It could be expected that the over 65 age group may need special consideration in accessing 
services.  The combined South East Dorset study area districts’ population is becoming an 
increasingly ageing population (Figure 11.9), with a lower number of working age residents (based 
on the retirement age of 65 years for both genders) and under 15 years in 2026 than in 2006, and 
this is despite an overall growth in total population.  

Figure 11.9 – Study Area Districts Combined Population Growth by Age Band, 1991-200626 

      
 

11.24 ‘Essential Evidence on a Page No.37’ reviewed the impact of retirement on physical activity.  It 
states that most adults do not achieve the levels of physical activity recommended for a healthy 
lifestyle; there is a linear decline of activity levels with age, yet physical activity has many health 
benefits for older adults.  Since a lack of time is the most frequently cited barrier to taking part in 
physical activity, retirement might be expected to provide more time for leisure pursuits and 
therefore for increased physical activity.  This cohort of older adults showed, however, very little 
increase in non-work activity after retirement, and not nearly enough to compensate for the lost 
physical activity through work. 

11.25 The SEDMMTS public consultation asked respondents if they have a disability that affects the way 
you travel and required a ‘yes’ or ‘no’ answer.  It simply sought an indication of the proportion of 
the population with special travel requirements.  Of the 611 respondents 13% stated that they 
have a disability that affects the way they travel. 

                                                      
26 Source: Dorset County Council 
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Concentration of People in South East Dorset with 
Disabilities 

11.26 The physical accessibility of transport and ease of its use is of particular importance for people 
with disabilities.  It is therefore of interest to map any areas where people with disabilities may be 
concentrated.  The assessment of people with disabilities also covers those with hidden 
disabilities, including people with learning difficulties, dementia and mental health problems.  
Figure 11.10 shows the number of people on disability living allowance.  

Ease of Use of Public Transport 
11.27 How easy buses are to get on/off scored well amongst all of the local authorities in the NHT 

survey – e.g. Bournemouth scored 77.5%, reflecting the roll out of low floor buses to meet 
Disability Discrimination Act 1995 (DDA) requirement.  The roll out of accessible raised bus stops 
has been delivered on principal bus routes in South East Dorset (LTP2 Progress Report).  The 
powers in Part 5 of the DDA 1995 allowed the Government to make regulations requiring all new 
land-based public transport vehicles (e.g. trains, taxis, buses and coaches) to be accessible to 
disabled people, including those who need to remain in wheelchairs.  The regulations that govern 
access to service buses and coaches are known as the Public Service Vehicles Accessibility 
Regulations 2000 (PSVAR).  The PSVAR have been applied to all new buses and coaches which 
carry more than 22 passengers and are used on local or scheduled services since 31 December 
200027. 

11.28 Nonetheless, even with provision of low floor buses and raised bus stops, problems can still occur 
– issues raised in the LTP2 Accessibility Strategy include: 

• low floor buses put on outward journey but not on return; 

• if buses don’t pull right into bus stops it can be difficult to get on the bus; 

• for blind people it can be difficult to know which bus is approaching; and 

• bus drivers pull away too quickly.  

Mobility Scooters 
11.29 Mobility scooters are seen by the WRG as a hazard on the road and pavement and that it is a 

growing problem.  For those using mobility scooters, narrow pavements and a lack of dropped 
kerb provision in some areas can cause problems. 

 

                                                      
27 http://www.dft.gov.uk/transportforyou/access/buses/frequentlyaskedquestions?page=2  
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Figure 11.10 – Number of People on Disability Living Allowance 

 
 

Figure 11.11 – Satisfaction with Community Transport (NHT Survey 2009) 
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Availability 
11.30 Areas likely to be most affected by the availability of transport are those with a high proportion of 

‘no car’ households or areas with poor access to public transport services or both.  The largest 
area with over 50% of residents not having a car is in Bournemouth and Poole, and there are 
pockets in West Moors and Wimborne Minster (Figure 11.12).  The availability of public transport 
has been explored using Accession in the previous section, and in Chapter 9. 

11.31 The lack of good quality transport information can also be a significant barrier to the ability of 
people to access services, regardless of where they live – because services may exist that they 
are not aware of.  Issues relating to public transport information are covered in Chapter 9.  

11.32 The South East Dorset LTP2 Accessibility Strategy included the following issues relating to 
availability: 

• there are no local bus services; 

• there are no suitable bus services; 

• bus companies competing on routes – too many buses; 

• not enough evening bus services; and 

• services on less commercial routes, particularly to outlying areas, can be neglected in favour 
of more profitable routes. 

Figure 11.12 – Percentage of No-Car Households per Lower Super Output Area 
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Affordability of Transport  
11.33 The affordability of transport is an issue for many people.  People on low incomes are most likely 

to be affected, either through the inability to own and maintain private transport or the inability to 
afford relatively expensive public transport. 

11.34 Issues relating to the cost of public transport are also covered in the Climate Change chapter.  
This section focuses on whether people can afford public transport, e.g. issues of income 
deprivation and satisfaction with bus fares.  

Income Deprivation 
11.35 Figure 11.13 shows those areas that suffer from income deprivation and whose populations are 

therefore most likely to find the affordability of transport to be an issue. 

Figure 11.13 – Index of Multiple Deprivation, Income Domain, 2007 

 

Satisfaction with Bus Fares 
11.36 Satisfaction with bus fares is lower than other topics relating to buses in the 2009 NHT survey 

(Bournemouth Borough scored 42.8% and the Borough of Poole 39.6%); the average for all local 
authorities is also relatively low at 41.1%.   

Affordability for Young People – up to 19 years old 
11.37 The review of the Borough of Poole’s Children and Young People’s Plan (2006 – 2009) indicated 

that there was a need to conduct a large-scale consultation with children and young people in 
Poole.  The key transport related finding of consultation was that 90% of the respondents travel by 
bus – 55% of whom do so at least once a week.  However, further use is discouraged by limited 
local routes and the cost of bus fares; in particular, the need to pay an adult fare when still under 
18 or in full time education.  

11.38 The Youth Forum Report detailed a youth workshop event focusing on transport issues nationally 
with two representatives present from the South East Dorset area.  Points which were raised 
included: 
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• need for a young person’s concessionary fare, as they are now the only fixed income group 
without a concession  

• calls were made for a national fare structure based on distance.  

• affordable fares (preferably card operated systems would improve the attractiveness of public 
transport (amongst other factors).  

Acceptability  
11.39 The fifth ‘Essential Evidence on a Page’ (January 2009) covers the impact of highway traffic 

capacity reductions.  It highlights the issue that was a recurring concern among both officers and 
Members is that road traffic capacity reductions such as the ‘loss’ of a primary network link will 
lead to traffic ‘chaos’ and gridlock.  On occasion, this expectation has been so strong that it has 
prevented a scheme to reduce road capacity or reallocation of road capacity from cars to other 
classes of traffic from being implemented.  This issue is reflected in the South East Dorset 2008 
LTP2 Progress Report which raised issues with delivering schemes that reduced capacity for cars 
or banned turns.   

11.40 The highway traffic capacity reductions ‘Essential Evidence on a Page’ also reviewed a major 
study which was conducted in 1997-98, which compared traffic impacts in three situations – no 
reduction in overall capacity, reduction in capacity but no negative effect due to spare capacity on 
alternative routes, and a significant reduction in capacity.  The conclusion was that traffic does 
‘disappear’ in response to reductions in road capacity, but only to the extent that it needs to do so 
- a proportion of drivers take action to avoid what they consider to be unacceptable conditions. 

Summary – Priority Challenges 

 

Priority Challenges 
• None of the districts in the study area are considered to be deprived, but a number of 

smaller areas suffer higher levels of deprivation.  
• Bournemouth has a number of deprived neighbourhoods, with parts of Boscombe 

West, East Cliff and Springbourne, and Bournemouth Central, Strouden Park and 
Kinson South being in the 10% most deprived in England. 

• The WRG workshop identified Boscombe as an area where residents suffer social 
exclusion due to poor transport links.  However, residents consider job prospects to be 
more important than public transport.  

• There is good provision in the central conurbation but bus services to the rural areas 
are poor and, according to the WRG, have been worsening recently.  

• Accessibility to Bournemouth and Poole from the north of the area is poor, e.g. 
Wimborne Minster.  Access to Ferndown Industrial Estate is also poor. 

• Access to hospitals continues to be a priority – this improved in 2007/08 due in part to 
the Route One town centre bus service in Poole. 
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12. Regional Connectivity  
Overview 

12.1 This chapter identifies the relevant DaSTS strategic national corridors and international gateways; 
and examines how well South East Dorset is connected to them.  Although South East Dorset 
does not contain any DaSTS national corridors or gateways within its boundary, the area’s 
transport system interacts with several of them.  Access to these corridors from the area is a 
particular issue, with problems of regional connectivity being highlighted in the consultation, 
particularly by the WRG:   

• Corridor 3: London to Southampton, accessed via: 

- Poole – Bournemouth – Southampton Rail. 

- Poole to M3 (A35/A31/M27) and M3/A34.  

- Bournemouth to the (A338/A31/M27) and M3/A34. 

• Corridor 4: South Coast ports to the Midlands, accessed via: 

- Poole/Bournemouth to Southampton and West Coast Mainline (at Birmingham).  

- Poole to M3 (A35/A31/M27): Poole-Ferndown-Ringwood-M27 and M3/A34. 

- Bournemouth to M3 (A338/A31/M27): Bournemouth-Ringwood-M27 and M3/A34. 

• Corridor 6: London to the South West and South Wales, accessed via: 

- Bournemouth to M4 via A36 (A338/A36/A46): Bournemouth-Salisbury-Warminster-Bath 
to M4 Junction 18. 

- Bournemouth to M4 via A338 (A338 and A346): Bournemouth-Ringwood-Salisbury-
Marlborough to M4 Junction 15. 

- Poole to M4 via A350: Poole-Shaftesbury-Westbury-Chippenham to M4 Junction 17.  

- Poole to M5 Taunton (A35/A37/A303): Poole-Dorchester-Yeovil-Ilminster to M5 Junction 
25.  

- Poole to M5 via Exeter (A35/A31/A30): Bournemouth-Poole-Dorchester-Bridport-Honiton-
Exeter to M5 Junction 29.  

- Cardiff to Southampton Rail (from Poole/Bournemouth, changing at Southampton). 

Connectivity to London to Southampton DaSTS 
Corridor 
Introduction 

12.2 This DaSTS national corridor includes the M3 and some rail services on the South West Main Line 
(SWML).  On the M3, the main current issues are congestion on the approaches to London, 
particularly at the junction with the M25, and on the approaches to Southampton.  A new layout at 
the junction with the M25 was trialled starting in 2007, and has improved reliability by saving 
77,000 vehicle hours of delay per year.  The decision to make the trial permanent is subject to a 
statutory consultation.  

12.3 The M3 near London (between Junctions 2 and 4a), and near Southampton (M3 Junctions 9 to 
M3 Junction 14) is also being considered for the deployment of hard shoulder running.  
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12.4 The South West Main Line is one of the busiest on the network, serving a major commuter area 
as well as a longer-distance market.  Passenger journeys have risen by 22 per cent in six years 
and are projected to continue to rise.  A programme of train and platform lengthening would 
provide additional capacity in the peak periods when 10-car operation would be possible on 
suburban services. 

Overview of Linkages to DaSTS Corridor 3 
12.5 This corridor is accessed from the South East Dorset via the following routes: 

• Poole – Bournemouth – Southampton Rail (to London); and 

• Poole to the M3 (A31/M27): Poole-Ferndown-Ringwood-M27 and M3/A34. 

12.6 The corridor includes the M3 and some rail services on the South West Main Line (SWML).  It can 
be reached from the South East Dorset area via the M27 motorway and the A35/A31.  

12.7 The South West RSS SoS Proposed Changes identifies a number of regionally important 
corridors which link into this DaSTS national corridor; the corridor between Weymouth and London 
(via South East Dorset) includes the A354/A31/A338/A34 and Weymouth to London Waterloo rail 
link.  The corridor provides an important link from this part of the region with the South East and 
London, supporting economic and housing growth in the SSCTs in this area.  

12.8 The Hampshire LTP2 2008 Progress Report recognises that the Hampshire and Dorset authorities 
are mutually interested in access to the South East Dorset and South Hampshire sub-regions – 
including international gateways – that are heavily reliant on the A34/M3/M27/A31 corridor.  

Poole – Bournemouth – Southampton Rail (to London) 
Introduction 

12.9 The route through Bournemouth and Poole is the electrified (3rd rail) mostly two-track 
Bournemouth – Weymouth line (with a five mile length of single track between Dorchester and 
Moreton).  This is a continuation of the South West Main Line (SWML) route from London 
Waterloo via Basingstoke and Southampton.  

12.10 The new rail franchise (retained by the incumbent franchisee, South West Trains) included a 
revised rail service from 9th December 2007.  This includes a more frequent cross-conurbation 
service, not requiring Local Authority funding.  The frequency of the Weymouth-Dorchester-
Wareham-Poole service was doubled to 2 trains per hour throughout the day, improving 
commuting opportunities into South East Dorset from the west.  

12.11 Further details about rail services through South East Dorset and destinations served are provided 
in Chapter 5 (p62). 

Problems & Issues Identified  

12.12 The Draft RSS (2006) highlights that the rail line from London to Bournemouth and Poole suffers 
from significant overcrowding and there is little reserve capacity (although not in the immediate 
study area).  This may be exacerbated by the allocation of Southampton port container flows to 
this route between Salisbury and Basingstoke.  However, the Port of Poole has advised that port 
traffic has reduced since due to the recession.  

12.13 The Southern RPA states that the future use and capacity of Waterloo station is a critical issue as 
this is the main constraint to the expansion of services on the South West network.  It also raises 
the issue of infrastructure constraints that restrict the number of trains that can operate including 
flat junctions, most significantly at Woking.  

12.14 Further rail related problems and issues in relation to service conflicts and capacity is covered in 
Chapter 9 (p99).  
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Poole to the M3 (A35/A31/M27) and M3/A34  
Introduction 

12.15 The A35/A31 is a critical access route onto the DaSTS strategic national corridor between London 
and Southampton, providing connections to the gateways of Southampton Port and the London 
airports, as well as Bournemouth International Airport (via the A338) and Southampton Airport (via 
the M27 near M27 Junction 5). 

12.16 The A338, which is the most direct route from Bournemouth to the A31 is covered under the 
Bournemouth to M4 via A338 corridor.  

12.17 The South East Dorset area is in close proximity to the South East Plan area – the South East 
Plan Regional Hubs and Spokes Diagram shows the A31 is classified as a Regional Spoke 
between the Bournemouth/Poole area and the M27 to Southampton.  Southampton is identified 
as: 

• a Regional Hub and an International Gateway; and 

• having a Gateway Port and a Regional Significant Airport.  

12.18 The South East Plan establishes the concept of regional hubs as centres where the provision of 
(or potential to provide) a range of multi-modal transport services supports the concentration of 
land uses and higher order economic, cultural and service activity.  Southampton is classed as a 
Regional Hub, and also an International Gateway.   

12.19  In order that the full potential of the regional hubs as centres of economic activity within a more 
polycentric structure might be realised, they must be supported by a network of regional spokes 
(transport designed to support the regional hubs through appropriate linkages that enhance 
accessibility primarily by public transport).  The A31/M27 and the M3 motorway form several 
regional spokes between Southampton and London.  

12.20 A local key link for lorries is between the Port of Poole and Ringwood.  There are freight 
forwarding and haulage couriers based on Verwood at the Ebblake Industrial Estate – for example 
Carousel Freight and T Lewisham Ltd (Transworld GB), Freight Express Worldwide, and Southern 
Cross Freight Logistics Ltd.  DCA Consultants and Cargo and Incare International are based in 
Ringwood.  

12.21 The A35/A31/A30 (Southampton to Exeter), Report on the Final Route Management Strategy 
(2002) prepared proposals for a Ten Year Route Management Plan incorporating a three year 
Action Plan.  The A31 from Wimborne to the M27 is of high strategic, regional and local 
importance.  The A35/A31 between Dorchester and Wimborne is of high regional and local 
importance.  The 2008 South West Regional Network Report states that this study is complete 
and recommendations are being incorporated into delivery plans.   

Problems & Issues Identified  
Freight Hotspots 

12.22 The SEDMMTS Problems & Issues Report highlighted a freight hotspot on the A31/A35 Bere 
Regis and also the A31 from the A31/A358 west out of the study area, which is shown on Figure 
4.11 (p57).  This is also covered in the South East Dorset LTP2 which stated that the A35 primary 
route between Poole and Bere Regis is mainly single carriageway, much of poor standard with a 
high accident rate, and further safety-related improvements are required. 

12.23 Congestion features highly in almost every location, particularly in Central Poole, Central 
Bournemouth, Christchurch and Wallisdown.  The A31 and the A338 Spur Road are also 
considered heavily congested.  
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12.24 The lack of a through-route between Poole and Bournemouth was raised by the Wider Reference 
Group as part of the SEDMMTS Problems & Issues Consultation.  

12.25 Freight has been described in the consultation as being problematic throughout the whole region 
with HGVs using local roads that have not been designed to carry such heavy vehicles; Ferndown 
was mentioned as having a particular problem with a large amount of HGV use.  

12.26 East Dorset District Council commented that advertised commercial traffic routes are 
unsatisfactory which causes traffic to divert and take unsuitable routes causing accidents and 
congestion. 

Figure 4.11 (p57) shows freight hotspots in South East Dorset which includes the Holt Heath rat 
run which is used as an alternative to the A31.  Congestion hotspots identified as part of the 
SEDMMTS consultation are also shown in Figure 4.10 (p54) and discussed in the previous 
sections on Reliability.  

Congestion hotspots highlighted as part of the consultation in the South East Dorset area on the 
A31 include (Figure 4.10)  

• Ashley Heath Roundabout; 

• Canford Bottom Roundabout; and 

• A31 single carriageway west of Ameysford. 

Withdrawal of Barfleur Ferry from the Port of Poole 

12.27 Brittany Ferries changed their ferry schedules in January 2010, resulting in the redeployment of 
‘M/V Barfleur’ to other routes – it had previously provided a ’roll-on-roll-off’ (RoRo) freight route 
between Poole and Cherbourg (3-4 sailings daily).  

12.28 Brittany Ferries' freight-only vessel Cotentin28 continues to provide a RoRo freight service between 
Poole and Cherbourg service during the week when not operating her weekly direct service to 
Santander.  The weekend service 'opens' up a bypass service to Santander, enabling transporters 
to avoid the weekend driving ban in France.  The freighter provides space for 120 articulated 
vehicles year-round in 2200 lane metres.  Accommodation for freight drivers is in 120 two-berth, 
en-suite cabins.  The ship was constructed at a cost of some €80m in Finland and underlines 
Brittany Ferries' long-term commitment to its freight business. 

12.29 For conventional cargo there is a tri-weekly liner service from Poole to the Channel Islands of 
Alderney, Guernsey and Jersey.  

Highway and Congestion Issues 

12.30 The Strategy Advisory Group (SAG) highlighted highway and congestion issues on the A31; 
concerns were raised about the resultant rat-running that would follow any restrictions imposed on 
the A31.  Some consultees suggested completing the necessary parts of the highway network, 
including A31 to Poole link and Wallisdown Relief Road, then lock-in the benefits through charging 
mechanisms.  The New Forest National Park Authority commented that the capacity of the A31 
and local highway network needs to be considered in the study.  The congestion issues on the 
A31 are reflected in the average driving speed maps in Figure 8.15, p116.  

12.31 New Forest District Council commented that no further development should be allowed until the 
additional westbound traffic lane is provided along the A31 from the A338 Salisbury 
Road/Mansfield Road flyover to the B3081 flyover. 

                                                      
28 http://www.brittanyferriesfreight.co.uk/336  
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12.32 East Dorset District Council commented that congestion causes traffic to leave the A31 and travel 
on the A338, the A347 and the A348 affecting settlements along these roads and Ferndown, West 
Parley and Longham. 

12.33 Dorset County Council is preparing a Route Management Strategy for the A347/A348 Ringwood 
Road through Ferndown and Longham – which is adjacent to the A31 corridor. 

South Coast Ports to the Midlands 
Introduction  

12.34 This corridor’s main strategic national importance is as a freight corridor, linking the fast-growing 
container port of Southampton and the Portsmouth urban area to businesses in the West 
Midlands and the North West, whose Regional Development Agencies regard this link as critical to 
their competitiveness.  It is the combination of long-distance lorry traffic and more local journeys 
that causes congestion – on the M27, M3 and A34.  

12.35 The DaSTS Report states that there are two key strands to the solution for these journeys.  The 
first is to further promote modal shift to rail by improving access between Southampton and the 
West Coast Mainline (scheduled to begin in 2010), by increasing the gauge and by grade 
separation with the Great Western Mainline at Reading29.   

12.36 The second is adding capacity to the motorway network.  At the time of publication of DaSTS, the 
M27 was being widened between Junction 3 (M271 to Southampton) and Junction 430.  The M27 
between M3 Junctions 4 and 11 (Fareham) is being considered for hard shoulder running.  In 
addition, the Highways Agency opened new climbing lanes on the uphill sections of the M27 
eastbound from M27 Junction 11 (Fareham) and westbound from M27 Junction 12 (for M275 
Portsmouth) in September 2008. 

Overview of Linkages to Corridor 4 
12.37 This corridor is accessed from the South East Dorset via the following routes: 

• A31 to the M27 and M3/A34; and  

• the rail line from Poole/Bournemouth to access Southampton and the West Coast Mainline. 

12.38 The Port of Poole was expanded in 2007 due to constraints in Southampton, but due to the 
recession demand has since dropped.  There was a £200 surcharge to use Southampton port to 
deter traffic.   

12.39 It should also be noted that there are plans to expand Bristol port to create more deep water 
berths, and accommodate more container vessels.  This would have an impact on the 
competitiveness of the Port of Poole, since Bristol port is located adjacent to the rail network and 
the M5 motorway.  

                                                      
29 Work has started on the £43m Southampton to West Midlands Rail Gauge Enhancement (SMART) 
scheme to improve rail access for box containers from the Port of Southampton to Birmingham and beyond, 
under the DfT’s Productivity TIF programme. 
30The South Coast Multi Modal Study (SoCoMMS) identified the need for motorway widening between 
Junction 3 (M271 to Southampton) and Junction 4 (M3). The widening works were substantially completed 
on 19th December 2009 when the widened carriageways, incorporating the fourth lane, were opened to 
traffic. 
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Poole to the M3 (A35/A31/M27) and M3/A34  
12.40 This is covered under the previous section Corridor 3 - London to Southampton, which reviewed 

the A35/A31 to M27 and M3/A34.  The principal freight connection for SE Dorset is the A31 which 
carries 55% of the area’s goods.  Except for the improvement near Ringwood identified above, it is 
very unlikely that any significant changes will be made to the A31 route across the New Forest 
(South East Dorset LTP2). 

Southampton to the West Coast Mainline 
Introduction 

12.41 There is a rail freight route from the Port of Southampton to the West Midlands and West Coast 
Mainline, via Reading and Oxford.  According to the Thames Valley RPA, the Port of Southampton 
accounted for almost 20% of deep sea container traffic in the UK in 2004, with the rail mode share 
for onward transport from Southampton being 26%.  Details of freight services through South East 
Dorset are contained in Table 8.2 p118 (Wool to Neasden and Whatley to Hamworthy).  

Problems & Issues 
12.42 Problems and issues relating to access to/from the Port of Poole is covered under freight 

connectivity issues within South East Dorset in Chapter 8.  

12.43 A key constraint to the expansion of rail-borne container traffic is the loading gauge of the railway.  
Modal shift to rail will be further promoted by improving access between Southampton and the 
West Coast Mainline (scheduled to begin in 2010), by increasing the gauge and by grade 
separation with the Great Western Mainline at Reading.  According to the Southern RPA, 
commercial rail freight traffic is more evident on the South Western network than on the South 
Central network; the Southampton to Basingstoke Line being a key route for intermodal freight 
services between Southampton Port, the West Midlands, and London.  

12.44 Dorset has a Freight Quality Partnership which had not met for a few years, but has been meeting 
again for the past year.  Members comprise two haulage companies and representatives from the 
three highway authorities.  The Dorset Freight Strategy will be revised for the LTP3.  

12.45 Rail related issues are also identified for DaSTS corridor 3 which includes Poole – Bournemouth – 
Southampton rail (to London).  

London to South West and South Wales  
Introduction 

12.46 This corridor incorporates parts of the M4 and the M5 and train services from Paddington to 
Bristol, South Wales and the South West.  Current works on the M4 and M5 motorways include 
upgrading communication equipment, bridge replacements and junction improvements.  Motorway 
capacity can be an issue at both ends of the corridor, and proposals for managed motorways with 
hard shoulder running from M4 Junction 3 to M4 Junction 12 on the M4 (Hounslow to Newbury) 
and M4 Junction 19 to 20 and M5 Junction 16 to Junction 17 around Bristol, are being 
investigated.  

12.47 Passenger traffic on the Great Western Main Line (GWML) between Bristol and London grew by 
20 per cent from 2000 to 2006.  Train and platform lengthening will provide additional seats into 
Paddington, and the corridor will also benefit from the advent of Crossrail.  Future plans include 
improving signalling to provide greater reliability.  The 2007 Rail White Paper indicated additional 
peak capacity could be provided as a result of the remodelling of the Reading station area, which 
is due to start in 2010, and the deployment of the new Intercity Express trains along the route – 
this issue is reflected in the Thames Valley RPA (2007) which includes the GWML.  
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12.48 The Thames Valley RPA (2007) states that Reading Station’ existing track layout and availability 
of platforms constrains the scope to run longer trains and/or additional services to/from or through 
Reading.  In addition, Reading West Junction, where freight services from Southampton towards 
the West Midlands cross the Great Western main (fast) lines, is also a key source of pathing 
difficulties and delay to services.  Reading Station is covered in the previous chapter on 
Southampton and the West Coast Mainline, since it is on both railway lines.  

12.49 There are further measures in the Thames Valley RPA (2007) which will benefit the GWML, 
however these are unlikely to directly benefit South East Dorset, since for passengers there is 
access from South East Dorset to London via the railway line to London Waterloo, rather than 
using the line into Paddington which would be indirect.  

Overview of Linkages to Corridor 6 
12.50 This corridor is accessed from the South East Dorset via the following routes: 

• Bournemouth to M4 via the A36 (A338/A36/A46): Bournemouth-Salisbury-Warminster-
Bath to M4 Junction 18; 

• Bournemouth to M4 via the A338 (A338 and A346): Bournemouth-Ringwood-Salisbury-
Marlborough to M4 Junction 15; 

• Poole to M4 via the A350: Poole-Shaftesbury-Warminster-Westbury-Chippenham to M4 
Junction 17;  

• Poole to M5 Taunton (A35/A37/A303): Poole-Dorchester-Yeovil-Ilminster to M5 Junction 
25;  

• Poole to the M5 via Exeter (A35/A31/A30): Bournemouth-Poole-Dorchester-Bridport-
Honiton-Exeter to M5 Junction 29; and  

• Cardiff to Southampton Rail (from Poole/Bournemouth, changing at Southampton). 

12.51 The London to the South West and Wales corridor is shown as a Corridor of National Importance 
in the South West RSS SoS Proposed Changes area and an International & Inter Regional 
Corridor in the South East Plan area. 

12.52 The South East Dorset LTP2 highlights that the area generally has adequate road and rail links to 
London and the South East, although road links to the rest of the South West are poor. 

Bournemouth to M4 via the A36 (A338/A36/A46)  
Bournemouth-Ringwood-Salisbury-Warminster-Bath to M4 Junction 18 

Introduction 
12.53 The A338/A36/A46 provides a route between the South East Dorset area, and Bath, M4 Junction 

18 and Bristol.  

12.54 The BB2SC study concluded that the A36/A46 is not extensively used by inter-regional trips (e.g. 
from South East to South West) or from the West Midlands to the South West).  Trips of this 
nature do occur but they are a very low proportion of the overall total.  Nonetheless, this route 
provides a link to the national corridor ‘London to the South West and South Wales’ and therefore 
it has been reviewed.  

12.55 The corridor between Bristol/Bath and South Hampshire (including the Cardiff to Southampton rail 
link) is shown as a corridor of Regional Importance in the South West RSS SoS Proposed 
Changes.  As with other regionally important corridors this route plays an important role in 
supporting the economic and housing growth in the SSCTs along its route which include Bristol, 
Bath, Trowbridge, Salisbury and Southampton.  
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12.56 Bournemouth International Airport is located 2km to the west of the A338 Ringwood to 
Bournemouth spur road, a dual carriageway that joins the A31 trunk road at the Ashley Heath 
interchange. 

12.57 The Wiltshire Freight Strategy “includes policies and actions that seek to protect Wiltshire’s 
environment and residents’ interests, whilst meeting the economic needs of the County (see 
Appendix 3).  The current Wiltshire HGV Route Network will be revised to reflect the emerging 
Regional Freight Map” (Wiltshire LTP2, Chapter 5).  However, this was written before the EIP of 
the Draft RSS.  

12.58 There is a freight map on the Wiltshire County31 website, showing the following strategic lorry 
routes: 

• A350 between the A303 and M5 Junction 17; 

• A36 between the A350 and the A303; and 

• all of the A303 in Wiltshire.  

12.59 A number of local lorry routes are shown including the A350 south of the A303, and the A36 
between the A303 through Salisbury to the Wiltshire/Hampshire border.  The date of this map is 
unknown but it shows a 2003 OS licence number.  The website refers to the Regional Freight Map 
in the RSS and states that the Wiltshire Freight Map would be revised in the light of this.  

12.60 The Freight Map in the Draft RSS shows that from Bournemouth the A338 is a regional route, 
along the A36 to where it meets the A361.  From this point to Bath and M5 Junction 18 it is a 
county route.  

Problems & Issues 
Overall Problems & Issues 

12.61 Overall, inadequate north-south transport routes were raised by the Wider Reference Group as 
part of the consultation on Problems & Issues for SEDMMTS.  The BB2SC study covered the A36 
and A46, and the analysis of problems in this section has been expanded to include the A338 
between Bournemouth and Salisbury, which is a more direct link to the A36 from the South East 
Dorset study area.  

12.62 The potential for a new container port at Dibden Bay was identified as being relevant to the 
BB2SC study for the A36/A46 (in the BB2SC Strategic Report).  The proposal was rejected at a 
public inquiry in 2005.  However Associated British Ports (ABP) has recently completed 
consultation on the Port of Southampton’s Master Plan which sets out ABP’s vision for the future 
growth and development of the Port of Southampton including the Port’s land at Dibden.  This will 
be published in January 2010 – the consultation version is not available on the Internet.  

Bournemouth to Salisbury (A338) 

12.63 The knock-on effects caused by accidents on the A338 Spur Road were raised in the SEDMMTS 
Consultation.  Consultees suggested a new link road from the A338 Blackwater Bridge 
Interchange to Canford Bottom, linking with Bournemouth Airport, Parley Cross and Longham. 

Salisbury  

12.64 Journey time reliability is an issue on the A36 in Salisbury (Wiltshire LTP2, Chapter 9).  

                                                      
31 Note that on the 1st April 2009, Wiltshire County Council became Wiltshire Council, created by the four district 
councils and the county council coming together to form a unitary authority. Any references to Wiltshire County 
Council or the district councils, rather than Wiltshire Council is in relation to documents published by these 
Councils before they became the unitary authority.  
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12.65 In 2007, Salisbury District Council decided to merge the existing five AQMAs to form one whole 
city centre AQMA, and declared AQMAs on the A30 London Road near St Mark’s roundabout and 
A36 Wilton Road near St Paul’s roundabout (Wiltshire LTP2 Progress Report 2008).  

12.66 A series of public consultation events were held during September and October 2004 for the 
Wiltshire LTP2.  The following comments about the A36 were raised at the Salisbury Community 
Area consultation:  

• Southampton Road (A36) suffers from congestion especially during shopping hours; 

• cycling to and from Alderbury - major problems crossing the A36 and sometimes need to use 
the pavement which is narrow and dangerous; and 

• cycling to Wilton from Salisbury is very dangerous especially at the A3094/A36 roundabout 
and the A36/A30 roundabout. 

Salisbury to Warminster 

12.67 The BB2SB Strategic Report includes Wiltshire County Council’s aspiration to improve the safety 
of the A36 between Codford and Heytesbury, which has a very poor accident record.  Whilst 
speed restrictions have been implemented in recent years, its alignment is substandard.  
According to the Wiltshire LTP1 Delivery Report the “Highways Agency is currently considering 
what further safety measures may be appropriate” – however this was written in 2006 and no 
further information has been found about the scheme. 

12.68 The following comments about the A36 were raised at the Warminster Community Area 
consultation for the LTP2: 

• poor road layout - 3 to 2 lanes on A36 South of Warminster; and 

• fatalities on A36/A350 are high in numbers and due to poor driver education. 

Warminster to Bath (A36) 

12.69 The A36/A46 is identified as being a key transport route in the Bath & North East Somerset area. 

12.70 Of importance to the BB2SC study, was the issue of addressing “through traffic” on the City of 
Bath and tackling the impacts that any demand management measures may have on the 
surrounding urban and rural areas.  

12.71 There is an AQMA in Bath; the 2008 West of England LTP2 Progress Report states this AQMA 
has been expanded since publication of the West of England LTP2 in 2006 to include other major 
roads in and on the approaches to the city centre.  It includes part of the A36 Warminster Road, 
and Beckford Road and Bathwick Street (meeting the A4 London Road which is also declared an 
AQMA). 

Bath to M4 Junction 18 (A46) 

12.72 There is a problem in Bath with through traffic and congestion in the city on the A4 and the A36.  
The perception by many stakeholders is that of major volumes of traffic routing between locations 
south of the A36 Warminster Road via Sydney Gardens, Bathwick Street, Cleveland Bridge, and 
the A46 at the London Road Roundabout. 

Bournemouth to M4 via the A338 (A338 and A346) 
Bournemouth-Ringwood-Salisbury-Marlborough to M4 Junction 15  

Introduction 
12.73 This is the most direct route from Bournemouth north towards the M4.  The A338 is also the most 

direct route out of Bournemouth to access the A31.  
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12.74 The A338/A346 forms part of the National Primary Route between Swindon/M4 and Salisbury.  It 
is predominantly a single carriageway road, and passes through several communities, including 
Marlborough (see Figure 1.1).  The A346 also provides a connection to Ludgershall, and via the 
A342, to Andover and the A303. 

Problems & Issues 
Overall Problems & Issues 

12.75 Overall, inadequate north-south transport routes were raised by the Wider Reference Group as 
part of the consultation on Problems & Issues for SEDMMTS; although the A338/A346 route was 
not mentioned.   

Bournemouth to Salisbury 
A338 Spur Road (Bournemouth to the Ashley Heath Roundabout) 

12.76 East Dorset District Council commented in the SEDMMTS consultation that there is limited access 
to the A338 which is an important transport link.  A338 Spur Road is also considered heavily 
congested in the public consultation.  

12.77 Congestion hotspots on the A338 highlighted as part of the consultation in the South East Dorset 
are shown on  

12.78 Figure 4.10 (p54).  

12.79 The volume of holiday traffic was raised as an issue in the SEDMMTS consultation.  There is a 
marked difference in flows between January and August on the A338 Spur Road. 

Salisbury to M4 Junction 15 
12.80 The Wilshire LTP2 Tidworth Community Area Consultation Summary Report highlighted the issue 

of the levels of through traffic HGVs on the A338 and A346 causing structural damage and safety 
risks to pedestrians.  Also the freight "box" (M4/A303/A34/A350) is ineffective and ignored by HGV 
drivers.  The Salisbury Community Area Consultation Summary Report raises the issue of A338 
traffic building up from the dual carriageway into Salisbury, and poor maintenance on the A338 
from Hampshire.  

12.81 An HGV survey was undertaken in October 2006 on the A338/A346 corridor, and the A345, 
between the A303 and M4 Junction 15 (Plough Hill).  The A338/A346 HGV Registration Plate 
Survey October 2006 Report by Wiltshire County Council (August 2007)32 provides background on 
issues on this route.  The report states that there have been long-standing concerns in 
communities along the A338/A346 corridor regarding the number of through Heavy Goods 
Vehicles (HGVs) using the route.  However, following the opening of the A34 Newbury Bypass in 
November 1998, it was anticipated that there would be a transfer of HGVs away from the 
A338/A346 onto the more suitable A34/M4 route.  Surveys undertaken by the County Council in 
1999 affirmed this to be the case, with a significant reduction in the number of long-distance 
HGVs, particularly articulated lorries.  However, despite this, local concern remains that the route 
is still being used by large numbers of long-distance HGV traffic as it is a shorter route (in terms of 
distance) to get to the M4 at Junction 15 from the south coast ports, than using the recognised 
strategic freight route of the A303/A34/M4(J13).  

                                                      
32 Downloaded from the Collingbourne Ducis Parish Council Website http://www.collingbourne-
ducis.com/A338-346WG/Doc2A338A346HGVRegistrationPlateSurveyReport2006.pdf  
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Poole to M4 via the A350 
Poole-Blandford Forum-Shaftesbury-Warminster-Westbury-Chippenham to M4 Junction 17  

Overview 
12.82 The A350 provides a relatively direct link from the South East Dorset area to the M4 motorway at 

Junction 17 (Chippenham), particular from the west of the study area.  It is 21 miles from M4 
Junction 17 to the M5 which provides a route for onward journeys to the North and the South 
West.  The A350 Semington to Melksham Diversion was opened in March 2004. 

12.83 The BB2SC study concluded that the A350 is not extensively used by inter-regional trips (e.g. 
from South East to South West) or from the West Midlands to the South West).  Trips of this 
nature do occur but they are a very low proportion of the overall total.   

12.84 The Freight Map in the Draft RSS shows that the A350 from Poole to the A303 is a county route; 
the A350 is a regional route from the A303 to M5 Junction 17 (Poole is signed from here via the 
A350).  The A350 is often used by lorry drivers because it appears direct; however the A34/M4 is 
probably more popular (based on discussion with Port of Poole).   

Problems & Issues 
Overall Problems & Issues 

12.85 Access to the South East Dorset conurbation, Bournemouth and Poole, and the impact on the 
villages in Dorset, in particular the C13 and A350 was an issue identified as being relevant to the 
BB2SC study for the A350 (in the BB2SC Strategic Report). The A350 for Poole is signed from the 
M4 motorway at Junction 17 (Chippenham).  

12.86 Dorset County Council identified that the north/south routes from the south coast, in particular the 
A350 and A37, provide important links to cross-channel ports and yet sever a number of important 
villages.  Access to the economic centres in Poole, Bournemouth and the South East Dorset 
Conurbation are very important considerations (BB2SC Strategic Report, 2004).  The A350 was 
identified as a freight hotspot by the SEDMMTS Wider Reference Group (see Figure 4.11, p57). 

12.87 The Wiltshire LTP2 highlights the problem of “worsening journey times on key routes, especially 
the A350, which has a negative impact on the local economy”.  Journey time reliability is an issue 
on the A350 (Wiltshire LTP2, Chapters 3 & 9).  The recorded journey time along the A350 in the 
absence of major roadworks showed an improvement in 2006.  However, there was a large 
increase in the number of days on which roadworks were present at multiple sites, up from 17 in 
2005 to 38 in 2006.  The principal cause was long-term utility work (Wiltshire LTP2 Progress 
Report 2007).  

12.88 A working group was set up to establish the A34 as the strategic route serving the east of the 
County.  General agreement has been reached on the principle of diverting HGV through traffic 
from the A338/A346 and A36 onto the A34.  A review of the existing signing on the roads in the 
catchment area has been undertaken to identify the improvements that are necessary in order to 
direct strategic north-south traffic onto the A34.  Recommendations were sent to the HA in March 
2003 which felt unable to act upon them.  

12.89 Progress on establishing the A350 as the strategic route in the west of Wiltshire has been on hold 
pending the outcome of work by GOSW to define the future role of the A36/A46 following 
confirmation of its ‘detrunking’ (Wiltshire LTP2 Progress Report 2007).  However, the 2008 South 
West Regional Network Report since stated that the A36/A46/A4 spur (from the M4 near Bristol to 
M27 near Southampton) is to be removed from the detrunking programme following the 
announcement by the Minister for Transport on the 10th September 2007; this route will therefore 
remain part of the Strategic Road Network to be improved and operated by the Highways Agency.  
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12.90 It has been suggested that promoting alternative routes to both the west and the east (the 
A37/A358/M5 and the A31/M27/A34 respectively) for longer distance traffic is worthwhile, but the 
South East Dorset LTP2 reported that origin and destination information confirms that all traffic 
which could realistically use these higher standard routes is already doing so.  The A338/A36 
primary route via Salisbury is the only plausible alternative to the A350 but, understandably, 
Wiltshire County Council would not support this until the major improvement schemes planned for 
the A338 and A36 are completed (South East Dorset LTP2) – as reflected in the Wiltshire LTP2 
progress report in 2007. 

Poole (A35) to Blandford Forum 

12.91 The A350 from the junction with the A35 to Spetisbury is highlighted as a freight hotspot 
(SEDMMTS Current P&I Report Figure 4.2).  The issue of the A350 requiring maintenance work 
was also raised during consultation for the SEDMMTS.  

12.92 East Dorset Council suggested that the Sturminster Marshall, Spetisbury and Charlton Marshall 
bypass is reviewed as part of the SEDMMTS (SEDMMTS Consultation). 

Blandford Forum to Shaftesbury 

12.93 The C13 runs parallel to the A350 between the Dorset towns of Blandford Forum and Shaftesbury.  
Whilst the A350 is the designated primary routes, the C13 is some 2km shorter and generally a 
good quality single 2 lane carriageway passing through one small village, the historic settlement of 
Melbury Abbas.  This section of the A350 is very tortuous and passes through a number of 
settlements along its route, many of which have historic significance.  

Shaftesbury to Westbury  

12.94 The A350 currently passes directly through Westbury Town Centre with a number of sharp turns 
which are difficult for HGVs to negotiate.  This has resulted in a short section adjacent to the route 
being declared an Air Quality Management Area.  Wiltshire County Council’s (WCC) has an 
aspiration for an A350 bypass for Westbury, however the funding for this scheme has been 
reallocated to another scheme in the RFA following rejection of the scheme for planning 
permission. 

Westbury to Chippenham 

12.95 The West Wiltshire Core Strategy Issues and Options Paper provides a background to the 
strategy for the A350 in this area.  

12.96 West Wiltshire District Council has worked with the local transport authority to improve the 
transport network along the A350 corridor, between Junction 17 of the M4 and Warminster, as a 
way of maintaining and enhancing the District’s economic prosperity.  It is the strategy’s principal 
objective to make West Wiltshire a more accessible location for employers and their customers.  
The District Council believes that this approach will make the area more self sufficient and help 
reduce the need to travel beyond its boundaries.  The District Council’s options for the spatial 
strategy reflect the importance of the A350 transport corridor. 

12.97 This strategy has resulted in the development of a number of transport improvements, such as the 
A350 Semington-Melksham Diversion (2004), urban cycle networks, public transport infrastructure 
and town centre improvements in all 5 towns.  Wiltshire County Council's proposal for a Westbury 
bypass package, incorporating town centre improvements and improved access to the West Wilts, 
North Acre Park and Brook Lane Trading Estates, forms one part of this strategy.  Future 
proposals potentially include improvements to the A350 at Yarnbrook and the railway stations in 
Melksham and Trowbridge (Source: Core Strategy Issues and Options Paper). 

12.98 Improvements have been made to the A350, for example the layout of the junction at Stoney 
Gutter on the A350 near Trowbridge was altered to allow the right turn movement from the main 
road to be signalled separately.  This should improve safety at the junction by reducing confusion 
for drivers waiting to turn right (Wiltshire LTP2 Progress Report 2007).  
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Chippenham to M4 Junction 17 

12.99 The level of RSS growth proposed for Chippenham (5,500 new homes) is broadly equivalent to a 
50% increase over and above the existing housing stock (11,541 households at the time of the 
2001 census), and the Council has been assessing the impact of various growth scenarios, all of 
which predict a significant worsening of transport conditions at key links and junctions in the town.  
In response to this, Wiltshire Council is developing the “Chippenham RSS Growth Package (A350 
improvement)” major scheme.  

Poole to M5 Taunton (A35/A37/A303) 
Poole-Dorchester-Yeovil-Ilminster to M5 Junction 25 

Introduction  
12.100 This route was not covered in the BB2SB study; however it provides an alternative route to the M5 

motorway and further into the West.  

12.101 The A37 and A35 are identified as regional routes in the regional freight map.  The A37 is 
identified in the Regional Transport Strategy as corridor to be managed to ensure regional 
connectivity (Somerset County Council LTP2).  

12.102 The Freight Map in the Draft RSS shows that the A35 to Dorchester is designated a national 
route; the A37 to Yeovil is a regional route, and the A303/A358 to M5 Junction 25 is also a 
national route.  

12.103 According to the Yeovil Transport Strategy Review, the largest through movements in Yeovil are 
between the A37 Dorchester Road and both the A37 Ilchester Road and A3088 Cartgate Link.  
These roads are designated as National Primary Routes whereas the other classified roads in 
Yeovil (A30 and A359) are classified as County Routes (except for the A30 Queensway which 
links the two sections of the A37 and is thus a National Primary Route).  The same hierarchy is 
adopted in the designation of freight routes as part of the SCC Freight Strategy.  The A37 and 
A3088 are designated as National Freight Routes and the A30 (east of Yeovil) is a local freight 
route. 

Problems & Issues 
12.104 It has been suggested that promoting alternative routes to the west via the A37/A358/M5, as an 

alternative to the A350, is worthwhile, but origin and destination information confirms that all traffic 
which could realistically use these higher standard routes is already doing so (South East Dorset 
LTP2).  

12.105 In Yeovil, an Air Quality Management Area has been declared to cover the whole town due to 
Nitrogen Dioxide levels exceeding Government thresholds at Fiveways roundabout (on the A37 to 
the north of the town centre).  Another site on the Ilchester Road (A37), also to the north of the 
town centre, is close to the threshold due almost entirely to transport emissions (Somerset LTP2). 

12.106 The A35 is covered under the ‘A35/A31/A30 to M5 Junction 29’ in the following section.  

Poole to the M5 via Exeter (A35/A31/A30)  
Bournemouth-Poole-Dorchester-Bridport-Honiton-Exeter to M5 Junction 29  

Introduction 
12.107 This route provides a direct link from the South East Dorset area to Exeter and the South West.  It 

is shown as a corridor of Regional Importance in the South West RSS SoS Proposed Changes.  
This corridor provides an important link from this part of the region with the South East and 
London, supporting economic and housing growth in the SSCTs in this area.  The corridor 
between Exeter and Dorchester (which includes the A35 and the rail service via Yeovil) provides 



South East Dorset Multi-Modal Transport Study – DaSTS Phase 1 Report   
 

5062559/SEDMMTS DaSTS Phase 1 Report V3 140510 FINAL_low res.docx 164
 

an important link between these SSCTs and the wider regional and national transport networks 
beyond.  

12.108 The Route Management Study (2002) has identified that the functions of the route, and its 
importance, vary along its length, and as a result the route has been considered in four sections 
as follows: 

• The A30 between the M5 and Honiton is a route of national strategic importance already 
improved to modern dual carriageway standards. 

• The A35 between Honiton and Dorchester is of moderate regional and high local 
importance. 

• The A35/A31 between Dorchester and Wimborne is of high regional and local importance. 

• The A31 from Wimborne to the M27 is of high strategic, regional and local importance.  The 
consultation has not altered the definition of route importance and function as set out above. 

12.109 The Freight Map in the Draft RSS shows that the A35 to Dorchester is a national route.  From 
Dorchester to Honiton the A35 is a regional route, and the A30 between Honiton and Exeter is a 
national route.  

12.110 Also, the RSS SoS Proposed Changes report refers to the corridor between Weymouth and 
London (via South East Dorset) corridor including the A354/ A31/ A338/ A35 and Weymouth to 
London Waterloo rail link.  The corridor provides an important link from this part of the region with 
the South East and London, supporting economic and housing growth in the SSCTs in this area. 

12.111 The A30/A35 is an important part of the main traffic route running east/west along the South Coast 
of England.  In holiday periods it takes large numbers of visitors to and from the West Country.  

Problems & Issues 
12.112 In October 2000 Hyder Consulting Ltd were appointed by the Highways Agency to undertake a 

Route Management Strategy (RMS) Study for the A30/A35/A31 trunk road between Junction 29 
on the M5 near Exeter, and Junction 1 on the M27 near Southampton.  This section focuses on 
the Junction 29 to Bournemouth part of the route.  Unless stated otherwise the information about 
this corridor is based on the RMS Report (2002).  

A30 from the M5 to Honiton (including the Honiton By-pass) 

12.113 This length is part of the national strategic road network and is a Trans-European Road Network 
("TERN") route.  The A30 from Exeter to the start of the Honiton by-pass has recently been 
constructed by Connect.  It comprises grade-separated dual carriageway.  

12.114 The M5 around Exeter is identified as less transport-efficient part of the Strategic Road Network in 
the 2008 South West Regional Network Report.  

The A35 from Honiton to Dorchester  

12.115 This length comprises almost entirely a single carriageway road, but with significant variations in 
standard from "original" unimproved carriageway (about 60%) to modern single carriageway by-
passing towns such as Axminster and the south of Bridport (about 35%). 

12.116 This section lies almost entirely within Areas of Outstanding Natural Beauty and passes through 
some nine communities (Honiton East, Wilmington, Kilmington, Raymond's Hill, Morcombelake, 
Chideock, London Inn Hamlet, east Bridport and Winterbourne Abbas).  In some cases it 
comprises the "high street". 

12.117 Much of the route falls well below modern standards for a trunk road. 

12.118 The A35 from Long Bredy to Dorchester was one of the roads in the South West with high daily 
stress levels occurring in 2006 (calculated using data from traffic counters). 



South East Dorset Multi-Modal Transport Study – DaSTS Phase 1 Report   
 

5062559/SEDMMTS DaSTS Phase 1 Report V3 140510 FINAL_low res.docx 165
 

12.119 The 2008 Highways Agency South West Regional Network Report also identifies an Air Quality 
Management Area (AQMA) on the A35 at Chideock in the West Dorset District Council area.  

A35/A31 from Dorchester to Wimborne Minster 

12.120 The road standard varies significantly from original single carriageway (51%) to modern single 
carriageway (15%) and modern, fully grade-separated dual carriageway (34%).  All of the 
communities along this length have been by-passed with the exception of Winterborne Zelston.  
However, there are direct frontages along most of the unimproved sections (e.g. at Henbury). 

12.121 According to the Dorset LTP2, traffic on the A31/A35 trunk road has increased by 43% (or 3%) in 
terms of Annual Average Daily Traffic (AADT) between 1994 and 2004; the highest growth of the 
locations monitored is west of Bere Regis (Rogers Farm) with a 68% increase in AADT from 
13,200 to 22,200. 

A31 from Wimborne Minster to the M27 

12.122 Apart from the first 6km, this length is entirely dual carriageway with most major junctions grade-
separated from St Ives onwards.  This length includes the Wimborne Minster and Ferndown by-
passes, after which it passes immediately adjacent to the communities of St Leonards, St Ives and 
Ringwood making this the most urbanised section of the route.  The final section passes through 
the New Forest.   

12.123 The A31 single carriageway to the west of Ameysford, the Canford Bottom Roundabout, and the 
Ashley Heath Roundabout, all on the A31, are highlighted as congestion hotspots in the 
SEDMMTS consultation.  

12.124 The A349 from Poole meets the A31 at the Merley Roundabout.  Most A349 traffic entering the 
roundabout turns east on to the A31, the effect is to delay A31 eastbound traffic, which then 
queues back to Lakes Gate Roundabout.  Traffic on the A31 westbound approaching Merley 
Roundabout includes straight ahead traffic and traffic turning west onto the A349.  This 
combination of flows, at peak times, exceeds the capacity of the roundabout and queues back 
towards the Canford Bottom Roundabout.  Queuing also occurs on the A349 approach to the 
roundabout, when traffic on the local network has to give way to A31 westbound traffic (Source: 
A31 Merley to Ameysford Study, May 2008).  

12.125 Canford Bottom Roundabout has six arms.  At peak times the combined inflows from the six roads 
exceed the roundabout capacity and queuing can occur on any of the roads.  The longest queues 
occur when holiday traffic joins the normal traffic using the route.  Westbound traffic on a Friday or 
Saturday morning can queue back to Ameysford Roundabout and Palmersford Roundabout, a 
distance of about 5km.  Eastbound traffic on a Sunday can queue back to Merley Roundabout, a 
distance of 3km (Source: A31 Merley to Ameysford Study, May 2008). 

12.126 The Canford Bottom Roundabout is subject to severe delay and congestion in the AM and PM 
peaks as a result of high traffic demand on most approaches.  This is especially severe on the 
arms of the A31, where queue lengths regularly extend for up to three kilometres (Source: A31 
Canford Bottom Roundabout: Low Cost Options for Modification of Roundabout Report, 
November 2008).  

12.127 The A31 north of Bournemouth is also identified as less transport-efficient part of the Strategic 
Road Network in the 2008 South West Regional Network Report.  The A31 from the A338 to A349 
was one of the roads in the South West with high daily stress levels in 2006 (calculated using data 
from traffic counters). 
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Summary – Priority Challenges 

 

Priority Challenges 
• Congestion problems on the A31 (Corridor 3/4). 
• The knock-on effects caused by accidents on the A338 Spur Road were raised in the 

consultation (Corridor 6). 
• Inadequate north-south transport routes were raised by the WRG.  Problems with 

journey time reliability on the A350 (Corridor 6).  
• The A350 and A37 provide important links to cross-channel ports and yet sever a 

number of important villages (Corridor 6). 
• Freight has been described in the consultation as being problematic throughout the 

whole region with HGVs using local roads; Ferndown was mentioned as having a 
particular problem with a large amount of HGV use (Corridor 3). 

• The Port of Poole has a rail branch which is only lightly used by rail freight services 
and that greater use should be made of this (according to the WRG) (Corridor 4). 

• The future use and capacity of Waterloo station constrains the expansion of rail 
services on the South West Trains network.  Infrastructure constraints (e.g. at 
Woking) restrict the number of trains that can operate in South East Dorset (Corridor 
3). 

• There is a constraint on expanding rail capacity to accommodate demand – the 
interactions between freight and passenger services at locations such as the mainline 
between Basingstoke and Southampton which has few passing loops to 
accommodate freight services (Corridor 4). 
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13. Option Generation 
13.1 The identification and assessment of options within the SEDMMTS follows a systematic process 

involving a series of specific steps designed to ensure that the full range of potential measures is 
considered: 

• review of potential instruments; 

• identification of previously considered measures and derivation of long list of measures; 

• links with other work: 

• examination of forecast problems and issues; 

• assessment of the long list measures; and 

• identification and assessment of transport scenarios.  

Review of Potential Instruments 
13.2 A list of possible measures of potential relevance to the SEDMMTS was reviewed to identify their 

suitability for consideration in the strategy development process.  In this, an attempt has been 
made to identify the particular relevance of the instrument for SEDMMTS, taking into account the 
strategic nature of the study.  As appropriate, the individual instruments are therefore shown as 
having primary or secondary relevance to the study.  In some cases, the instrument could be part 
of a strategy, although in a supplementary role (e.g. cycling provision at stations). 

13.3 The instruments are considered under the headings of: 

• public transport; 

• car/highways; 

• walking, cycling and smarter choices; 

• freight; and  

• land use 

13.4 Where relevant, the modal headings are further divided between 

• infrastructure provision; 

• management of the infrastructure; 

• information provision; and 

• pricing. 

13.5 The final section highlights the potential cumulative effects of combined measures. 

Public Transport 
Infrastructure Provision 

13.6 Conventional rail provision - significant upgrades to existing infrastructure, reopening of closed 
rail lines and provision of new stations can reduce travel time for existing users and attract users 
from other modes, contributing positively to the environment by transferring journeys off the roads.  
Measures can also contribute positively to accessibility, by reducing access distances to public 
transport, by reducing waiting times and by increasing in-vehicle speeds, since the trains are 
protected from road congestion.  [Primary] 
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13.7 Light rail - can have a similar impact to conventional rail in many respects.  Its main differences 
are that it can operate on-street, have more frequent stops, and achieve better penetration of town 
centres.  Light rail schemes are expensive, not least because of the requirements of street 
running.  In some cases, the light rail schemes involve the conversion of existing heavy rail lines 
to light rail (or guided bus – see below).  Local authorities may be in a position to develop light rail 
schemes using revenues from congestion charging or workplace parking levies.  [Primary] 

13.8 Guided bus - can provide a lower cost alternative to light rail.  Totally separate rights of way can 
be provided along the whole length, or solely where buses need to bypass congestion, allowing 
much more extensive suburban coverage than can usually be achieved with light rail.  [Primary] 

13.9 Park and ride - extends the catchment of public transport into lower density areas by enabling car 
drivers to drive to stations on the rail main line or to a dedicated bus services.  By increasing the 
public transport use, park and ride can reduce congestion, environmental intrusion and accidents 
in inner urban areas, but the impacts on environment and traffic outside urban areas are less 
clear.  Park and ride may generate longer journeys and take part of its demand from passengers 
who previously used public transport for their whole journey.  The net effect will depend on where 
the facility is located and implementation of complementary measures such as higher parking 
charges in the central area.  [Primary] 

13.10 Terminals and interchanges - provide a means of extending the coverage of public transport 
services, by reducing the time taken to interchange between bus services or between bus and rail.  
Also provide a focus for city centre bus services, and reduce the congestion of on-street stops and 
terminals.  Good information provision, through ticketing, and simple, integrated timetables also 
enhance improvements.  [Primary]   

Management of the Infrastructure 
13.11 Bus priorities - enable buses to bypass congested traffic and hence experience reduced and 

more reliable journey times, e.g. with-flow bus lanes, bus-gates or bus-only sections, exemption 
from banned turns, selective detection at signals, and UTC timings weighted to favour buses, 
contra-flow bus lanes and bus access to pedestrian areas.  Bus priority lanes can be designed to 
keep loss of capacity to other traffic to a minimum, e.g. by providing a setback at the stop line.  As 
part of Red Routes, the bus lanes are combined with intensive and well enforced, parking 
restrictions.  [Primary] 

13.12 High occupancy vehicle lanes - extend the use of bus lanes to other vehicles which make more 
effective use of scarce road space, including car sharers, taxis and commercial vehicles.  HOV 
lanes can produce greater benefits than conventional bus lanes, provided that the delays to buses 
are not great.  [Primary] 

13.13 New (inter-urban) bus services - creation of new bus or coach services to provide direct public 
transport links for journeys where current links are poor and hence where the use of the car is 
dominant.  Particularly important with public transport links to developments located out of a 
central area.  Other measures (e.g. priority measures, HOV lanes) may be necessary to 
supplement the new routes.  Operation of the new services may require revenue support, at least 
in the initial period.  [Primary]  

13.14 Public transport service levels - increase route density or frequency on existing routes.  The 
former reduces walking time, while the latter affects waiting time.  Since both have a greater 
impact on passengers than a similar change in time on the bus, they can be expected to be more 
effective in increasing patronage.  Other measures include the use of minibuses which can 
achieve greater penetration, community transport, demand-responsive bus services, such as dial-
a-bus, and a wide spectrum of paratransit measures involving unconventional bus and taxi 
services.  [Primary] 

13.15 Bus service management measures - improve the reliability of bus services, reduce operating 
costs using fleet management procedures, and enhance their quality of service using real-time 
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information.  Such measures can generate significant efficiency benefits, and contribute to 
reduced car use.  [Secondary] 

13.16 Quality Bus Partnerships - agreements between local authorities and bus operators to enhance 
bus services to achieve higher quality services that will attract more passengers.  The local 
authority role is to enhance the infrastructure and bus priority measures, while the bus operator 
provides high quality buses, information, integrated services and integrated ticketing.  Quality 
Contracts would enable local authorities to grant exclusive rights to operators to provide services 
to a local authority specification.  [Primary] 

13.17 New forms of public transport – extend the type of public transport services that are available 
by including ferries, coastal shipping, etc.  [Secondary] 

Information Provision 
13.18 Timetable and other service information - improved information can generate additional 

patronage of public transport services.  [Secondary] 

13.19 Real time passenger information - information, e.g. on delays and alternatives, enables 
travellers to save time by taking alternative routes.  Its main impact, however, is in reducing the 
uncertainty and stress associated with late running services.  [Secondary] 

13.20 Operation information systems - use of ITS-based fleet management facilities to identify 
locations of buses and to reschedule services to reduce the impact of unreliability.  [Secondary] 

Pricing 
13.21 Fare levels - can be adjusted on all public transport services, and will have a direct effect on 

patronage and on car use.  Fare reductions can, therefore, contribute to efficiency and 
environmental objectives, as well as improving accessibility for public transport users and hence 
equity benefits.  [Primary] 

13.22 Fares structures - include the introduction of flat and zonal fares as alternatives to conventional 
graduated fares; lower off peak fares; and travelcards and season tickets which allow unlimited 
travel within a defined area.  The availability of the tickets/travelcards may be extended across 
different public transport modes or operators.  Changes in structure may contribute positively to 
efficiency, environmental and safety objectives, as well as improving accessibility by reducing the 
cost of marginal journeys.  [Secondary] 

13.23 Concessionary fares - provide lower fares or free travel to identifiable categories of passenger 
with special needs.  These may include schoolchildren, elderly people and people with disabilities.  
Their main benefits are in terms of equity and accessibility, in enabling people who would 
otherwise find public transport too expensive, or who cannot use cars, to travel.  [Secondary] 

Car/Highways 
Infrastructure Provision 

13.24 New road construction - by bypassing particularly sensitive urban areas, new roads can achieve 
environmental and accessibility improvements.  In this way, orbital roads can have a different 
impact from radial ones.  However, these are only likely to be sustained if steps are taken to 
redesign the roads that have been relieved of traffic.  Improvements can also contribute to a 
reduction in accidents, by transferring traffic to higher quality roads with lower accident rates.  The 
success of new road construction and improvements in reducing congestion has come under 
increasing criticism.  Increasing road capacity can, in some circumstances, induce additional 
traffic, thus partially eroding the road user time-saving benefits.  There are particular direct 
environmental concerns, such as land-take, habitat destruction or loss of landscape quality.  
Indirect impacts include the encouragement of longer journeys and increased speeds, making 
public transport, cycling and walking relatively less attractive, and increase fuel consumption and 
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carbon dioxide emissions.  The category includes not only new construction but also road 
widening schemes and junction improvements.  [Primary]  

13.25 New off-street car parks - can contribute to user travel time savings by reducing the need to 
search for parking spaces.  However, lack of parking also acts as a control on car use, and 
expansion may simply encourage additional car use.  New off-street parking may therefore be 
best combined with a reduction in on-street parking.  [Secondary]  

Management – Improved Provision for the Car  
13.26 Conventional traffic management - including a wide range of largely urban measures, e.g. one-

way streets, redesign of junctions, banned turns, controls on on-street parking, with beneficial 
impacts on travel time and on accidents.  Impacts on accessibility, bus services, deliveries, 
journey lengths and speeds will depend on the packaging and design of these measures, and the 
effectiveness will also depend on enforcement.  [Secondary] 

13.27 Urban traffic control (UTC) systems - specialist form of traffic management which integrates 
and co-ordinates traffic signal control over a wide area and can also be extended to provide for 
bus priority and integration with information systems.  [Secondary] 

13.28 Intelligent Transport Systems (ITS) - range of applications of information technology for 
transport, including motorway access control (ramp metering), automatic incident detection (AID), 
image processing of CCTV, selective vehicle priority, and queue management techniques.  
[Primary]   

13.29 Accident remedial measures - most black-spot treatment and mass action measures (such as 
skid-resistant surfacing) have high local safety benefits, but little impact beyond.  [Secondary] 

Management – Measures to Restrain the Car 
13.30 Traffic restraint measures - designed to reduce the adverse environmental and safety impacts of 

car (and commercial vehicle) use.  Traditionally focused on residential streets and have involved 
either segregation or integration.  

13.31 Segregation involves traffic management techniques such as one way streets, closures and 
banned turns, which create a ‘maze’ or ‘labyrinth’, making through movement difficult, and hence 
diverts traffic to more suitable routes.  In city centres, traffic cells are created – areas between 
which traffic movement, except perhaps for buses and emergency vehicles, is physically 
prohibited.  The potential adverse impact on accessibility for local residents and on the congestion 
and environment on the diversion routes needs to be considered when designing such schemes. 

13.32 Integration measures include traffic calming techniques e.g. low speed limits, speed humps, 
chicanes, pinch points, resurfacing and planting, ‘home zones’, ‘shared space’ - all designed to 
encourage the driver to drive more slowly and cautiously.  These can achieve significant 
reductions in speed and accidents.  By making routes through residential areas slower, they can 
also induce re-routing to major roads, and hence a reduction in environmental impact.  Benefits 
may be offset by increases in congestion and environmental impact on the diversion route.  
[Secondary] 

13.33 Other physical restrictions on car use - include extensive pedestrian areas and traffic calming, 
use of bus lanes to reduce capacity at junctions and give clear priority to buses.  More radical 
elements include closing roads.  [Secondary] 

13.34 Regulatory restrictions on car use - e.g. permits and number plate restrictions, which have 
mainly been used outside the UK.  [Secondary] 

13.35 Parking controls - control car use by reducing the supply of spaces, restricting duration or 
opening hours, regulating use through permits or charging.  Local authorities are able to impose 
any of these controls on on-street space and in publicly operated car parks.  Although powers also 
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exist to enable controls to be extended to privately-operated public car parks, these have rarely 
been used because of compensation implications.  [Primary] 

13.36 Car sharing - encourages drivers to share their cars with others or to ‘car pool’.  Such schemes 
are likely to be more successful when linked to other policies such as company travel plans.  Car 
clubs through which drivers hire a car for short periods as an alternative to car purchase.  
[Secondary] 

Improved Information for the Car Driver 
13.37 Conventional direction signing - provide benefits to car users, and other traffic, by reducing 

journey lengths and travel times.  Direction signing can be used to divert traffic away from 
environmentally sensitive routes, although familiar drivers are unlikely to respond to such 
measures.  [Secondary] 

13.38 Variable message signs - enable drivers to be diverted away from known, but unpredictable 
congestion.  They are very location-specific in their application, and hence in their benefits in 
terms of travel times; although environmental and safety improvements may also be achieved.  
[Secondary] 

13.39 Real-time driver information systems and route guidance - information from equipped 
vehicles or traffic sensors is used to provide radio or in-vehicle display messages of delays, or to 
indicate preferred routes to avoid congestion.  Dynamic route guidance systems can provide 
recommended routes to all equipped vehicles, dependent both on their destinations and the 
current traffic conditions.  [Secondary] 

13.40 Parking guidance and information systems - designed to reduce the high level of traffic 
searching for parking space in urban centres, with detectors identifying car parks which are full or 
almost full, and triggering signs indicating the route to the nearest available space.  [Secondary]  

Information Measures to Restrain Car Use 
13.41 Public awareness campaigns - ways of making residents, and particularly car users, more 

aware of the effects of their travel behaviour on the environment and to alert them to the 
alternatives available.  [Secondary] 

Pricing Measures 
13.42 Parking charges - enable demand to be kept below the supply of parking space.  As with parking 

controls, parking charges can readily be applied to publicly controlled parking space and powers 
exist to control charges at privately operated car parks.  [Primary] 

13.43 Workplace Parking - local authorities are able to levy a charge on all private non-residential 
parking at the workplace to reduce car-based commuting and ease congestion.  Retail parking for 
consumers is excluded.  [Primary] 

13.44 Urban and Inter-urban Charging - local authorities are able to introduce road user charging 
schemes or to levy a charge on workplace parking as part of a Local Transport Plan.  The 
legislation allows for charging on trunk roads in two cases: road bridges and tunnels above 600 
metres in length; and, when requested by a local authority to complement their own charging 
scheme.  However, it may be difficult to introduce area-wide charging merely in the study area – it 
would probably have to be part of a wider national scheme.  If the level of charges is varied on 
individual roads or types of road, the setting of the variations in charging levels would need to be 
set carefully to avoid shifting traffic onto unsuitable roads.  [Primary] 
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Cyclists, Pedestrians and Smarter Choices 
Infrastructure Provision  

13.45 Cycle routes - provide dedicated infrastructure for cyclists, and hence extend cycle provision, 
improving safety and reducing journey times.  May also attract more people to cycle in preference 
to driving, particularly if combined with other measures to make car use less attractive, such as 
parking restrictions.  [Secondary] 

13.46 Pedestrian areas - improve the environment for pedestrians, increase safety, and enhance retail 
vitality in town and city centres.  Potential adverse impacts on accessibility for bus users, goods 
deliveries and for disabled people, and diversion to surrounding areas can be reduced through 
careful design.  [Secondary] 

Management of the Infrastructure  
13.47 Cycle lanes and priorities - reduce accidents for cyclists, and may encourage some increase in 

cycle use, especially as a key element of school travel strategies and plans.  [Secondary] 

13.48 Cycle parking - introducing secure cycle parking, lockers or supervised facilities.  [Secondary] 

13.49 Pedestrian crossing facilities - can improve safety and reduce travel time for pedestrians.  
Reallocation of signal time and linking of pedestrian phases, alone or as part of UTMC, may 
achieve accessibility benefits and reduce severance.  [Secondary] 

13.50 Company Travel Plans - these are usually voluntary schemes whereby companies at existing 
sites encourage employees to use alternatives rather than driving alone.  Tax changes also 
encourage employer-funding of public transport.  The largest benefits from plans will occur when a 
majority of companies in an area implement such schemes.  Plans may also be required by a local 
authority alongside a major planning application.  May be issues associated with the monitoring of 
future adherence to travel plans and enforcement ability of the local authorities.  [Secondary] 

13.51 School and Residential Travel Plans - these are usually voluntary schemes whereby 
schools/colleges encourage students, schoolchildren or their parents to use alternatives rather 
than driving.  Residential travel plans encourage the use of sustainable transport modes for 
residents of new housing developments. 

13.52 Flexible or staggered working hours - designed to reduce demand for peak travel and the 
resulting congestion and may also encourage car sharing or switching to public transport as 
employees adjust their working hours to match the schedules imposed.  A variant is the four day 
week or nine day fortnight in which employees work the same hours, but travel on one fewer day.  
[Secondary] 

13.53 Telecommunications - with the use of teleworking, teleshopping and teleconferencing growing in 
popularity and practicality, there is some evidence that teleworking can reduce car use.  But the 
scope for teleworking and its impact on car use in the UK is not yet known, although it is seen as 
particularly attractive for long distance (inter-urban) commuters.  Less is known about the likely 
impacts of teleshopping and teleconferencing.  [Secondary] 

Information Provision 
13.54 Static direction signs - used to enhance the use of cycle priority routes and to improve access 

within pedestrian areas for disabled pedestrians.  [Secondary] 

Freight 
Infrastructure Provision  

13.55 Lorry parks - provide a means of reducing the environmental impact of on-street overnight 
parking.  [Secondary] 
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13.56 Trans-shipment facilities - aim to provide a means of transferring goods from the larger vehicles 
needed for efficient line haul to smaller, less environmentally intrusive vehicles for distribution in 
town centres.  Other proposals have envisaged ‘trolleying’ of goods over short distances and use 
of underground freight distribution.  [Secondary] 

13.57 Encouragement of other modes - likely to focus primarily on rail-borne freight, but in appropriate 
cases could extend to water (coastal and canals) and pipeline, mainly over longer distances.  
[Secondary] 

Management of the Infrastructure 
13.58 Lorry routes and bans - designed to reduce the environmental intrusion of heavy lorries and to 

improve safety.  Routes can be mandatory or advisory.  Bans can be across and area (e.g. in the 
cells between lorry routes), limited to particular roads, or applied solely to short lengths of road 
forming a screenline or cordon.  They can be comprehensive, or limited to certain times and 
certain sizes of vehicle, or with exemptions for access.  [Secondary] 

Information Provision 
13.59 Static direction signs - may be the main element in lorry routeing schemes.  [Secondary] 

13.60 Fleet management systems - have been introduced widely for freight vehicles, enabling them to 
respond more rapidly to the changing demands of ‘Just in Time’ delivery schedules, and reducing 
the number of empty return journeys.  [Secondary] 

Land Use Measures 
13.61 Developments within transport corridors and near to transport nodes - concentrating denser 

development, which can more readily use public transport, in those areas where public transport is 
readily available.  Such strategies should reduce journey lengths, improve accessibility and have 
some efficiency and environmental benefits.  [Primary] 

13.62 Development mix - by locating development in such a way that houses are closer to places of 
work, schools, shops and leisure facilities, the need to travel and distances travelled can be 
reduced.  [Primary] 

13.63 Development densities - higher densities enable more opportunities to be reached within a given 
distance, and hence may encourage shorter journeys and use of slow modes.  Increasing 
population and employment densities may also make public transport more viable.  [Primary] 

13.64 Parking standards - setting maximum parking standards in development plans to control volume 
of parking capacity.  [Primary] 

Integration of Policy Measures 
13.65 No one measure on its own is likely to provide a solution to the transport problems within the study 

area.  Whilst all the instruments can contribute to the achievement of the DaSTS aims, it is 
anticipated that the most effective solutions will consist of packages of different measures. 

13.66 Packaging measures effectively can: 

• reinforce, extend or complement the impact of a particular measure - for example, the use of 
traffic calming to reinforce the benefits of building a bypass; 

• mitigate potential adverse impacts of a particular measure - for example using revenue from 
parking charges, a fares increase or road pricing to finance new infrastructure; and 

• increase public acceptability of a particular measure - for example road pricing may be more 
acceptable to travellers if the revenue raised is used to invest in public transport. 
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Identification of Previously Considered Measures 
13.67 As with all local authority areas, the South East Dorset study area has experienced a number of 

studies over time which have resulted in the identification and assessment of a variety of potential 
measures spread across a range of modes.  As one element in developing the long list of 
measures, a review was made of existing reports in order to capture the details of the schemes.  
This review was reported in the Inception Report for Phase 3, the Appendix to which included 
summaries of the key reports. 

13.68 Further details of the schemes were identified in a series of meetings including: 

• SAG meetings on problems and issues and strategy scenarios; 

• WRG meeting on problems and issues; 

• meetings with officers of local authorities; and  

• individual meetings with key transport organisations in the study area including the HA, bus 
operators (Wilts and Dorset and Yellow Bus), South West Trains, Network Rail, Port of Poole, 
Bournemouth Airport and LA21. 

13.69 Membership details of the SAG and WRG are included in Chapter 3 on the study consultation. 

13.70 The list of measures is summarised in the following tables, according to the topic: 

• public transport – Table 13.1; 

• highways – Table 13.2; 

• freight – Table 13.3; 

• cycling, walking and smarter choices – Table 13.4; 

• land use and urban design – Table 13.5; and 

• demand management – Table 13.6. 

13.71 The tables include the assessment of the performance against the objectives identified for the 
strategy development.  This assessment is considered in further detail later in this chapter. 

Links to Other Work 
13.72 The development of the transport strategy within the SEDMMTS is closely linked with the work in 

developing Local Transport Plan 3 for the area covered by the SEDMMTS study area.  
Consequently there has been close collaboration between the study team and the joint group from 
the Borough of Poole, Bournemouth Borough Council and Dorset County Council which is 
responsible for preparing LTP3.  So far, this has involved sharing information on the contents of 
the DaSTS Baseline Report, discussions on the objectives, developments of scenarios and 
consultation with the public and key stakeholders.  In the future, the coordination of the 
consultation will continue to be an important area of collaboration as well as the development of 
the emerging strategies. 

13.73 A Local Investment Plan was recently published for Bournemouth, Dorset and Poole, which will be 
taken into account in the next phase of strategy development.  The Homes & Communities 
Agency (HCA) is currently working with local authorities and other partners to prepare Local 
Investment Plans, which cover all aspects of housing and regeneration across eleven 11 Single 
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Conversation areas in the South West.  The first two Local Investment Plans, covering the West of 
England, and Bournemouth, Dorset and Poole33, were published in March 2010. 

13.74 In addition to the liaison with the local authority LTP team, the SEDMMTS team had contact and 
discussions with the teams undertaking DaSTS related studies in the South West and beyond, 
including: 

• Cheltenham and Gloucester Connectivity Study; 

• West of England DaSTS Study; 

• Milton Keynes South Midlands Transmodal Study; 

• Gatwick Diamond DaSTS; 

• Thames Valley DaSTS Study; and 

• South West Quadrant (M25) Study. 

13.75 The output from the discussions was an insight into the approaches and processes adopted by 
the different studies and an understanding of the emerging measures. 

Forecast Problems and Issues 
13.76 As outlined in Chapter 3, the multi-modal transport model was developed during Phase 2 of 

SEDMMTS.  The output from the model for the 2026 Do Minimum situation was used to identify 
the location of the significant problems for the operation of the transport network in 2026, 
highlighting the differences between the base year (2008) and 2026.  Table 3.7 and Table 3.8 
show the overall changes in overall trip-making and mode split between 2008 and 2026.  Specific 
locations of significant changes are discussed below. 

13.77 The use of the transport model for the analysis of changes on the public transport and highway 
networks is available for the morning peak, inter-peak and evening peak periods.  All three time 
periods have been examined in the assessment of the forecast problems and issues on the 
network.  In this report, we concentrate on presenting the range of effects in the morning peak; 
these results are indicative of the trends across the full day, although there may be some 
variations between time periods. 

13.78 The series of four diagrams present the change in traffic volumes (in passenger car units – pcus) 
between 2008 and 2026 for the following four areas, with the key locations which experience the 
significant changes being identified.  In some cases, these reflect the diversion of traffic off 
congested principal routes: 

• Bournemouth (Figure 13.1) 

- A338 – in both directions north of Blackwater Junction, and northbound only between 
A3049 Holdenhurst Road and Blackwater Junction, reflecting the growth in employment 
in the airport site; 

- A35 Christchurch Road, particularly between Bournemouth and Boscombe; 

- Overcliff Drive, Boscombe; 

- West Cliff Road, Bournemouth; 

- Victoria Avenue/Bengali; 

- Branksome Park area. 

                                                      
33 Bournemouth, Dorset and Poole, Local Investment Plan 2010-2026 
http://www.homesandcommunities.co.uk/southwest.htm  
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• Poole (Figure 13.2) 

- in the vicinity of the planned Twin Sails bridge; 

- A35 corridor between Lytchett Minster and Upton; 

- A350 Holes Bay Road; 

- B3074 Canford Heath Road and Adastral Road; 

- Council Offices gyratory. 

• Christchurch (Figure 13.3) 

- B3059 Stour Road and Willow Drive; 

- Burton Road. 

• Wider area (Figure 13.4) 

- A31 through Ringwood and to junction with A338; 

- A31 west of junction with Julian’s Road, Wimborne; 

- Julian’s Road, Wimborne; 

- the absence of growth on other sections of the A31, particularly between Merley, Canford 
Bottom and Ameysford, indicates the constraints on growth imposed by the single 
carriageway sections.  

13.79 The assessment of the changes in the volume/capacity ratios concentrates on those sections of 
the highway network where the ratio exceeds 0.85.  In this, the series of figures present those 
links which exceed the 0.85 threshold in both 2008 and 2026 (blue) or only 2026 (red).  In some 
situations, the increases in congestion are reflected on minor roads approaching principal routes.  
The principal conclusions from the individual diagrams are: 

• Bournemouth (Figure 13.5) 

- A338 in both directions between Ringwood and Cooper Dean junction, 

- B3073 Christchurch Road at Hurn, 

- A3060 Castle Lane East, 

- A35 Christchurch Road at Boscombe, 

- A338 Wessex Way/Poole Road corridor at Westbourne, 

- vicinity of the B3065 (The Avenue) at Branksome Park, 

- Surrey Road, Branksome, 

- B3061 Ashley Road, Upper Parkstone, 

- A347 Talbot Avenue and Boundary Road, 

- A 3049 Wallisdown Road 

- A3060 Whitelegg Way 

• Poole (Figure 13.6) 

- B3061 Ashley Road, Upper Parkstone, 

- B3068 Ringwood Road, 

- A35/A350 corridor through Upton, including the A349 Broadstone Way and Fleet’s 
Corner junction, 

- B3061 Old Wareham Road and B3068 Ringwood Road, 
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- A3049 Dorset Way/Canford Way and B3074 Canford Heath Road, 

- A349 Gravel Hill, north of Dunyeats Road, 

- B3074 Blandford Road, 

- A348 Ringwood Road, 

- A341 Magna Road 

 

Figure 13.1 – Traffic Flow Difference 2008 – 2026 in Morning Peak for Bournemouth 
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Figure 13.2 – Traffic Flow Difference 2008 – 2026 in Morning Peak for Poole 

 
 

Figure 13.3 – Traffic Flow Difference 2008 – 2026 in Morning Peak for Christchurch 
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Figure 13.4 – Traffic Flow Difference 2008 – 2026 in Morning Peak for Wider Area 

 
 
• Christchurch (Figure 13.7) 

- A337 Christchurch Road, New Milton, 

- A35 Christchurch Bypass, 

- B3347 Stony Lane at the junction with the A35 Christchurch Bypass, 

- Fountain Roundabout, 

- Bridge Street, Christchurch, 

- B3059 Stour Road and bridge 

• Wider area (Figure 13.8) – outside the urban areas covered by preceding diagrams, the 
principal congestion points are on the A31, including 

- through Ringwood, 

- at the junction with the A348 at Trickett’s Cross, 

- between Ameysford, and Sturminster Marshall, including the junctions at Canford Bottom 
(B3073), Merley (A349) and Sturminster Marshall (A350) 
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Figure 13.5 – Volume/Capacity Change 2008 – 2026 in Morning Peak for Bournemouth 

 
 

Figure 13.6 – Volume/Capacity Change 2008 – 2026 in Morning Peak for Poole 
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Figure 13.7 – Volume/Capacity Change 2008 – 2026 in Morning Peak for Christchurch 

 
Figure 13.8 – Volume/Capacity Change 2008 – 2026 in Morning Peak for Wider Area 

 
 

13.80 The locations of changes in the bus passenger volumes between 2008 and 2026 are related to 
the corridors served by buses and their relative levels of service.  Nevertheless, the changes 
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between 2008 and 2026 shown in the set of diagrams provide an indication of potential changes 
in demand with the future year Do minimum public transport network.  Increased in bus demand 
reflects the relative changes in the journey times by public transport and car, particularly in view of 
increased congestion on the road network. The series of figures present the range of changes in 
passenger volumes between 2008 and 2026. 

• Bournemouth (Figure 13.9) 

- Christchurch Road corridor east from Bournemouth through Boscombe, 

- Castle Lane East through to Christchurch, 

- Poole Road corridor west from Bournemouth through Westbourne and Parkstone, 

- Talbot Avenue and Wimborne Road corridor, 

• Poole (Figure 13.10)  

- from Bournemouth through Upper Parkstone along Ashley Road, Mansfield Road, Castle 
Hill, North Road, Constitution Hill Road and Longfleet Road, 

- along Holes Bay Road and Broadstone Way and Poole Road Upton, 

- along Wimborne Road 

• Christchurch (Figure 13.11) 

- in both directions along Bridge Street, Bargates, Fairmile Road and Castle Lane East 

- outbound from Poole along Stour  Road and through Mudeford to Highcliffe 

• Northern study area 

- as would be expected with the relative sparseness of bus services outside the main 
conurbation, there are few locations with significant changes in passenger volumes with 
the main increase being along the Wimborne Road in Ferndown together with Victoria 
Road and New Road. 
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Figure 13.9 – Bus Flow Difference 2008 – 2026 in Morning Peak for Bournemouth 

 
Figure 13.10 – Bus Flow Difference 2008 – 2026 in Morning Peak for Poole 
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Figure 13.11 – Bus Flow Difference 2008 – 2026 in Morning Peak for Christchurch 

 
Figure 13.12 – Bus Flow Difference 2008 – 2026 in Morning Peak for A31 Corridor 
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Assessment of Long List Measures 
13.81 The analysis within each table also includes an indication of whether each measure is expected to 

contribute to specific DaSTS goals: 

• to support national economic competitiveness and growth, by delivering reliable and 
efficient transport networks (‘economy’); 

• to reduce transport’s emissions of carbon dioxide and other greenhouse gases, with the 
desired outcome of tackling climate change (‘climate change’); 

• to contribute to better safety, security and health and longer life-expectancy by reducing 
the risk of death, injury or illness arising from transport and by promoting travel modes that 
are beneficial to health (‘safety’); 

• to promote greater equality of opportunity for all citizens, with the desired outcome of 
achieving a fairer society (‘equality’); and 

• to improve quality of life for transport users and non-transport users, and to promote a 
healthy natural environment (‘quality of life’). 

13.82 The assessment also considers the extent to which the measure satisfies the study strategy 
objectives in addition to the DaSTS goals, i.e. as outlined in Chapter 2: 

• the affordability of the measures, taking into account the current general availability of funds 
from different sources; and 

• the extent to which the measure is capable of implementation, including technical feasibility 
and its public and political acceptability. 

13.83 The review contains an initial assessment of whether the measures is expected to have a positive 
( ) or negative (xx) significant contribution to the DaSTS goal with ( ) or (x) denoting a small 
impact.  At this stage, no attempt has been made to quantify the scale of the impact although this 
will, of course, represent a key element of future assessments. 

13.84 With the consideration of the affordability of the measures, the scale considers the likelihood that 
funding will be available for the implementation of the measure.  If funding is already available this 
is indicated by  while a likely funding source is shown by .  If funding is not considered to be 
readily available then the more fundable measures are indicated by x and the less likely to be 
funded are shown by xx. 

13.85 A final column indicates with  or x those measures that have been taken forward for potential 
inclusion in the forthcoming strategy development process. Note that this is an initial assessment 
and this will be reviewed during the next phase of strategy development.  Also in some cases, the 
further development of the measures may result in their amendment or redesign as the 
assessment process progresses. 

13.86 At this stage, the assessment represents an early examination of the characteristics of the 
different schemes.  In several cases, the schemes themselves are only indicative and hence it is 
not possible to provide a detailed assessment.  Similarly, as schemes are progressed further, so 
the planning and design may remove or reduce potential disbenefits, for example through the 
introduction of remedial measures, or the benefits may be enhanced further. 

13.87 Nevertheless, taking into account the conditions identified above, the analysis provides an 
important insight into the potential contribution of the individual measures to an overall strategy.  
The analysis provided an input into the identification of the transport scenarios described below. 

 

 



South East Dorset Multi-Modal Transport Study – DaSTS Phase 1 Report   
 
 
 
 
 

5062559/SEDMMTS DaSTS Phase 1 Report V3 140510 FINAL_low res.docx 186 
 

 
Table 13.1 – Long List Measures – Public Transport 

No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implement
able 

1 Dorset Reconnect Swanage railway to mainline with potential for Park 
& Ride         

2 Area-wide Increase rail frequency – Wareham – Hinton Admiral (4tph)      - x  
3 Hampshire Brockenhurst to Ringwood rail connection   -  x x x x 
4 Bournemouth / 

Christchurch 
Rail/transit – Bournemouth Airport to Christchurch (along old 
railway line alignment)   -  x xx xx x 

5 Bournemouth Re-open Boscombe station (as part of DARTS – see scheme 
12)  - -  - x x  

6 Bournemouth Re-open Westbourne station (old Bournemouth West station) 
(as part of DARTS – see scheme 12)  - -  - xx xx  

7 Christchurch Park and Rail - behind Sainsbury’s on A35.  Rail Station, 
adjacent to Christchurch urban extension     - x -  

8 Bournemouth Rail station at Meyrick Park – to serve Bournemouth town centre  - -  - x x x 
9 Area-wide Better access, parking, walking/cycling link at all stations    -     

10 Dorset Park and Rail at existing rail station at Holton Heath    - - x   
11 Dorset Park and Rail at existing  station at Wareham with reconnected 

Swanage Line     - - x   

12 Area wide 
Dorset Area Rapid Transit (DARTS) New Milton to Wareham - 
Running tram-trains on heavy rail network across conurbation, 
plus on street links to Bournemouth Town Centre 

     x x  

13 Area wide Light rail - Ringwood - West Moors - Ferndown - Wimborne, etc      x xx xx x 
14 Poole/Christchur

ch 
Transit - Merley to Poole, Bournemouth Airport and Town 
Centre (detailed in A31 Poole Corridor Study)     x x x x 

15 Bournemouth Airport to Bournemouth Light Rapid Transit (LRT)     x xx xx x 
16 Bournemouth / 

Poole Guided bus along Bourne Valley   -  x x xx x 

17 Hampshire 
Ringwood Park and Ride site – previous informal use of long 
stay car park by employees of large Bournemouth bank served 
by shuttle bus 

  - - -    

18 Bournemouth / 
Poole Bear Cross/Bearwood – Park and Ride    - - x    

19 Bournemouth / 
Poole 

Park and Ride sites at Mannings Heath/Turbary Park linked to 
both Poole & B’mouth   - - -    

20 Bournemouth / 
Poole Park and Ride sites at New Road and Canford Magna   - - -    
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No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implement
able 

21 Bournemouth / 
Christchurch 

Bournemouth Airport - -Park and Ride to Bournemouth and for 
airport access.  Use of airport car parks for out of season P+R 
over flow – see scheme 40.  Possibly PT only link through 
Malmesbury Estate 

  - - -    

22 Bournemouth Riverside Park & Ride   - - -    

23 
Bournemouth / 
Poole / 
Christchurch 

Prime Transport Corridors aka Bus Showcase Corridors/ ITS 
corridors (RFA)     -    

24 
Bournemouth / 
Poole / 
Christchurch 

Extended Prime Transport Corridors (to cover all PT corridors, 
e.g. A31) Feeder services     - x   

25 East Dorset Express services to urban centres  - -  -    
26 Area wide Improved bus links to Ferndown Industrial estate from across 

the conurbation   - -  -    

27 East Dorset Express services – Wimborne flyer - improved services between 
Wimborne and Bournemouth  - -  -    

28 Area wide Similar to express – core corridors and feeder services to hubs 
and P&R sites  - -  -    

29 Bournemouth / 
Christchurch Third lane on B3073/A338 – PT and HOV linked to scheme 40    - x x -  

30 East Dorset 

Bus Only Link to airport through Heatherlands estate.  Bus 
service loop from airport around Ferndown, W. Parley and 
Heatherlands down to airport and separate express service to 
Bournemouth town centre from airport 

  -  -  -  

31 Poole Canford Bottom bus/cycle only link  - - - - x x x 
32 Bournemouth Improve bus services on north-south routes  - -  -    
33 Christchurch Extend bus routes beyond Sainsbury’s to Highcliffe and Eastern 

Christchurch - - -  -    
34 Area-wide Extend inter-urban bus routes into South Hampshire  - -  - x   
35 Poole Civic Centre bus link  -  - -    
36 Bournemouth Direct non-stop service between Bournemouth centre & 

Bournemouth Hospital - - -  - x   
37 Area-wide Increased bus services to beaches in Summer/at weekends   -  - x   
38 East Dorset Demand Responsive service in Wimborne, etc - - -   x   

39 Area-wide 
Community transport.  NHS Bournemouth & Poole funding 
community transport manager to develop conurbation wide 
scheme 

- - -      
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No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implement
able 

40 Bournemouth / 
Christchurch 

Transport interchange/ hub at Bournemouth Airport.  Better 
linkages to other centres, orbital route – Parley Cross to Cooper 
Dean with HOV and bus priority lane, Hurn Roundabout 
improvement, Parley Cross improvement, Chapel Gate 
roundabout improvement 

 -   - x   

41 Christchurch Interchange – too many buses in Christchurch – rationalise 
buses in High St/Bridge St    - -  x  

42 Bournemouth New bus station – old bus station site opposite Wetherspoons  - - - - x  x 
43 Area-wide Passenger information – different options already available 

(Traveline, text messaging, mobile phone technology)   - - -    

44 Area-wide Improve accuracy of at stop information - include all routes & 
cancelled buses  - - - -    

45 Area-wide Widespread use of use of public transport display screens in 
shopping centres, major offices, etc   - - -    

46 Area-wide Through ticketing between operators  - - - - x   
47 Area-wide Use of stored value tickets (Oyster type) to improve journey 

times - multi-operator and/or multi-modal   - - - x   
48 Area-wide Introduce cheap ticket for children to encourage bus use - -   - x   
49 Poole Sandbanks Ferry - better co-ordination of bus services - - - - -    
50 Area-wide Coastal shipping - results of pre-feasibility study of Jurassic 

Coast service   -  - x - x 

51 Area-wide 

Swanage-Bournemouth – Boscombe – boat PT service 
Poole – Swanage high frequency water taxis 
Poole – Bournemouth high frequency water taxis 
Christchurch - extend existing services for local trips with longer 
operating period and improved frequency  

  -  - x -  
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Table 13.2 – Long List Measures – Highways 

No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implement
able 

1 Poole A31 dual carriageway and grade separated junctions – 
Ameysford to Merley  xx x - xx x   

2 Poole A31 to Poole Link Road (Options a, b, c, d, e, f, g)  xx x - xx xx -  
3 Hants A31 westbound widening at Ringwood  x x - xx x   
4 Christchurch Christchurch Bypass/Relief Road (Options a, b, c, d) - with 

possible connections across A338 to airport links  xx x - xx xx  x 

5 Area-wide Improve regional connectivity to/from north-west of area 
(Bristol/M5, Wales, Midlands, etc)  x x - x x -  

6 Bournemouth Castle Lane Relief Road  xx x - xx xx   
7 Bournemouth Wallisdown/ Branksome Relief Road  xx x - xx xx - x 
8 Bournemouth Kinson Relief Road  xx x - xx x   

9 Christchurch / 
Bournemouth 

A338 Link Road to airport (part of airport access). A338 
widening from Ashley Heath junction with A31 to Cooper Dean 
and operation of A338 through to County Gates 

 xx x - xx xx   

10 Dorset Sandford and Holton Heath Bypass  xx x - xx xx  x 
11 East Dorset West Moors Bypass  x x - x x - x 
12 East Dorset 3 Legged Cross Link Road  x x - x x - x 

13 East Dorset A350 – Sturminster Marshall bypass. Traffic management 
through villages  x x - x x  x 

14 Bournemouth / 
Poole 

Key junctions – Cemetery Jnct, Wallisdown Crossroads, Bear 
Cross, Mountbatten Arms, Iford, Castle Lane East/West  x - - x x   

15 Poole Various schemes for Pottery Junction, Ashley Road, 
Bournemouth Road/St Osmunds Road  x - - x x   

16 East Dorset Wimborne Town Centre improvements  - - - -    
17 East Dorset Ferndown Town Centre – possible banned turns  - - - -    
18 East Dorset Parley Cross (airport access), Parley Cross southern bypass  xx x - xx x   
19 Bournemouth Station roundabout – at grade with new pedestrian facilities  - x  x x   
20 Bournemouth Ensbury Park gyratory - Boundary Rd/Wallisdown Road, 

Improve access to Columbia Road/Redhill Drive  - - - x    
21 East Dorset Longham Bridge and double mini roundabouts  - - - x x   
22 Christchurch Highway link A338 to airport  xx x - xx xx   
23 Bournemouth A338 Cambridge Road  x - - x x   
24 Bournemouth A338 St Paul's grade separation / trumpet jct  x - - x x   
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No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implement
able 

25 Bournemouth A338 widening to 3 lanes between St Paul's roundabout and 
Richmond Hill  xx x - xx xx  x 

26 Bournemouth Reduce speed limits on A338 - -  -   x  
27 Bournemouth Bournemouth Town Centre Vision - Network alterations  - - - - x   
28 Bournemouth Holdenhurst Rd/Richmond Park Rd junction  - - - - x   
29 Area-wide Corridor/road hierarchy review – too many competing uses of 

streets  - - - -  -  

30 Christchurch 
Christchurch Town Centre Strategy – measures to tackle A35 
congestion e.g. close High St to through traffic, traffic 
management east of Iford 

 - - -   -  

31 Christchurch Stony Lane roundabout / Fountains Roundabout  - - - - x   
32 Bournemouth Outputs from ITS/UTC study  - - - - x   
33 Poole Combined traffic control centre for DCC/PBC/BBC  - - - - x -  
34 Bournemouth Christchurch to Ringwood Road corridor – traffic calming - -  -  x   
35 Bournemouth Parking – Bournemouth Town Centre study - - - - - x   
36 Bournemouth Multi-storey car parks to replace surface car parks – Town 

Centre Vision - - - - - x   
37 Area-wide Reduce parking on main radial routes e.g. A35  - - - - x x  

38 
Poole, 
Bournemouth, 
Christchurch 

Reduced parking capacity in town centres along with Park and 
Ride schemes -  - x - x x  

39 Christchurch Rationalisation of on-street parking – e.g. Waterloo Bridge, 
Town Bridge - removal of parking bays   - - - - x x  

40 Area-wide Dorset Parking strategy/signing -  - - - x   

41 Area-wide 
Increased driver information signs across 
conurbation(congestion, incidents, parking availability) – include 
provision of information on delays on HA network 

  -   x   

42 Area-wide Extended use of HOV and bus priority lanes   - -  x   
43 Area-wide Introduction of traffic calming, home zones, etc - -  -  x   
44 Area-wide Issues on routes outside SE Dorset study area conurbation 

have impact on routes inside SE Dorset  - - - - x   

45 Area-wide Potential for lane narrowing, hard shoulder running and 50 
mile/hr limits on strategic roads  -  - - x   

46 Area-wide 20 mile/hr limits on residential roads - -  - -    
47 Area-wide Reduced speed limit of 20 mile/hr across conurbation x -  - - x x x 
48 Area-wide Ramp metering on strategic roads  - - - - x   
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Table 13.3 – Long List Measures – Freight 

No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implement
able 

1 Area-wide Deliveries – timing – Dorset FQP x - - - -  -  
2 Area-wide Consolidation transhipment centre    -  x   
3 East Dorset Linkages between freight routes and PT corridors – Ferndown   - - - x   
4 Poole Freight to rail on Hamworthy branch    -  x -  
5 Area-wide Lorry routes – new facilities and publicity  - - -  x -  

6 Poole 

Lorry bans/access restrictions 
B3068 Blandford Road through Hamworthy and Upton from 
Poole Bridge to A35 Upton bypass – restriction of HGVs and 
general traffic growth as a result of the Poole regeneration area 
development and port access 

x   -  x   

 
 

Table 13.4 – Long List Measures – Cycling, Walking and Smarter Choices 

No Location Description 

DaSTS Goal Additional Objectives Include in 
Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implemen
table 

1 Area-wide Cycling Network Micro-Corridors – particularly strong potential 
for Bournemouth built up area -   -  x   

2 Area-wide Identify strategic cycle network and highlight gaps -     x   
3 Area-wide Cycle links in rural areas connecting towns/villages -     x   
4 Area-wide Prime Cycle Network - with priority at signals -     x   
5 Christchurch / 

Bournemouth Cycle/ pedestrian bridge/ walkway, Tuckton Bridge -   -  x   

6 Christchurch / 
Bournemouth Pigshoot Bridge, Throop -   -  x   

7 Dorset  Cycle route from Holton Heath to Poole with bridge over Lytchett 
Bay -   - x xx   

8 Christchurch / 
Bournemouth Off road cycle route along Stour valley -   - - x   

9 Bournemouth/ 
Poole Park and Cycle - Sea front, Westbourne, Poole -   -  x   

10 Area-wide Cycle hire scheme -     x   
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No Location Description 

DaSTS Goal Additional Objectives Include in 
Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implemen
table 

11 Area-wide Cycle routes to rail stations -     x   
12 Area-wide Improved area cycle maps -        
13 Area-wide School Travel plans  -   -  x   
14 Area-wide Workplace Travel Plans -   - - x   
15 Christchurch Airport Travel Plan -   - - x   
16 Area-wide Residential Travel Plans -   - - x   
17 Area-wide Personalised Travel Plans -   - - x   
18 Area-wide Car Clubs/Car Sharing  -  -  - x   

 
 

Table 13.5 – Long List Measures – Land Use and Urban Design 

No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implemen
table 

1 Area-wide Density of developments (non-transport intervention)   - - - x x  

2 Area-wide 
Development location and accessibility (non-transport 
intervention)   -  - x x  

3 Area-wide Issue of gravel extraction (non-transport intervention) - - - - x x x x 

4 Area-wide 
Include urban realm, townscape and streetscape in townscape 
design (non-transport intervention) - -  -  x   

5 Area-wide Increased pedestrianised areas - -  -  x   
6 Area-wide Revision of parking standards - - - - -    

7 Area-wide 
Impact of commuting from developments in 
Winchester/Southampton, etc  - - - -  -  
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Table 13.6 – Long List Measures – Demand Management 

No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implemen
table 

1 Area-wide 
Congestion charging – area-wide, city centre cordon, other 
cordons    x  - xx  

2 Area-wide 
Parking charges set at levels to target specific users, e.g. 
commuters/long stay   - - - - x  

3 Area-wide Parking charges in association with P&R sites   - - - x x  
4 Area-wide Workplace parking levies/charges     x  - xx  

 
Table 13.7 – Long List Measures – Non-Transport Interventions 

No Location Description 
DaSTS Goal Additional Objectives Include in 

Strategy 
Options? Economy Climate 

Change Safety Equality Quality of 
Life 

Afford-
able 

Implemen
table 

1 Area-wide Density of developments    - - - x x  
2 Area-wide Development location and accessibility    -  - x x  
3 Area-wide Issue of gravel extraction  - - - - x x x  

4 Area-wide 
Include urban realm, townscape and streetscape in townscape 
design - -  -  x   

5 Area-wide 
Influencing parental choice so that parents send their child to 
their nearest school      x   

6 Area-wide Introduce staggered school start times      x  

7 Area-wide 
Increase the economic participation amongst the population 
(e.g. more older workers, more women in the workforce etc).         

8 Area-wide 
Major investment in business infrastructure (e.g. more office 
stock to meet modern business requirements)      x   

9 
Bournemouth / 
Poole Introduce new workplace hubs in rural and local centres      x   

10 Area-wide Wider uptake of flexi-time and smarter working arrangements     -  

11 Area-wide 
Education and training initiatives for local labour force to contain 
in-commuting      x   

12 Area-wide 

Incorporating additional housing development in line with 
regional strategies to address mismatch between population 
and job forecasts 

     x   
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Development and Assessment of Transport 
Scenarios 

13.88 An import ant step in the development of the overall transport strategy is the identification and 
assessment of alternative transport scenarios.  These scenarios are designed to satisfy a series of 
objectives: 

• to explore the impact of ’high level’ potential strategy components before developing 
schemes to a more detailed level; 

• to understand the relative impacts of alternative measures, in terms strategy objectives such 
as changes to mode split or congestion relief; 

• to examine the effects of major new developments on the adjacent transport network; 

• to explore the sensitivity of the transport model to a variety of changes to the transport 
system; and 

• to guide the direction of the strategy development process. 

13.89 Hence, in this way, the transport strategy development process is focussed on elements which 
would be likely to play a more significant role in influencing future travel behaviour across the 
study area. 

13.90 In designing the scenarios, a number of criteria were followed: 

• identify a limited number of scenarios, to enable a detailed review of their impacts to be 
undertaken; 

• develop distinctive scenarios so that it is possible to assess the contrast in their performance  
and to understand the magnitude of their impacts – if there are limited differences between 
the scenarios then it becomes difficult to identify the important impacts; 

• develop scenarios with individual identities; 

• each scenario with an emphasis on a specific transport mode; and 

• the contents of the scenarios would be restricted to measures that can be accurately 
represented in the transport model. 

13.91 Furthermore, as part of defining the scenarios, we have considered the role of non-transport 
interventions.  

13.92 On the basis of these criteria, and following discussions with the study’s Strategy Advisory Group, 
five broad scenarios were identified: 

• public transport measures; 

• smarter choices; 

• travel demand management; 

• alternative  spatial development strategies; and 

• improvements to the highway network. 

13.93 The contents of each scenario are summarised below. 
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Public Transport Scenario 
13.94 The public transport scenario comprises improvements to existing public transport operations 

together with new facilities.  The measures include: 

• introduction of Showcase Bus Corridors along the following corridors with headways 
improved by 25%-30% and journey times reduced by up to 25%: 

- A35 Bournemouth to Christchurch 

- A35/B3061 Bournemouth to Poole 

- A3049 Wallisdown Road/Talbot Avenue/Talbot Road 

- A341/A3060 Wimborne Road/Whitelegg Way/Castle Lane  

- Wimborne Road 

- B3063 Charminster Road 

- A348 Ringwood Road 

• Park and Ride sites at following locations with bus services to Pool/Bournemouth using 
showcase bus corridors as appropriate: 

- Creekmouth 

- Mannings Heath 

- Turbary Park 

- Merley 

- Bournemouth Airport 

- Northbourne 

- Riverside Ave 

• Rapid transit scheme based on former Dorset Area Rapid Transit between Poole and 
Christchurch with a combination of existing rail alignment and on street operation through 
central Bournemouth to link the town centre with Bournemouth station 

• Limited stop express services to Bournemouth and Poole from Wimborne Minster, Ringwood, 
Ferndown, Verwood, Wareham and Bournemouth Airport 

• Improved cross-conurbation rail with increased frequency  

Smarter Choices Scenario 
13.95 The smarter choices scenarios comprise the introduction of a range of travel plan and wider 

initiatives including: 

• targeted walking and cycling schemes; 

• workplace, residential, school/college and personalised travel plans; 

• public transport promotion; 

• tele-working (‘digital connectivity’) and tele-conferencing; 

• internet shopping; and 

• car clubs and car share schemes. 

13.96 In order to estimate the additional effect that widening existing schemes might have on the pattern 
of trip-making, research is being undertaken jointly with officers from the local authorities with a 
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responsibility for the relevant initiatives.  This will enable the modelling to more accurately reflect 
the marginal impact of the measures on trip-making and mode choice.  In the interim period, until 
the research has been completed, the modelling has used the following initial assumptions based 
on research elsewhere:  

• 15% of journey to work trips by car in the morning and evening peak period switch to public 
transport; 

• 15% of education trips by car in each time period switch to public transport; and 

• 10% of car trips on other purposes in each time period switch from car to public transport. 

Travel Demand Management Scenario 
13.97 This category includes measures designed to influence the decision to travel, together with the 

choice of mode and the time of travel.  The specific elements considered are: 

• increased parking charges by 50%; and 

• introduce a congestion charge of 10p per kilometre across the Poole and Bournemouth 
conurbation within an area south of the River Stour and a western boundary including Corfe 
Mullen and Creekmoor but not Upton and Hamworthy.  

Alternative Spatial Development Scenario 
13.98 The consideration of alternative spatial development scenarios examines the impact on trip-

making of different spatial development scenarios – i.e. the Draft Regional Spatial Strategy and 
the Secretary of State’s proposed changes.  The application of the model is designed to highlight 
not only the change in overall demand but also localised impacts on the highway and public 
transport networks and any specific stresses in them. 

Highway Network Improvements Scenario 
13.99 The measures included in the scenario represent a set of significant additions and extensions to 

the highway network across the study area.  Most of the measures represent schemes that have 
been considered in the past and have been included at this time in order to establish the case for 
taking any of the schemes forward for further consideration.  On addition, they are being tested in 
the model in order to explore their wider impact on mode split and congestion.  The schemes 
considered were spread across the HA and local authority networks and include: 

• A31 dualling between Ameysford and Merley; 

• A31 westbound widening at Ringwood;; 

• A31 to Poole link road along A349 Gravel Hill corridor; 

• Christchurch bypass/relief road; 

• Castle Lane relief road; 

• A338 widening; 

• A339 to Bournemouth Airport link road extended to Bear Cross and Mannings Heath; 

• A31 (Trickett’s Cross) to Bournemouth Airport link road; 

• A 31 to Bear Cross link road; 

• Wallisdown to Branksome relief road; and 

• West Moors bypass and Three Legged Cross link road. 
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Strategic Appraisal  
Introduction 

13.100 The DaSTS Strategic Appraisal Tool has been used to undertake an initial appraisal of four 
distinct scenarios for the SEDMMTS (see Appendix A) described in the previous section.  It will 
also be used later in the study to appraise emerging elements of the SEDMMTS preferred 
strategy.  

13.101 Strategic Appraisal Tool, released in draft by the DfT on the 28th January 2010, has been 
developed for: 

• developing and refining options; 

• identifying gaps and aspects of analysis that require further effort; and 

• ruling out “non-runners”.  

13.102 Local authorities have been encouraged to make use of the draft tool and feedback comments to 
the DfT.   

13.103 When the programme of DaSTS studies is complete, the strategic appraisal tool will also help the 
DfT to compare recommended options from different studies, regions and networks, to assist 
consideration of priorities for investment and to ensure high value for money 

Strategic Appraisal Tool 
13.104 The Strategic Appraisal Tool comprises seven headings (see Appendix A):  

• Question 1 – Summary of Option; 

• Question 2 – Costs and Likely Value for Money; 

• Question 3 – Deliverability; 

• Question 4 – Performance against DfT goals; 

• Question 5 – Tackling identified transport challenges; 

• Question 6 – Strategic/Network fit and Social Distributional Impacts (SDIs); and 

• Question 7 – Quality of evidence and uncertainties. 

Modifications to the Strategic Appraisal Tool for SEDMMTS  
13.105 Local authorities and other users of the Strategic Appraisal Tool have been encouraged to modify 

the framework to suit their studies, and the following changes have been made for SEDMMTS:  

• to allow scenarios to be compared side by side a “Summary” tab was produced, linking the 
key information through from individual scenario tabs; 

• guidance notes have been included in the Strategic Appraisal Tool spreadsheet as 
comments to assist the user;  

• for areas such as Overall Cost Risk, Affordability, Public Acceptability, extra text has been 
added to indicate the range of the scale (e.g. 1 = low and 5 = high);  

• in Section 4 - Performance against DfT Goals:  

- the SEDMMTS study objectives of affordability and implementability have been added, 
and scored on the same scale as the DaSTS goals (red to green); 
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- conditional formatting has been used to colour the RAG impacts in both the summary 
and individual scenario tabs to make it easier to compare the effects of scenarios. 

• in the RAG (Red, Amber, Green) assessments that support Section 4: 

- Housing and Resilience were originally bundled together and have now been separated 
as they are felt to be different issues, and have separate decision trees; 

- the score of “not applicable” (N/A) has been added, where relevant.  For example, if a 
study area does not have a “Weak Region”, then under the “Equality of Opportunity” 
header, regional imbalance is not an issue and is therefore scored “N/A”; 

- ‘Reduce regional imbalance’ – this has been modified to ‘Reduce sub-regional 
imbalance’ (i.e. treating South East Dorset as the basis for the analysis and considering 
the impact of the measure on imbalance within the sub-region); 

- the decision trees have been used to help inform the assessments – the route through 
the decision tree has been recorded by marking up the diagrams (see Figure 13.13 and 
Figure 13.14); 

- the goals in the RAG assessments have been reordered and reworded to match those in 
Section 4 of the tool and in DaSTS; and 

- vulnerability to terrorism has been assessed as “no impact” because further guidance is 
required.  

13.106 In the following sections, each of the contents of the amended Strategic Appraisal Tool is 
considered in turn, including the outcome of the assessment. 

Figure 13.13 – Connectivity Decision Tree 
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Figure 13.14 – Carbon Emissions Decision Tree 

 
 

 

Cost and Likely Value for Money 
13.107 The costs and value for money questions in the Strategic Appraisal Tool cover: 

• capital and revenue costs; 

• income generated; 

• affordability; and 

• likely Value for Money.  

13.108 Questions relating to cost and value for money for each of the scenarios are covered in Table 
13.9.  

Capital Costs  

13.109 Capital costs include all costs involved in setting up the option and getting it up and running.  The 
highway scenario has the highest capital cost (£100m-250m), followed by the public transport 
scenario (£50m-£100m), demand management (£10m-25m), then smarter choices (£5m-£10m).  
In each case, the costs are an ‘order of magnitude’ and will be refined as the study progresses. 

Revenue Costs 

13.110 Revenue costs include all running costs to keep the scheme in operation: 

• highway – no revenue costs included;  

• smarter choices scenario – revenue funding would be required for workplace, school, 
residential and personalised travel plans;   



South East Dorset Multi-Modal Transport Study – DaSTS Phase 1 Report  
 

5062559/SEDMMTS DaSTS Phase 1 Report V3 140510 FINAL_low 
res.docx 

200

 

• public transport scenario – would require revenue funding to help start up new bus services; 
and  

• demand management scenario – would initially require revenue funding, but the road user 
charge would be set so that more revenue is generated than the ongoing operating costs. 

13.111 It should be noted that the possibility of future TIF funding for road user charging has now been 
withdrawn by DfT.  The scheme would therefore need to be self-financing within a relatively short 
period. 

Value for Money 

13.112 Smarter choices have been shown to deliver very high value for money.  The associated cost risk 
is dependent on availability of revenue funding within the local authorities and sufficient budget 
being available to support smarter choices activities. 

13.113 Highway schemes can achieve high value for money where the road network is congested.  
However, cost risks are high and this scenario is expected to cost in the region of £100m to 
£250m.  There is an issue of large environmental impacts associated with many of the highway 
schemes, posing deliverability risks and also the cost of environmental mitigation measures. 

13.114 The public transport scenario is expected to achieve medium value for money.  Many of the public 
transport schemes can be funded out of the LTP funding allocations depending on the cost of 
specific elements; major scheme funding is probably required for the larger schemes.  Revenue 
funding is also assumed to be required to help start up new bus services. 

13.115 Low value for money is assumed for demand management at this stage.  This would be higher if 
the scenario included supporting public transport measures, since without these supporting 
measures there is little alternative for the driver but to pay the charge.  There is a high cost risk 
that revenue forecasts are not realised.  

Deliverability 
13.116 Questions relating to deliverability for each of the scenarios are covered in Table 13.10 and cover: 

• implementation timetable from inception to delivery; 

• public acceptability; and 

• practical feasibility. 

Practical Feasibility and Public Acceptability 

13.117 All of the scenarios score relatively high for practical feasibility.  The key differences are in public 
acceptability.  Demand management is expected to have low acceptability, public transport and 
smarter choices are medium.  Highway measures are scored low-medium due to known 
opposition to a number of highway schemes. 

13.118 Smarter choices (which scored medium for public acceptability) would be more acceptable in 
conjunction with public transport improvements.  Otherwise, there is the risk that people will 
complain that there are no alternatives that they can use.  There could be objections from car 
drivers with Workplace Travel Plans (WTP) (e.g. restricted parking levels). 

Implementation Timescales 

13.119 The highway and demand management scenarios have the longest implementation timescales – 
over ten years.  Larger highway schemes would require major scheme funding – and such 
schemes are currently not in the Regional Funding Allocation (RFA) programme.  Some proposals 
have existed a long time already and not been delivered.  Long delivery timescales are assumed 
for demand management due to potential opposition. 
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13.120 The lead time for smarter choices is very short – a year's lead time is assumed for mobilisation 
(e.g. extra staff at the local authority or increased use of consultants).  

Performance against DaSTS Goals and Scale of 
Impact 

13.121 A series of ‘Decision Tree’ flow charts have been used in conjunction with the Strategic Appraisal 
Tool to generate an assessment based on a five point scale. 

13.122 An overall assessment of the impact on each goal was made in Table 13.11 based on the 
assessments for the challenges underlying each DaSTS goal in Table 13.14 to Table 13.18.  
Overall assessments against the DaSTS goals were made against the scale in Table 13.8. 

Table 13.8 – Assessments against DaSTS Goals 

Colour Description 

Green Option is likely to contribute positively towards the goal. 

Amber/Green Option may contribute positively towards the goal. 

Amber Option has an uncertain impact on the goal. 

Amber/Red Option may have a negative impact on the goal. 

Red Option is likely to have a negative impact on the goal. 

Blue Option has no impact on this goal. 
 

13.123 The highway scenario scored well against the economic competitiveness and growth goal; 
however, it is expected to have negative impacts on the tackle climate change, safety security and 
health, and quality of life and healthy natural environment goals.  Highway schemes alone are 
assumed not to significantly impact on the transport challenges; public transport improvements 
are required to give people an alternative to the car – highway schemes are more likely to 
encourage further car use. 

13.124 The public transport scenario scored highest in terms of performance against DaSTS goals, 
followed by the smarter choices.  Whilst the highway scenario scored well against the economic 
competitiveness and growth goal, it scored poorly against other goals including carbon dioxide 
emissions and quality of life. 

13.125 Smarter choices score green for tackling climate change and green/amber for safety, security and 
health, and no impact on the other three goals.  However, smarter choices alone are unlikely to 
have a large impact due to the need to provide a viable public transport alternative to supplement 
the smarter choices measures, and potentially some form of demand management (i.e. carrot and 
stick) – therefore the measures scored medium impact. 

13.126 Demand management scored highly in terms of tackling climate change, scored low for equality of 
opportunity due to its lack of contribution towards social inclusion and its impacts on regeneration.  
This is due to the lack of public transport alternative in the current version of this scenario.  

Strategic/Network Fit 
13.127 Questions relating to strategic/network fit are covered in Table 13.12.  
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Level of Strategic/Network Fit 

13.128 The level of strategic/network fit of each scenario is shown in Table 13.12.  The public transport 
and smarter choices scenarios have the highest strategic fit against the DaSTS goals.   

13.129 The highway scenario has a low strategic fit, due to poor performance against all DaSTS goals 
with the exception of economic competitiveness and growth.  Highway schemes alone are 
assumed not to significantly impact on the transport challenges; public transport improvements 
are required to give people an alternative to the car – highway schemes are more likely to 
encourage further car use. 

13.130 The public transport scenario addresses all of the DaSTS goals, as well as the specific South East 
Dorset objective of implementability.  It is classed as network specific as many of the schemes 
focus on access within South East Dorset.  

13.131 Smarter choices also meet wider central government objectives, for example those relating to 
health and travel to school – and is therefore defined as ‘cross-cutting’.  

13.132 Demand management mainly addresses the tackling climate change goal – scores against other 
objectives are mixed. 

Innovation and Encouraging Better Use  

13.133 Smarter choices and demand management measures are classed as innovative and would make 
better use of the existing network – whereas highway and public transport schemes are well 
established measures (see Table 13.12).  

Social and Distributional Impacts 

13.134 Social and Distributional Impacts (SDIs) refer to the intended and unintended social and 
distributional impacts of a scheme on individuals, groups and communities.  The strategic 
appraisal tool requires the consideration of whether the proposals will lead to positive or negative 
impacts on low income and/or vulnerable groups (see Table 13.12) – and whether the impacts can 
be mitigated through design and/or the incorporation of complementary measures. 

13.135 The public transport scenario should lead to positive impacts on low income and/or vulnerable 
groups, and help to address issues such as employment deprivation, by linking deprived areas to 
employment opportunities, with improved accessibility overall. 

13.136 The demand management scenario is expected to have negative impacts on low income and/or 
vulnerable groups – e.g. for those who cannot afford the charges and/or who do not have a public 
transport alternative (or cannot afford to use public transport if there is an alternative). 

Quality of Evidence, Key Uncertainties and Risk 
Quality of Supporting Evidence 

13.137 The levels of supporting evidence for each scenario is based on the stage of scheme 
development, the prior evidence about the transport challenge in question, and how it should be 
tackled.  The quality of supporting evidence is assessed in Table 13.12.  

13.138 The highest quality of supporting evidence is for highway and public transport where the strategic 
model can be used to assess impacts.  Studies have also been undertaken on some of the 
proposals in the highway scenario. 

13.139 Demand management can also be assessed using the strategic model, although assumptions 
made regarding people's response to urban area RUC schemes are largely untested in UK 
outside of London. 
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13.140 However, the quality of evidence for smarter choices depends on the smarter choices intervention 
being assessed.  It is not possible to directly test smarter choices in the strategic model - smarter 
choices can be tested via modifications to the trip matrix. 

Degree of Consensus over Outcomes 

13.141 The question about the consensus over outcomes seeks to probe further into the degree of 
consultation that has taken place and to establish whether there are any fundamental 
disagreements about the likely or intended outcomes of the proposed scheme.    

13.142 There is consensus about the impacts that highway, public transport and demand management 
schemes can have. 

13.143 Whilst there is also a consensus that smarter choices interventions can work, despite some 
research there is yet to be agreement on the level of benefits that can be achieved.  It is therefore 
important to review best practice and monitor the experience of demonstration towns.  

13.144 There is a majority consensus in the transport planning community about the impacts of highway 
schemes.  It should be noted however, that some members of the public want more highway 
schemes (e.g. relief roads) to improve traffic conditions. 

13.145 There is a consensus about the outcomes that RUC can have, but this should not be inferred as a 
high level of support. 

Flexibility 

13.146 Flexibility (ranging from static to dynamic) relates to: 

• how easy it would be to scale the proposed option up or down depending on the level of 
funding available;   

• how easy it would be to stop the scheme once it has been put into operation if that became 
necessary; and  

• how easily could the scheme be amended to fit with changing circumstances. 

13.147 Highway schemes are the least scaleable type of intervention.  It is possible to phase some public 
transport schemes e.g. by altering the level of segregation.  Smarter choices are easily scaleable 
depending on the level of available funding (e.g. the number of people to be targeted through 
personalised travel planning.  The coverage of demand management can also be varied 
accordingly.   

Table 13.9 – Cost and Likely Value for Money 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter Choices 
Scenario 

Demand 
Management 

Scenario 

Capital cost £100m to 
£250m £50m to £100m £5m to £10m £10m to £25m 

Revenue cost (to 2026) - £5m to £10m £10m to £25m £0 to £5m 

Funding source(s) 

Major scheme 
funding, LTP 

allocation, 
developer 
funding. 

Major scheme 
funding, LTP 

allocation.  
Potential 
developer 
funding.  
Revenue 

funding for 
supporting new 
bus services. 

Revenue funding, 
DfT grant (e.g. 
demonstration 
projects).LTP 

funding for 
targeted walking 

and cycling 
schemes. 

The possibility of 
future TIF funding 

has now been 
withdrawn by DfT.  
The scheme would 
therefore need to 
be self-financing 
within a relatively 

short period. 
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 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter Choices 
Scenario 

Demand 
Management 

Scenario 

Income generated (to 
2026) None £0 to £5m None £25m to £50m 

Overall cost risk (1 = high 
risk, 5 = low risk) 1. High risk 3. Medium risk 2. Medium-high 

risk 1. High risk 

Affordability (1 = not 
affordable, 5 = affordable) 2 4 3 5.  Affordable 

Likely Value for Money 
(BCR) High (2-4) Medium (1.5-2) Very High (>4) Low (1-1.5) 

 

Table 13.10 – Deliverability 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

Implementation timetable 
from inception to delivery 10+ years 2-5 years 6-12 months 10+ years 

Public acceptability (1 = low, 
5 = high) 2. Low-medium 3. Medium 3. Medium 1. Low 

Practical feasibility (1 = low, 
5 = high) 4. Medium-high 4. Medium-high 5. High 5. High 

 

Table 13.11 – Performance against DfT DaSTS Goals 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 
Support economic 
competitiveness and growth Green/Amber Green/Amber No Impact Amber 

Tackle climate change Red Green Green Green 
Better safety, security and 
health Red/Amber Green/Amber Green/Amber Green/Amber 

Promote equality of 
opportunity No impact Green No impact Red 

Improve quality of life and 
natural environment Red/Amber Green/Amber No impact Amber 

Affordability Red/Amber Green/Amber Amber Amber 
Implementability Red/Amber Amber Green Red 
Scale of Impact (1 = small 
impact, 5 = significant 
impact) 

1 4 3 1 
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Table 13.12 – Strategic/Network Fit 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

Objectives your proposal 
will achieve Network-Specific Network-Specific Cross-Cutting Strategic 

Transport 

Is the option innovative 
and/or encourage better 
use? 

Well-established Well-established Innovative Innovative 

Social and distributional 
impacts (on low income or 
vulnerable groups) 

It is assumed this 
scenario would have 
a neutral impact on 
low income and/or 
vulnerable groups. 

This proposal should 
lead to positive 
impacts on low 
income and/or 
vulnerable groups, 
and help to address 
issues such as 
employment 
deprivation, by linking 
deprived areas to 
employment 
opportunities.  
Improved accessibility 
overall. 

It is assumed there 
would be a neutral 
impact on low 
income and/or 
vulnerable groups. 

Potential negative 
impacts on low income 
and/or vulnerable 
groups - e.g. for those 
who cannot afford the 
charges and/or who do 
not have a public 
transport alternative (or 
cannot afford to use 
public transport if there 
is one). 

Scale of impact (1 = low, 5 
= high) 1. Low 5. High 5. High 3 

 

Table 13.13 – Quality of Evidence & Key Uncertainties/Risks 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

What is the quality of the 
supporting evidence?  (1 = 
low, 5 = high) 

5. High 5. High 3 4. Medium-high 

Degree of consensus over 
outcomes?  (1= little, 5 = 
majority) - evidence rather 
than support 

5. Majority 5. Majority 2 4 

Key Uncertainties/risks 
(external factors) 

The key risk is 
potential opposition 
to schemes such as 
the bypasses and 
known 
environmental 
issues, which would 
pose problems at the 
planning application 
stage.   

Opposition to 
schemes which take 
out capacity for cars.  
Environmental risks 
associated with 
schemes that are 
outside the highway 
boundary.  

Key risk is 
availability of 
funding as smarter 
choices require 
revenue funding 
now and into the 
future - and the 
councils have 
competing 
pressures on the 
revenue budget.   

Key risk is 
deliverability due to 
potential opposition 
against the 
implementation of 
demand management 
with no supporting 
public transport 
measures. 

Flexibility (1 = static, 5 = 
dynamic) 2 5. Dynamic 5. Dynamic 5. Dynamic 
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Table 13.14 – Support Economic Competitiveness / Growth – RAG Assessment 

 
Highway 
Scenario 

Public Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

Improve connectivity Green Green No Impact Amber/green 

Improve reliability Amber/green Amber/green No Impact Green 

Wider impacts Green Green Green Red/amber 

Delivery of housing Amber/green Amber/green Amber Red 

Resilience Amber/green Amber No Impact No Impact 
 

Table 13.15 – Reduce Transport's Emissions of Carbon Dioxide – RAG Assessment 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

Reduce carbon emissions Red Green Green Green 
 

Table 13.16 – Better Safety, Security and Health – RAG Assessment 

 Highway 
Scenario 

Public Transport 
Scenario 

Smarter Choices 
Scenario 

Demand 
Management 

Scenario 

Air quality Red/amber Green Green Green 

Improve health through 
physical activity Red Amber/green Amber/green Amber/green 

Reduce the risk of death 
or injury Amber Green Amber/green Amber/green 

Reduce vulnerability to 
terrorism No Impact No Impact No Impact No Impact 

Reduce crime No Impact Green No Impact No Impact 
 

Table 13.17 – Greater Equality of Opportunity – RAG Assessment 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

Social Inclusion No Impact Green No Impact Red 

Regeneration Green Green No Impact Red 

Sub-regional imbalance N/A N/A N/A N/A 
 



South East Dorset Multi-Modal Transport Study – DaSTS Phase 1 Report  
 

5062559/SEDMMTS DaSTS Phase 1 Report V3 140510 FINAL_low 
res.docx 

207

 

 

Table 13.18 – Improve Quality of Life and Promote Healthy Natural Environment – RAG Assessment 

 Highway 
Scenario 

Public 
Transport 
Scenario 

Smarter 
Choices 
Scenario 

Demand 
Management 

Scenario 

Noise Red/amber Amber/green Amber/green Amber/green 

Natural Environment, 
Heritage, Landscape Red Amber No Impact No Impact 

Experience of travel Amber/green Green No Impact Amber/green 

Urban environment No Impact Amber/green No Impact Amber/green 

Accessibility Red Green Amber Red 
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14. Next Steps 
14.1 The processes followed by the study in the development of the recommended transport strategy 

were identified in the Inception Report for Phase 3.  Although the content of the Inception Report 
was revised to reflect the changing requirements of the DaSTS process, this did not alter the 
fundamental stages to be followed in identifying the components of the transport strategy, which 
included the following seven stages: 

• Stage 1 – Current and Future Problems; 

• Stage 2 – Option Generation; 

• Stage 3 – Initial Strategy Development – Scenario Testing; 

• Stage 4 – Strategy Options; 

• Stage 5 – Appraisal of Strategies; 

• Stage 6 – Preferred Strategy; and 

• Stage 7 – Implementation Plan. 

14.2 The work described in the DaSTS Phase 1 Report covers the components of the first three 
stages.  Using the outputs from the preceding stages, work has now commenced on the Strategy 
Options stage.  Additional work will pay attention to identifying the range of potential measures 
(including Smarter Choices measures) which could contribute to the management of demand on 
the transport system, particularly the highway network, to maximise its performance.  Of the 
funding for the second phase of the DaSTS work, £45,000 is potentially ‘at risk’ if the DaSTS 
programme does not continue.  Based on discussions at the study’s Project Management Group, 
alternative sources of funding from the Study Partnership to make up any short fall in the DfT 
DaSTS contribution are unlikely to be forthcoming.  Consequently, this could have significant 
impacts on the crucial final stages of the study, by: 

• reducing the number of options available to test and the degree of detail in the assessment 
against DaSTS objectives – this would have a negative impact on this crucial element of the 
study to ensure the preferred strategy complies with DaSTS objectives; 

• reducing the scope of the consultation and the analysis of results – this would increase the 
risk of failing to gain political approval; and 

• reducing the number of funding and land use scenarios on which to produce implementation 
plans which is a key output from the strategy – this work is crucial to the DfT aspiration to 
understand the implications of 10%, 30% and 50% cuts in regional funding, and different 
levels of RSS growth. 

14.3 The detail of the approach has been amended from that originally envisaged when the study was 
designed in summer 2008, with the assessment process being amended to take into account the 
requirements of DaSTS and the recently published Strategic Appraisal Framework, although these 
do not affect the overall approach or timescale to the completion of the study in October 2010. 

14.4 The next stage of consultation on the Strategy Options will be undertaken between mid-May and 
early June; this is slightly behind the original timetable which anticipated consultation in April.  
However, the re-timing of the consultation is due more to the need to avoid the General Election 
period rather than for any direct study factors.  The consultation from May will involve workshops 
with the SAG and WRG; the preparation of a leaflet and questionnaire for issue to the public; and 
updating of the study website.  Publicity of the consultation process will involve the local media. 

14.5 The results from the consultation will supplement the separate parallel strategy development work 
including the application of the strategic transport model to test the performance of the alternative 
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components.  The recommended strategy will be developed through to the end of August 
including the preparation of an indicative implementation plan together with potential sources of 
funding for emerging measures.  Following consultation during August and September, it is 
anticipated that the recommended strategy will be further refined leading to the draft final report in 
October 2010. 
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Appendix A  
Assessment Sheets for Strategic Appraisal 

Tool 



South East Dorset Multi-Modal Transport Study - DaSTS Strategic Assessment of Scenarios

1.) Summary of option (description and 
objective)

Highway Scenario Public Transport Scenario Smarter Choices Scenario Demand Management Scenario

2.) Cost and likely value for money
Capital Cost (£m)? 100-250 50-100 5-10 10-25
Revenue Costs (£m)? (to 2026) None 5-10 10-25 0-5

Where is funding coming from? Major scheme funding, LTP 
allocation, developer funding. 

Major scheme funding, LTP allocation. 
Potential developer funding. Revenue 
funding for  supporting new bus 
services. 

Revenue funding, DfT grant (e.g. 
demonstration projects). LTP funding for 
targeted walking and cycling schemes. 

The possibility of future TIF funding has 
now been withdrawn by DfT. The scheme 
would therefore need to be self-financing 
within a relatively short period.

Any income generated (£m)? (to 2026) None 0-5 None 25-50
i. Overall cost risk? ii. Other costs? (1 = high risk, 5 = 
low risk)

1.High 3. Medium 2. Medium-high 1.High risk

Affordability (1 = not affordable, 5 = affordable) 2 4 3 5. Affordable
Likely value for money? High 2-4 Medium 1.5-2 Very High >4 Low 1-1.5
3.) Deliverability

Implementation timetable from inception to delivery 10+ years 2-5 years 6-12 months 10+ years

Public acceptability (1 = low, 5 = high) 2. Low-medium 3. Medium 3. Medium 1. Low
Practical feasibility (1 = low, 5 = high) 4. Medium-high 4. Medium-high 5. High 5. High
4.) Performance against DfT goals (more details over leaf)

Additional network goals? Support economic competitiveness and 
growth (4)

Support economic competitiveness and 
growth (4)

Support economic competitiveness and growth 
(0)

Support economic competitiveness and 
growth (3)

(1= Red, 5=Green, 0 = No Impact) Tackle climate change (1) Tackle climate change (5) Tackle climate change (5) Tackle climate change (5)
Better safety, security and health (2) Better safety, security and health (4) Better safety, security and health (4) Better safety, security and health (4)
Promote equality of opportunity (0) Promote equality of opportunity (5) Promote equality of opportunity (0) Promote equality of opportunity (1)
Improve quality of life and natural 
environment  (2)

Improve quality of life and natural 
environment  (4)

Improve quality of life and natural environment  
(0)

Improve quality of life and natural 
environment  (3)

Aff d bilit (2) Aff d bilit (4) Aff d bilit (3) Aff d bilit (3)Affordability (2) Affordability (4) Affordability (3) Affordability (3)
Implementability (2) Implementability (3) Implementability (5) Implementability (1)

5.) Scale of Impact
To what extent does the option tackle identified 
transport challenges? (1 = small impact, 5 = significant 
impact)

1. Small impact 4 3 1. Small impact

6.) Strategic/Network fit

Objectives your proposal will achieve Network-Specific Network-Specific Cross-Cutting Strategic Transport

Is the option innovative and/or encourage better 
use? Well-established Well-established Innovative Innovative

Social and distributional impacts? (on low income or 
vulnerable groups)

It is assumed this scenario would 
have a neutral impact on low 
income and/or vulnerable groups. 

This proposal should lead to positive 
impacts on low income and/or 
vulnerable groups, and help to address 
issues such as employment 
deprivation, by linking deprived areas 
to employment opportunities. Improved 
accessibility overall. 

It is assumed there would be a neutral 
impact on low income and/or vulnerable 
groups. 

Potential negative impacts on low income 
and/or vulnerable groups - e.g. for those 
who cannot afford the charges who do not 
have a public transport alternative (or 
cannot afford to use public transport if 
there is one). 

Overall strategic fit? (1 = low, 5 = high) 1. Low 5. High 5. High 3



Highway Scenario Public Transport Scenario Smarter Choices Scenario Demand Management Scenario
7.) Quality of Evidence & key uncertainties/risks

Quality of the supporting evidence (1 = low, 5 = high) 5. High 5. High 3 4. Medium-high

Degree of consensus over outcomes? (1= little, 5 = 
majority) - evidence rather than support

5. Majority 5. Majority 2 4

Key Uncertainties/risks (external factors)

The key risk is potential opposition 
to schemes such as the bypasses 
and known environmental issues, 
which would pose problems at the 
planning application stage. 

Opposition to schemes which take out 
capacity for cars. Environmental risks 
associated with schemes that are 
outside the highway boundary. 

Key risk is availability of funding as 
smarter choices require revenue funding 
now and into the future - and the councils 
have competing pressures on the revenue 
budget. 

Key risk is deliverability due to potential 
opposition with implementation of demand 
management with no supporting public 
transport measures.

Flexibility (1 = static, 5 = dynamic) 2 5. Dynamic 5. Dynamic 5. Dynamic

Highway Scenario Public Transport Scenario Smarter Choices Scenario Demand Management Scenario
Goal: Support economic competitiveness growth
Improve Connectivity Green Green No Impact Amber/green
Improve Reliability Amber/green Amber/green No Impact Green
Wider Impacts Green Green Green Red/amber
Delivery of housing Amber/green Amber/green Amber Red
Resilience Amber/green Amber No Impact No Impact

Goal: Reduce transport's emissions of carbon dioxide
Reduce Carbon Emissions Red Green Green Green

Goal: Better Safety, Security and Health 
Air Quality Red/amber Green Green Green
Improve health through physical activity Red Amber/green Amber/green Amber/green
Reduce the risk of death or injury Amber Green Amber/green Amber/green

Performance Against DfT Goals - RAG Assessment

g g
Reduce vulnerability to terrorism No Impact No Impact No Impact No Impact
Reduce crime No Impact Green No Impact No Impact

Goal: Greater Equality of Opportunity
Social Inclusion No Impact Green No Impact Red
Regeneration Green Green No Impact Red
Sub-regional imbalance N/A N/A N/A N/A

Goal: Improve Quality of Life and Promote Healthy Natural Environment
Noise Red/amber Amber/green Amber/green Amber/green
Natural Environment, Heritage, Landscape Red Amber No Impact No Impact
Experience of travel Amber/green Green No Impact Amber/green
Urban environment No Impact Amber/green No Impact Amber/green
Accessibility Red Green Amber Red



South East Dorset Multi-Modal Transport Study - DaSTS Strategic Assessment of Scenarios

Assessment Sheet Option Name/No. Highway Scenario

1.) Summary of option 

Description and objective

Capital Cost (£m)? 100-250

This is an indicative figure. The highway scenario is 
expected to be the most expensive of the four scenarios 
compared - with very high costs associated with the relief 
roads. 

Revenue Costs (£m)? (to 2026) None Excludes highway maintenance. 

Where is funding coming from?
Any income generated (£m)? (to 
2026) No None

i Overall cost risk? ii Other costs? 1 High
For many schemes, there is an issue of large 
environmental impacts posing deliverability risks and also

The highway scenario comprises the introduction of the following additional 
highway links: 
• Dual the A31 from Ameysford to Merley with junction improvements.
• A31 to Poole Link Road (option along Gravel Hill) (single carriageway).
• Christchurch Relief Road/Bypass (linking A35/Stony Lane junction with A338  at 
Hurn) (single carriageway).
• Castle Lane/Kinson Relief Roads (single carriageway).
• Wallisdown/Branksome Relief Road (single carriageway).
• Mannings Heath (A3049) – Bear Cross – Airport – A338 link (single 
carriageway).
• Widen A338 to three lane dual carriageway from Ashley Heath to Bournemouth 
town centre.
• A31 westbound widening at Ringwood.
• Trickett’s Cross (A31/A348) to Airport (single carriageway).
• Canford Bottom (A31) to Bear Cross (single carriageway).
• West Moors bypass and Three Legged Cross Link (single carriageway).
In each case, any necessary junctions would be roundabouts.

Major scheme funding, LTP allocation, developer funding. 

2.) Cost and likely value for money

i.Overall cost risk? ii.Other costs? 1.High environmental impacts posing deliverability risks and also 
cost of mitigation. 

Affordability (1= not affordable, 5 = 
affordable) 2

Many of the schemes in the highway scenario would 
require major scheme funding together with developer 
contributions, and cannot be funded through the Local 
Transport Plan (LTP) allocation. 

Likely value for money? High 2-4
Many of the highway schemes are very expensive. No 
BCR availableat this stage. Highway schemes can 
achieve high BCRs where the road network is congested. 

Implementation timetable from 
inception to delivery 10+ years

Larger highway schemes would require major scheme 
funding - currently not in the Regional Funding Allocation 
(RFA). Some proposals have existed a long time already 
and not been delivered. 

Public acceptability 2. Low-medium Known opposition to a number of highway schemes in the 
scenario, particularly the bypasses. 

Practical feasibility 4. Medium-high

There are a number of significant environmental issues 
that would need to be overcome, if that is possible, to 
enable delivery of a number of the schemes in the 
highway scenario. 

Additional network goals? Goal&colour Support economic competitiveness and growth (4)

(1= Red, 5=Green, 0 = No Impact) Goal&colour Tackle climate change (1)

Goal&colour Better safety, security and health (2)

Goal&colour Promote equality of opportunity (0)

Goal&colour Improve quality of life and natural environment  (2)

Goal&colour Affordability (2)

Goal&colour Implementability (2)

3.) Deliverability

4.) Performance against DfT goals (more details over leaf)



To what extent does the option 
tackle identified transport 
challenges? (1 = small impact, 5 = 
significant impact)

1. Small impact

Highway schemes alone are assumed not to significantly 
impact on the transport challenges; public transport 
improvements are required to give people an alternative to 
the car - highway schemes are more likely to encourage 
further car use. 

Objectives your proposal will 
achieve Network-Specific

This scenario is likely to have a range of negative impacts 
on achievement of the DaSTS goals, and no impact on 
equality of opportunity. Scores poorly against the South 
East Dorset specific objectives of Affordability and 
Implementability. 

Is the option innovative and/or 
encourage better use? Well-established 

Highway schemes are a well established type of 
intervention - but it is known that without schemes to lock 
in the benefits they can encourage further car use. 

Social and distributional impacts? 
(on low income or vulnerable groups)

Overall strategic fit? 1. Low This scenario is likely to have a range of negative impacts -
and therefore a low strategic fit overall. 

Quality of the supporting evidence 5. High
Highway schemes can be modelled in the strategic model. 
Studies have been undertaken on some of the proposals 
in the highway scenario. 

Degree of consensus over 
outcomes? (1= little, 5 = majority) - 
evidence rather than support

5. Majority

There is a majority consensus in the transport planning 
community about the impacts of highway schemes. It 
should be noted however, that some members of the 
public want more highway schemes (e.g. relief roads) to 
improve traffic conditions. 

Key Uncertainties/risks (external 
factors)

Flexibility (1 = static, 5 = dynamic) 2 Highway schemes are less scaleable than the public 
transport schemes. 

It is assumed this scenario would have a neutral impact on low income and/or 
vulnerable groups. 

The key risk is potential opposition to schemes such as the bypasses and known 
environmental issues, which would pose problems at the planning application 
stage. 

5.) Scale of Impact

6.) Strategic/Network fit

7.) Quality of Evidence & key uncertainties/risks

RAG status Any further information/evidence to back up RAG

Improve Connectivity Green

Whilst highway schemes may encourage car use, it is 
assumed that the encouragement of extra traffic would not 
use all the spare capacity, and improve journey times, 
particularly for HGVs, Other interventions would be 
required to lock in the benefits of additional capacity (e.g. 
demand management). 

Improve Reliability Amber/green Could reduce journey time variability.

Wider Impacts Green

Assessment based on decision tree in Strategic Appraisal 
Guidance, based on cost and whether in a Functional 
Urban Area. Scored green as the scenario costs 
significantly more than £20m and is in a Functional Urban 
Area.

Delivery of housing Amber/green
Highway schemes would provide additional road capacity. 
Some housing proposals may be dependent on highway 
schemes to provide access to the sites. 

Resilience Amber/green
Bypass/link roads would provide additional alternative 
routes, which could potentially be used in the event of 
disruptions (e.g. accidents). 

Reduce Carbon Emissions Red Significant level of additional travel anticipated, which is 
expected to increase CO2 levels. 

Goal: Reduce transport's emissions of carbon dioxide

Goal: Support Economic Competitiveness and Growth

Performance Against DfT Goals - RAG Assessment



Air Quality Red/amber

Further work is required to assess air quality impacts. At 
this stage it is assumed the highway scenario will have a 
negative impact on air quality due to expected additional 
travel. 

Improve health through physical activity Red Physical activity could reduce with strategy that 
encourages car use. 

Reduce the risk of death or injury Amber Assume selected  highway measures would increase risk 
(KSI per km travelled) due to more travel.

Reduce vulnerability to terrorism No Impact More guidance is required on this. 

Reduce crime No Impact

The highway scenario does not include any schemes 
which would reduce crime or fear of crime - except that 
people feel safer in their cars than walking, cycling or 
using public transport. 

Social Inclusion No Impact
The highway scenario does not include any public 
transport measures which would benefit those without 
access to a car. 

Regeneration Green Some regeneration proposals may be dependent on 
highway schemes to provide access to the sites. 

Sub-regional imbalance N/A Not applicable as South East Dorset is not a "Weak 
Region". 

Noise Red/amber

Further work is required to assess noise impacts. At this 
stage it is assumed the highway scenario will not reduce 
noise disturbance, would affect a problem area, and have 
a low impact overall. Further work is required to check the 
evidence base. 

Natural Environment, Heritage, 
Landscape Red

South East Dorset has numerous outstanding natural 
environmental assets - e.g. proximity to a World Heritage 
coastline, very large areas of national and international 
heathland designations, Areas of Outstanding Natural 
Beauty (AONB) and significant historic and cultural assets 

Goal: Improve Quality of Life and Promote Healthy Natural Environment

Goal: Greater Equality of Opportunity

Goal: Better Safety, Security and Health 

p y ( ) g
that contribute to the character and distinctiveness of the 
area. Major highway schemes are likely to have a negative 
impact on them. 

Experience of travel Amber/green
The new roads and junctions are assumed to be built to a 
high design standard and therefore improve the driving 
experience. 

Urban environment No Impact Some highway measures could include urban realm 
improvements. 

Accessibility Red

Does not involve any improvements for public transport, 
except for where public transport uses the new road. 
Could worsen general traffic conditions by encouraging 
more traffic onto the roads. 



Assessment Sheet Option Name/No. Public Transport Scenario

1.) Summary of option 

Description and objective

Capital Cost (£m)? 50-100 This is an indicative figure. 

Revenue Costs (£m)? (to 2026) 5-10 Revenue funding is assumed to be required to help start up 
new bus services. 

Where is funding coming from?

Any income generated (£m)? (to 
2026) Yes 0-5

i.Overall cost risk? ii.Other costs? 3. Medium Park and Ride sites assumed to make a net profit. 

Affordability (1= not affordable, 5 = 
affordable) 4

Many of the public transport schemes can be funded out of 
the LTP funding allocations depending on the overall cost 
of schemes.  Major scheme funding probably required for 
the larger schemes.

Likely value for money? Medium 1.5-2 No BCR available, but would be expected to get a 
moderate BCR. 

Implementation timetable from 
inception to delivery 2-5 years

Timescales vary between specific schemes, some would 
be relatively quick to deliver (e.g. within LTP3), others 
longer (e.g. Major Schemes) as need to get into the 
Regional Funding Allocation (RFA). 

Public acceptability 3. Medium
Bus priority schemes that take capacity away from cars 
likely to have opposition from drivers - this issue was raised 
in the South East Dorset LTP2 Progress Report 2008. 

South East Dorset Multi-Modal Transport Study - DaSTS Strategic Assessment of Scenarios

The public transport scenario includes a) Bus Showcase Corridors, b) Dorset Area 
Rapid Transit, c)  New Park & Ride sites, d) Express Bus Services, and e) 
increased frequency of cross conurbation rail.

Major scheme funding, LTP allocation. Potential developer funding. Revenue 
funding for  supporting new bus services. 

2.) Cost and likely value for money

3.) Deliverability

in the South East Dorset LTP2 Progress Report 2008. 

Practical feasibility 4. Medium-high

Some of the schemes will be built within the highway 
boundary. Schemes outside of the highway boundary may 
be more complex and require structural work (e.g. due to 
differences in levels). 

Additional network goals? Goal&colour Support economic competitiveness and growth (4)

(1= Red, 5=Green, 0 = No Impact) Goal&colour Tackle climate change (5)

Goal&colour Better safety, security and health (4)

Goal&colour Promote equality of opportunity (5)

Goal&colour Improve quality of life and natural environment  (4)

Goal&colour Affordability (4)

Goal&colour Implementability (3)

To what extent does the option 
tackle identified transport 
challenges? (1 = small impact, 5 = 
significant impact)

4

The public transport scenario is assumed to have a higher 
impact across all of the DaSTS goals compared with the 
highway scenario. Targeted highway schemes would raise 
the economic competitiveness and growth score to unlock 
pinch points, which would benefit buses. The public 
transport scenario would score higher in conjunction with 
demand management and smarter choices measures. 

5.) Scale of Impact

4.) Performance against DfT goals (more details over leaf)



Objectives your proposal will achieve Network-Specific

This scenario addresses all of the DaSTS goals, as well as 
the South East Dorset specific objective of 
implementability.  Classed as network specific as many of 
the schemes focus on access within South East Dorset. 

Is the option innovative and/or 
encourage better use? Well-established 

Public transport measures are well established, although 
schemes such as Bus Rapid Transit (BRT) are less 
widespread. 

Social and distributional impacts? 
(on low income or vulnerable groups)

Overall strategic fit? 5. High Addresses all of the DaSTS goals, scoring Green/Amber or 
higher for all. 

Quality of the supporting evidence 5. High Public transport schemes can be modelled in the strategic 
model. 

Degree of consensus over 
outcomes? (1= little, 5 = majority) - 
evidence rather than support

5. Majority There is consensus that good public transport schemes 
can encourage mode shift away from the car. 

Key Uncertainties/risks (external 
factors)

Flexibility (1 = static, 5 = dynamic) 5. Dynamic Public transport package could be easily scaled up or 
down. 

RAG status Any further information/evidence to back up RAG

Improve Connectivity Green Assume that journey times would improve and the cost of 
travel may be improved (at least by public transport)

Improve Reliability Amber/green Should reduce variability and not increase number of 
incidents. 

Goal: Support Economic Competitiveness and Growth

7.) Quality of Evidence & key uncertainties/risks

Performance Against DfT Goals - RAG Assessment

This proposal should lead to positive impacts on low income and/or vulnerable 
groups, and help to address issues such as employment deprivation, by linking 
deprived areas to employment opportunities. Improved accessibility overall. 

Opposition to schemes which take out capacity for cars. Environmental risks 
associated with schemes that are outside the highway boundary. 

6.) Strategic/Network fit

Wider Impacts Green Scenario costs over £20m and is in a Functional Urban 
Area - scored green in accordance with decision tree. 

Delivery of housing Amber/green Public transport improvements would serve new housing.

Resilience Amber

Depends on the type of public transport interventions - fully 
segregated public transport routes are less likely to be 
affected by accidents on the road network. Since the level 
of segregation is likely to be mixed, Amber has been 
selected. 

Reduce Carbon Emissions Green Reduction in CO2 emissions expected due to a reduction in 
travel by car. 

Air Quality Green

Further work is required to assess air quality impacts. At 
this stage it is assumed that the public transport scenario 
will have a positive impact on air quality by encouraging 
mode shift onto public transport. 

Improve health through physical 
activity

Amber/green Physical activity will improve through more people walking 
to bus stops. 

Reduce the risk of death or injury Green

Assume number of people Killed and Seriously Injured 
(KSI) would decrease, due to a reduction in vehicle 
kilometres, and reduce the risk of travel (KSI per km 
travelled).

Reduce vulnerability to terrorism No Impact More guidance is required on this. 

Reduce crime Green

Public transport improvements are assumed to include 
measures to improve security - e.g. new/improved bus 
stops would include better lighting, CCTV on new buses, 
improved walking routes to bus stops to increase 
surveillance. 

Goal: Reduce transport's emissions of carbon dioxide

Goal: Better Safety, Security and Health 



Social Inclusion Green
Public transport improvements are likely to target deprived 
areas, improve public transport links to employment and 
services such as healthcare. 

Regeneration Green

Public transport improvements would serve new housing 
and employment developments and thus contribute 
towards regeneration, as well as serving areas with high 
employment deprivation. 

Sub-regional imbalance N/A Not applicable as South East Dorset is not a "Weak 
Region". 

Noise Amber/green

Further work is required to assess noise impacts. At this 
stage it is assumed the public transport scenario will 
reduce noise disturbance, including in problem areas, with 
a high impact. Further work is required to check evidence 
base. 

Natural Environment, Heritage, 
Landscape Amber

Assumed that improvements are mainly within highway 
boundary. Amber status due to potential impacts of Park & 
Ride construction. 

Experience of travel Green Improvements such as bus lanes and new buses will 
improve the experience of travel for bus users. 

Urban environment Amber/green Public transport improvements could also incorporate 
public realm improvements. 

Accessibility Green
New/improved bus services will improve accessibility 
through serving new areas and/or reducing bus journey 
times. 

Goal: Greater Equality of Opportunity

Goal: Improve Quality of Life and Promote Healthy Natural Environment



Assessment Sheet Option Name/No. Smarter Choices Scenario

1.) Summary of option 

Description and objective

Capital Cost (£m)? 5-10

This is indicative figure assumed over the full SEDMMTS 
period to 2026 (local/central government only) for targeted 
walking and cycling schemes as part of the smarter 
choices scenario. 

Revenue Costs (£m)? (to 2026) 10-25

This is indicative figure assumed over the full SEDMMTS 
period to 2026 (local/central government only). Note 
information is needed on current level of spend on smarter 
choices in South East Dorset. 

Where is funding coming from?

Any income generated (£m)? (to 
2026) No None

i.Overall cost risk? ii.Other costs? 2. Medium-high
Cost risk is dependent on availability of revenue funding 
within councils and sufficient budget to be able to raise 
smarter choices activities. 

Affordability (1= not affordable, 5 = 
affordable) 3 Again, affordability depends on availability of revenue 

funding within the councils. 

Likely value for money? Very High >4
Smarter choices have been shown to deliver relatively high 
value for money, however implementation is dependent on 
the availability of revenue funding

South East Dorset Multi-Modal Transport Study - DaSTS Strategic Assessment of Scenarios

2.) Cost and likely value for money

A package of smarter choices measures  (workplace, school, residential and 
personalised travel plans).  No supporting public transport (except for staff bus 
services funded by employers as part of Workplace Travel Plans (WTP)). 
Includes targeted walking and cycling schemes. 

Revenue funding, DfT grant (e.g. demonstration projects). LTP funding for 
targeted walking and cycling schemes. 

the availability of revenue funding. 

Implementation timetable from 
inception to delivery 6-12 months A year's lead time is assumed for mobilisation (e.g. extra 

staff at the council or consultants). 

Public acceptability 3. Medium

Smarter choices would be more acceptable in conjunction 
with public transport improvements. Otherwise there is the 
risk that people will complain that there are no alternatives 
they can use. Potential objections from car drivers with 
WTP (e.g. restricted parking levels). 

Practical feasibility 5. High No feasibility issues identified. Smarter choices could be 
delivered by the council or consultants. 

Additional network goals? Goal&colour Support economic competitiveness and growth (0)

(1= Red, 5=Green, 0 = No Impact) Goal&colour Tackle climate change (5)

Goal&colour Better safety, security and health (4)

Goal&colour Promote equality of opportunity (0)

Goal&colour Improve quality of life and natural environment  (0)

Goal&colour Affordability (3)

Goal&colour Implementability (5)

To what extent does the option 
tackle identified transport 
challenges? (1 = small impact, 5 = 
significant impact)

3

Smarter choices alone are unlikely to have a large impact 
due to the need to provide a viable public alternative, and 
potentially some form of demand management (i.e. carrot 
and stick) - therefore scored medium impact. 

3.) Deliverability

4.) Performance against DfT goals (more details over leaf)

5.) Scale of Impact



Objectives your proposal will 
achieve Cross-Cutting

Smarter choices score green for tackling climate change 
and green/amber for safety, security and health, and no 
impact on the other three goals. Will also contribute 
towards policy relating to health by promoting active 
modes (e.g. walking and cycling). 

Is the option innovative and/or 
encourage better use? Innovative

Smarter choices measures encourage better use of the 
existing network through encouraging mode shift from car 
to sustainable modes. 

Social and distributional impacts? 
(on low income or vulnerable groups)

Overall strategic fit? 5. High Addresses three of the five DaSTS goals, scoring 
Green/Amber. 

Quality of the supporting evidence 3

Depends on the smarter choices intervention being 
assessed. It is not possible to directly test smarter choices 
in the strategic model - smarter choices can be tested via 
modifications to the trip matrix. 

Degree of consensus over 
outcomes? (1= little, 5 = majority) - 
evidence rather than support

2

There is a consensus that smarter choices can work - 
despite smarter choices research there is yet to be 
agreement on the benefits that can be achieved (reviewing 
best practice and experience of demonstration towns). 

Key Uncertainties/risks (external 
factors)

Flexibility (1 = static, 5 = dynamic) 5. Dynamic Smarter choices measures are scaleable. 

RAG status Any further information/evidence to back up RAG
G l S t E i C titi d G th

7.) Quality of Evidence & key uncertainties/risks

Performance Against DfT Goals - RAG Assessment

It is assumed there would be a neutral impact on low income and/or vulnerable 
groups. 

Key risk is availability of funding as smarter choices require revenue funding now 
and into the future - and the councils have competing pressures on the revenue 
budget. 

6.) Strategic/Network fit

Improve Connectivity No Impact
It is assumed there would be no change to journey times 
(although mode shift will help improve traffic conditions to 
some extent). 

Improve Reliability No Impact

Mode shift to sustainable modes should help ease 
congestion and therefore improve reliability - but on its 
own without demand management or public transport 
improvements assumed to not have a significant impact. 

Wider Impacts Green
The indicative cost is over £20m (over the period to 2026) 
and falls within a Functional Urban Area - scored green in 
accordance with decision tree. 

Delivery of housing Amber
Unlikely to assist in the delivery of housing, although 
smarter choices may be included as part of planning 
applications. 

Resilience No Impact No infrastructure measures included - this scenario relates 
to behavioural change interventions. 

Reduce Carbon Emissions Green Smarter choices should encourage car drivers to use 
sustainable modes and thus reduce carbon emissions. 

Goal: Support Economic Competitiveness and Growth

Goal: Reduce transport's emissions of carbon dioxide



Air Quality Green

Further work is required to assess air quality impacts. At 
this stage it is assumed the smarter choices scenario will 
result in a positive impact on air quality through mode shift 
to sustainable modes. 

Improve health through physical 
activity

Amber/green This can only score green if it affects a deprived area.

Reduce the risk of death or injury Amber/green Assume number of people KSI would decrease and 
reduce the risk of travelling (KSI per km travelled).

Reduce vulnerability to terrorism No Impact More guidance is required on this. 

Reduce crime No Impact

Whilst the smarter choices scenario will not reduce crime, 
it may help improve levels of perception of security by 
communicating improvements to the public (e.g. that bus 
stops have been made safer by improving lighting), but 
this scenario does not include such supporting 
improvements. 

Social Inclusion No Impact

No impact assumed - but if smarter choices were coupled 
with public transport improvements then smarter choices 
such as personalised travel planning in deprived areas 
could be used to make people aware that walking, cycling 
and public transport is available for accessing employment 
and services such as healthcare. 

Regeneration No Impact

Assumed to have no impact on regeneration, but it should 
be noted that smarter choices may be included as part of 
planning applications for development (e.g. personalised 
travel planning for new residents, workplace travel plans 
for new employment).

Sub-regional imbalance N/A Not applicable as South East Dorset is not a "Weak 
Region". 

Further work is required to assess noise impacts. At this 

Goal: Better Safety, Security and Health 

Goal: Greater Equality of Opportunity

Goal: Improve Quality of Life and Promote Healthy Natural Environment

Noise Amber/green

Further work is required to assess noise impacts. At this 
stage it is assumed the smarter choices scenario will 
reduce noise disturbance, including in problem areas, but 
the scale of impact would be low. Further work is required 
to check the evidence base. 

Natural Environment, Heritage, 
Landscape

No Impact No infrastructure measures in this strategy - therefore no 
impact. 

Experience of travel No Impact No infrastructure measures included - this scenario relates 
to behavioural change interventions. 

Urban environment No Impact No infrastructure measures in this strategy. 

Accessibility Amber This assessments assumes associated improvements, 
e.g. funded by employers (e.g. staff bus services).



Assessment Sheet Option Name/No. Demand Management Scenario

1.) Summary of option 

Description and objective

Capital Cost (£m)? 10-25

This is an indicative figure - initial cost likely to be mid-
range. Depending on technology adopted there would also 
be capital replacement costs (e.g. £10-15m every 7-10 
years for tag & beacon technology, which has a limited 
lifespan).

Revenue Costs (£m)? (to 2026) 0-5

This is an indicative figure (likely to be at lower end of 
range) to cover start up costs and ongoing operation. The 
charge would be set so that more revenue is generated 
than the operating costs. 

Where is funding coming from?

Any income generated (£m)? (to 
2026) Yes 25-50

i.Overall cost risk? ii.Other costs? 1.High risk Technology cost risk.  Also risk that revenue forecasts are 
not realised.

Affordability (1= not affordable, 5 = 
affordable) 5. Affordable Relatively low set up costs (assuming no supporting public 

transport, walking and cycling schemes). 

Likely value for money? Low 1-1.5

Low value for money is assumed at this stage. This would 
be higher if the scenario included supporting public 
transport measures, as without these supporting measures 
there is little alternative but to pay the charge.

South East Dorset Multi-Modal Transport Study - DaSTS Strategic Assessment of Scenarios

As an indication of the impact of congestion charging, the scenario includes the 
introduction of a distance based charge of 10 pence a mile for all journeys in the 
peak periods in an area south of the River Stour. Also increase car park charges 
by 50% in each time period.

The possibility of future TIF funding has now been withdrawn by DfT. The scheme 
would therefore need to be self-financing within a relatively short period.

2.) Cost and likely value for money

there is little alternative but to pay the charge.

Implementation timetable from 
inception to delivery 10+ years Assume long delivery timescales due to potential 

opposition. 

Public acceptability 1. Low There is likely to be opposition without providing more 
public transport alternatives (not included in this scenario). 

Practical feasibility 5. High Depends on coverage of road user charging scheme. 

Additional network goals? Goal&colour Support economic competitiveness and growth (3)
(1= Red, 5=Green, 0 = No Impact) Goal&colour Tackle climate change (5)

Goal&colour Better safety, security and health (4)

Goal&colour Promote equality of opportunity (1)

Goal&colour Improve quality of life and natural environment  (3)

Goal&colour Affordability (3)

Goal&colour Implementability (1)

5.) Scale of Impact
To what extent does the option 
tackle identified transport 
challenges? (1 = small impact, 5 = 
significant impact)

1. Small impact

Strong contribution to climate  change goal - but there are 
issues relating to the other goals (e.g. economic growth) by 
not providing public transport alternative - therefore scored 
Small Impact overall. 

4.) Performance against DfT goals (more details over leaf)

3.) Deliverability



Objectives your proposal will achieve Strategic Transport Scenario will address the tackling climate change goal. 

Is the option innovative and/or 
encourage better use? Innovative This does not involve building any new schemes, using the 

existing road network. 

Social and distributional impacts? 
(on low income or vulnerable groups)

Overall strategic fit? 3 Medium strategic fit - addresses tackling climate change, 
but scores against other objectives are mixed. 

Quality of the supporting evidence 4. Medium-high

Demand management can be modelled in the strategic 
model, although assumptions made regarding people's 
response to urban area RUC schemes are largely untested 
in UK outside London.

Degree of consensus over 
outcomes? (1= little, 5 = majority) - 
evidence rather than support

4
There is a consensus about the outcomes that RUC can 
have - but this should not be inferred as a high level of 
support. 

Key Uncertainties/risks (external 
factors)

Flexibility (1 = static, 5 = dynamic) 5. Dynamic Scale of charging scheme would be flexible (e.g. area vs. 
cordon, level of charge, coverage). 

RAG status Any further information/evidence to back up RAG

Improve Connectivity Amber/green
Journey times would reduce, but this would be 
counteracted by higher money costs due to road user 
charging and increased parking charges. 

Improve Reliability Green Should reduce day to day variability in journey times.  

Wider Impacts Red/amber
Option costs less than £20m and is within an Functional 
Economic Region, hence red/amber assessment using the 
decision tree

Goal: Support Economic Competitiveness and Growth

Performance Against DfT Goals - RAG Assessment

Potential negative impacts on low income and/or vulnerable groups - e.g. for those 
who cannot afford the charges who do not have a public transport alternative (or 
cannot afford to use public transport if there is one). 

Key risk is deliverability due to potential opposition with implementation of demand 
management with no supporting public transport measures.

7.) Quality of Evidence & key uncertainties/risks

6.) Strategic/Network fit

decision tree.  
Delivery of housing Red Road user charging alone would deter developers. 

Resilience No Impact
No impact - although road user charging would reduce the 
number of vehicles on the road, and therefore there would 
be more capacity in the event of an incident. 

Reduce Carbon Emissions Green
Road user charging will encourage people to drive less, 
and encourage mode shift to sustainable modes where 
alternatives are available. 

Air Quality Green

Further work is required to assess air quality impacts. At 
this stage it is assumed the demand management scenario 
will result in less vehicles on road resulting in improved air 
quality. 

Improve health through physical 
activity

Amber/green Assume that congestion charging would encourage more 
people to cycle. 

Reduce the risk of death or injury Amber/green Assume number of people KSI would decrease and reduce 
the risk of travel (KSI per km travelled).

Reduce vulnerability to terrorism No Impact More guidance is required on this. 

Reduce crime No Impact

Demand management scenario does not include any 
schemes which would reduce crime or fear of crime.  
However, if people feel safer in their cars then polices 
which encourage them out of their cars could make them 
feel less safe. 

Goal: Reduce transport's emissions of carbon dioxide

Goal: Better Safety, Security and Health 



Social Inclusion Red
Road user charging could cause problems for people with 
no public transport alternative who cannot afford to pay the 
charge. 

Regeneration Red
Assumed that this could have a negative effect on a 
regeneration area without supporting public transport 
measures. 

Sub-regional imbalance N/A Not applicable as South East Dorset is not a "Weak 
Region". 

Noise Amber/green

Further work is required to assess noise impacts. At this 
stage it is assumed the demand management scenario will 
reduce noise disturbance and improve problem areas at 
the same time. Further work is required to check evidence 
base. 

Natural Environment, Heritage, 
Landscape

No Impact No environmental impacts in terms of heritage and 
landscape

Experience of travel Amber/green Experience of travel could improve for those who decide to 
travel. 

Urban environment Amber/green No schemes to be built - so no urban realm improvements 
assumed to be included in this scenario. 

Accessibility Red Problems for those who cannot afford the charges who do 
not have a public transport alternative. 

Goal: Greater Equality of Opportunity

Goal: Improve Quality of Life and Promote Healthy Natural Environment




