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1 Introduction
11 Background
12 Existing travel patterns

The expansion of Cranbrook has increased rapidly over the lastdaus ywith
approximately 1500 residential dwellings built to date, occupied byghty
4000 residents. It is envisaged that, upon completion of the masterpla
Cranbrook will be self-sufficient and sustainable, redudiggteed for people

to travel between work and home by car. Cranbrook also benefits fram it
proximity to Exeter City Centre (which is located approximately 9&rthé
west), with good public transport links for easy access to the Cégtre
without relying on the private car.

Cranbrook Railway Station, located along the northern boundznthe
masterplan area, opened in December 2015. The station is situated on the
Exeter to London Waterloo railway line, providing services roughte @mn
hour to/from Exeter St Davids.

Notwithstanding the proximity of the site to Exeter City Centredathe

availability of public transport services, car ownership levetsain high, and
private car remains the most significant mode choickeble 1 below outlines
car ownership statistics from the 2011 Census (KS404EW) for Cananal
the surrounding areas (which includes Broadclyst, Cranbrook, \Ditage,
Rockbeare and Whimple), East Devon and England as a whole.

2011 Census data for the method of travel to work has been extracted from
dataset QS701EW, for the same output area, East Devon and England as a
whole. The data is summarisedTigble 1 below.
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Table 1 Car or van availability (2011 Census)

Output
area

East
Devon

England

Car or van availability

No cars or vans in household 6.9% 15.9% 25.8%
1 car or van in household 39.2% 45.1% 42.2%
2 cars or vans in household 42.2% 29.4% 24.7%
3 cars or vans in household 7.8% 6.9% 5.5%
4 or more cars or vans in household 3.9% 2.7% 1.9%
Total 100.0% 100.0% 100.0%

It can be seen from Table 1 that car ownership levels are, on averagesthigh
for the output area (including Cranbrook) compared to East Devon and
England (as a whole). This reflects the relatively rural nature if the, aned

will be similar to towns such as Whimple and Rockbeare, which anedadlin

the car ownership data.

Itis recommended, however, that the next Community Questionnaireides
a question on car ownership, so that more up to data information igiable.

Teble 2 below summarises the method of travel to work for the same output
area (which includes Broadclyst, Cranbrook, Dog Village, Roeklzea
Whimple), East Devon and England (as a whole). This has been extracted from
the ‘Method of Travel to Work’ dataset (QS701EW) from the 2011 Census.

The Table also includes method of travel to work from the most recent
Community Questionnaire.
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Table 2

Method of travel to work (2016 Community Questionnaire)

Output East England
Method of travel to work e CranbrooRk B
Underground, metro, light, rail, tram 0% 0% 0.2% 4.3%
Train 3% 0% 2.8% 5.6%
Bus 5.3% 12% 2.9% 7.9%
Taxi 0.8% 0% 0.3% 0.6%
Motorcycle 3% 0% 1.2% 0.9%
Driving a car or van 76.7% 61% 69.2%  60.2%
Passenger in a car or van 3% 12% 5.3% 5.3%
Bicycle 2.3% 8% 2.4% 3.1%
On foot 6% 7% 145% 11.3%
Other method of travel to work 0% 0% 1.2% 0.7%
Total 100% 100% 100% 100%

1 The results of the Community Questionnaire should be viewed with caumthe base data
added up to more than 100%, and has been adjusted to sum to 100%.

It can be seen from the table above that Cranbrook and surrounding
settlements, has a higher percentage of car drivers compared with both East
Devon, and all of England combined. This reflects the relatively natake of

the existing settlements, and the level of connectivity. However, the 2011
Census pre-dates much of what exists at Cranbrook currently.

It should also be noted that the masterplan is in the very earlggss of
construction, with:

x only 1,500 out of a total of 7,500 dwellings;

x alimited amount of ancillary development - the town centre has not
been completed;

x limited employment floorspace; and,

x adeveloping walking, cycling and public transport network.
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Itis therefore considered that as the development progresses (palgrly the
complimentary uses) and the walking, cycling and public trartapetivorks
expand, the need to travel longer distances should reduce, and the need t
travel by car should reduce significantly.

13 Srategy objectives

This Cranbrook Movement Strategy has been prepared in response to the
existing and future transport challenges facing the town. The dhjes of the
Masterplan have been identified to support the delivery of the Emmic
Development Strategy, Cultural Development Strategy, the proposed
objectives contained in the Issues and Options report, the aintsgandance

of the Health New Town program, and the requirements of the brief for the
Masterplan.

These aims and objectives have been made specific to Transport and
Movement:

x Promote and improve sustainable travel,

X Reduce traffic congestion and delays, and improve air quality on key
routes into and out of major employment, education and commercial
centres, from the masterplan area, through a reduction in vehicle trip
generation by encouraging a modal shift from the private car;

X Integrate new development sites with established communities to
increase travel choice, based on comprehensive networks and linked
facilities;

x Create the required conditions to support local employment
opportunities that can be accessed by sustainable modes; and,

X Improve accessibility throughout the area to encourage walking and
cycling and improve health and wellbeing.

Masterplan Movement Strategy (doc ref. 17101 d3 rev C) 2



2 Policy context and background review

21 Introduction

This section of the report sets out the current national, regional anchl
transport planning policies relevant to the proposed development.

Current transport policies at the national, regional and local leare built
around the central themes of long-term sustainable development,anstd
investment in transport and improved accessibility at all levelssétpolicies
promote continued economic growth through the provision of an@éint and
reliable transport system, a reduction in traffic congestionpiovements in
highway safety, and enhancements to the accessibility of sudtéénmaodes
of travel.

This section of the report therefore reviews the following policxdments;

National Planning Policy Framework (NPPF) (2012);
Manual for Streets (MfS) (March 2007) and Manual for Streets 2 — Wider
application of the principles (September 2010);

x East Devon Local Plan (2013-2031); and,

x  Cranbrook Plan Development Plan Document (DPD).

In addition to the above documents, this section of the report aleviews the
following:

x Assessment of Options for delivery of RSS Growth in the Exeter Sub
Region — prepared in 2010 on behalf of Devon County Council; and,

x Future of Transport In Exeter, Consultation and Discussion Report
produced in 2010 by Devon County Council.

October 2017 Cranbrook, Exeter

22 National policy

National Planning Policy Framework (NPPF) (2012)

The NPPF was published in March 2012 in a bid to simplify the plgsystem
and allow a local agendato be delivered. The document replaces the Ptannin
Policy Guidance and Planning Policies witblear, tightly focused document
setting out national priorities and rulesThis document provides information
as to how the Government expects planning policies across Engtaibe t
applied.

The NPPF defines sustainable development as ‘meeting the needs of the
present without compromising the ability of future generationseet their
own needs Introduction, page 2].’

The NPPF also defines the delivery of sustainable development thitbuee
roles:

X Planning for prosperity (an economic role);
x  Planning for people (a social role); and,
x  Planning for places (an environmental role).

The NPPF recognises that transport policies have an important ralédier
sustainability and health objectives as well as their direct infleeon
development. It seeks to ensure that the transport system is balariced
favour of sustainable transport modes giving people a real chabzait how
they travel.

The NPPF states thatlans should protect and exploit opportunities for the use
of sustainable transport modes for the movement of goods or pe {fpdea 35,
page 10]. Therefore, developments should be located and designed where
practical to, amongst other things:

x Accommodate the efficient delivery of goods and supplies;
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x  Give priority to pedestrian and cycle movements, and have access to Design Bulletin 32 and People, Places, Streets and Movement. The Bif§ of
high quality public transport facilities; and, is to encourage the creation of streets for all highway users, andodisge
x Create safe and secure layouts which minimise conflicts betweeridraff design aimed solely at meeting the needs of the motorist. The key
and cyclists or pedestrians. recommendatlon is that mcreased consideration ;hould be given tq:ﬂz?ee’
function of streets and this should be balanced with the ‘moveméntiction.
At the heart of the NPPF is a presumption in favour of sustainable MfS provides guidance on how to balance the needs of motorists vhitise
development whichshould be seen as a golden thread running through both  of cyclists, pedestrians and residents.
plan making and decision-takingPara 14, page 4]. It is also stated that
‘Policies in Local Plans should follow the approach of the presumption in favour Good design is fundamental to achieving high-quality, attractiaeqs that
of sustainable development so that it is clear that development which is  are socially, economically and environmentally sustainablearitstrengthen
sustainable can be approved without delgBara 15, page 4]. communities and make it easier and more appealing to choose st
modes of transport.
For large scale residential development, planning policies shangohote a
mix of uses in order to provide opportunities to undertake dayelay
activities. Where practical, particularly with large developnsekey facilities
such as primary school and local shops should be within walkingndiss of
most properties.

It states that all developments that generate significant amounts ofement
should be supported by a Transport Statement or Transport Asserssatso
explaining that plans and decisions should take account of whether:

X The opportunities for sustainable transport modes have been taken up
depending on the nature and location of the site, to reduce the need f
major transport infrastructure;

x Safe and suitable access to the site can be achieved by all people; and,

X Improvements can be undertaken within the transport network thastco
effectively limit the significant impacts of the development.
Development should only be prevented or refused on transport grounds
where the residual cumulative impacts of development are severe.

Terrace of houses, Galleons Drive, Barking Riverside

Manual for Streets (MfS) (March 2007)

Manual for Streets was published in 2007 by the Department of Comtisni
and Local Government and Department of Transport, supersedingedyvic

October 2017 Cranbrook, Exeter
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Manual for Streets 2: Wider Application of the Principles (182)
(September 2010)

MfS2 forms a companion guide to, and builds on the guidance doathin
MIS. It explores in greater detail how and where its key principles can be
applied to busier streets and non-trunk roads (MfS focussed ohtlig
trafficked residential streets).

MfS provides advice and does not set out any new policy or legal
requirements, and is endorsed by a number of organisations, inaljdire
Department for Transport (DfT), Commission for Architecture aredBRhilt
Environment (CABE) and English Heritage.

This document does not supersede MfS, but explains how the piesgf MfS
can be applied more widely.

23 Local policy

East Devon Local Plan (2013-2031)

The East Devon Local Plan, adopted oft 28nuary 2016, contains planning
policy through to 2031, ensuring that East Devoemains an outstanding
place to live, work and playPreface, page 1]. The Plan sets out where
development in East Devon will occur and how natural assets will be
conserved.

The Local Plan document sets out strategic policies for developmeosa
East Devon and the full suite of policies for the seven main towns ef th
district, the West End and countryside areas.

The Local Plan is based on evidence and local insight. Evidence ftamata
and local statistics and independent studies, including welcoom¢ributions
from other statutory organisations and reference specialists.

October 2017 Cranbrook, Exeter

The Local Plan is the primary material consideration in detemgipianning
applications in East Devon.

Chapter 4 of the Local Plan summarised issues that are of the greatest
importance and relevance for East Devon and the objectives toesttthese

in the plan. This includes the need to develop 17,100 homes in locatioiswh
reflect local needs, with particular focus on Cranbrook.

A number of strategic policies have been set out within the Lot Pdetting
out the strategy for the rest of the plan and are of key relevance in the
determination of planning applications.

Strategy 12 (Development at Cranbrook) indicates that land is allocated f
development and will be developed as a modern market town. The Plan states
that by 2031 Cranbrook will accommodate:

- New Homes — Around 6,300 new homes on allocated land, which
will be required to be of the highest standards in terms of energy
and resource efficiency, quality of design and access to services and
facilities. At peak build rates, 500 new homes a year could be built at
Cranbrook;

- Gypsy and Traveller Provision — provision will be made for new
gypsy and traveller sites to accommodate up to 30 pitches on land
allocated for Cranbrook development. Provision will be required
concurrently with the ‘bricks and mortar’ housing developmeht o
the allocated land,;

- Jobs — provision of up to 18.4 hectares of employment land shall be
made throughout the town to provide a range of business spaces
suitable for the needs of businesses as they develop and grow and
to accommodate a range of employment opportunities for residents
of Cranbrook and surrounding areas. Serviced or otherwise alailab
land should be available for occupation by employment uses on a
phased based that is directly proportionate to house buitgin

Masterplan Movement Strategy (doc ref. 17101 d3 rev C) 5



- Town Centre — The town centre of Cranbrook will provide a focal
point for retail, business and leisure activities and will beigesd
to create a vibrant day and night-time economy and this will be
complemented by a series of smaller neighbourhood centres;

- Social and Community and Education Facilities — Cranbrook will
accommodate a full range of social, leisure, health, community and
education facilities (including new schools) to meet the needslof al
age groups that will live at the new town; and,

Infrastructure — The existing district heating system will pdevior the
combined heat and power needs of the town. The Council will produce an
Infrastructure Delivery Plan that will set out key requirements reésigyg the
need for improved transport links and road improvements as Cranbgvows

as well as improved education provision, high speed broadband ainer o

services and facilities to ensure sustainable development is delivered at

Cranbrook.

Cranbrook Plan Development Plan Document (DPD)

The Cranbrook Plan DPD is in the process of being produced whichelgill h
shape and direct the future development of Cranbrook. East Deven a
seeking views from members of the public to assist with developing @ads
policies to guide the future expansion of Cranbrook new commnyuloyt

- Preparing a Cranbrook DPD — a formal planning policy document to
explicitly guide and regulate development; and,

- Feeding into wider work being undertaken by specialist consultants
to provide a framework for the future expansion of the new town.

- Refining policy, based on more detailed evidence, in order to deliver
the aims of the East Devon Local Plan.

The District Council anticipates that the following topicsyniiee covered by
the Cranbrook DPD:

- Allocating specific sites and land areas for new development;

October 2017 Cranbrook, Exeter

- Designating land for ‘protection’ or safeguarding which will prevent
or limit development;

- Including policies, cross-referencing where appropriate to $jgeci
land area;

- Establishing the supporting infrastructure and means fedilivery;

- Establishing forms and principles of development and materials and
design standards to promote the highest quality outcomes;

- Defining mitigation required to off-set potential adverse impacts
that might otherwise arise as a consequence of development;

- Determining mechanisms for monitoring the success and quality of
what is happening and being built;

- Determine whether planning applications submitted to the Council
should be granted planning permission and what conditions might

apply.

The Cranbrook Plan will form the overarching evidence base for the &fel
its conclusions and associated outputs will form the basis ofeed directly
into, the publication draft of the Cranbrook DPD. It is the ficétion draft that
is made publicly available for formal comment and any comments redais
be submitted, along with the DPD, and supporting evidence to tharlzg
inspectorate for formal examination.

24 Background review

Assessment of Options for Delivery of the RSS Growth in thetBxsub
Region (2010)

This report summarised the findings of a study that was undertakedeatify
and evaluate the transportation impacts of strategic growth optiowkich
included 7.500 homes at Cranbrook. The study also looked at the impact o
further 4,000 homes at Cranbrook.

It should be noted that the South West Regional Spatial Strate§p)Rvas
formally scrapped by the then Coalition Government in 2013. Howeves, thi

Masterplan Movement Strategy (doc ref. 17101 d3 rev C) 6



is the most recent data, within the public domain, that assessedgact of
further development at Cranbrook.

In relation to 7,500 homes at Cranbrook, the Assessment of Options tepor
concluded that:

- [Parab.1.2,page 27] Given that Cranbrook sits at one end of the
emerging High Quality Public Transport (HQPT) scheme - Project
Exe-press Routes - its generation of car borne traffic should be
significantly reduced given the opportunity for travellers to émt a
fast, reliable public transport alternative;

- [Para5.1.2,page 27] Car borne generation would also be further
mitigated given Cranbrook’s access to the rail network through
construction of a new rail station within the development on the
Exeter to Waterloo line;

- [Parab.1.3, page 27] Cranbrook will also have high quality
pedestrian and cycle facilities. This will be true within the
development and for connections with neighbouring developments
such as Skypark, Exeter Airport, the Inter-modal freight terminal
(IMFT) and the Science Park;

- [Para5.14,page 27] Despite the good public transport, pedestrian
and cycle provision, there will be a significant increase ingbeiv
vehicle traffic to and from the new community;

- [Parab.1.6, page 27] Some level of additional capacity is
recommended between the Younghayes Road roundabout and the
Clyst Honiton Bypass. In addition, routes to the west of thesCly
Honiton Bypass are predicted to operate close to capacity, which
could pose journey time reliability issues for public trangpor
services using London Road to access Exeter;

- The M5 junction 29 has capacity for 3,500 dwellingarf§5.1.9,
page 28], and therefore additional capacity is required to
accommodate the demand generated by 7,500 dwellings.

October 2017 Cranbrook, Exeter

Future of Transport In Exeter, Consultation and Discussion &&(2010)

This report outlines the consultation response to the emerging tpams
strategy required to support the significant developments within anoluzd
the City, including (but not limited to):

X 7,500 dwellings at Cranbrook;
X Upto 2,500 jobs at the Science Park (west of Cranbrook); and,
X Upto 7,000 jobs at the SkyPark.

The key elements of the strategy are:

x  Walking— primary focus to ensure good connectivity and easy access on

routes in to the City Centre, and to make short distance walkiragtri
easy, safe and well signposted;

X Oycling— develop cycle routes for journeys to education, to work, and for

leisure and retail trips. This will be achieved by developing a nstwef
primary, secondary and tertiary routes throughout the City Centre;

x  Publictrangport (bus) — one of the fundamental measures proposed for
providing good access to businesses, retail and leisure facilitefoan
tackling congestion and improving air quality is the developmdiat o
high quality public transport system for Exeter (Project Exe-pregdsch
would include the following elements:

- New state of the art buses

- Running on two vital new cross city routes (one of which serves
Cranbrook)

- Modernisation of all the other services into a brand new public
transport network

- Traffic management measures in the City.

x  Public trangport (rail) — the County Council submitted an expression of
interest to the government for funding towards the Devon Metro

Masterplan Movement Strategy (doc ref. 17101 d3 rev C)



scheme, to enhance rail services in and around Exeter and provide more
stops (related to new development or existing employment sites.

25 Summary

In accordance with the relevant national, regional and local polidies,
expansion areas incorporate a range of facilities, employment opipdrés,
and a range of cultural, educational and community faciliti¢sldo includes
public transport (bus and rail services) within walking distanteesidents
within the masterplan area, as well as a network of walking and cyctintes
that provide a realistic alternative to the private car.

Waterfront housing, Ecocity, Malmé

October 2017 Cranbrook, Exeter
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3 Baseline assessment and site analysis

31 Introduction

This section of the document describes the existing conditioithim and
surrounding Cranbrook, as well as the constraints and opporesiiti relation
to an emerging movement strategy and development of the site.

32 Srategic Location

The site is located approximately 4km to the east of Junction 29 of the M5
Motorway, and approximately 9km east of Exeter City Centre. The M5

provides strategic connections with Taunton, Bridgwater, WestoreSup
Mare, Bristol and on to Oxford, Birmingham etc., to the north-east.

The M5 also connects with the M4 at the Almondsbury Interchange,igiog
access to London to the east, and Newport and Cardiff to the west.

The site is bounded by the London to Exeter railway line to the nattle,
village of Rockbeare and Exeter airport to the south, and Clysttbioand the
M5 to the west.

The construction of the A30 trunk road to the south of Exeter Aitpemoved
most of the traffic from the former A30 nhow B3174 London Road).

3.3 Accessibility

Fgure 1 over the page identifies the Cranbrook Masterplan area. In terms of
accessibility, there are a number of key facilities and amenitieatkd within
the masterplan area and/or within its vicinity. These include:

x  Cranbrook Education Campus;
X St Martin’s Primary School;
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A convenience goods retail (Co-operative food-store);
A Post Office;

A Community Centre; and,

Other retail units.

X X X X

Local amenities

As discussed above, there are a number of facilities and amenities already
situated within the masterplan area, primarily accessible from Youyetha
Road.

St Martin’s Church of England Primary School is accessible frangkayes
Road, with a vehicle access from Copseclose Lane, as well as a pedestrian
access from Mayfield Way.

In addition, Crankbrook Railway Station is accessible fromoBgh Fields,
located to the north of the masterplan area.

Employment

There are extensive employment opportunities within close prayimi the
site, including Skypark (office, industrial and distribmspace), Exeter Science
Park (business park for companies specialising in sciencesghddlogy), the
Eastern Growth Area and Exeter City Centre to the west.

As a result of the facilities and services available within the Ciaolbr
masterplan area, there is also an element of job opportunity availaliflin
the development itself.

There are also aspirations to create significant employment oppdigmi
within Cranbrook, as set out in the Economic Development Strategy.

Masterplan Movement Strategy (doc ref. 17101 d3 rev C) 9



Figure 1

October 2017

Site location and local highway network

Cranbrook, Exeter
Masterplan Movement Strategy (doc ref. 17101 d3 rev C)
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Education 34 Pedestrian and cycle provision

As already mentioned, St Martin’s Church of England Primary $istooated
within the masterplan area, providing education to those withie ranbrook
Masterplan catchment area.

There are a number of footways and cycle routes linking the Phase |
Masterplan area together, as well as providing connections all the way int
Exeter City Centre.

The Cranbrook Education Campus, which opened in September 2015, is an
Academy School providing education for 2-16 year olds. The camasis
capacity for 420 primary school places, with early years provisind,up to
1,000 secondary school places.

Within the Phase | Masterplan area, there is a shared footway/cyclewagalo
Younghayes Road/Tillhouse Road, with informal pedestrianingssén the
form of dropped kerbs and tactile paving) across side roads/jonstalong
the length of the road. The shared pedestrian/cycleways are of a gergerou
. width and are segregated from the carriageway with a grass verge.

Leisure

A shared pedestrian/cycle route is located along B3174 London Roaxkhp t
junction with Younghayes Road, with suitable crossing provisionagioSt
Road and Bluehayes Lane.

Younghayes Community Centre, situated within the masterplan aréersof
numerous leisure activities including dance and martial arts, akaseiffering
a library with computer and internet facilities free of charge.

In addition, there is vast array of leisure facilities available withiet&xCity
Centre to the west.

Figure 2 on page 12 below indicates the walk distances from the proposed
town centre, and it can be seen from the diagram that the proposed town
centre is within walking distance of the majority of existing resits at
Cranbrook and Rockbeare.

The diagram also indicates that the majority of the expansion areas l&aeit
the acceptable walk distance of the town centre. However, the magdéarp
incorporates retail, employment and local facilities within definkdal
centres.

It should be noted that the isochrones are based on existing foosnayd
footpaths, and that isochrones converge where the walking routesieate,
or are no longer available.

October 2017 Cranbrook, Exeter
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Figure 2

October 2017

Areas of the masterplan within walking distance of the pragb®wn centre
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In addition, the Sowton, Honiton Road Park and Ride site, éatain the
35 Public transport provision eastern boundary of Exeter, provides a service into Exeter City Centre

As outlined above, the Phase | Masterplan area is reasonably well served by Rail services
both bus and rail services, as showrFgure 3 on page 13 below, and detailed

below Cranbrook Railway Station, located along the northern bound#ryhe

masterplan area, opened in December 2015, and runs on the Exeter-Waterloo

BUS services railway line, providing services roughly once an hour to Exeter anddmon

Waterloo.
There are a number of bus stops located within the Phase | area, along
Younghayes Road and St. Michaels Way. The following regular setiduiisi The station includes a bus turn round facility (for bus/rail inteange) as well
routes serve Phase 1, as showriligble 3 below. as 135 car parking spaces, and a large, covered cycle parking shelter.
Table 3 Bus services and their frequencies
Service Route Frequency
Exeter — Cranbrook - Ottery St Mary — Honiton — Hourly
4 Axminster
Axminster — Honiton — Ottery St Mary — Hourly
Cranbrook - Exeter
Exeter — Cranbrook- Rockbeare — Marsh Green — Hourly
4A West Hill - Ottery St Mary — Honiton
Honiton — Ottery St Mary — West Hill - Marsh Hourly
Green — Rockbeare — Cranbrook - Exeter
Exeter — Cranbrook — West Hill - Ottery St Mary — Two per day
4B Honiton — Axminster
Axminster — Honiton — Ottery St Mary — West Hill Two per day
— Cranbrook - Exeter
It can be seen from Table 3 that the existing routes combined previdlf-
hourly services to/from the site, representing good connectivigmreen the
site and the surrounding areas, including Exeter City Centre,tbtorind
Axminster, with a bus service approximately every thirty minutestlghout
the day.
October 2017 Cranbrook, Exeter
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Figure 3

October 2017

Existing public transport infrastructure and services

Cranbrook, Exeter
Masterplan Movement Strategy (doc ref. 17101 d3 rev C)
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36 Local and strategic highway network
The local highway network in and around the Phase | Masterplan arbavers
in Figure 1 (on page 9 above), and described in the following paragraphs

B3174 London Road

The B3174 London Road is a two-way single carriageway local distributbr roa
that, within the vicinity of the Cranbrook masterplan area, runs goath-west

to north-east alignment. The developed/consented areas of Cranbrook are
mostly accessible from London Road via a series of roundaboutsnang of

the other areas are accessible via existing junctions (includinghSmok
Lane, Parsons Lane and Station Road).

At its eastern end, the road forms a roundabout junction with the A80its
western end, the road merges with the Clyst Honiton Bypass and York Terrace

London Road forms part of a bus route and, as such, incorporates dowest
bus-lane along the southern edge of the carriageway - from the Younghaye
Roundabout to 300m west of Station Road. There are a number of busstop
located along the length of the road.

There is a shared footway/cycleway located on the northern side of the
carriageway, up to the junction with Younghayes Road, with appropriate
informal crossing facilities at existing side roads, inclulimgxample at the
Bluehayes Lane junction.

There is street lighting along the length of London Road and, withiwitiaity
of the masterplan area, the road is subject to a speed limit of 40mph.

October 2017 Cranbrook, Exeter
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Younghayes Road/Tillhouse Road

Younghayes Road is a two-way single carriageway road that formgfahe
primary routes through the Masterplan Area. The road runs in a noctiits
alignment, forming a roundabout on to London Road to the souihd
merging with Tillhouse Road to the north.

The road is primarily fronted with residential dwellings, as well as a rafige o
facilities including St Martin’s Church of England Primarp@&clyounghayes
Community Centre and a Cooperative Convenience Store. There aratzenu

of junctions along the length of the road, providing access to vmllial
development areas.

There are shared cycleways/footways (with generous widths) on bd#s sif

the carriageway, separated from the carriageway with a grass verge. Informa
crossing points, in the form of dropped kerbs and tactile paving,lacated
along the give-way of junctions. In addition, raised tables are Edtatong the
length of the road as a form of traffic calming.

The road is lit and is subject to a speed limit of 20mph.

Mayfield Way/St Michaels Way

Mayfield Way/St Michaels Way provides an additional access into Grakb
The road runs in a north-south alignment, forming a roundaboutjion with
London Road and Parsons Lane at its southern end and merging with
Younghayes Road at its northern end.

There are residential frontages on both sides of the carriageway, alobag t
entire length of the road, and there are a number of junctions alasdength,
providing access to residential development areas.

Footways are located on both sides of the carriageway with dropped karts
tactile paving located where junctions are formed along the roadgth.
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Street lighting is present along the length of the road and the ramdubject
to a speed limit of 30mph.

Court Royal

Court Royal is a two-way single carriageway road that provides albetgsen
the B3147 London Road and Tillhouse Road. At the southern end obtt r
is a three arm roundabout junction on to the A3147 London Road, atrttie
northern end of the road is a simple priority junction on to fiduse Road.

Court Royal forms part of a bus network, with bus stops located a& th
northern end of the road. There are no direct residential frontagas, the
road provides access to Shareford Way, which has residential fyestan
both sides of the carriageway.

The road is lit, and is subject to a 20mph speed limit.

Clyst Honiton Bypass

37 Existing traffic flows

Devon County Council commissioned traffic surveys in May 2016 at@fac
the accesses to Cranbrook (Phase I) including:

Younghayes Roundabout;

St Michaels Way roundabout;
Tillhouse Road Roundabout; and,
Crannaford Crossing.

X X X X

Teble 4 below shows the combined two-way traffic flows (on roads withia th
vicinity of the masterplan area) during the busiest perioddiamnorning peak
period (8am-9am) - which coincides with the majority of people tthng to
work - and evening peak period (5pm-6pm) — which coincides with the
majority of people returning home from work.

The Clyst Honiton Bypass (CHB), which opened in 2013, providessstagst Table 4 Two-way vehicle flows TWo-wav flows

of the village of Clyst Honiton, and links the A30 to the Cranbnoalsterplan Link y

area. At its northern end, is the traffic signal controlled junctiorthwyork AM peak __PM peak

Terrace and London Road, and at its southern end is the A30/B3174 YOU”QhaVes Road 426 434

roundabout junction. St Michaels Way 238 225
Tillhouse Road 230 174

Provision has been made for pedestrians and cyclists with a shared B3174 West of Younghayes Road 975 988

footway/cycleway on both sides of the carriageway. The road is subjest to__B3174 between Younghayes and St Michaels Way 666 657

speed limit of 40mph, and there is street lighting along its length. B3174 between St Michaels Way and Tillhouse Way 487 437

A30 (Honiton Road)

The A30 is part of the strategic highway network that runs south-viesn

London to Land’s End. To the south-west of Cranbrook, the A30 merghks wit

the M5 as it travels around the south-east of Exeter. Within the viginf
Cranbrook, the A30 is a dual-carriageway, and is subject to the matgpeed
limit (i.e. of 70mph).

October 2017 Cranbrook, Exeter

These volumes of traffic are not particularly high, and it is comsid that the
existing highway network has sufficient capacity to accommodateigting
levels of traffic.
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As a comparison, a typical urban single carriageway road hasaway)
theoretical capacity of up to 1,800 vehicles per hour. The maximumay

flows on the B3174 (west of Younghayes Road) is approximately 55% of the
theoretical capacity of the road.

Swale/water feature, Ecocity, Malmo

October 2017 Cranbrook, Exeter
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4 Movement framework: cycling and walking

4.1 Introduction

Walking and cycling represent the most sustainable means oktrawhe
potential of these modes as alternatives to car travel is acknowledgetl an
advocated in national, regional and local planning policy, aloegbigst
practice guidance.

The availability of walking and cycling facilities and journeyadist has a
critical role in the attractiveness of these modes.

The importance of walking and cycling in contributing towardstamable
travel patterns is emphasised not only as modes in their own right butthiso
considerable role they play as part of a longer journey by publicgpant.
These themes are reiterated within local planning policy.

October 2017 Cranbrook, Exeter
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Therefore, a comprehensive pedestrian and cycle network is proposed fo
Cranbrook, that draws upon the work that has been put in to impngyihe
walking and cycling environment within Phase |, and encourages Ihsbifa
away from private car travel towards walking, cycling and publicsjpaint use.

42 Principles and objectives

Evidence from the Cycling Demonstration Towns project (of wWhictter was
one of the six demonstration towns) shows that there is enormposential

for changing people’s travel behaviour - there was an overall increase%f 29
in cycle use over the five and half years of the project.

Nine out of ten short journeys could be made by foot, bike and public
transport. However, achieving this requires the integration of high ityal
infrastructure, together with complementary behaviour change mees.

The over-arching objectives of the proposed walking and cycliagesty are
as follows:

Off-site

x  Connect Cranbrook with key strategic movement corridors (incluttiag
B3174 London Road) to accommodate safe and convenient pedestrian
and cycle movement to:

- Exeter City Centre

- Exeter Airport Business Park
- Whimple

- Rockbeare

- Skyparks

- Exeter Science Park

X Improve access to the existing footpath network/Public Rights of Wa
(PRoW).
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On-site

X

4.3

Provide a network of safe, convenient and attractive routes withim
development area, connecting off-site provision with internadsiand
facilities based on a simple hierarchy;

Improve the local network of recreational routes by making the site
more accessible to the public and providing new permitted foolzat
Ensure that all existing and proposed footpaths are clearly sigedos
identifying both local amenities and facilities as well as longstadice
destinations.

Cycling and walking strategy

The likely pedestrian and cycle strategy, based on the current masiey s
illustrated inFAgure 4 and incorporates the following elements:

X

October 2017 Cranbrook, Exeter

A strategic cycle route, following the alignment of the railway line) to
connect with proposed strategic routes to the east (towards Whimple)
and to the west (towards Exeter City Centre);

Segregated or shared pedestrian and cycle routes adjacent to the vehicle
routes to allow separation of vulnerable users from vehicles;

A network of pathways within the development plots to facilitate
movement between the main route network and destinations across the
development;

A network of permitted recreation routes, in the form or footpathad
cycle paths connecting with existing routes in the area; and,

Significant improvements to the London Road corridor through the
masterplan area that includes:

Masterplan Movement Strategy (doc ref. 17101 d3 rev C) 19



- Enhanced pedestrian and cycle facilities on one or both sides of the
carriageway

- Pedestrian and cycle crossings across London Road that are level
with the footway, or within a shared-surface environment

The proposed strategy identified iRigure 4 over the page, has been
developed to connect all significant trip generators (i.e. residensaid|
parcels) with significant trip attractors (i.e. schools, retasles, areas of
employment, etc.). Itincludes existing cycle and walking routedyding off-
site green lanes) as well as potential on and off-site links.

It should be noted that the diagram is a representation of what is regd;
based on the current masterplan. The final strategy may need to be amended
as the masterplan develops.

October 2017 Cranbrook, Exeter
Masterplan Movement Strategy (doc ref. 17101 d3 rev C)

20



Figure 4

October 2017

Movement framework: walking and cycling

Cranbrook, Exeter
Masterplan Movement Strategy (doc ref. 17101 d3 rev C)
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5 Movement framework: Public transport

51 Introduction

Public transport provision will form an important functionthin the access
strategy for Cranbrook, as it will provide a realistic alternativehte private

car either as the main mode, or as part of a longer journey (for example
providing access to the rail station).

One of the strengths of Cranbrook is that it is a broadly linear dewelent,
which is relatively easy to serve with scheduled bus services. Howawer, o
of the challenges is the affordability of driving, related notytd petrol prices,
but also the price and availability of car parking in and aroureiter.

New public transport infrastructure is essential to serve the wmgfuan of
development proposed at Cranbrook.

52 Public transport strategy

To achieve the stated objective of maximising the number of peoplettazel
to Cranbrook by sustainable travel modes, there will need to be sigmific
investment in public transport provision.

Proposed and aspirational improvements to public transport, ag pf the
development at Cranbrook, can be categorised as follows:

X A secondrail station at Cranbrook East;
X Bus rapid transitRT); and
X Busservices

October 2017 Cranbrook, Exeter
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53 Rail services

As outlined above, the existing station at Cranbrook is situatethe Exeter
St David’s to London Waterloo line, with an hourly service to anthfExeter
St Davids, seEigure 5 over the page

One of the issues associated with the existing station is its lonafT he station
is situated at the end of a long cul-de-sac with little or no passurveillance,
and is currently not served by bus, despite there being infragtreprovision

at the station. However, the existing road layout has been desigonezhable

the road to the be extended into the Western Expansion Area.

Devon County Council is currently reviewing the rail network in araind
Exeter, and a second rail station at Cranbrook may be delivered omee t
results of feasibility and delivery studies have been concludee. pfbposed
location of a possible second station has been designed into the mdaterp
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Once the new station is operational, the two stations will continioebe
served by an hourly service (in both directions), with the trains stoggit one
or other station.

The second station and increased frequency will only be achieved by throug
the implementation of a passing loop adjacent to the mainline railwag.li
Two options are currently being explored by the County Council:

X A 400m loop, which would cost up to £14m, and deliver an hourly
service at both stations; and,

x A 3km passing loop, that would significantly increase capacity and hence
frequency of rail services.

However, no funding has been secured at present to construct the passing
loop, and hence deliver a second station and increased frequency at
Cranbrook.

Cranbrook

Figure5  Rail network plan

October 2017 Cranbrook, Exeter
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54 Busrapid transit (BRT)

The ‘Assessment of Options for Delivery of the RSS Growth in therEeb
Region’ indicates that:

‘Escalation of demand given 7,500 dwellings at Cranbrook will cause severe
congestion which could have substantial detrimental impacts on the local
economy.’

‘..therefore alternative provision for public transport priority needs to be made.
This could be in the form of an offline, bus-only carriageway which runs from
Cranbrook, through third party land to the south of the old A30 and into the

proposed Skypark.’

‘further public transport enhancements may be required in the form of an
additional bridge and bus priority measures on the link to Cumberland Way to
ensure there are no delays to public transport.’

It is therefore considered that, to deliver 7,500 homes, together with ileta
employment and industrial uses, it will be necessary to provide a negh hi
capacity public transport service to Cranbrook, to serve phasad all
subsequent phases of the masterplan.

A BRT could be introduced on a phased basis, with the capacity anddeve
service increasing commensurate with the rate of development. It is
anticipated that within the Masterplan area, the BRT could runstreet.
Once off-site the BRT could run along a dedicated route throughBketer
Science Park and over a new ‘bus only’ bridge across the M5 (nojtimofion

29). However, there is currently no funding for a bus only bridge atbe

M5, and therefore the BRT will need to be delivered along an interim route
using existing road infrastructure.

October 2017 Cranbrook, Exeter

55 Bus services

In addition to rail and BRT, development at Cranbrook will be suobby
improving bus services to the area, and it is anticipated that addéidous
services will benefit the neighbouring communities and employmenlitiasi

as well as the new residential and working population. The aim is to enhance
public transport links to the east (towards Honiton, Axmim&tte.) and to the

west (to Exeter Science Park, Skyparks, Eastern Growth Area and Exeter Cit
Centre).

Enhanced bus services will be required to be delivered at the outsensure
that good public transport is available for the new community.
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Cranbrook is already served by existing scheduled bus servicese (rou
4/4A/4B), which operates with an existing 30minute frequency. Howevisr, it
difficult to envisage how the service could be enhanced, partitylarserve

the two stations, as well as the southern expansion area(s), without
significantly increasing journey times for existing users.

Itis therefore considered that:

x alocal ‘loop’ service is introduced to serve the whole of the Craok
area, including the town centre and rail stations. This would link
together the whole of the masterplan area and ensure that housing,
employment and retail facilities are within 400m walking distanca of
bus stop; together with,

X A bus interchange (possibly within the town centre) to integrate witl th
existing scheduled bus service. This would allow Cranbrook resitents
access the existing scheduled bus services from the masterpéanesr
well as access employment and retail facilities within the town centre.

56 Infrastructure

Whilst high quality bus services are integral to the success of évetbpment,
a similar quality of infrastructure provision will be vitalattracting users to
the service, including:

x  High quality bus stops:

- High quality three-sided shelter

- Seating and lighting

- Comprehensive timetable information, including network maps and
fare details

- Aflag indicating services calling at the stop

- Off-bus ticketing facilities to speed boarding times

- Realtime passenger information screens

- Raised kerbs to facilitate easy boarding and alighting

October 2017 Cranbrook, Exeter

X Bus priority measures such as bus lanes or bus gates; and

Cycle stands to facilitate cycle-bus interchange

x  Off-site improvements that are necessary:

to improve the flow of buses;
maintain or reduce journey time to the City Centre
Improve reliability

Masterplan Movement Strategy (doc ref. 17101 d3 rev C)
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5.7 Ticketing

One of the key themes of the public transport strategy is to ensure tra
attractive fare structure is in place. The ability to purchasé&ets for more
than one mode (bus and rail) and by a variety of means is cruciattoisng
additional mode share to/from Cranbrook.

Exeter (including Cranbrook), is currently covered by the ExeterEawder
Plus ticket zone, which enables holders to use any bus service irmrbe
shown inFgure 6 below.

Figure 6  Exeter and Exeter Plus Ticket Zone

October 2017 Cranbrook, Exeter
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It is considered beneficial to extend the validity of the pass tdude rail

services, but this will require negotiation and co-operation between

Stagecoach and South West Trains.

Smartcards and smartphones are increasingly popular as a meanginfgar
travel. Systems such as Oxford Bus Company'’s ‘the key’ or Cargéé Bff
Card’ smartcards allow unlimited travel in a zone or on a palgicuoute,

where passengers place the card on a card-reader as they join the bus.
Ticketing schemes such as this reduce boarding times and help speed up

journey times for all users. A further example is off-bus ticket niaef at bus
stops.

Tickets could potentially be purchased by a wide variety of means the

buses, at bus stops, at local shops, online, by telephone or by sinangapp
(Stagecoach Bus App). Making tickets easily available and sinfy@ieeas the
accessibility of bus services and in many cases, avoids the neeakiooa the
bus.

5.8 Indicative public transport map

An indicative public transport map is shownFigure 7 over the page.
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Figure 7

October 2017

Movement framework: public transport

Cranbrook, Exeter
Masterplan Movement Strategy (doc ref. 17101 d3 rev C)
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6 Movement framework: highway network

6.1 Introduction

The strategy for accommodating vehicular movement in relation smBrook
has been developed having regard to a number of over-arching principles
including:

X Promoting the use of more sustainable travel through this parfEabt
Devon and into Exeter
Mitigating against development impact;
Enabling the delivery of development on the site; and,

x Improving road safety on the approach to the development.

In combination, these principles provide a framework for the delvof

development at Cranbrook that would provide sufficient highwayaaity for Figure 8  Access strategy

local and strategic vehicular movements, whilst improving tattinditions

locally. Vehicular access

6.2 Vehicle access strategy The development will be accessed via a number of existing and proposed

junctions on to the existing public highway, including:

Fgure 8 illustrates the key points of the vehicular access strategy for

development at Cranbrook, and the access strategy can be broken down as x Improvements to the B3174 London Road/Station Road junction

set out below: [Junction 1] —these could take the form of localised improvensesitch
as a roundabout junction or through the implementation of traffigrsal
control as part of a wider Urban Traffic Control (UTC) systerhviauld
include the access to Skypark, the Science Park and the rergainin
junctions (junctions 2 to 6 identified below);

X A new ‘Western Gateway Junction’ in to Cranbrook [Junction 2]. Some
initial work has been undertaken with a view to providing a new 4-arm
signalised junction at this location. However, this can only beéeve
through the implementation of a wider UTC system. Other options

October 2017 Cranbrook, Exeter
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include a staggered junction, or a three arm priority junction segvi
land to the north of London Road;

X Improvements to the existing B3174 London Road/Younghayes Road
roundabout junction [Junction 3] — potential to provide a foudhm as
part of an enlarged roundabout or to remodel the junction to provide
traffic signal control as part of a wider UTC system;

X Improvements to the existing B3174 London Road/St Michaels
Way/Parsons Lane roundabout junction [Junction 4] — potential to
provide improved facilities for pedestrians and cyclists, whallatake
the form of a ‘European’ style roundabout;

X Improvements to the existing B3174 London Road/Court Royal
roundabout [Junction 5] - potential to provide improved falé for
pedestrians and cyclists, which could take the form of a ‘Europsize
roundabout;

X A new ‘Eastern Gateway Junction’ in to Cranbrook [Junction 6] - it is
anticipated that this junction could take the form of a three-ajumction
providing access to the eastern expansion areas;

As well as providing access to Cranbrook, these access points wildpro

connections to existing settlements in Rockbeare and Whimple.

6.3 Internal circulation

Vehicular movement will be accommodated within the proposed
development by a network of streets that provide good connectivity and
permeability throughout. The roads will need to be designed to meet the
functional requirements of the development, alongside wider placentgkin

landscaping and ecological objectives.

At this stage, the exact location and standard of highways withia th
development is yet to be finalised and will be ultimately dependent oe th

detailed design process as well as the layout of individual plots nvité

development. However, it is envisaged that the internal road network will b

based on a simple hierarchy of routes as set out below.
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Primary access and circulation

Primary vehicular traffic routes will cater for relatively high woes of traffic,
including HGVs and buses, and provide the main accesses in torGoknitoOn-
street parking will only be allowed within dedicated parking bays tacueas
free-flow of traffic. Typical cross-sections are showFigure 9 below.

Figure 9  Typical cross-sections - primary streets
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Figure 9 (cont'd) Typical cross-sections - primary streets

Movement function

Principle movement corridor within the development;

Facilitates vehicle circulation throughout the development;
Incorporates adjacent pedestrian and cycle routes (off-street);
Incorporates safe and conveniently located pedestrian and cycle
crossings;

Principle public transport corridor(s) through the developrpen
Accommodates frequent vehicle movements, including service and
delivery vehicles to the key centres;

Provides connections with secondary access routes; and,

Provides direct access to development plots.

X X X X

x

Place function

Strong landscape character;
Shared space at key local squares;
Limited frontage access;
Pedestrian activity

On-street parking spaces

X X X X X

October 2017 Cranbrook, Exeter

Secondary routes

Secondary vehicular traffic routes will cater for medium volumes of ganer
traffic and will provide internal circulation within the develment and
connections to access routes. HGV traffic should be restricted @n th
secondary routes. On-street parking will be permitted in suidblcations.
The character of secondary routes will vary with their location anttfion,
and some initial cross-sections are showiigure 10 below.

Figure 10 Typical cross sections — secondary streets
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Movement function Typical cross-sections are outlinedFgure 11 below.

X  Provides connections from primary access and circulation roatése
rest of the site;

x Accommodates generally lower traffic volumes than primary access
routes;

X Incorporates adjacent pedestrian and cycle routes (off-street);
Incorporates safe and conveniently located pedestrian and cycle
crossings;

x Predominantly access based movements; and,

x Provides direct access to development plots.

Place function

X  Strong landscape character;
Increasing frontage activity;

X More community facilities adjacent to the routes, includingleygarking
provision; and

X On-street parking spaces.

Tertiary routes and accesses

Tertiary routes and accesses are shared pedestrian and cycle-baséasr
that will cater for a small number of vehicles (excluding HGVs) angcaride
direct local access to homes and local businesses. They will alsd@tovme Figure 11  Typical cross-sections — tertiary streets
zone-type spaces for informal social use. This may involve tregiptpand

high quality public realm (for example, using block paving rathantiisphalt),

and may include the introduction of informal play spaces, playigent, i

tables and benches. The home zone area is shared between vehicular, Movement function

pedestrian, cyclist and social users, with little delineation of tkpace,

. X Internal plot access with residential frontage;
whether through level change or road markings. In general, no on-street P 9

parking will be provided on tertiary routes, though loading baysl disabled X Relatively low traffic volumes_; ]
car parking spaces may be permitted at suitable locations. x  Increased volume of pedestrian and cycle traffic;
October 2017 Cranbrook, Exeter
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X Incorporates safe and conveniently located pedestrian and cycle
crossings;

X A mix a segregated and shared surface routes; and,
On-street cycle route provision.

Place function

Strong landscape character

Residential streets with frontage access

Increased pedestrian activity

Shared use of road space

Other natural influences including landscaping etc.

X X X X X

Junctions

It is envisaged that the majority of on-site junctions will be formmémarily
of priority give-way junctions either in a traditional form or buiittto shared
space within key local squares.

Within the district centres and town centre, it may be appropriateihclude
traffic signal controlled junctions, with enhanced facilities fedpstrians and
cyclists, including:

x  Straight across (pedestrian and cycle) crossings — with an all-red
pedestrian stage;
x Raised table throughout the entire junction

6.4 Indicative on-site highway network

Figure 12over the page indicates an initial alignment of primary secondary and
tertiary routes through the masterplan area, but minor amendmentste t
alignment may be made to the routes provided that they maintain the
indicated connections to the primary routes and other secondamtes

October 2017 Cranbrook, Exeter
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Figure 12 Movement framework: highway network

October 2017

Cranbrook, Exeter
Masterplan Movement Strategy (doc ref. 17101 d3 rev C)

33



X Address the access needs of all site users, by supporting walkinmgycl
7 Travel planning and smarter choices and public transport to promote healthy lifestyles and sustainable
communities;
X Improve awareness amongst residents about the different travel options

7.1 Introduction and facilities available.

Travel plans are the Government's recommended way forward to widen travel ~ Targets
choice, promote sustainable travel choices and reduce singtezancy car

travel. They are an important tool for the delivery of national, regioaati Targets are the me_asurable g_oal_s by which the Travel Plan will be assessed.
local transport policy and are an integral part of the planning ss; fulfilling Targets are essential for monitoring the progress and success of taeel
a role in encouraging more sustainable development. Plan_. T-he targets are set out Weble 5_below, and are to be achlevgd wnhln

the lifetime of the Travel Plan. Indicators are the elements whict bél
A travel plan is a long-term management strategy for an organisatiorter si measured in order to assess progress towards the targets. The baseline vglues
that seeks to deliver sustainable transport objectives. A travel pisitargets are based on the mode splits set out in Section 1 above. These targttsevi
to promote sustainable travel and identifies an appropriate mayk of reviewed throughout the lifetime of the Travel Plan

initiatives and measures to achieve this. It then sets out an actitam po

implement those measures and monitor their success. Table 5

Mode split targets

Target Residents’ mode split
7.2 Benefits of a travel plan N Indicators Baseline Interim
objectives Target

value target
Travel plans can assist in increasing accessibility and transpuditoms at a met) . .
local level whilst helping to reduce congestion, local air pollyticarbon Increase the __All trips made by public transport 8% 15-20%
emissions and noise. Growing evidence suggests physical actiigraof use of All trips made by walking and cycling 8% 15-20%
people’s daily life contributes to psychological and physiedlHaeing. People active travel All trips made by car (as driver) 76% 50%
who are more active physically are more productive and have better_Modes (1,2) Alltrips made by car (as passenger) 3% 10%

attendance records.

The baseline values outlined in the table above are based on the reduhs o

Objectives most recent Community Questionnaire. However, these should bextgu
The specific objectives for Cranbrook are to: with the results of an Initial Travel Survey (ITS), which will be ua#tert once
the development has reached a set trigger point, that will be agreed with
x Increase the share of journeys made on foot, by bicycle and publi between the developer(s) and the local planning authority.
transport;
X Reduce single occupancy vehicle trips associated with the develapme
October 2017 Cranbrook, Exeter
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The target, which will be achieved over the lifetime of the Travel Plalhaigso
need to be agreed with between the developer(s) and the local planning
authority. Typically, a realistic modal shift from the private ¢a more
sustainable travel modes (walking, cycling, public transport amdsharing)
will be between 15 and 20%.

7.3 The Smarter Choices Srategy

Once the targets are set, the Smarter Choices Strategy can be developed

accordingly. It is proposed that The Strategy will consist obaaghon-site and
off-site measures and in turn these will consist of more tradiibmeasures
alongside some new and innovative interventions.

On-site interventions

A number of site-wide interventions will be introduced to beneditresidents
and employees of the site such as travel information points, puisiinsport
provision, transport forums and car share clubs, and the pioxisf a well
sign-posted and connected network of walking and cycling routesh Suc
interventions become more effective when a critical mass is reackedre
more effective over a wider area.

The first stage of the strategy would be the implementation of ttaitial
travel plans for the development site, including residential and wiake
travel plans. There should be an overall framework for the whole sé#irgy

out site-wide objectives and all individual travel plans will sithintthis
framework, which will be secured through planning conditions/s106
agreement.

The residential elements of the site will have their own travel plartk Wieir
own measures which should consist of the provision of Travel Infaomat
Packs to all new residents, together with introductory or subsidigptions
for the car club or for public transport, to compliment the siteide
interventions being introduced and to give the new residents theapunity
to try out the various travel options available to them.
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All employers on the site will also be required to implement workplaegel
plans which will fit within an overall travel plan framework for théele site.
This will include monitoring and mitigation strategies fobaisinesses, should
their individual targets not be achieved.

Whilst travel plans have proven to be very successful, it is noted the
provision of generic travel information alone does necessarigan that
people will use sustainable transport, given that much of thiimation is
superfluous to people’s individual needs. Personalised TraaehiPlg (or PTP)
provides tailor-made information to people in order that thesceive only the
information they want and that is relevant to their particular traytterns.

As such, personalised, targeted travel advice for residents (PTRjistisa be
included within the overall framework, and it is envisaged that thislddake
place during the purchasing process, or immediately after reggldrave
moved into their new home. This kind of intervention has been shown to
reduce single occupancy car trips by 10% on average (akin to the paak ho
traffic reduction noticed in ‘school holidays’) and is an extrentelst-effective
way of reducing traffic levels; especially when compared with infrestire
costs of trying to build our way out of congestion.

Other incentives may also be offered as part of the residential travel,gach
as cycling or walking equipment, but this would be targeted dependa the
outcome of the PTP discussions, to ensure that best and most éffeatse of
the incentives on offer is achieved.
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