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1. Introduction

1.1 Purpose of this document

This Transport Topic Paper presents the strategic transport evidence that supports preparation of the new Bath

& North East Somerset (B&NES) Local Plan. It explains how transport issues have informed planZnaking from

the outset and sets out a proportionate, plandevel basis for accommodating growth in a way that promotes

sustainable movement, reduces carbon emissions and improves accessibility. The paper draws together robust
evidence to demonstrate that the Local Pl anbs transport
expectations for decarbonisation and inclusive connectivity.

The Topic Paper is central to demonstrating soundness, deliverability and policy justification of the transport
proposals to support the new Local Plan. It shows that the strategy is positively prepared and justified by robust
evidence; that it is effective because interventions are targeted to where they can be delivered and make a
measurable difference; and that it is consistent with vision-led national policy by prioritising walking, wheeling,
cycling and public transport and reducing reliance on private car travel.

B&NES is one of the constituent authorities of the West of England Mayoral Combined Authority (WECA).
WECA is the Transport Authority for the area covering B&NES, Bristol and South Gloucestershire, and has a
statutory duty to prepare the Local Transport Plan. It is therefore essential that the B&NES Local Plan is fully
aligned with WECA transport policies and the Joint Local Transport Plan (JLTP). B&NES works closely with the
other constituent authorities to promote sustainable travel and deliver a wellZonnected, inclusive and lowZarbon
transport network across the West of England.

The authorities have also made significant investments in building the transport evidence base. This includes the

devel opment of the West of Engl an d ThHsdrgnspornneodel h@isrbeenbujitor t M
according to the Department f or Traaittheeaoretprovidesrobusts por t A
basis for the assessment of transport policies and schemes.

WERTM is being actively used for the development of Local Plans of other authorities within the region, and
business cases for a number of transport programmes and schemes, and it provides an appropriate framework
for testing of the Local Plan. AtkinsRéalis has undertaken further enhancements to the model in the B&NES area
to represent local conditions in more detail to support the Local Plan.

WERTM has therefore been used to help inform the evidence on current and forecast future transport conditions
across the area. This has, in turn, been used to inform the assessment of different options for accommodating
new homes and jobs across B&NES, for testing the impacts of the emerging preferred strategy, and for scoping
and testing of potential transport mitigation measures.

B&NES has also worked closely with partners (including National Highways, WECA and adjoining councils) to
review the evidence on current and forecast travel conditions and develop mitigation proposals.

This strong analytical foundation has helped to ensure strong understanding of the critical challenges to be
addressed, and to inform development of an effective approach to mitigation. This approach means that the
transport components of the Local Plan are:

1 Transport modelling - West of England Combined Authority
2 Transport analysis guidance - GOV.UK
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1 Positively prepared: because the identified transport requirements are based on clear understanding of the
relationships between the spatial strategy and the transport system.

91 Justified: because the transport requirements are based on a robust and credible evidence base, which has
also informed development of both the spatial strategy and transport strategy.

i Effective: because there is a clear understanding of how the components of the transport strategy would
work in practice, supported by strong joint working across the area.

1 Consistent with national policy: because there is a strong focus on applying sustainable travel principles from
all local authorities in the West of England.

Decisionr-maker s should ndwdbalkepaofmechsitontransport planning.
simply predicting peak car traffic and improving the road network to reduce traffic delays. Instead, where

possible, decision-makers should build a clear vision for local areas and identify the blend of transport policies

and infrastructure required to achieve this vision, with a strong focus on more sustainable forms of travel. It has

been known for several years that simply building more
demanddéd. The focus i s now t oneddhaf differentrpdaces, with plannirgtofiaeviddr | y a b
range of travel options to proactively influence peopl e

1.2  Structure of this report

This report is structured as follows:

1 Chapter 2 presents the vision for transport in B&NES. It sets out the guiding principles, which were
developed from the outset of the development of the Local Plan, and considers how these principles have
helped to shape the overarching Local Plan vision. These principles have played a critical role in shaping the
locational strategy and approach to developing the Local Plan transport strategy.

1 Chapter 3 sets out the transport policy context: national, regional and local, which provides further context to
the development of the Local Plan transport strategy.

1 Chapter 4 summarises the evidence on the transport issues, drawing on previous evidence developed at
earlier stages in the Local Plan process, providing updates with more recent evidence, and using strategic
modelling to forecast future travel demand and transport challenges.

1 Chapter 5 provides an overview of the Local Plan spatial strategy and uses the strategic transport model to
forecast potential changes in travel demand and transport conditions.

1 Chapter 6 describes the process of developing the transport strategy, which has been shaped by the vision,
existing strategies and the evidence on the impacts of development in the Local Plan. It explains the
rationale for the preferred approach, describes each component of the strategy, and then presents forecasts
of the impacts on travel demand and network conditions.

1 Chapter 7 then concludes by describing the approach to the delivery of the transport strategy.
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2. Vision for transport

2.1 Introduction

B&NES developed initial baseline transport evidence? for the new Local Plan in February 2024. From this early

stage, it set a clear Transport Vision and Objectives for the new Local Plan*. This vision sets the long-term
direction for managing growth and transport across the
aligned with its Corporate Strategy, the Climate Emergency declaration, Local Transport Plan and the Transport

& Development SPD.

It is also important to take account of strategies that have recently been developed, including the Active Travel
Masterplan®, Creating Sustainable Communities Strategies®, and Movement Strategy for Bath?. The vision
therefore provides the overarching framework for shaping transport policy, assessment, and mitigation
throughout the Local Plan process.

This Topic Paper reaffirms the adopted vision and explains how the principles have helped to shape the
supporting transport strategy for the Local Plan. It demonstrates how the vision has informed the appraisal of
development locations, informed assessment of transport impacts, and guided the development of the transport
strategy centred on mode shift, decarbonisation, accessibility and placemaking. In doing so, the Topic Paper
translates the high-level vision into a practical, decision-making framework that has shaped the spatial strategy
and its supporting transport interventions.

2.2 Guiding principles

The B&NES transport vision expresses a clear ambition to support planned growth while fundamentally

rebalancing the transport network in favour of sustainable modes. The vision emphasises that people should be

able to access the places, services and opportunities they need as sustainably as possible, and recognises that

the historic fipredict and provideodo model of continuousl
Instead, the district seeks to shift towards a network that prioritises sustainable mobility, reduces car reliance,

and supports healthier, more resilient communities. The vision is structured around four outcome pillars:

Positive contribution towards zero-carbon mobility and climate resilience.
Equitable and inclusive access to transport for all.
Health and wellbeing of local communities.

=A =4 =4 =2

Creating better places across the district.

These outcomes directly support the wider Local Plan ambition to create sustainable, climate-resilient and
people-friendly places.

3 Local Plan Options Evidence Base: Transport | Bath and North East Somerset Council

4 Local Plan Transport Vision and Objectives

5 Active Travel Masterplan | Bath and North East Somerset Council

6 Creating sustainable communities: Journey to Net Zero | Bath and North East Somerset Council
7 Movement Strategy for Bath
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https://4d8b06f4.isolation.zscaler.com/profile/d4d21caa-b910-4059-b9bd-d371de614d48/zia-session/?controls_id=a82abc9e-b063-426b-930b-848671ff2eb7&region=lon&tenant=4f6bd1668b31&user=99c0de3043bf0b7504fee5af6b48354ac2b3b516d618ded479932f3fb9c929b4&original_url=https%3A%2F%2Fwww.banestransport.co.uk%2F&key=sh-1&hmac=5359a4773666fe031352b6bf6519bebe09d324421387a198132cc9fe1238a553

Guiding Principles (Vision Objectives)

The vision is supported through five transport objectives, each aligned with the Sustainable Travel Hierarchy and
designed to ensure that growth locations support sustainable travel choices and reduce reliance on private
vehicles.

1 Objective 1 - Reduce the need to travel:

G To retain and provide jobs, services and community facilities close to where people live, enabling shorter
journeys and reducing the need to travel, especially by car. New and existing communities benefit when
essential services are located within accessible, sustainable locations.

1 Objective 2 - Improve health and wellbeing through active travel:

G To promote walking, cycling and wheeling, and reduce the negative effects of traffic such as air pollution
and congestion. A comprehensive active travel network allows shorter journeys to be made sustainably
and contributes to social, environmental and public health benefits.

1 Objective 3 - Improve public transport accessibility and integration:

G To deliver a connected public transport network supported by integrated travel hubs, enabling seamless
end-to-end journeys. New development should be well linked to rail, bus and shared mobility options,
ensuring convenient alternatives to private car use.

1 Objective 4 - Deliver fairer economic growth through inclusive transport:

G To create a socially inclusive transport system that removes barriers to travel and supports equitable
access to employment, education, services and community life. Transport should meet diverse user
needs and reduce inequalities created by car-dependent systems.

1 Objective 5 - Create better places and a climate-resilient network:

G To design safe, attractive and climateZesilient streets and neighbourhoods. High-quality public realm,
green infrastructure and reduced car dominance help create environments that support active travel and
enhance quality of life.

Together, these objectives provide a consistent basis f
sustainable development goals.

2.3 Relationship to the Local Plan vision

The transport vision directly reinforces and underpins the wider Local Plan vision. It provides the strategic
framework for shaping the spatial strategy, ensuring that growth is directed towards locations that can support
sustainable travel, reduce car dependency and foster healthier, more accessible and more resilient communities.
The Vision and Objectives document explicitly states that they provide a framework for assessing development
proposals and form the basis for the transport strategy that supports the Local Plan.

By embedding sustainable mobility principles into site selection, infrastructure planning and policy development,
the transport vision ensures that the Local Plan can deliver development that aligns with climate objectives,
improves access to services, strengthens local economies and contributes to high-quality places across B&NES.
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3. Transport policy

This chapter provides an overview of the national, regional, and local transport policies that have influenced the
development of the new Local Plan.

3.1 National policy

National transport policy provides the overarching framework within which the new Local Plan must be prepared.
Current policy places strong emphasis on delivering a safe, reliable, accessible and lowZarbon transport
system, with local authorities expected to demonstrate how growth can be accommodated in a way that supports
sustainable travel, reduces carbon emissions, and improves quality of life.

National Planning Policy Framework (NPPF ) (December 2024, minor revisions February 2025 )

The National Planning Policy Framework (NPPF)s et s out t he Governmentds policie
development through the planning system. The December 20248 version of the NPPF has been used to inform

the development of the B&NES Local Plan. Chapter 9 of this version of the NPPF specifically addresses

sustainable transport and highlights that transport issues must be considered at the earliest stages of

planZnaking so that development patterns support efficient, safe and inclusive movement.

The NPPF states that significant development should be focused in locations that are, or can be made,
sustainable. This includes directing growth to places where people can meet daily needs locally, where walking
and cycling are realistic for shorter trips, and where highZjuality public transport can serve longer4listance
journeys. The Framework therefore places strong national emphasis on reducing car dependency by shaping
development around places that offer a genuine choice of travel modes.

For B&NES, this requires ensuring that new development is located in areas that can be effectively supported by
sustainable transport 8 such as established settlements, rail&erved corridors, and locations where investment
in walking, cycling and public transport can be delivered efficiently. The emerging Local Plan must demonstrate
how its spatial choices reflect these national expectations and reduce the need to travel by private car.

The sustainable transport principles within the NPPF underpin the structure of this Transport Topic Paper:
Chapter 4 sets out the key transport issues and the opportunities across B&NES to support new development
with a range of travel choices. Chapter 5 describes the process of developing the spatial strategy and modelling
of the impacts on travel demand and network performance. Chapter 6 describes the process of development and
testing of a vision-led transport strategy, ensuring that the Local Plan is directly aligned with NPPF requirements.

New NPPF (August 2026 )

The Government published the new National Planning Policy Framework (NPPF)® on 17 August 2026. This has
been launched following previous consultation on reforms to the planning system. It replaces the December
2024 NPPF and establishes a clearer, more comprehensive and rules-based national planning framework. The
new structure distinguishes between policies for plan-making and national policies for decision-making, while
reaffirming that the planning system should be genuinely plan-led and should guide development towards
sustainable solutions.

8 [ARCHIVED CONTENT] UK Government Web Archive - The National Archives
9 National Planning Policy Framework - GOV.UK
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The NPPF places transport at the heart of sustainable place-making. Chapter 15, Promoting sustainable
transport , establishes a vision-led approach through Policies TR1 to TR8. Its objective is to ensure that
transport considerations are fully integrated into the preparation of development plans and the evolution and
assessment of development proposals, recognising the role that transport infrastructure and travel choices can
play in creating well-designed, sustainable, inclusive and popular places. A vision-led approach is defined as
setting outcomes for a development and identifying the transport solutions needed to achieve them, rather than
predicting future demand and simply providing additional highway capacity.

The August 2026 NPPF strongly reinforces the approach adopted in this Transport Topic Paper. The B&NES

transport vision was established early in the Local Plan process and has been used to guide the spatial strategy,
assessment of potential development locations, identification of transport issues and development of the

preferred transport strategy. This is consistentwithPol i cy TR16s requirement for sust
integral part of the plan vision and for land-use choices, transport evidence and planned investment to be

considered together.

Transport Decarbonisation Plan ( July 2021)

The Transport Decarbonisation Plan (6Decarbonising Tran
described the (previous) Goveofnnehnet 6K 6psl atnr af nosrp odretc asrybsotne
the scale of the challenge in meeting the Governmentos
to decarbonise cars and vans, buses and coaches, freight, railways, and the maritime and aviation sectors. It

focusses on increasing walking and cycling for shorter trips, promoting growth in bus patronage, and providing

more capacity on the rail network to accommodate growing passenger and freight demand. It also sets out the

national strategy to accelerate adoption of zero emissions cars and vans and plans to support the transition to

zero emissions goods vehicles.

The Decarbonisation Plan proposes place-based approaches that respond to the needs of different areas, with a
key leadership role for local authorities. It sets out that local transport funding will be reformed to support
decarbonisation objectives and highlights the importance of effective spatial planning in reducing the need to
travel.

The spatial strategy set out in the Local Plan is designed to meet these objectives, by locating new homes close
to existing employment and amenities, which will reduce distance travelled and provide a wide range of travel
choices, and therefore reduce car dependency in new development. Chapter 5 of this Transport Topic Paper
provides further detail.

Bus Back Better : National Bus Strategy ( March 2021)

Bus Back Better’* ( Mar ch 2021) is the national bus strategy for E
transforming bus services, introducing new ways of working and identifying opportunities for longZerm

investment. The strategy acknowledges the recent decline in bus use across much of England and identifies

barriers to bus travel, while highlighting successful initiatives such as the metrobus investment within the West of

England.

It emphasises that buses should be more frequent, faster, and more reliable, while also being cheaper, easier to
use, and better integrated across modes. It also stresses the need for stronger collaboration between local
transport authorities and bus operators, including through Enhanced Partnerships and potential steps towards
franchising.

By October 2021, all local transport authorities were required to publish a Bus Service Improvement Plan (BSIP)
aligned with their Local Transport Plan. BSIPs must set targets for journey times, identify bus priority needs,

10 Transport decarbonisation plan - GOV.UK
11 Bus back better - GOV.UK
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improve passenger satisfaction, and consider fares, ticketing and multimodal integration. The BSIP for the West
of England (which includes B&NES) is described in Section 3.2 below.

Bus Services Bill ( December 2024) and Devolution White Paper

In December 2024, the Government announced a new Bus Services Bill'? designed to change how bus services
operate across England. The Bill proposes giving local authorities greater powers over routes, timetables, fares
and network integration, enabling them to shape services more effectively around local policy objectives.

At the same time, the Government published the Devolution White Paper!3, setting out proposals for extending
devolved powers to local government. This includes expanded responsibilities for transport and spatial planning,
ensuring local authorities have greater influence over how transport networks support sustainable development
and local priorities. Together, these national developments strengthen the role of local authorities in designing,
managing and delivering bus networks, reinforcing the importance of integrated planning across transport and
land use.

Transport for City Regions (TCR) Funding Programme (launched June 2025)

Transport for City Regions (TCR) is a new UK Government funding programme (announced in the 2025

Spending Review)“t hat provides A15.6 billion overegiofduthdtite Bs t o 20
purpose is to enhance local transport networks with long-term, consolidated investment, in line with national

policy objectives 8 boosting economic growth, supporting new housing delivery through better transport links,

and decarbonising transport by promoting public transport and active travel.

Under this programme, the West of England Mayoral Combined Authority (WECA) - which includes B&NES -
has been all ocat edi2B8325kis record invesmnant Villsuppot Reg [Gcal transport priorities
such as developing a regional mass transit system and improving bus and rail services. These projects align with
national goals for decarbonisation, housing and economic growth by reducing car dependency, connecting new
development areas, and improving access to jobs. The multi-year TCR settlement also gives B&NES and its
partners greater certainty to plan transport infrastructure alongside the Local Plan, ensuring that critical schemes
can be delivered to support sustainable growth in the area.

Better Connected: a Strategy for Integrated Transport ( April 2026)

Better Connected: a Strategy for Integrated Transport®®*s et s out t he Gaemevisionfoeamt 6s | ong
people-focused, integrated transport system in England, intended to address long-standing fragmentation

between modes, services and decision-making. The strategy is underpinned by three guiding principles

People, Place and Partnershipd whi ch emphasise designing transport arou
create better-connected and more successful places, and delivering outcomes through collaboration between

national government, local leaders and the transport sector.

These principles are supported by eight national priorities, including simplifying journeys and payments,
improving reliability and safety, enhancing accessibility and affordability, creating healthier communities, aligning
transport and development, championing data and technology, empowering local leaders, and improving the use
of data and appraisal. The strategy promotes a shift away from mode-specific approaches towards a
whole-journey, place-based perspective, recognising that travel behaviour is shaped by how well different modes
connect and operate as a system.

It supports prioritising sustainable modes for shorter journeys, while ensuring that the wider transport network
functions effectively where car use remains necessary. Through its emphasis on integration, user experience

12 Government News Release on Bus Services Bill

13 English Devolution White Paper - GOV.UK

14 Transport for City Regions funding allocations - GOV.UK

15 Better Connected: a strateqy for integrated transport - GOV.UK
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and coordinated decision-making, Better Connected provides a clear national framework for shaping transport
systems that support economic growth, accessibility, health and environmental outcomes in a joined-up way.

Government Vision for Buses and Approach to Delivery ( April 2026)

The Governmentds vision for buses is for them to form t
local transport system, supporting everyday journeys and providing an attractive alternative to car travel.

Delivery is centred on strong partnership working between local authorities and operators, supported by Bus

Service Improvement Plans (BSIPs), enhanced partnership and franchising powers, and targeted funding. The

approach focuses on improving service reliability and frequency, passenger information, ticketing integration and

bus priority, with solutions tailored to local circumstances and coordinated with wider transport objectives.

Recent Government funding announcements provide greater delivery confidence for this approach. The Local
Authority Bus Grant now provides multi-year revenue allocations to local transport authorities, bringing together
funding previously associated with Bus Service Improvement Plans and local authority bus support into a single,
more flexible funding stream. This is intended to end short-term funding cycles and give local authorities greater
certainty to plan service improvements, maintain socially necessary services and invest in routes, fares, zero-
emission buses and passenger infrastructure.

In parallel, the Transport for City Regions settlement (see below) provides the West of England with a multi-year
consolidated transport funding allocation for 2027/28 to 2031/32, supporting investment in integrated public and
sustainable transport networks. Together, these funding settlements will support the deliverability of the Local
Plan transport strategy by providing a clearer basis for programming bus service enhancements, interchange
improvements and supporting infrastructure over the Plan period.

Local Transport Plans : Statutory Guidance ( April 2026)

The statutory guidance on Local Transport Plans (LTPs)!¢ sets out how local transport authorities in England are
expected to prepare, maintain and implement LTPs in line with requirements under the Transport Act 2000. The
guidance confirms that LTPs are strategic, statutory documents that establish a long-term framework for
delivering safe, integrated, efficient and sustainable transport across all modes, including walking, cycling, public
transport and the local road network. It emphasises that transport systems should be planned in a holistic and
place-based way, recognising their close relationship with housing, economic activity, access to services and
environmental outcomes.

The guidance expects LTPs to be vision-led, evidence-based and proportionate, clearly setting out challenges,
objectives and interventions, and to be kept under regular review as circumstances change. It highlights the
importance of integration with wider policy frameworks, including spatial planning, climate change mitigation and
adaptation, public health and economic strategies. Local authorities are encouraged to work collaboratively with
neighbouring authorities, infrastructure providers and stakeholders, and to use robust data and analysis to
support transparent decision-making and prioritisation. Overall, the statutory guidance positions LTPs as central
tools for coordinating transport investment and policy in support of long-term, sustainable outcomes.

Cycling and Walking Investment Strategy ~ (CWIS3) (June 2026)

The Third Cycling and Walking Investment Strategy (CWIS3)17 sets a new national vision that by 2035, 55% of
all short trip stages (under 5 miles) in towns and cities will be walked or cycled, with active travel becoming a
safe, easy and accessible choice for everyone. Supporting targets include 60% of children aged 5-16 usually
walking or cycling to school by 2035, 5.3 million more physically active people, 2.2 billion additional walking
stages, 600 million additional cycling stages, reduced road casualties and improved perceptions of personal
safety. The strategy places particular emphasis on three themes: improving public health and physical activity,

16 | ocal transport plans - GOV.UK
17 Active Travel - Active England: the Third Cycling and Walking Investment Strategy (CWIS3)
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integrating active travel with public transport and new development, and improving safety, especially for children,
women and disabled people.

Over the period 2025/26 to 2029/30, CWIS3 focuses on creating safe routes to schools, developing a national
active travel network, and strengthening local authority delivery capability. Key commitments include a national
Safe Routes to School programme, powers to tackle pavement parking, updated street design and traffic-sign
guidance, a £10 million Streets Innovation Fund, enhanced cycle parking at rail stations, and the creation of a
nationally coherent walking and cycling network with consistent wayfinding and digital mapping by 2030. The
strategy is backed by over £4.5 billion of projected investment, comprising £1.1 billion through Active Travel
England and a further £3.4 billion from wider transport and government funding streams.

3.2 Regional policy

B&NES sits within the West of England Mayoral Combined Authority (WECA), which is the statutory Transport
Authority for the region. Transport planning and investment across B&NES is therefore shaped by a suite of
WECA-led regional strategies that collectively set the long-term direction for sustainable mobility,
decarbonisation and strategic connectivity. These policies provide the overarching regional framework within
which the B&NES Local Plan is being developed.

Joint Local Transport Plan 4 (JLTP4 ) (adopted March 2020)

JLTPA418 sets the transport vision for the West of England to 2036 and outlines the region-wide approach to
delivering a well-connected, sustainable network that offers greater travel choice and supports a reduction in car
dependency. It emphasises improved public transport, enhanced walking and cycling networks, better integration
between modes, and measures that support reliable and resilient movement along key corridors including the
Bristoli Bath corridor and wider strategic routes. JLTP4 also embeds a strong commitment to tackling
congestion, reducing carbon emissions and improving air quality, supported by policies focused on mode shift,
demand management and targeted infrastructure investment.

West of England Local Cycling and Walking Infrastructure Plan (LCWIP, 2020 12036) (adopted
June 2020)

The LCWIP? identifies strategic cycling and walking corridors across the West of England and sets out the
long-term programme of investment required to deliver a high-quality active travel network by 2036. It outlines
priority routes in Bath, Keynsham, the Somer Valley and Bristol, and provides a consistent methodology and
design framework for developing active travel infrastructure. The LCWIP forms a key component of the wider
regional ambition to make walking and cycling the preferred choice for shorter journeys.

WECA Rail Delivery Plan 2020-2030 (adopted December 2020) and MetroWest Programme

The WECA Rail Delivery Plan?® and MetroWest programme outlines improvements to the rail network over the
next decade, strengthening regional rail connectivity and expanding passenger capacity through new stations,
higher service frequencies and step-free access upgrades. Key interventions include MetroWest Phases 1 and
2, investment at Bristol Temple Meads, and enhancements on the Bath Spa, Oldfield Park and Keynsham
corridors. Together these programmes form the backbone of improved regional rail accessibility and support a
greater shift towards sustainable travel across the West of England.

18 Joint Local Transport Plan - Combined Authority
19 L ocal cycling and walking infrastructure plan - West of England Combined Authority
20 10-year rail delivery plan - West of England Combined Authority
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West of England Bus Service Improvement Plan (BSIP) (October 2021)

The regional BSIP?! sets out a comprehensive plan to transform bus travel, focusing on service frequency,
reliability, affordability, multimodal integration and enhanced passenger facilities. It builds on the West of
England Bus Strategy and outlines a programme of improvements that includes increased bus priority, better
interchanges, simpler and integrated ticketing, and a transition to zero-emission vehicles. The ambition is to
deliver a coherent, turn-up-and-go network that supports significant modal shift across the region.

West of England Growth Strategy ( October 2025)

The strategic growth context for B&NES is set by the West of England Growth Strategy??, prepared by WECA in
partnership with the constituent authorities, including B&NES. The Strategy establishes a long-term framework

for delivering economic growth over the coming decade, with a focus on securing investment, delivering new

homes and jobs, and improving transport connectivity to support productivity and quality of life. It promotes a
spatial approach based on a network of AGrowth Zoneso,
Bath corridor) and the Somer Valley within B&NES, where growth and infrastructure investment are to be

co-located.

The Strategy explicitly recognises that growth will be underpinned by significant enhancements to the transport
network, enabling better connectivity between key economic centres and supporting more sustainable travel
patterns. This provides a clear regional policy context for the Transport Topic Paper, which aligns with this
approach by demonstrating how the Local Plan spatial strategy and associated transport interventions are
integrated to support growth in accessible locations, reduce reliance on the private car, and deliver sustainable,
transport-led development across the district.

West of England Transport Vision ( February 2026)

In February 2026, the West of England Combined Authority (WECA) published a new Transport Vision?? setting
out a longZerm framework for delivering a reliable, integrated and sustainable transport network across the West
of England, including B&NES. The vision aims to support forecast growth, improve quality of life, reduce
congestion and emissions, and provide a transport system that people can trust.

The vision is structured around five priorities: better buses (reliable, affordable services with integrated ticketing),
more trains (new stations and increased frequencies), mass transit (a highZapacity system linking key centres
including Bath), active travel (enhanced walking, wheeling and cycling networks), and improved streets and
places (including EV charging, Park & Ride and travel hubs). The Transport Vision provides the strategic
regional context within which B&NES transport policies and infrastructure proposals are expected to align,
supporting sustainable travel, accessibility and economic growth.

Transport for City Regions Fund  (launched June 2025)

Transport for City Regions funding?* is a multi-year settlement from the Department for Transport (DfT) to

mayoral combined authorities, including WECA, to support strategic transport investment. Through the Spending
Review, WECA has confirmed an allocation of approxi mate
transit, rail, bus and wider transport networks across the region. Funding is not provided as a single allocation to

schemes. Instead, funding is made available subject to WECA governance and assurance processes, with

individual schemes required to secure approval of business cases in line with DfT and WECA requirements.

Funding can then be drawn-down to support delivery once approvals are in place.

21 Bus Service Improvement Plan - West of England Combined Authority

22 West of England Growth Strategy - West of England Combined Authority
23 West of England Transport Vision - West of England Combined Authority
24 Transport for City Regions funding allocations - GOV.UK
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West of England Mass Transit Programme (ongoing)

The Mass Transit Programme sets out long-term proposals for high-capacity, segregated public transport

corridors across the region, including the Bristol-Bath corridor and the Bath-Somer Valley corridor. These

proposals seek to provide faster, more reliable and high-quality public transport services capable of meeting

future demand and significantly reducing reliance on private car travel. The programme represents a

transformational transport vision for the region, complementing investment in bus, walking and cycling
infrastructure and forming a central pillar of the West

Emerging Joint Local Transport Plan 5 (under development)

The new Joint Local Transport Plan 5 (JLTP5) is being prepared to reflect changes in national policy, net zero
commitments, the post-COVID travel context and evolving expectations for public transport and active travel.

The emerging plan builds on JLTP4 but places a much stronger emphasis on decarbonisation, widescale shift to
sustainable modes, the role of mass transit, future mobility solutions and integration of land-use and transport

planning. Evidence development has included a long list of regional schemes assessed through a multi-criteria
framework to understand how -tbrm satbont gpowtth @t ¢connectivitytgbats. r e gi on 6

3.3 Local policy

The approach to transport planning in B&NES is guided by a suite of locally-developed, district-wide strategies
that collectively set the direction for sustainable mobility, decarbonisation and improved connectivity. These
policies establish how movement, place-making and future growth should be planned across the district,
ensuring transport remains central to tackling the Climate Emergency and improving quality of life. Together,
they provide the strategic framework within which the new Local Plan is being prepared, shaping the evidence
base and ensuring that future development supports a low-carbon, accessible and well-connected B&NES.

B&NES Climate Emergency Strategy (2019 1 2030) (March 2019)

B&NES Council declared a Climate Emergency in March 2019, committing to provide the leadership needed to
achieve districtZvide carbon neutrality by 2030. The Strategy?® sets the overarching direction for planning and
infrastructure policy, recognising that meeting the 2030 target requires a fundamental shift across all sectors of
the community, supported through coordinated action and strong governance embedded into wider Council
strategies. This includes integrating climate objectives into all major policy areas which directly influences the
new Local Plan.

Journey to Net Zero : Reducing the Environmental Impact of Transport in Bath ( May 2022)

Journey to Net Zero (2022)26 sets out B&NES long-term transport strategy to reduce the environmental impact of
travel and support the areads response to the Climate a
and future transport challenges facing Bath and highlights the need for significant change to ensure the transport

system supports net-zero ambitions. It brings together existing commitments, programmes already in progress,

and a suite of future measures required to cut transport emissions, improve public realm and create healthier,

more accessible places across the district. The strategy emphasises the need to give people better travel

choices 8 through improved public transport, enhanced walking and cycling provision, cleaner school travel,

and future mobility options & to shift travel behaviours and reduce the dominance of private car use.

For the new Local Plan, Journey to Net Zero establishes a clear evidence base and direction for transport policy.
It outlines the need for development to support sustainable movement, reduce transport emissions, and
accommodate major modal shift by aligning land-use patterns with low-carbon travel.

25 Read our Climate Strateqy and Action Plan | Bath and North East Somerset Council
26 Journey to Net Zero final report | Bath and North East Somerset Council
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B&NES Corporate Strategy ( Adopted July 2023)

The Corporate Strategy?’i s t he Council 6s overarching plan, centred ¢
lives. It contains two core policies 6 tackling the climate and nature emergency and giving people a bigger say

0 and sets out three guiding principles: preparing for the future, delivering for local residents and focusing on

prevention. These are supported by nine priority areas, including providing the right homes in the right places,

expanding travel choices, and creating clean, safe and vibrant neighbourhoods.

For the Local Plan, the Corporate Strategy provides a clear strategic framework requiring future development to

support net-zero, nature-positive growth, improved travel options, and healthier, better-connected communities.

Its focus on climate action, sustainable neighbourhoods and long-term resilience means the Local Plan must
alignland-use, transport and infrastructure decisions with 1t
sustainability and inclusive economic development.

Local Plan Options Evidence Base Transport Vision & Objectives ( Published February 2024)

The Transport Vision and Objectives?® form a core part of the Local Plan Options Evidence Base, setting out

what B&NES aims to achieve through transport planning and how these aims should be delivered over the new

Local Pl an period. The vision ref | égrowshwhiladeca®onisingdhel 6 s am
transport network, ensuring people can access the places, services and facilities they need as sustainably as

possible. It emphasises the opportunity to develop transport interventions that respond to future growth while

also benefiting existing communities, supporting a step-change in active travel and public transport provision

across the district.

For the Local Plan, the Vision and Objectives directly shape the transport evidence base by setting the criteria
against which all mitigation measures are assessed. This ensures that the new Local Plan contributes to a
robust, future-focused transport strategy that aligns with the Corporate Strategy, Climate Emergency
commitments and wider transport policy framework.

Creating Sustainable Communities: The Journey to Net Zero ( Published February 2025)
Creating Sustainable Communities?® sets out holistic, place-based transport strategies focused on Keynsham &
Saltford, the Somer Valley, Hicks Gate and Whitchurch Village. The strategies aim to create better-connected,
healthier and more sustainable communities by reducing the environmental impacts of transport, improving air
quality, tackling congestion, and supporting action on the Climate Emergency. The individual strategies
collectively emphasise that sustainable communities depend on a transport system that offers a wide range of
genuinely viable travel choices enabling people to walk, wheel, cycle and use public transport more easily. The
strategies also outline the need to plan transport as a joined-up network, ensuring seamless movement between
modes and enabling multi-purpose trip-making without reliance on the private car.

For the Local Plan, the strategies provide a clear framework for aligning spatial planning with sustainable
transport outcomes. They highlight the need for development to actively support expanded travel choice, reduce
car dependency, and meet both current and future mobility needs through short-, medium- and long-term
interventions across the district. The strategies therefore form a key evidence base for transport infrastructure
planning contributing to the creation of sustainable, low-carbon and well-connected communities across B&NES.

Active Travel Masterplan ( Adopted February 2025)

The Active Travel Masterplan° sets out a comprehensive, 20-year plan for delivering a district-wide network of
safe, accessible and interconnected walking, wheeling and cycling routes. Its core purpose is to make active
travel the natural choice for short everyday journeys, addressing the fact that over a third of car trips in B&NES

27 Corporate Strateqy 2023-2027 | Bath and North East Somerset Council

28 Bath and North East Somerset New Local Plan Transport Vision and Objectives

29 Creating Sustainable Communities Programme | Bath and North East Somerset Council
30 Active Travel Masterplan | Bath and North East Somerset Council
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are under 5 km. The Masterplan responds directly to the Climate Emergency by identifying the infrastructure and
connections required to link homes with jobs, schools, services and public transport, while reducing carbon
emissions, improving air quality and enhancing safety for all users.

For the Local Plan, the Masterplan provides a key evidence base for shaping the transport strategy by defining

where active travel infrastructure is required to support growth. The plan establishes the standards and network

principles that transport assessments, mitigation strategies and master planning work must follow 8 ensuring

that emerging development supports a coherent, high-qual i ty active travel nezewor k a
ambitions and commitments to healthier, more inclusive and better-connected communities

Movement Strategy for Bath ( Adopted July 2026 )

The Movement Strategy for Bath3! sets a 10Z4/ear plan for transforming how people and goods move around the
city, responding to challenges such as 36% of local emissions coming from transport, high congestion, and
unreliable bus services. It establishes three strategic objectives: creating greatZjuality places, improving travel
choices, and reducing private vehicular traffic, supported by 15 levers including safer, greener streets, better bus
and active travel routes, and traffic and parking management.

For the Local Plan, the Strategy provides the framework for testing transport interventions, ensuring
development supports a shift away from car dependency and accommodates future travel demand 6 around
294,000 daily trips today and a forecast +21,000 without intervention. It guides evidence gathering and mitigation
design so thatgrowthwilla | i gn wi t h B a Zé&dtsansgod, anpreved raliability, end safer, more
accessible movement networks.

31 Movement Strategy for Bath
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4. Transport issues

This chapter presents evidence on the current transport issues in Bath and North East Somerset. It describes
the transport network, accessibility and current travel choices, forecast travel demands, and current and future
performance of the transport network. This provides essential evidence to inform the selection of sites and
Locational Strategy for the Local Plan, and in understanding the opportunities to support sustainable modes of
travel and to minimise impacts of new development on the road network.

B&NES faces a set of inter-related transport challenges. These include strong car dependency for travel across

much of the district; significant variation in connectivity between Bath, the main towns and rural areas; increasing

future pressure on constrained corridors arising from background growth and development in neighbouring

authorities; and forecast growth in car travel that is inconsistent with climate, air quality and placemaking

objectives. Together, these issues providethebas el i ne context against which the
site selection and mitigation measures must be developed.

41 Bath&Nort h East Somer set 6s

The transport analysis presented in this section is informed by the Mobility Study32 which drew on a
comprehensive set of technical studies and datasets to support the development and assessment of the
emerging Local Plan growth strategy. The transport network has developed around a combination of historic
settlements, constrained urban environments and dispersed rural communities, resulting in a network that
performs differently by location and mode. Overall, the transport network of B&NES is characterised by
constrained road corridors, geographically uneven public transport, and variable active travel provision. These
structural characteristics help explain existing travel patterns and present a challenge for accommodating growth
in a way that will improve accessibility, reduce car dependency and support climate and placemaking objectives.

Road network

There are no motorways in B&NES. The main modern dual carriageway is the A46/A4 east of Bath, built as the
Swainswick and Batheaston bypass and forming part of the Strategic Road Network (SRN), managed by
National Highways. The A36 south-east of Bath forms part of the Strategic Road Network (SRN), while the
remainder of the road network is managed by B&NES Council as the local highway authority. Figure 4-1 shows
the main roads in B&NES. These include:

1 A46, which connects from the M4 motorway (Junction 18) to Bath & at its southern extent it forms a bypass
to the east of Bath, then connecting to the A4, which then continues eastward to Chippenham.

1 A36, which connects Bath to Warminster and the south east.

1 A4 connecting Bristol to Bath, passing adjacent to Keynsham and through Saltford village, then extending
through Bath city centre, continuing eastwards to Corsham and Chippenham in Wiltshire.

1 A368 connecting from Weston-Super-Mare to Bath, passing through Bishop Sutton and Harptree.

1 A37 connecting Bristol to Yeovil, passing through Whitchurch village, Pensford, Temple Cloud, Clutton and
Farrington Gurney.

1 A39 from Bath to Wells and beyond, passing through the rural heart of the district: Marksbury, Farmborough,
High Littleton and Hallatrow.

1 A367 from Bath to the Mendips, around Peasedown St John, through Radstock in the Somer Valley.
1 A362 from Farrington Gurney (junction with A37) to Frome, passing through Midsomer Norton and Radstock.

32 Local Plan Options Evidence Base: Transport, Report: Report Network Mobility Study 2023-02-03
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Public transport

Figure 4-2 shows the current public transport network in B&NES. There are four rail stations (Keynsham, Oldfield
Park, Bath Spa and Freshford) within the district, with Bristol Temple Meads Station also easily accessible.
These rail stations are all located in the north of the district which limits rail accessibility for residents located in
the south. Bath Spa and Bristol Temple Meads are served by frequent services to local, regional and national
destinations, whilst Keynsham, Oldfield Park and Freshford provide services to local destinations.

Bath is served by an extensive bus network, providing frequent services within the City and to destinations
further afield. Park and Ride buses serve Bath City Centre from the edge of the City at Lansdown, Newbridge
and Odd Down. Bus services in the rural areas are generally more limited with low frequencies and limited
destinations. A lower population over a large geographical area presents a challenge to providing commercially
viable bus services to all areas of the district and recent cuts to funding bus services have particularly impacted
rural areas. WE C A Bus Strategy and Bus Service Improvement Plan (BSIP) is supporting continued
improvements to bus services, including enhancements to network coverage, service reliability and journey
times. Further improvements are also being delivered through the City Regions Sustainable Transport
Settlement (CRSTS) programme, including the Bristol to Bath corridor and Somer Valley Links project.

Active travel and micromobility

The districtés varied topography and di spersed settl eme
with most high-quality routes concentrated in Bath and other urban areas. While the district benefits from

National Cycle Network routes (see Figure 4-3) and extensive Public Rights of Way, gaps in connectivity limit

their usefulness for everyday travel, particularly between towns and surrounding villages. Many cycle routes are
fragmented, and there is a clear need to expand and connect the network with Quiet, Quick and Strategic

Routes to support different users and trip types. In addition, the public realm in many town and village centres is

of low quality, with inconsistent footways, missing dropped kerbs and pedestrian-unfriendly layouts.

B&NES Council is proactively addressing these issues, through the Active Travel Masterplan, adopted in
February 2025, which sets out a districtAvide approach to creating a safer, more connected network that
supports everyday cycling and reduces reliance on cars33. Within Bath, the council is developing strategic
corridors identified through the Local Cycling and Walking Infrastructure Plan (LCWIP), moving away from
fragmented advisory lanes toward continuous, higherZjuality routes. The Bath Walking, Wheeling and Cycling
Links programme will deliver 6.2 km of new or upgraded connections, linking Weston, the city centre, Newbridge
and the Royal United Hospital3*.

Beyond Bath, the district is strengthening connectivity through additional corridors aligned with its active travel

priorities. The Somer Valley Links project will introduce over one kilometre of new cycleways, more than 5km of

improved footways and 25 new pedestrian crossings on the A37 and A367 routes, enhancing links between

Mi dsomer Norton, Radst ock, 3HRenasseduadvhn BXtt hJ o hrh ea nScc hBd tahr.s ¢
deliver a mile of upgraded walking and cycling infrastructure connecting residential areas and schools®6.

The West of -sdootay trich hasib@smeethe most popular in the country, recording over 7.3 million
journeys since launching in 2020 and offering both hop-on/hop-off trips and long-term rentals. Initially providing
50 scooters in B&NES, the scheme has since expanded through a new 2023 service with 500 shared e-bikes
and e-scooters plus 20 e-cargo bikes, creating a broader micromobility offer and presenting clear opportunities
to extend coverage beyond Bath to places such as Keynsham and Midsomer Norton.

33 Active Travel Masterplan | Bath and North East Somerset Council

34 https://www.bathnes.gov.uk/bath-walking-wheeling-and-cycling-links-scheme
35 https://www.bathnes.gov.uk/somer-valley-links

36 hitps://www.bathnes.gov.uk/scholars-way
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Figure 4-1 Road network in B&NES
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Figure 4-2 Existing public transport in B&NES
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Figure 4-3 Key cycle routes in B&NES
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4.2 Connectivity

The Department for Transport (DfT) released a new Connectivity Tool3” in 2025. Figure 4-4 shows overall
connectivity by all modes except driving. It therefore represents the relative connectivity of places for people
without access to a car, or for people choosing not to drive.

Figure 4-4 Connectivity Tool: all modes except driving
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Bath city centre is served by frequent rail services connecting to the rest of the region, bus services from across
the city and surrounding areas, and large parts of the city that are accessible on foot and by bike. As expected,
connectivity reduces with distance from the city centre, but it is still relatively high within the urban area, and
declines significantly beyond the edge of the urban area.

Keynsham is also characterised by relatively high connectivity, although this is much lower than in Bath.
Midsomer Norton also performs relatively well and, notably, performs better than Radstock to the east.
Whitchurch Village, on the edge of the Bristol also performs relatively well, with close access to amenities in the
village and South Bristol nearby. The map also illustrates the impacts of bus services operating along the A4
(Bristoli Bath), A367 (Bathi Somer Valley) and A37 (Somer Valleyi Bristol). This is particularly notable in the
larger settlements, including Saltford, Peasedown St John and Paulton.

However, there are widespread connectivity coldspots in large parts of rural B&NES, including the south east
around Wellow, west around the Harptrees and Compton Martin, central area around Compton Dando, and
northern area around Langridge. Figure 4-5 illustrates the specific connectivity scores by walking, cycling and
public transport.

37 Connectivity Tool - GOV.UK
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Figure 4-5 Connectivity Tool: walking, cycling, and public transport
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Figure 4-6 presents the corresponding connectivity scores for travel by car.

Figure 4-6 Connectivity Tool: driving
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This shows that car-based connectivity is highest in Bath and Keynsham, reflecting ease of access to major
destinations. Car-based connectivity is also relatively high along major roads, and is lowest in deep rural areas
with relatively long distances to jobs, shops and services.

Guidance on using the Connectivity Tool notes that scores should not be compared for different modes for
different locations. However, it is recognised that travel by car is currently significantly more straightforward than
travel by other modes in most parts of B&NES.

It is not surprising that this shows very different patterns to the previous maps. Drivers are able to make full use
of the road network to reach their destinations. Connectivity is highest in most of Bath, where drivers can access
a wide range of destinations within relatively short journey times. Connectivity is also high along the A4 corridor,
through Saltford and Keynsham. Connectivity by car is lowest in places that are more distant from services on
remote country roads. The locations of Chew Valley Lake and Blagdon Lake, to the west, are apparent.

While the Local Plan must prioritise development in locations with strong non-car connectivity, car travel remains
the most accessible and convenient option across much of the district. However, ongoing investment in bus
services, active travel and micromobility is helping to improve travel choice and the attractiveness of sustainable
alternatives. This is supported by the emerging WEST (West of England Sustainable Transport) brand, which
seeks to provide a more integrated and coherent sustainable transport offer. However, a range of further
interventions will be required to make nonZar alternatives genuinely attractive to people who currently have
access to a car, supporting mode shift, reducing congestion and enabling sustainable growth.

4.3 Current travel choices

There are significant differences in the availability of different travel modes, and the travel choices that people
make, in different parts of the district. In the city of Bath, relatively high proportions of journeys are made by
active travel and public transport, and there are lower levels of car dependency. In contrast, there are high levels
of car dependency in many of the rural areas and villages, and moderate levels of car use in Keynsham and the
Somer Valley communities.

The West of England Regi onal Transport Mo dlkproviles WERTM6) ,
extensive detail on the current patterns of travel in the West of England. This draws on comprehensive survey

data and analysis, including current travel patterns by mode (active travel, bus, train, car, and goods

movements) and travel conditions on the road network.

The model comprises a validated base year reflecting current travel patterns, as well as forecast years extending
to 2042. To ensure the base remains an accurate representation of current travel conditions, it has been
checked against up-to-date traffic counts, congested travel times and bus boarding figures. This verification
confirms the model's relevance to present-day travel, and as a foundation for forecasting future travel.

Figure 4-7 presents the current proportions of trips made by active travel, public transport and car, with deeper
shading in each case indicating higher proportions of trips made. The top maps show the proportions for
journeys made from home, and the bottom maps show the proportions of journeys to destinations, including
workplaces, shops and amenities.
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Figure 4-7 Current travel mode choice s in B&NES
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In the case of active travel , the highest proportions of journeys are made in the inner parts of Bath, which
benefit from close proximity to jobs, shops and services, where walking and cycling are the most viable choices
for short journeys. The city also benefits from relatively well developed active travel infrastructure, and an
attractive public realm, resulting in walking and cycling being attractive travel options.

While car travel remains the dominant mode across much of B&NES, the urban areas of Bath, Keynsham,
Midsomer Norton and Radstock show higher levels of active travel (and public transport use) than the
surrounding rural areas. These areas also benefit from access to local shops and services. There is also some
propensity to walk to local services in some of the larger villages, but there are very low levels of active travel in
the rural areas. This is likely to be caused by a combination of longer travel distances and a lack of safe,
convenient active travel infrastructure.

These patterns of active travel mode share correlate closely with the walking and cycling connectivity shown in
Figure 4-5. This demonstrates that connectivity by walking and cycling to local services directly influences the
proportions of trips that can be made by active travel.

In terms of the Local Plan spatial strategy, this means that new development should be located close to existing
amenities and services, or new amenities should be provided within new development if these are not already in
close proximity.

The highest proportions of bus travel are seen among residents in the outer parts of Bath. There is less bus
travel by residents in central Bath because they are already close to shops and services and walking is often the
preferred option. There are moderate proportions of bus journeys made by residents in Keynsham and along the
A4 Bath-Bristol and A367 Radstock-Bath corridors, but much lower than in Bath. In terms of destinations, there
is a strong concentration of bus demand towards Bath city centre, with lower demands towards Keynsham and
Midsomer Norton.

Once again, these patterns of mode share by bus broadly correlate with the public transport connectivity shown
in Figure 4-5. Travel choices are influenced by a range of factors, including the quality of bus services and the
limited availability and cost of parking in Bath city centre, which encourage bus use for city centre trips.
Elsewhere, more limited bus connectivity, limited destination choices and long journey times by bus, high
household car ownership, high connectivity by car (shown in Figure 4-6) and plentiful parking mean that bus use
is more limited.

In terms of the Local Plan spatial strategy, this means that new development should be located as close as
reasonably practicable to existing direct, frequent bus services that travel to key destinations. New development
should also contribute towards the strengthening of existing services to make them more attractive to potential
users. Bus improvements alone might not be sufficient to encourage mode shift: complementary measures are
also likely to be needed to tackle car reliance, for example parking management measures.

B&NES is a largely rural authority, apart from the City of Bath, Midsomer Norton, Radstock, Whitchurch Village
and the communities along the A4 Bathi Bristol corridor. This is reflected in the high levels of car use outside of
the urban areas, which is caused by the high levels of connectivity by car compared with the alternatives,
alongside high levels of car ownership in many areas.

The Local Plan spatial strategy includes development locations in villages where car ownership and usage is
high. It will be important to support local living by maintaining and enhancing access to local facilities, such as
shops and schools. This can reduce the need to travel longer distances to meet daily needs, particularly in rural
areas, and encourage more trips to be made locally by sustainable modes. Improved bus connections should be
explored. However, longer travel times and dispersed travel patterns in rural areas can limit their attractiveness
compared with the private car, meaning that complementary demand management measures may also be
required to achieve significant mode shift.
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4.4 Congestion

Congestion issues were previously explored in Section 3.6 of the Network Mobility Study38. This presented the
outputs of VISSIM microsimulation models that were developed for the areas around Hicks Gate, Keynsham,
Somer Valley, and Whitchurch. These models represented areas that both experience the highest levels of
congestion at present and will be the focus of planned growth in the Local Plan. No model was developed for the
city of Bath because it was not expected to be an area for future growth.

1 Inthe Hicks Gate area, there are peak hour delays at the A4/A4174/A4175 Hicks Gate roundabout,
associated with heavy volumes of commuting to and from Bristol. There is also heavy congestion on the A4
Bath Road on the approaches to the West Town Lane junction in Bristol.

1 In Keynsham, traffic speeds are slow across much of the town centre, but this is consistent with an
environment with significant pedestrian movements. There is significant congestion on the A4175 Station
Road approach to the Bristol Road / High Street roundabout west of the town centre, on the B3116 Bath Hill
/ High Street junction to the east, and on all arms of the A4 Broadmead Roundabout east of the town.

1 Inthe Somer Valley, there is localised congestion on the A362 Thicket Mead / B3115 Phillis Hill roundabout
west of Midsomer Norton, A362 Somervale Road into Radstock, and on parts of the network in Radstock
town centre.

1 In Whitchurch, there is significant congestion on the A37 Wells Road, particularly north of the Staunton Lane
traffic signals in the village centre, and at the Ridgeway Lane traffic signals in Bristol.

These analyses from the VISSIM modelling are consistent with observed peak hour congestion on the road
network. The West of England Regional Transport Model (WERTM) highway modelling also identifies similar
patterns of congestion across the network in B&NES. It also identifies extensive congestion in Bath and localised
challenges on routes such as the A36 south of Bath and A37 at Farrington Gurney. Given the widespread
distribution of planned growth across B&NES in the new Local Plan, WERTM has formed the analytical base for
both analysis of travel choices and traffic demands and congestion.

Table 4-1 presents summary highway statistics from WERTM from the 2019 base year, for both B&NES and the
whole of the West of England.

Table 4-1 Highway network (delay and distance) statistics (2019 Base)

AM/PM AM/PM Total Daily Average Daily
Region / Scenario wavelime  dely  Dence oSS eoumd
. ay (million km) ~ Periourney - nct.
(mins) (mins) (km) freight )
West of England (inc |. motorways)
2019 Base 33.3 4.3 72.7 36.3 2,000,000
To/from/within B&NES
2019 Base 26.4 4.5 6.7 20.6 325,000

Note: peak hour data is expressed as an average of AM and PM peaks. Daily traffic demand is expressed in
terms of Opassenger takegaccountioftthe éffedisfGhe sides olvlargervinhicles.

Average journey distances and journey times in B&NES are significantly shorter than the West of England
average. This is because the latter includes long-distance traffic on the M4 and M5 motorways, whereas B&NES
does not contain any motorways, and there are much fewer long-distance trips. However, average delays in

38 Report Network Mobility Study 2023-02-03
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B&NES (4.5 minutes) are higher than the West of England average (4.3 minutes). This is due to the extensive
congestion that is experienced in the city of Bath and the locations described above.

WERTM has also been used to forecast future travel and traffic demands, and resulting congestion, for the
purposes of testing the impacts of the Local Plan. This is described through the following sections of this report.

4.5 Road safety

Road safety issues in the District were previously reviewed in Section 3.7 of the Network Mobility Study?*. In
most areas, no specific road safety issues were identified, although the A4/A39 roundabout, west of Bath, was
identified as a potential collision hotspot, which could warrant further investigation. These analyses were based
on data from January 2019 to December 2021, which included the period covered by COVID-19.

More recent data has therefore been used, between 2021 and 2025, to analyse overall road safety performance
in B&NES using Department for Transport STATS19 data*. Tables 4-2 and 4-3 present data for B&NES and for
Great Britain. These also include data on total traffic volumes, from which it is possible to calculate road
casualties per billion vehicle-kilometres, which reflects the overall level of safety risk on the network.

Table 4-2 Road safety data in B&NES

. , Adjusted All
. Adjusted million billion Killed per ol ner  casualties
Year Killed KSI . . bn veh -
. casualties | veh-miles  veh-km bn veh- per bn
casualties km
km veh-km
2021 6 48 216 679.5 1.09 55 43.9 197
2022 3 67 244 729.1 1.17 2.6 57.1 208
2023 2 24 101 742.5 1.19 1.7 20.1 85
2024 3 72 249 750.6 1.21 25 59.5 205
2025 3 80 250 758.1 1.22 25 65.6 205

Note: there was an error in road safety data during 2023, so 2023 data is therefore excluded from analysis.

Table 4-3 Road safety data in Great Britain

Year Killed Adjusted All million billion Killed per  Adjusted All
KSI casualties | veh-miles veh-km bn veh - KSI Per casualties
casualties km bn veh - Per bn
km veh-km
2021 1,558 27,450 128,209 297,600 479 3.3 57.3 268
2022 1,711 29,608 135,480 328,000 528 3.2 56.1 257
2023 1,624 29,711 132,977 334,000 537 3.0 55.3 248
2024 1,602 29,467 128,272 340,000 547 2.9 53.9 234
2025 1,538 29,918 127,883 342,600 551 2.8 54.3 232

39 Report Network Mobility Study 2023-02-03
40 Road safety statistics: data tables - GOV.UK
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Across Great Britain, the numbers of people killed and all casualties have been reducing from the high in 2022,
but the number of KSI casualties (including people who are seriously injured) have remained stubbornly high, at
over 29,000 each year (or ~23% of all casualties).

In B&NES, 6 people were killed in 2021 and 2-3 people per year during 2022-2025. All casualties are typically
around 200-250 per year. The total number of casualties has actually increased over the last five years, as has
the number of KSI casualties. The number of KSI casualties, as a proportion of the total, is also significantly
higher in B&NES than the GB average. For example, in 2025, there were 80 KSI casualties, equivalent to 32% of
all casualties, which is higher than the 23% GB average.

The final columns of the two tables show the relative level of safety risk on the road network. Across Great
Britain as a whole, there were typically around three people killed per billion vehicle kilometres travelled, with
numbers gradually declining over the last five years. In B&NES, numbers have also fallen from the peak in 2021,
with a rate lower than the GB average. In the case of KSI casualties and total casualties per billion vehicle-
kilometres, there is also a general downward trend across GB. However, in B&NES, there is a more complex
picture. Whilst overall casualties per billion vehicle-kilometre are lower than the GB average, the KSI statistics
are higher, and there is a rising trend. This indicates that there are some key challenges to be addressed.

Geographic hotspots of collisions have been identified usingthe Depar t ment f MAVRICnappeig or t 6 s
website*!. In terms of all casualties (killed, seriously injured and slight), the highest numbers tend to be in places

with the highest volumes of traffic, including Bath, Keynsham, Midsomer Norton, Radstock and Whitchurch,

together with the A4 and A37 corridors. In terms of serious injuries, there are large numbers within Bath and on

busy rural roads. Fatal injuries are, by definition, rare, but these have included a recent cluster on the A367 north

and south of Peasedown.

Occupants of cars comprised 49% of casualties, whilst occupants of other vehicles (vans, buses, HGVs) only
comprised 7%. Pedestrians comprised 16%, with the primary clusters in Bath, Keynsham, Midsomer Norton and
Radstock. Cyclists also comprised 16% of all casualties, with the main clusters being located in Bath, reflecting
higher numbers of cyclists in the city, although there have also been casualties in and around Keynsham and
several rural routes. Motorcyclists comprised 11% of the total, with collisions spread across the district.

Forecast growth associated with the Local Plan has the potential to increase pressure on parts of the network,
particularly where growth coincides with existing congestion, constrained village centres, higher levels of walking
and cycling activity, or routes with limited provision for vulnerable road users. Additional traffic will not
automatically translate into proportional increases in recorded collisions. However, it will increase interactions
between motor vehicles and other road users, increase severance and reduce perceptions of safety, particularly
for people walking, wheeling and cycling. These effects may discourage sustainable travel unless appropriate
infrastructure and mitigation measures are provided. Furthermore, reported collision data often does not capture
all incidents or near misses, which can influence perceptions of safety and willingness to walk, wheel or cycle.

Road safety should therefore be considered alongside network performance, accessibility and placemaking
objectives. Development should be supported by measures to reduce car dependency and improve the safety
and attractiveness of walking, wheeling, cycling and public transport. Where residual traffic impacts remain,
mitigation should address safety and severance as well as operational performance, ensuring that growth can be
accommodated without creating unacceptable impacts on local communities.

4 MAVRIC
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4.6 Forecast travel demand

The West of Engl and i -groning @ty regionstwiieh madadtlat theee svitl ke sntreasing
pressure on the regionb6s tr an. Jipsasrreflectaden favewastk of futare teavel t h e
demand generated from WERTM. Forecasts indicate that car-based travel is likely to grow significantly faster

than active travel and public transport, caused by progressive lowering of the relative costs of motoring, under

the background growth scenario before including the Local Plan.

WERTM has been used to forecast travel demand across all transport modes, to understand the implications for
future patterns of active travel, public transport demand, and traffic flows across the road network. The starting
point has been to develop a future Reference Case , for 2042, which reflects the full Plan period. This Reference
Case includes background growth in travel demand, including the impacts of growth in adjacent local authorities
and background growth in longer-distance traffic, including freight.

It also includes committed growth in B&NES, but excludes proposed Local Plan allocations . This therefore
forms the future foundation against which the impacts of the Local Plan will be tested. In those authorities where
Local Plans are already well advanced, it includes their proposed development allocations. These include the
other three local authorities in the West of England: Bristol, North Somerset and South Gloucestershire. In
Wiltshire, the Local Plan has been withdrawn, and in Somerset, the Local Plan process is still at a very early
stage. In these two cases, national planning projections based on TEMPRO have therefore been assumed.

The model has been used to forecast total changes in the numbers of trips by mode, both within B&NES and for
the whole of the West of England region. The latter has also been considered due to the very strong functional
relationships between the four local authorities in the region.

Table 4-4 presents the total number of trips by mode for B&NES in the 2042 Reference Case and the
percentage increases in trips from the 2019 base year. Table 4-5 presents the equivalent mode share in the
base year and 2042 Reference Case.

Table 4-4 Daily trips and forecast change in trips by mode to/from and within B&NES

Scenario All Modes Car only Bus & Rail Active
(exc freight) (inc P&R) only
2019 Base Case trips to/from & within B&NES 377,000 244,000 40,000 93,000
2042 Reference Case trips to/from & within B&NES 403,000 272,000 41,000 91,000
2042 Reference Case vs 2019 Base +6.8% +11.1% +2.9% -3.0%

Note: numbers of trips are rounded to the nearest thousand.

Table 4-5 Daily travel mode share for trips to/from and within B&NES

Daily travel mod e share Car only Bus & Rail Active
y (exc freight) (inc P&R) only

2019 Base 64.8% 10.5% 24.8%

2042 Reference Case 67.4% 10.1% 22.5%

Across the district, the model forecasts an overall 6.8% increase in trips. However, this masks significant
differences by mode, with a smaller 2.9% increase in public transport, and a 3% reduction for active travel, but a
much larger increase in car travel (11.1%). This translates into reductions in mode share for active travel and
public transport, and a significant increase in mode share for car, from 64.8% to 67.4%.

Transport Topic Paper B&NES v1.0
|:|‘ 100122691
1.0 | September 2026 34

Pl



Table 4-6 and Table 4-7 present the data for the whole of the West of England. It is important to understand the
wider regional impacts, because B&NES plays an important role in the region, with strong cross-boundary
relationships with Bristol, North Somerset and South Gloucestershire. Future growth elsewhere in the region will
impact the transport network in B&NES, and Local Plan growth in B&NES will impact on networks elsewhere.

There is a much higher number of trips in the West of England (2.1 million trips per day) than B&NES (400,000)
as it includes all four authorities and the motorways passing through the region. Despite the inclusion of
motorways, the average car mode share across the West of England is lower than in B&NES. This is largely due
to Bristol, where active travel and public transport account for a much greater proportion of trips.

Table 4-6 Daily trips and forecast change in trips by mode in the West of England

Scenario and geographic region All Modes Car only Bus & Rail Active only
(exc freight) (inc P&R)

2019 Base Case trips in West of England 1,865,000 1,151,000 161,000 552,000

2042 Reference Case trips in West of England 2,163,000 1,376,000 190,000 596,000

2042 Reference Case vs 2019 Base 16.0% 19.6% 17.9% 8.1%

Table 4-7 Daily travel mod e share in the West of England

. Car only Bus & Rail .
Daily travel modal share (exc freight) (inc P&R) Active only
2019 Base 61.8% 8.7% 29.6%
2042 Reference Case 63.6% 8.8% 27.6%

These tables show slightly different patterns in growth. The West of England-wide data includes growth with the
Local Plans in the other three authorities, whereas the B&NES forecasts only include committed growth and
exclude the full Local Plan. Overall travel demand across the West of England is therefore forecast to increase
by 16.0%, compared with 6.8% in B&NES.

Car travel demand is forecast to increase by 19.6% across the region, compared with 11.1% in B&NES. There is
also much higher growth forecast for public transport demand across the region (17.9% compared with 2.9% in
B&NES), reflecting significant planned investment in public transport improvements. Similarly, active travel
demand is forecast to increase by 8.1% across the West of England, compared with a 3% reduction in B&NES.
These patterns of growth are reflected in the changes in mode share, which is forecast to marginally increase for
bus and rail, but fall for active travel, with overall car mode share increasing from 61.8% to 63.6%.

Figure 4-8 presents forecast active travel demand from the model, Figure 4-9 shows future bus patronage and
Figure 4-10 shows increases in traffic flows. Future active travel demand will be focused, as expected, on Bath,
Keynsham and the towns in the Somer Valley. Demand will be much lower in the rural areas mainly due to the
relative differences in journey length. Bus patronage will be strongly focused on the key corridors, including three
Park & Ride routes into Bath and A4 London Road corridor from the east. There are also strong inter-urban flows
on the A4 Bristol to Bath corridor, A367 between the Somer Valley and Bath, and bus routes from the Somer
Valley to Keynsham, and from Wells to Bristol via the A37.

There will be significant increases in traffic on most of the network in B&NES, even under the modest levels of
growth in the district under the Reference Case, although there will be much higher levels of traffic growth in
Bristol and South Gloucestershire. In Bath, capacity constraints in the city centre will mean that traffic will
increase more on roads around the edge of the city. There will be significant growth around Keynsham and
Hicks Gate, resulting from the Local Plans in Bristol and South Gloucestershire, with increased traffic through the
Chew Valley caused by spillover effects from congestion in south Bristol.
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Figure 4-9 Bus patronage in the We st of England (2042 Reference Case, 12 -hour total)
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Figure 4-10 Traffic flow differences in West of England (2042 R

eference Case vs 2019 Base, 12-hour total )
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4.7 Network performance

These increases in travel demand will have direct implications for the transport network in terms of demand for
walking and cycling, numbers of people boarding and alighting buses (including increased potential crowding on
the busiest routes), and increased congestion, safety and environmental impacts on the road network.

The preceding section showed that car-based travel demand is forecast to grow at a faster rate than overall
travel demand. There are already serious challenges with congestion in the region, and it is therefore necessary
to pay particular attention to the future performance of the road network. Analyses using the highway component
of WERTM have been used to provide metrics of overall network performance and to identify specific congestion
hotspots on the road network.

Table 4-8 provides metrics of network performance, for the West of England as a whole and within B&NES.

Table 4-8 Highway network (delay and distance) statistics (Reference Case)

AM/PM AM/PM . Average Daily
Total Daily :
. . Peak Hr Peak Hr . Distance Demand
Region / Scenario . Distance - .
travel time delay (million km) per journey (PCUincl.
(mins) (mins) (km) freight )
West of England (inc |. motorways)
2019 Base 33.3 4.3 72.7 36.3 2,000,000
2042 Reference Case 36.3 6.8 89.2 36.9 2,419,000
+9% +60% +1.5%
0, 0,
2042 Reference Case vs 2019 Base (+3.0 mins) (+2.5 mins) +23% (+0.6 km) +21%
To/from/within B&NES
2019 Base 26.4 45 6.7 20.6 325,000
2042 Reference Case 28.5 6.2 7.9 21.8 362,000
+8% +38% +5.7%
0, 0,
2042 Reference Case vs 2019 Base (+2.1 mins) (+1.7 mins) +18% (+1.2 km) +12%

In B&NES, a total of ~360,000 vehicles (including freight and through trips) per day is forecast in 2042, with 12%
growth from 2019. This is higher than the 270,000 cars in B&NES shown in Table 4-4, because this includes
goods vehicles and through traffic. There are lower volumes of through traffic and freight in B&NES than the
West of England region, with roads in the district catering for more local traffic (as shown by the shorter average
distances per journey, which are not influenced by the motorway traffic in the West of England data).

Table 4-8 also shows the increases in distances travelled and journey times. In B&NES, the average distance
travelled per journey would increase by almost 6%, as vehicles seek alternative routes to avoid congestion
hotspots. This will mean that average journey times would increase by 8%. Traffic delay is forecast to rise
significantly, from 4.5 to 6.2 minutes in the peak periods (and from 17% to 22% of the total journey time). Across
the West of England, the higher level of traffic growth and congested traffic conditions (particularly in Bristol) are
forecast to result in an even larger increase in delay.

Figure 4-11 (overleaf) presents the forecast changes in traffic flows (expressed as passenger car units) and
vehicle delays (seconds) on the network, focusing on the AM peak hour (08:00-09:00). Similar patterns are also
evident in the intergeak (10:00-17:00) and PM peak (17:00-18:00) periods). The maps on the following pages
show the forecast impacts on the road network in the morning peak period. It shows changes in traffic flows
(green = increases, blue = decreases) and changes in delays, in seconds (red = increases, = decreases).
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Figure 4-11 Traffic flow and delay diff erences: B&NES (2042 Reference Case vs 2019 Base, AM peak hour)
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Forecast growth in daily vehicle trips is expected to place additional pressure on routes that are already
congested, resulting in longer delays and more unreliable journeys. As congestion increases, some travellers are
likely to respond by rerouting, retiming their journeys, or spreading travel more widely across the peak periods.
However, these behavioural responses are not expected to eliminate congestion; instead, average delays are
forecast to increase on alreadyZonstrained routes, with new congestion hotspots also emerging over time.

Figure 4-11 shows that there will be widespread increases in traffic delay across the road network between now
and 2042. Within B&NES, delays are forecast to increase across much of the network. Particularly notable
impacts arise where traffic from neighbouring authorities increasingly fspills overdinto B&NES, reflecting
strategic planned development across the wider region. Key affected corridors include the A4174 Bristol Ring
Road, B3130 through the Chew Valley, and routes south of Midsomer Norton and Radstock, where growth
pressures combine with limited network resilience. Specific issues include:

1 In Bath, overall car dependency of new development is expected to be relatively low, but there will be
increasing impacts of traffic in the city centre with more traffic being displaced onto other routes, including
the Whiteway Road / Frome Road / North Road corridor running east-west through the south of the city. A
significant volume of additional traffic will be from growth outside the city. For example, evidence from the
Journey to Net Zero evidence showed that 75% of people driving to work in Bath do so from outside the city
boundary.

1 On the A36 corridor running south of the city towards Warminster, increasing delays for traffic on side roads
attempting to enter or cross the A36 - in B&NES itself, and in Somerset to the south.

1 On the A363 running south east towards Bradford on Avon, increased delays would be experienced across
the Wiltshire border in Bradford-on-Avon, reflecting the pressures of growing traffic demand to and from
Wiltshire and a highly constrained mediaeval street layout in the town.

1 There would be significant increases in delays around Keynsham associated with growing traffic demands,
and around Whitchurch due to traffic re-routing to avoid more congested parts of the network in Bristol.

1 Increases in delays are also forecast on more rural routes through the district, as traffic re-routes to avoid
more congested parts of the network, particularly in Bath and around Keynsham.

Across the wider West of England, there are the following notable hotspots due to other authoritieséplanned
growth:

1 In Bristol, delay increases are projected across much of the city, with the most pronounced impacts around
the city centre and Temple Meads, reflecting concentrations of employment growth and travel demand.
Increases in traffic delay in the south side of the city will also displace traffic onto routes through the Chew
Valley.

1 In South Gloucestershire, increased delays are forecast around Cribbs Causeway, reflecting strategic growth
at Brabazon. Major development is also proposed in the new South Gloucestershire Local Plan across the
North and East Fringes, within the urban area and new strategic urban extensions north of Bradley Stoke
and across the East Fringe. This is forecast to result in significant increases in traffic demand on the A4174
Ring Road.

1 In North Somerset, increased delays are forecast to be concentrated around Weston-Super-Mare and along
the A370 corridor. Additional pressure is also expected from Bristol Airport expansion, which is forecast to
increase traffic on already constrained routes connecting the airport to the A370, A38 and M5.

1 The forecasts also highlight specific challenges on the Strategic Road Network (SRN). Notable problem
locations include the M5 (northbound and southbound), the M4/M5 Almondsbury interchange, the M4
westbound approach to Junction 19, and M32 Junction 1. These impacts reflect growing traffic demand on
the motorway network and increasing interactions with movements along the Ring Road and urban corridors.

Addressing these challenges will require coordinated action across the region. The policy framework set out in
Chapter 2 makes clear that the primary response should be to reduce the need to travel and support a shift to
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more sustainable modes, rather than relying on additional highway capacity as the default solution. Evidence#?
indicates that highway-focused interventions are unlikely to provide a lasting solution and may instead lead to
induced demand, resulting in renewed congestion pressures over time.

However, it is also important to recognise the challenges with the operation of the road network. Increased traffic
flows will increase severance in local communities and exacerbate environmental challenges. This will impact on
the attractiveness of walking and cycling, particularly where footways and roads are narrow. Buses will also be
impacted by increased congestion and delays, reducing reliability and increasing operating costs.

Existing strategies are focused on improving conditions for active travel and buses in the region. The B&NES
Active Travel Masterplan has created a network-wide approach to improving walking and cycling routes,
including reducing traffic speeds and calming traffic on busy roads, and creating alternative quiet routes. These
principles are also embedded in the Creating Sustainable Communities Strategies and Bath Movement Strategy.

Increased traffic could also exacerbate road safety challenges. Section 4.5 discussed the existing road safety
challenges on the road network in B&NES: increased traffic flows will increase potential conflicts, including at
locations of existing collisions clusters, and there could be increased conflicts with pedestrians and cyclists. At
busy junctions, increased delays on side roads could result in drivers making dangerous manoeuvres from side
roads onto busy main roads. Attention will need to be given to ensuring that measures address these potential
conflicts and proactively address the underlying risks in these areas.

For longerA&listance movements, particularly those currently using the SRN, new and improved public transport
options will be essential to enable meaningful mode shift. The West of England authorities 8 working through
the Mayoral Combined Authority as transport authority, alongside local highway authorities & will need to
collaborate with the Western Gateway SubANational Transport Body and National Highways to develop these
solutions. Potential measures include enhanced rail services, new or improved longerAlistance coach services,
and strategic interchange facilities that allow drivers to transfer to public transport and reduce pressure on the
strategic road network.

Overall, committed development across the West of England, combined with background traffic growth, is
forecast to result in sustained and widespread increases in congestion. These impacts cannot be fully mitigated
through highway infrastructure alone. Instead, a concerted, regionZvide programme to improve travel choices
and enable mode shift will be required 6 both within the West of England and across the wider region. This
approach should be embedded consistently across the area, rather than pursuing incremental highway capacity
schemes that risk locking in higher traffic levels and creating the need for further intervention in the future. It is
acknowledged that where potential road safety issues are identified, as a consequence of the growth in
development traffic, appropriate road safety highway improvement measures will be identified.

42 https://www.gov.uk/government/publications/how-additional-road-capacity-affects-travel-demand
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5. Impacts of Local Plan Spatial Strategy

This chapter sets out the process used to assess the transport impacts of the Local Plan. It continues the
modelling approach described in the previous chapter, using the West of England Regional Transport Model
(WERTM) to forecast travel demand from development in the Local Plan, considering strategic impacts on all
modes, and detailed operational impacts on the road network. This chapter includes:

1 Anoverview of how the spatial strategy was developed, and explanation of the locations of proposed
development; analysis of the overall changes in demand, by mode, from the Local Plan.

1 Increases in car travel from major development sites, and impacts on active travel and public transport.
1 Changes in traffic flows and network impacts resulting from the Local Plan.

In addition, Appendix A describes the transport modelling methodology.

5.1 Overview

The Local Plan spatial strategy has been iteratively developed over the last two years. The starting point was to

consider the Objectively Assessed Need for housing and employment land, which is addressed in other Topic

Papers for the Local Pl an. The Counci l has unmmmisedaken 6
the strengths and weaknesses of sites, including consideration of transport and accessibility criteria. This has

included application of the DfT Connectivity Tool (as described in Chapter 4) to appraise accessibility of each

site.

The Connectivity Tool was used during Plan development to provide a consistent, comparable assessment of
the relative accessibility of each potential development site. Its outputs helped to identify where sites would be
likely to benefit from stronger existing or potential non-car connectivity, and where more significant transport
interventions would be required to support sustainable travel.

The tool was not used mechanistically to derive the spatial strategy or to determine site selection in isolation. It
instead formed one part of a wider evidence base, alongside planning, environmental, infrastructure,
deliverability and place-making considerations. In this way, the Connectivity Tool provided an informative and
proportionate input to plan-making, helping to shape and test the emerging spatial strategy, while ensuring that
final judgements reflected the full range of relevant planning considerations.

An initial series of shortlisted site proposals was developed in late 2025. AtkinsRéalis undertook initial appraisal
of the transport issues associated with these sites, together with development of initial mitigation proposals,
developed in line with the vision principles set out in Chapter 2. This did not include detailed transport modelling:
the focus was instead to focus on critical accessibility issues and opportunities to provide high-quality walking,
cycling and public transport options to serve each site.

This process identified that one of the major sites would have major accessibility challenges. This site, to the

north of Midsomer Norton, would be located on a plateau, surrounded by steep slopes on all sides, including

towards Midsomer Norton. These topographic challenges, together with very narrow lanes in the local area,

would cause major challenges in providing adequate access. There would be a steep climb for walking and

cycling to the site from Midsomer Norton: while the site is near to the town, the steep climb and narrow lanes

would make this very unattractive. It would also require the provision of costly new road infrastructure to access

the site, and it would be very difficult (and expensive) to serve the site by bus. This would be likely to result in a

very highlycar-d e pendenti noitshleaSdbémer Vall ey, which would be inco
for the Local Plan.
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The Council also removed one site in Whitchurch due to the promoter withdrawing the site. Other sites have
been iteratively developed during 2026, taking account of local environmental constraints, review of the mix of
residential, employment and other uses, optimisation of development density, and integration of transport and
mobility needs.

A major site to the West of Bath was also considered during the process of developing the spatial strategy. This
site could have potential significant transport strengths, including proximity to the city centre, a wide range of
travel choices, and opportunities to further strengthen public transport connectivity to the west of the city.
However, this would have negative impacts on the setting of the doubly-inscribed World Heritage Site, and this
site has therefore not been included in the spatial strategy.

Figure 5-1 shows the resultant proposed spatial strategy, in terms of proposed residential and employment
allocations across B&NES. Figure 5-2 sets this in context of wider growth across the West of England, in terms
of current committed development and Local Plan growth across the four local authorities.

Figure 5-2 shows the very modest scale of committed development in B&NES compared with the other three
authorities, but the scale of planned development with the new Local Plan will result in a major acceleration in
growth. This will also have major implications for travel demands and the need for a new approach to
management of impacts on the transport network. There have been ongoing minor iterations of the spatial
strategy since the completion of the transport modelling. However, these will not materially affect the outputs or
conclusions.

Transport Topic Paper B&NES v1.0

|:|‘ 100122691
1.0 | September 2026

44



Figure 5-1 Location of all planned development sites in B&NES

: ~ s
| L [104 homes] " [1434 homes
. 477 homes | (
- _90 homes
450 homes m
- —
[261 homes]" 90 homes] ( \ 15 homes 50 homes | [45 homes
952 homes 394 homes
= | 70 homes
25,000 - 50,000 >
= ' . Light
industrial and [51 homes]
other class E m !
uses ludi |
office) 23 homes
'
[20 homes] -
[90 homes| [ ;
N
‘
’ [55 homes]
Fm
300 ,
| Key
/ Neighbouring Authority
Proposed:
5 = 2 B&NES Development Sites
60,300 sqm|
Scale Title
Contains OS Data © Crown Copyright. l:" i Aali 0 2 4 km < i
pyrig AtklnSRealls . I | B&NES - Development Sites
Ordnance Survey 2024
CRS:EPSG:27700 Map Scale:1:76,190

up

Transport Topic Paper B&NES v1.0
100122691
1.0 | September 2026

45



Figure 5-2 Locations of Committed and Local Plan development in the West of England
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5.2 Overall changes in travel demand

This section describes the forecast changes in travel demand with the new B&NES Local Plan without transport
mitigation, compared with the Reference Case. Table 5-1 and Table 5-2 present the statistics for trips to, from
and within B&NES.

Table 5-1 Daily trips and forecast change in trips by mode and scenario to/from and within B&NES

Scenatio All Modes (egfltrginglzt) I?::]i 8; ;;;I Active only
2042 Reference Case 403,000 272,000 41,000 91,000
2042 Reference Case vs 2019 Base +6.8% +11.1% +2.9% -3.0%
2042 Local Plan No Mitigation vs 2042 Ref Case +16.2% +17.6% +11.1% +14.7%
Table 5-2 Daily travel mode share for trips to/from and within B&NES

Daily travel modal share (egca][rging:)r/] ) Ezllf(’: 85 gs;l Active only
2019 Base 64.8% 10.5% 24.8%
2042 Reference Case 67.4% 10.1% 22.5%
2042 B&NES Local Plan no mitigation 68.3% 9.5% 22.2%
B&NES Local Plan development trips only 71.1% 8.8% 20.2%

This shows that, without travel mitigation measures in place (a worst-case scenario), the B&NES Local Plan
would result in a large increase in travel. Under the Reference Case, overall travel demand would increase by
almost 7% between 2019 and the 2042, but the new Local Plan would increase travel demand by a further 16%
over and above the Reference Case. This would place major pressures on the local transport network. Active
travel would increase by almost 15%, and bus and rail demand would increase by almost 11%, but car travel
would increase by almost 18% compared to the Reference Case.

This would mean that the mode share for travel by car in B&NES would continue to increase, from 67.4% in the
Reference Case to 68.3% under the Local Plan with no mitigation, and mode share for travel by public transport
and active travel would continue to decrease.

Whilst sustainable transport considerations formed a key driver of the spatial strategy, mode share by car would
be higher for the development sites (71%) than the B&NES average, driven by the proposed locations on the

edges of urban areas and in villages. In the majority of cases these will still represent the most sustainable
locations for growth in transport terms

Table 5-3 and Table 5-4 present the corresponding data for the whole West of England.

Table 5-3 Daily forecast change in trips by mode and scenario  in the West of England

Car only Bus & Rail

Scenario All Modes (exc freight) (inc P&R) Active only
All daily trips in West of England 2042 Ref Case 2,163,000 1,376,000 190,000 596,000
2042 Reference Case vs 2019 Base +16.0% +19.6% +17.9% +8.1%
2042 Local Plan No Mitigation vs 2042 Ref Case +3.6% +3.6% +3.1% +3.9%
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Table 5-4 Daily travel mod e share in the West of England

Daily travel modal share (egg;rg?g;)r/lt) %Lﬁli 85 g%l Active only
2019 Base 61.8% 8.7% 29.6%
2042 Reference Case 63.6% 8.8% 27.6%
2042 B&NES Local Plan No Mitigation 63.6% 8.8% 27.7%

The B&NES Local Plan (without mitigation) would result in a 3.6% overall increase in trips across the West of

England compared to the Reference Case. There would be a slightly higher increase in active travel (+3.9%) and

slightly lower increase in public transport (+3.1%), and only marginal changes in mode share at the West of

England level.

5.3 Car travel from Local Plan development sites

The Local Plan will result in a significant increase in traffic demand across B&NES. Table 5-5 shows the forecast

mode share by car for the major Local Plan development sites, before the application of transport mitigation.

Table 5-5 Daily travel mode share of development sites (pre

-transport mitigation)

Area Clusters of development sites hou'\;%hogl ds ESE Oan;. of sﬁa?rre
Bath All Bath Sites 627 1539 58.3%
Hicks Gate 2183 1048 73.7%
North Keynsham 1538 2092 68.4%
Bristol-Bath
corridor: Hicks ~ Saltford 1446 694 71.8%
ge\llt/eﬁitléﬁﬁrr];?am Keynsham 1952 1234 70.2%
Whitchurch 2048 983 69.6%
All Bristol -Bath corridor sites 9167 6051 70.8%
Bishop Sutton, Chew and Pensford 400 431 82.9%
Writhlington 1028 494 66.9%
Chilcompton Road and Thicket Mead 291 1143 67.4%
North Radstock 951 457 69.1%
Somer Valley / Paulton and Hallatrow 414 199 74.9%
Rural Peasedown 939 2020 73.8%
South Farrington Gurney 549 264 75.3%
South Radstock (Haydon) 143 69 70.6%
Temple Cloud & Clutton 460 221 76.2%
Timsbury & Farmborough 510 245 78.3%
All Somer Valley sites 5686 5541 72.8%
All L ocal Plan development sites 15480 12883 71.1%
All B&NES Reference Case 67.4%

ar
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Overall car mode share for the Local Plan development sites with no mitigation measures is forecast to be
around 71%, higher than the 67% overall car mode share for the whole of B&NES in the 2042 Reference Case.
In general, car mode share would be highest in the more rural locations, such as Bishop Sutton, Chew and
Pensford (83%), Temple Cloud and Clutton (76%), Farrington Gurney (75%), Timsbury and Farmborough (78%).

In the case of the Somer Valley, there would be high car mode shares at Peasedown (74%) and Haydon (71%)
in the absence of transport mitigation. There would also be a high car mode share at Hicks Gate (74%) and
Saltford (72%) in the Bristol-Bath corridor.

Whilst these sites were selected against a wide range of criteria, the DfT Connectivity Tool formed part of the
evidence base and indicated relatively strong connectivity scores. However, many of these sites are located in
greenfield areas with barriers to active travel and limited access to bus services. Notwithstanding this, they
represent some of the most suitable options available and have the potential to achieve more sustainable
outcomes with appropriate mitigation measures.

Figure 5-3 presents the forecast routings of traffic demand from the different clusters of development sites in the
Local Plan. This has been informed by existing origin-destination patterns across the area and forecasting of the
key destinations for the new development sites, based on accessibility to jobs, shops and services. This provides
initial insights into those parts of the transport network that will be subject to the greatest pressures resulting
from new development. For example, focussing on some key sites:

1 North Keynsham: demands into Keynsham town centre, northwards along the A4175 towards the East
Fringe, and routes towards Bristol, potentially using Charlton Road and Woollard Lane to access south
Bristol via Whitchurch.

1 Hicks Gate: relatively limited amounts of traffic heading towards Bristol city centre (trips can transfer to Park
& Ride at Brislington, to the west), but significant volumes heading north on the A4174 Ring Road to the
East Fringe and North Fringe.

1 Whitchurch: vehicle demand will head into southern Bristol and Keynsham town centre.

1  Writhlington, to the east of Radstock: strong demand into Radstock town centre, and then beyond along the
A362 to Midsomer Norton and north along the A367 to Peasedown and onwards to Bath.

1 Timsbury and Farmborough: traffic would head north along the A39 and the B3116 towards Keynsham, west
towards the A37, and south following several different routes to head towards Peasedown and beyond.

Travel patterns from the development sites are varied, with journeys to both local and more distant destinations.
There is potential to increase walking and cycling for local trips by strengthening local centres and access to
shops, services and employment, reducing the need to travel. Several movements could also be supported by
bus services, particularly along the Bristoli Bath corridor, between the Somer Valley and Bath, along the A37
between Farrington Gurney and Whitchurch, and along the central northi south spine between Keynsham and
Timsbury.

In addition to the movements using the corridors that are relatively well served by bus services, there will be

traffic using more rural roads. This will need to be considered in the development of the Transport Strategy.

There are also particularly complex traffic demands in the area around Keynsham and Whitchurch, including
strong oO6orbitald traffic demands a r. ohiswilreduiteeonsderationof e a st
appropriate traffic management measures in this part of the district.
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Figure 5-3 Highway trip patterns and routings for major development sites (no mitigation)

Contains OS Data © Crown Copyright.
Ordnance Survey 2025
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5.4 Impacts on active travel demand

Although there will be significant vehicular traffic demands from the sites for longer journeys, there will also be
strong active travel demand for more local journeys. Figure 5-4 presents active travel demand with the Local
Plan (with no mitigation), and Figure 5-5 presents the increases in active travel demand from the Reference
Case.

This shows that there would be significant increases in active travel demand, even in the absence of measures
to enhance walking and cycling facilities. The proposed sites are well located to support active travel for local

journeys from the sites, which would build on background future demand in nearby communities. These include:

1 Inthe Somer Valley, demands from sites at Peasedown towards the village centre, and from sites at
Clandown and Writhlington into Radstock.

1 Around Whitchurch Village, demands from new sites into the village centre, onwards into South Bristol, and
also some demand towards Keynsham.

1 Around Hicks Gate, Keynsham and Saltford, demands from the sites along the A4 corridor and around
Keynsham, reflecting the large numbers of housing allocations and relative ease of walking into the town.

Elsewhere, there would be more localised demands, focused on connecting from new sites into village centres,
for example from sites in Clutton and Temple Cloud.

It will be critical to ensure that these active travel demands can be safely met, through providing good quality
footways and cycling infrastructure. The transport mitigation strategy should focus on these corridors, which will
also help to encourage more people to walk and cycle for local journeys, reducing car dependency for local
journeys, and reducing the impacts of traffic on local road networks.
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Figure 5-4 Active travel demand in B&NES (2042 Local Plan No Mitigation , 12-hour totals )
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