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1.0 Introduction

111  Jubb has been commissioned by Hallam Land to provide highways and transportation advice in relation
to a proposal for a residential-led mixed use development on land north-east of the railway line in North
West Bicester known as ‘Hawkwell Village' (HV).

11.2  Aplanning application (Ref: 21/04275/0UT) was submitted in December 2021 for a residential led mixed
use development for up to 3,100 dwellings.

11.3 The Site forms part of the North West Bicester development allocated within the Cherwell District
Council (CDC) Local Plan. Historical traffic modelling of the allocation has shown a need for the
implementation of the A4095 Strategic Link Road (SLR) to bypass the Howes Lane (A4095) / Bucknell
Road / A4095 double junction.

11.4  The Howes Lane (A4095) / Bucknell Road / A4095 consists of a roundabout junction to the north of the
railway line and a priority junction to the south of the railway line and currently operates over capacity.

115  Oxfordshire County Council (OCC) received funding from Homes England and the Oxfordshire Housing
and Growth Deal to implement infrastructure to enable proposed development to come forward. The
funding allocated to the SLR has enabled the completion of the rail underbridge and pedestrian
underpass. Due to a re-allocation of funds, the remaining monies have been directed to other strategic
highway schemes in Oxfordshire.

11.6 The SLRis a strategic piece of highway infrastructure and will cost a considerable sum of money. With
no funding currently available, the only way to deliver the strategic housing allocation is for the
developers to fund the construction of the SLR. To manage cashflow in the early years of the Hawkwell
Village development and generate funding it will be necessary for the developers to deliver a quantum
of dwellings ahead of the provision of the SLR.

11.7  The Firethorn planning application (Planning Ref: 21/01630/0UT) was granted permission at appeal for
up to 530 dwellings with no junction capacity or active travel mitigation at the Howes Lane
(A4095)/Bucknell Road/ Lords Lane (A4095) junction.

11.8 In considering the effect of the traffic associated with the Firethorn development on the Howes Lane
(A4095) / Bucknell Road /Lords Lane (A4095) junction! OCC concluded that a 50% increase in delay at
the junction is not a ‘severe’ impact and that in “the context of an increasingly urban setting, drivers
will become accustomed to congestion on all routes into and around Bicester by 2026". The accepted
increase in delay for vehicles travelling through the junction is from 6 minutes to 9 minutes.

119 OCC have also given weight to the delivery of the SLR, stating “the most challenging element of the road
scheme, the bridge under the railway, has already been delivered” and that “there are current
development proposals on the land required for the scheme, which means the land can potentially be
safeguarded”. OCC Highways conclude that the impact of the development, given the future delivery
of the SLR will be temporary and is not considered to be severe.

1 CDC 12 January 2023 Planning Committee Report p59
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OCC have intimated that the delay at the Howes Lane (A4095) / Bucknell Road / Lords Lane (A4095)
junction with the Firethorn development in place and without the SLR is reaching its upper limit although
some further shorter term detriment may be considered. Therefore, any further development would be
required to mitigate its impact at the Howes Lane (A4095) / Bucknell Road /Lords Lane (A4095) junction
prior to the delivery of the SLR.

Jubb has submitted several Technical Notes? which set out the background of the proposals for interim
schemes at the junction which would provide suitable capacity to enable the release of dwellings prior
to the delivery of the SLR.

TN18 has investigated several interim scheme proposals with the following two schemes considered to
offer the best benefits:

= A signalised scheme that offers a 3m shared use cycleway between Bridleway 129/8/20 and
Footpath 129/12/10, improved pedestrian footways and crossing facilities on all arms of the junction
and the removal of points of conflict for other cycle movements (Appendix A); and

= A minor mitigation scheme that introduces a 3m shared cycleway between Bridleway 129/8/20 and
Footpath 129/12/10 and crossing facilities on all arms of the junction (Appendix B).

Following a request from OCC the final version of TN18 undertook an assessment including an element
of the traffic associated with the A2 Dominion (A2D) planning application (Planning Reference:
23/03365/0UT) for a mixed-use development comprising 1,000 residential units known as 'Land West of
Howes Lane' (LWoHL).

This assessment? using the developments' ‘Vision' trip rates indicated:

= Amended Minor Mitigation Scheme — assuming a 3% reduction in background traffic® + 530
dwellings at Firethorn + 350 dwellings at HV + 150 dwellings at LWoHL - 9 minute delay;

= Amended Minor Mitigation Scheme — assuming a 5% reduction in background traffic* + 530
dwellings at Firethorn + 663 dwellings at HV + 300 dwellings at LWoHL - 9 minute delay; and

= Signal Scheme - no reduction in background traffic + 530 dwellings at Firethorn + 1250 dwellings
at HV + 750 dwellings at LWoHL - 6 minute delay.

The *Vision' trip rate modelling indicated that the inclusion of LWoHL made insignificant changes to the
modelling results i.e. that the overall development quantum between HV and LWoHL can be split with a
different ratio and the operation of the junction will remain similar.

Hallam consider that the enablement of only 500 dwellings across both development parcels (i.e.
amended minor mitigation with 3% reduction in background traffic and ‘Vision' trip rates) would be an
insufficient quantum of development to support the early funding of the SLR on top of other infrastructure
demands to open up the site and anticipated S106 requirements.

The amended minor mitigation scheme modelling indicates that with a 5% (1 in 20) reduction in
background traffic approximately 1,000 dwellings using the ‘Vision' trip rates could be occupied at the
HV and LWOHL developments alongside the Firethorn dwellings prior to the completion of the SLR with
a similar delay to that deemed acceptable for the Firethorn development but with the addition of
improved active travel infrastructure.

2TN10v10, TN17v3, TN18v1l

8 The BTM traffic flows include the Himley Village traffic associated with 500 dwellings that are permitted prior
to the delivery of the SLR

“ Linked to OCC LTCP 2030 target to replace or remove 1 out of every 4 current car trips in Oxfordshire (25%
reduction in background traffic)
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Given the other infrastructure demands associated with the opening up of the site and anticipated s106
requirements alongside the reliance on 3™ parties to enable the delivery of the full extent of the SLR,
Hallam consider that the minor mitigation scheme does not offer a viable quantum of development when
split between HV and LWoHL.

The signal scheme, with no reduction in background traffic and using ‘Vision' trip rates, would enable a
minimum of 2,000 dwellings to be delivered between HV and LWoHL alongside the 530 Firethorn
dwellings before the completion of the SLR with nil detriment to delay and Hallam consider that this
scheme presents the most favourable outcome in respect of accelerating housing delivery at NW
Bicester. It is this scheme that Hallam propose is secured through the HV planning application.

Following the delivery of the SLR the remaining dwellings at HV (1,850), LWoHL (250) and Himley Village®
(1,200) can come forward. A minimum of 3,300 dwellings would be dependent on the delivery of the SLR
and this defines the need for the SLR, albeit this number is likely to be higher having regard to parcels of
land within the allocation that have not yet been brought forward as planning applications.

A meeting® with OCC officers to discuss the above assessments resulted in a request from OCC to
undertake the assessment utilising an interim trip rate as the ‘Vision' trip rates were not considered
suitable in an interim situation where many of the developments services and facilities would not be
available and internalisation of trips would be negligible. OCC suggested using the Elmsbrook
development'’s surveyed mode share set out in the Transport Assessment submitted in support of the
LWoHL planning application.

In correspondence, OCC has requested parameter corrections to the Junctions 10 model for the
amended minor mitigation scheme:

=  Howes Lane widths incorrect, should be 2.5m and 2.4m
= Bucknell Road North incorrect, should be 7.25m with 1.25m central reserve and blocking with O
PCUs.

2.4 and 2.5m are single lane width measurements at a specific point; Junctions 10 requires the average
width of the lanes to be calculated from the give-way entry width and four 5m intervals from the give-
way line. This average lane width calculation over 20m can either be calculated manually or by inputting
the five measurements with Junctions 10 calculating the average width.

As agreed with OCC, modelling of the priority junction is to be undertaken using VTP's calibrated
Junctions 10 model for the Firethorn development. The average lane width has been manually entered
into the model (3.0m and 2.8m). The model was deemed to represent the unusual operation of the
junction by OCC and the Planning Inspector. The amended mitigation scheme does not alter the kerblines
on the Howes Lane approach and therefore, it is deemed that the continued use of the VTP Junctions 10
model is the most reliable way to model the actual operation of the junction following the implementation
of the minor mitigation scheme.

The VTP model input blocking when 1 vehicle is queueing whilst the TN18 model input no blocking;
therefore, as the proposed eastern kerbline provides additional road width in the area of right turning
movements the Junctions 10 model has been amended to queueing after 1 vehicle (as per the agreed
calibrated model).

This Technical Note (TN) sets out a revised trip rate for the interim assessment and the capacity results
of the signal scheme and the amended minor mitigation scheme using revised trip rates and the
introduction of right turn blocking with 1 PCU for the amended minor mitigation scheme.

5 Planning Ref: 14/02121/0UT - 1700 dwellings, 500 can be occupied prior to the delivery of the SLR
614™ June 2024



North West Bicester — Hawkwell Village

20300

2.0

211

212

213

Vision Trip Rates

The ‘Vision' trip rates, set out in TNO2v4, were agreed by OCC for inclusion in the Bicester Transport
Model (BTM) to assess the full impact of the HV development on the existing highway network alongside
an assessment using the BTM trip rates. The agreed ‘Vision' residential trip rates are shown in Table 2.1.

AM PEAK HOUR

PM PEAK HOUR

ouT

TOTAL

IN

ouT

TOTAL

0.068

0.217

0.285

0.236

0124

0.361

Table 2.1: Hawkwell Village Agreed 'Vision’ Residential External Vehicle Trip Rates

The 2019 Elmsbrook modal share survey results as set out in Table 3.12 of Appendix E of the TA
submitted to support the LWoHL planning application (extract provided at Appendix C — 61% car driver)
have been applied to the total person trip rates for the Private and Affordable housing TRICS sites’ used
for the vehicle trip generation set out in TNO2 v4. It should be noted that not all of the sites included in
TNO2 v4 have been able to be included in the assessment as not all of the surveys were multi modal.
The total person TRICS output reports are attached at Appendix D and are summarised along with the
resultant vehicle trip rates in Table 2.2.

At the time of the Elmsbrook modal share survey there were 157 dwellings occupied and the local centre
uses were not built and, on this basis, OCC consider the survey representative of an interim buildout of
the HV and LWoHL developments. However, the modal split is not considered to be representative of the
future developments for the following reasons:

= The survey was undertaken prior to the pandemic. Some of the vehicle trips will have been removed
due to the increase in homeworking and some of the vehicle trips may have transferred to walking
/ cycling trips;

= The Elmsbrook development is located at a greater distance from the existing Bicester urban
environment and the active travel infrastructure is not as direct as the HV and LWoHL proposals;
and

= The survey was undertaken prior to OCC's commitment to reduce existing vehicle trips and improve
active travel infrastructure (LTCP, Bicester LCWIP).

AM PEAK HOUR PM PEAK HOUR
TYPE

IN ouT IN ouT IN ouT
Total - Person | 179 0771 0.950 0.642 0.264 0.906
Private
Total Person
A ordable 0323 1.020 1.343 0.667 0.394 1.061
Vehicles 0.109 0.470 0.580 0.392 0.161 0.553
Private (61%) ' ' ’ ' ' '

" The Sites used in the TRICS assessment for TNO2 were accepted by OCC as they were housing development
without services and facilities available, without Travel Plans and undertaken prior to the behaviour change
brought about by the pandemic.
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AM PEAK HOUR PM PEAK HOUR
TYPE
IN ouT IN ouT IN ouT

Vehicles
Affordable 0.197 0.622 0.819 0.407 0.240 0.647
(61%)
Vehicles

- 0.136 0.516 0.651 0.396 0.185 0.581
Combined

Table 2.2: Interim External Vehicle Trip Rates based on Elmsbrook 2019 Surveyed Mode Share
Therefore, a further assessment of the agreed TRICS private housing sites (ensuring a robust
assessment) has been undertaken to calculate a vehicle trip rate that does not consider internalisation
of trips.

Interim Vehicle Trip Rates

For the purposes of the interim assessment, the original agreed vehicle trip rates forecast for “Privately
Owned Houses", as set out in TNO2, are abstracted in Table 3.1 below.

AM PEAK HOUR PM PEAK HOUR
TYPE
IN ouT IN ouT IN ouT
Privately
011 0.365 0.475 0.347 0.155 0.502
Owned Houses

Table 3.1: Original Privately Owned Housing Vehicle Trip Rates

To account for behaviour changes and the proposed sustainable travel measures, the assessment
applies the following reductions following the assumptions set out in TNO2.

Adjustments to Work-Related Trips

The derived vehicle trip rates for residential development contain journeys with various purposes
associated with not only employment but also leisure, shopping and education activities. According to
the 2019 National Traffic Survey - Table 502 “Trip start time by trip purpose (Monday to Friday only)",
some 37% of the traffic in the AM peak and 43% in the PM peak are work related commuting and business
trips. The forecast work related vehicle trip rates are set out in Table 3.2 below.

TYPE ~ AM PEAK HOUR PM PEAK HOUR
Commuting/Business IN OUT | TOTAL IN ouT TOTAL
Privately Owned 0.04 014 018 015 0.07 0.22
Houses

Table 3.2: Commuting / Business Vehicle Trip Rates

8 30% Affordable, 70% Private
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As set out in the TNO2, the control measures introduced nationally as a result of the Covid 19 pandemic
have resulted in major behavioural changes that has led to more home working and as technology,
society and business continues to evolve, more opportunities would be made available to encourage
home working. Properties within the community would be designed to capitalise on these changes so
that home working is possible through the use of enhanced telecommunications and the establishment
of appropriate work areas within each property.

As such, a 10% reduction on the forecast commuting and business vehicle trip rates (as shown in Table
3.2) to account for working from home has been applied. This level of adjustment was agreed by OCC for
the 'Vision' trip rates and is considered suitable for the interim vehicle trip rates. The subsequent
reduction in terms of vehicle trip rates is summarised in Table 3.3.

Private Houses

AM PEAK HOUR

PM PEAK HOUR

IN

ouT

TOTAL

IN

ouT

TOTAL

Deduction on Home Working

0.00

0.01

0.02

0.01

0.01

0.02

Table 3.3: Deduction for Home Working

The external vehicle trip rates are summarised in Table 3.4 below:

Private Houses

AM PEAK HOUR

PM PEAK HOUR

IN

ouT

TOTAL

IN

ouT

TOTAL

011

0.35

0.46

0.33

0.15

External Vehicle Trip Rates
Table 3.4: External Vehicle Trip Rates for Privately Owned Houses

0.48

Adjustments for Behaviour Changes

The HV development is closer to the existing Bicester built area than Elmsbrook and there is only a single
road to cross to facilitate active travel journeys into Bicester whereas Elmsbrook has to cross two / three
roads. Hallam are prepared to provide a temporary mini mobility hub(s) which would provide e-scooter/e-
bike hire and will provide suitable connecting active travel infrastructure. A public transport contribution
will form part of the s106 agreement and OCC will be able to use this money to contract a suitable bus
service. The surveyed TRICS sites are not supported by Travel Plans. A 10% reduction in external vehicle
trips is considered appropriate given the development'’s geographical position, the proposed active travel
infrastructure, the introduction of a bus service and the introduction of a robust Travel Plan (a 15% mode
shift has been accepted by OCC for behavioural change for the full HV development). The subsequent
reduction in terms of vehicle trip rates is summarised in Table 3.5.

Private Houses
PM PEAK HOUR

AM PEAK HOUR

IN ouT TOTAL IN ouT TOTAL
Deduction for Behaviour Changes 0.01 0.04 0.05 0.03 0.01 0.05
Table 3.5: Deduction to account for Behaviour Changes
The proposed interim external vehicle trip rates is summarised in Table 3.6.
AM PEAK HOUR PM PEAK HOUR
IN ouT TOTAL IN ouT TOTAL
0.100 0.320 0.420 0.300 0.130 0.430

Table 3.6: Proposed Interim Residential External Vehicle Trip Rate
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Junction Capacity Modelling

Amended Minor Mitigation Scheme

Correspondence from OCC states that a 5% reduction of background traffic is potentially more realistic
(than the 12.5% and 25% reduction of background traffic?). Therefore, junction capacity modelling using
the trip rates set out in Table 3.6 and a 5% reduction in background traffic flows has been undertaken
for 663 dwellings at HV and 300 dwellings at LWoHL using the Junctions 10 software. The agreed
calibrated VTP Firethorn Junctions 10 model has been used; however, Junctions 10 cannot model
blocking with a crossing facility and therefore two models have been used —one with 1 PCU blocking and
no crossing facility and one with a crossing facility but no blocking. As shown within TN18 there is a
negligible difference in results from the input of 25 or 50 crossing movements and therefore, the
modelling has been undertaken using 50 crossing movements only as it represents the worst case
scenario.

A summary of the results is shown in Table 4.1 with the output reports attached at Appendix E.

AM PM
Queue Delay Queue Delay
(PCU) (s) R (PCU) (s) R

Year 2026 Calibrated Base + Firethorn + 663 HV + 300 LWoHL - 5% Reduction Target
With 1 PCU Blocking but no Crossing Facility (50 Active Travel Movements)

Howes Lane - Left Turn 23.0 128.36 1.03 119.4 628.09 1.30
Howes Lane - Right Turn 0.2 24,92 0.13 0.1 18.87 0.05
Bucknell Road North 46.9 218.25 111 17.8 81.84 0.97
Bucknell Road South 0.6 3.47 0.37 0.5 3.15 0.30

Year 2026 Calibrated Base + Firethorn + 663 HV + 300 LWoHL — 5% Reduction Target
With a Crossing Facility and No Blocking (50 Active Travel Movements)

Howes Lane - Left Turn 21.8 122.89 1.02 119.4 627.81 1.30
Howes Lane - Right Turn 0.1 18.02 0.10 0.1 17.95 0.05
Bucknell Road North Ahead 0.2 8.70 0.15 0.4 8.68 0.24
Bucknell Road North Right 38.5 223.56 111 134 92.06 0.97
Bucknell Road South 0.7 3.58 0.38 0.5 3.25 0.31

Table 4.1: Summary of JUNCTIONS 10 Results for Amended Mitigation Scheme using ‘Interim’ Trip Generation

The maximum delay using the ‘Interim’ trip rates with 663 dwellings at HV, 300 dwellings at LWoHL and
530 dwellings at Firethorn is 10 minutes and 28 seconds on Howes Lane arm in the PM peak hour with
blocking occurring with 1 vehicle and no crossing facility. In the AM peak hour the maximum delay of 3
minutes and 44 seconds is on the northern arm with a crossing facility and no blocking.

The delay at the junction, accepted by OCC for the Firethorn application is 9 minutes and 38 seconds.
Therefore, using the interim trip generation there would be an additional 50 second delay equating to an
8.7% increase. OCC have intimated that some additional delay may be acceptable if the delivery of the
SLR can be assured.

In respect of queues, no queues extend to other major junctions. There is some queueing across minor
road junctions (Avonbury Business Park, Shakespeare Drive, Trefoil Drive) and ‘Keep Clear’ or ‘Yellow
Box' road markings could be introduced.

9 25% represents OCC's LTCP policy to replace or remove 1 out of every 4 current car trips in Oxfordshire by
2030, given this target Jubb considered 50% (a 1 in 8 reduction in background flows) of the OCC target to be a
reasonable consideration for the interim modelling and was used in the initial versions of TN18






