M20 Junction 10a
TR010006
7.2 Transport Assessment Report
APFP Regulation 5(2)(q)
Revision A
Planning Act 2008
Infrastructure Planning (Applications: Prescribed Forms and Procedure)
Regulations 2009

Volume 7
July 2016

M20 Junction 10a
TR010006

7.2 Transport Assessment Report
Volume 7

This document is issued for the party which commissioned it
and for specific purposes connected with the above-captioned
project only. It should not be relied upon by any other party or
used for any other purpose.

We accept no responsibility for the consequences of this
document being relied upon by any other party, or being used
for any other purpose, or containing any error or omission which
is due to an error or omission in data supplied to us by other
parties
This document contains confidential information and proprietary
intellectual property. It should not be shown to other parties
without consent from us and from the party which
commissioned it.

Date: July 2016

M20 Junction 10a
TR010006

Transport Assessment Report

Content
Chapter

Title

1

Introduction

1

1.1
1.2
1.3
1.4
1.5
1.6
1.7
1.8

Purpose___________________________________________________________________________
Background ________________________________________________________________________
Existing Road Network _______________________________________________________________
Scheme Description _________________________________________________________________
Alternative Scheme __________________________________________________________________
Funding and Delivery ________________________________________________________________
Stakeholder Consultation _____________________________________________________________
Report Structure ____________________________________________________________________

1
1
2
2
4
5
5
5

2

Policy Context

6

2.1
2.2
2.3
2.4
2.5
2.6

Introduction ________________________________________________________________________ 6
National Planning Policy Framework (March 2012) _________________________________________ 6
National Networks National Policy Statement (NN NPS) _____________________________________ 7
Circular 02/13 The Strategic Road Network and the Delivery of Sustainable Development ___________ 8
Local Planning Policy ________________________________________________________________ 8
Policy Summary ___________________________________________________________________ 13

3

Baseline Data and Model Development

14

3.1
3.2
3.3
3.4
3.5

Introduction _______________________________________________________________________
Main and Alternative Scheme Study Area _______________________________________________
Baseline Data Collection _____________________________________________________________
Transport Demand Modelling and Model Development Area _________________________________
Local Development and Transport Infrastructure Scenarios __________________________________

14
15
16
26
30

4

Road Safety

33

4.1
4.2
4.3
4.4
4.5
4.6

Introduction _______________________________________________________________________
Background _______________________________________________________________________
Collision Data _____________________________________________________________________
Collision Assessment _______________________________________________________________
Expected Collision Changes Resulting from the Proposals __________________________________
Main and Alternative Scheme Benefits __________________________________________________

33
33
33
35
35
36

5

Sustainable Transport

37

5.1
5.2
5.3
5.4
5.5
5.6
5.7

Introduction _______________________________________________________________________
Main and Alternative Scheme Objectives ________________________________________________
Overview of Existing Conditions _______________________________________________________
Cycle Routes______________________________________________________________________
Public Transport ___________________________________________________________________
New Provision and Enhancement ______________________________________________________
Summary_________________________________________________________________________

37
37
38
42
43
45
46

HA514442-MMGJV-GEN-SMW-RE-Z-7201
Revision A

Page

M20 Junction 10a
TR010006

Transport Assessment Report

6

Current Network Performance

48

6.1
6.2
6.3
6.4

Introduction _______________________________________________________________________
Overview of Base Year Flows _________________________________________________________
Base Year Flows on M20 J10 and Adjacent Junctions ______________________________________
Base Year Operational Assessment ____________________________________________________

48
48
49
52

7

Future Network Performance

55

7.1
7.2
7.3
7.4
7.5
7.6
7.7
7.8
7.9
7.10
7.11
7.12
7.13
7.14
7.15

Introduction _______________________________________________________________________
Overview of Traffic Forecasts _________________________________________________________
Impact on Network Resilience_________________________________________________________
Base year 2014 ____________________________________________________________________
Opening Year 2018 _________________________________________________________________
Design Year 2033 __________________________________________________________________
Impact on Strategic Routes ___________________________________________________________
Scheme Impact on M20, A20 and A2070 Flows ___________________________________________
Scheme Impact on Local Roads _______________________________________________________
Impact on M20, A20 and A2070 Junctions _______________________________________________
Operational Assessment _____________________________________________________________
Alternative Scheme _________________________________________________________________
Summary of Strategic and Microsimulation Modelling Impacts ________________________________
Wider Traffic Impacts _______________________________________________________________
Road Safety Audit __________________________________________________________________

55
55
64
65
66
68
72
73
74
74
74
81
84
85
86

8

Summary and Conclusions

87

8.1
8.2
8.3
8.4
8.5
8.6

Overview _________________________________________________________________________
Policy Context _____________________________________________________________________
Road Safety ______________________________________________________________________
Sustainable Transport _______________________________________________________________
Current and Future Network Performance _______________________________________________
Conclusions ______________________________________________________________________

87
87
88
89
90
91

9

Glossary

94

Appendix A

HA514442-MMGJV-GEN-SMW-RE-Z-7201
Revision A

95

M20 Junction 10a
TR010006

1
1.1
1.1.1

1.2

Transport Assessment Report

Introduction
Purpose
Highways England is proposing to construct a new junction 10a on the M20
and link road to the A2070 at Ashford in Kent. The purpose of this Transport
Assessment is to assess the impact of the proposed improvement scheme on
the strategic and local highway network, road safety and local sustainable
modes of transport.
Background

1.2.1

AECOM has been appointed by Highways England to undertake transport
modelling and network assessment work to progress the scheme through the
Development Phase of the Highways England’s Project Control Framework
(PCF) to submission of a draft Development Consent Order (DCO)1.

1.2.2

Ashford was identified as a major growth area for the South East in the
Government’s Sustainable Communities Plan. The provision of some 31,000
additional homes and 28,000 new jobs in the area is anticipated by 2031.

1.2.3

Faced with this growth the existing M20 Junction 10 will suffer from congestion
and delays in the future if additional capacity is not provided. The M20 is an
international route that is used by large volumes of heavy goods and holiday
traffic. Long distance traffic from the M20, A20 and A2070 (south of Ashford)
conflicts with local traffic from Hythe Road and Kennington Road.

1.2.4

The M20 Junction 10A scheme is therefore a key transport requirement that is
essential to the future development of South Ashford. While the recent
improvements at Junction 10, to increase the capacity and improve safety, will
allow some development to go ahead they are insufficient to satisfy all of the
proposed developments. The proposals support policies in regional planning
guidance and the local development plans.

1.2.5

The objectives of the scheme are to:


Increase capacity: increasing the capacity of the road network to
support the proposed development areas in Ashford;



Combat congestion: alleviating congestion around the existing
Junction 10 and improving safety, whilst creating the opportunity to
enhance local transport facilities for non-motorised users;

_________________________
1

A Development Consent Order (DCO) is the means of obtaining permission for developments categorised as
nationally significant infrastructure projects (NISP).
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Connect people: providing a new route for traffic into Ashford by
way of the new junction and dual carriageway link road;



Minimise environmental impact: designing the Scheme to ensure
impact to the environment is minimised, and where possible allow
enhancements to be made;



Improve reliability: improve journey time reliability on the strategic
road network;

Existing Road Network
The M20 forms part of an international route that is used by large volumes of
both heavy goods and holiday traffic. The existing M20 junction 10 will suffer
from congestion and long delays in the future if additional capacity is not
provided.
Scheme Description
The main features of the scheme can be identified from Figure 0.1: and
include:


A new interchange junction some 700 metres east of junction 10
over the M20;



New dual carriageway link road to the existing A2070 Southern
Orbital Road (Bad Munstereifel Road);



A20 Hythe Road connection; New footway linking the A20 Hythe
Road to the Church Road Footbridge across the A2070;



New Kingsford Street footbridge across the M20 and a new Church
Road footbridge; and



New Kingsford Street retaining wall.
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Figure 0.1: M20 J10a - General Outline of Proposed Main and Alternative Scheme

1.4.2

The main features of the M20 junction 10a gyratory are:


A new three lane gyratory roundabout connected to a new southern
link road and the existing A20 Hythe Road. Partially signalised with
new east and west facing slip roads.



Street lighting proposed on the gyratory carriageway and on the four
slip roads;



New Kingsford Street footbridge/ cycleway to allow safe access over
the motorway for non-motorists;



Kingsford Street improvements to include a new safety barrier, 350
metre footway, acoustic barrier and planting;



Relocation of sewage pumping station;
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Loss of Highfield residential bungalow, Sweatman Mowers and
Willesborough Garden Centre as a result of the Main and Alternative
scheme; and



Demolition of Highfield Lane overbridge.

1.4.3

1.4.4

1.5
1.5.1

The proposed revisions to M20 junction 10 are:


East facing slip roads will become redundant;



Traffic signals, white lining and signing will be amended to follow
removal of the slip roads; and



No access to the M20 going south east towards Folkestone and no
access to junction 10 from the M20 London-bound carriageway.

The proposed A2070 Southern Orbital Road will feature:


A new dual carriageway link road with a 40mph speed limit located
between the proposed new junction 10a and the A2070;



A new three armed roundabout joining the new link road to the
existing A2070;



A realignment of the existing A2070 where it joins the link road;



New Church Road footbridge/ cycleway replacing the old bridge; and



Minor improvements to the A2070/ Barrey Road junction.

Alternative Scheme
In addition to all the above there is a likely requirement for another junction
along the proposed new M20 J10a to A2070 Link Road, the ‘Alternative
Scheme’, in the form of an appropriately sized roundabout to cater for
access/ egress traffic associated with the anticipated Phase Two Sevington
Development – now known as Stour Park. Sevington Phase One was
included in the Core case as it currently benefits from a planning
permission, while Stour Park is accepted as dependent development that
would rely on the M20 J10a Scheme. This Alternative Scheme has been
assessed separately, although added to determine the overall value-formoney of the proposals.
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Funding and Delivery

1.6.1

The design of the Main and Alternative Scheme has evolved through
consideration of number of highway arrangement options against economic,
social and environmental data.

1.6.2

The Department for Transport announced in its 2014 Road Investment
Strategy (RIS) the committed investment for the M20 junction 10a scheme.

1.6.3

As published in the Highways England 2015-2020 delivery plan, it is proposed
that the Main and Alternative scheme will open to traffic in 2018/ 2019. Due to
the size of the project, the construction period will take approximately 18
months. Construction is planned to start in 2017/ 2018 if the scheme is
approved.

1.7
1.7.1

1.8
1.8.1

Stakeholder Consultation
Several potential options for the M20 Junction 10a have been considered and
consulted on previously. In 2008 a community consultation exercise took place
on three proposed options, which led to a preferred option being announced in
2010 by the Secretary of State.
Report Structure
To follow this introduction:








Chapter Two – Discusses the Policy Context relevant to the Main
and Alternative scheme and subsequent compatibility;
Chapter Three – Provides detail on the collection of baseline data
and development of traffic models;
Chapter Four – summaries the existing road safety performance
within the study area and assess the impact of the Main and
Alternative scheme on road safety;
Chapter Five – Describes accessibility by and impact of the Main
and Alternative scheme on local sustainable modes of transport;
Chapter Six – Provides and overview of current highway network
performance;
Chapter Seven – Presents a commentary on future network
performance both with and without the Main and Alternative scheme
and a future year operational assessment
Chapter Eight – Provides the summary and conclusions to the
assessment
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Policy Context
Introduction
This section outlines the national, regional and local policies that are relevant
to the Main and Alternative scheme. It provides a summary of the scheme’s
compatibility with the relevant planning policy framework and transport
strategies.
National Planning Policy Framework (March 2012)

2.2.1

The National Planning Policy Framework (NPPF), published by the
Department for Communities and Local Government in March 2012, sets out
government’s economic, environmental and social planning policies for
England. These policies articulate a national strategy for sustainable
development. Government intends that this vision should be interpreted and
applied to meet local aspirations.

2.2.2

The NPPF provides a framework upon which local authorities can construct
local plans to bring forward developments. The introduction confirms its
particular relevance to local development matters, explaining in paragraph 1.0
that:
“It provides a framework within which local people and their
accountable councils can produce their own distinctive local and
neighbourhood plans, which reflect the needs and priorities of their
communities”

2.2.3

The NPPF is clear about the need for economic growth and the facilitating role
that planning has to play; a theme confirmed by Paragraph 19 that states:
“The government is committed to ensuring that the planning system
does everything it can to support sustainable economic growth.
Planning should operate to encourage and not act as an impediment
to sustainable growth. Therefore significant weight should be placed
on the need to support economic growth through the planning
system”

2.2.4

The NPPF would be a material consideration in planning decisions for such
developments under the Town and Country Planning Act 1990. An important
function of the NPPF is to embed the principles of sustainable development
within local plans prepared under it. The NPPF also provides an important and
relevant consideration in decisions on nationally significant infrastructure
projects, but only to the extent relevant to that project.

2.2.5

The Main and Alternative scheme supports the delivery of the NPPF’s core
principles and planning polices as it would provide the necessary highway
infrastructure to support the growth of Ashford’s economy. Delivery of the
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scheme would provide improved capacity, safety and amenity to the strategic
road network that would contribute towards the more efficient and sustainable
functioning of the infrastructure of Ashford. Increased capacity through the
proposed new junction arrangements would help to progress significant
business and housing growth that would otherwise be constrained.
2.3

National Networks National Policy Statement (NPS NN)

2.3.1

Published by the Department of Transport in December 2014 this document
sets out the need and government policies for nationally significant
infrastructure rail and road projects for England. It is used by the Secretary of
State as the primary basis for making decisions on development consent
applications related to such projects.

2.3.2

Chapter Two of the document confirms the government’s vision and strategic
objectives:

2.3.3

2.3.4

Government’s vision and strategic objectives for the national
networks
The Government will deliver national networks that meet the country’s
long-term needs; supporting a prosperous and competitive economy
and improving overall quality of life, as part of a wider transport system.
This means:
 Networks with the capacity and connectivity and resilience to support
national and local economic activity and facilitate growth and create
jobs.
 Networks which support and improve journey quality, reliability and
safety.
 Networks which support the delivery of environmental goals and the
In relation
to to
thea proposals
M20 J10a a key directive is provided in
move
low carbonforeconomy.
Paragraph
2.6 of which
the NPS
 Networks
joinNN
upthat
our states:
communities and link effectively to each
other.
“There is also a need for development on the national networks to
support national and local economic growth and regeneration,
particularly in the most disadvantaged areas. Improved and new
transport links can facilitate economic growth by bringing businesses
closer to their workers, their markets and each other. This can help
rebalance the economy.”
The overall strategic aims of the National Planning Policy Framework (NPPF)
and the NPS NN are consistent, although they have differing but equally
important roles to play.
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Circular 02/13 The Strategic Road Network and the Delivery of
Sustainable Development

2.4.1

Following the withdrawal, in October 2014, of The Department for Transport
Document (March 2007) ‘Guidance on Transport Assessment’ guidance on
the preparation of supporting documentation in highway assessment terms is
now provided in the Planning Practice Guidance (PPG) suite of documents
and in particular in “Travel Plans, Transport Assessments and Statements in
decision taking”2.

2.4.2

Circular 02/133 is the response to the changes brought about by the Localism
Act 2011 and the NPPF, which established a new remit for Highways England
to promote sustainable development. The circular refocused the role of the
strategic road network towards enabling and supporting development and
growth, seeking to create the conditions in which the barriers to opportunity
were removed to offer greater certainty to Local Planning Authorities when
working on development of their Local Plans.

2.4.3

The policy has relaxed potential obligations and removed a number of others
compared with previous policy positions. This has the effect that where
business activity does come with the scope of the new policy, potential
obligations have been minimised in as far as practicable, while retaining the
need to maintain safety and the operational integrity of the strategic road
network.

2.5
2.5.1

2.5.2

Local Planning Policy
The Main and Alternative Scheme is located within the administrative
boundary of Ashford Borough Council (ABC). The current development plan
documents relevant to development within ABC are as follows;


Core Strategy 2008



Borough Local Plan 2000 Saved Policies



Urban Sites and Infrastructure Development Plan Document 2012

The Local Plan for Ashford Borough Council is currently under review, and is a
draft plan is due to be publicised for community consultation in June 2016. At
the time of writing this document, the proposed local plan documents have not
been publicised and thus cannot be used in this assessment. The Local Plan

_________________________
2

Travel Plans, Transport Assessments and Statements in decision taking - Planning Practice Guidance http://planningguidance.communities.gov.uk/blog/guidance/travel-plans-transport-assessments-and-statements-in-decisiontaking/transport-assessments-and-statements/ accessed 25 May 2016

3

The Strategic Road Network and The Delivery of Sustainable Development. (10 Sept 2013). DfT.
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will contain a set of policies and land allocations that will guide development to
2031. Once adopted, all planning applications will be assessed against the
policies in the Local Plan.
2.5.3

The emerging policies for ABC have not been publicised, however the
planning policy evidence base has been made publically available. These are
the generic background documents that will support the development of the
local plan policies. These include;


Gypsy and Traveller Accommodation Assessment (GTAA) 2013



Strategic Housing Market Assessment (SHMA) 2014



SHMA update June 2015 – Implications of the 2012-based
Household Projections



Strategic Flood Risk Assessment (SFRA) July 2014



Rural Economic Assessment - July 2014



Ashford Retail Needs and Leisure Assessment - June 2015

Local Transport Policies
2.5.4

Local authority transport plans set out the transport strategy for their area and
identify local transport schemes prioritised for funding including consideration
of the strategic highway network as it impacts on local transport strategies.
The local area in which the Main and Alternative Scheme falls in is the County
of Kent, which is the administrative area for highways and transportation.

2.5.5

The adopted transport policies and objectives relevant to the Main and
Alternative Scheme are set out in the following documents:


Local Transport Plan for Kent 2011-16

Local minerals and waste plans
2.5.6

The relevant minerals and waste policies and objectives relevant to the Main
and Alternative Scheme are


Kent Mineral and Waste Local Plan 2013-2030 (and saved policies)



The Joint Municipal Waste Management Strategy 2006-2026
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Local Transport Plan for Kent 2011-16
2.5.7

Kent County Councils (KCC) five year Integrated Transport Programme will
prioritise schemes which help to unlock the major development sites identified
in the LDF, as well as those which improve the operation of the highway
network and promote sustainable transport. The transport plan for KCC gives
specific mention to the importance of the M20 to the development of the
greater area.

2.5.8

The Main and Alternative Scheme is within strategic alliance with the local
transport goals of the area, in addition to providing necessary infrastructure
required on a national level, as highlighted in section 6.3 of this report. The
Scheme therefore has the support of transport guidance at the local and
National level.
Ashford Borough Council Core Strategy 2008

2.5.9

The Core Strategy is the central part of the Local Development Framework for
Ashford. It has a key role of setting the strategic vision for development in the
Borough, and all subsequent Local Development Documents (LDDs) must be
consistent with it.

2.5.10

The Core Strategy was due to be formally reviewed in 2015, to be then
renamed the ‘Local Plan to 2030’. The formal review process is still underway,
and the Local Plan to 2030 is due to be presented for community consultation
in July of 2016. This will determine how the most sustainable and deliverable
pattern of growth can be achieved within the borough up to 2030.

2.5.11

At the time of writing this report the Local Plan to 2030 has not been published
for consultation and therefore the adopted 2008 Core Strategy, Saved Local
Policies and associated DPD’s are material considerations.

2.5.12

The Main and Alternative Scheme conforms to the Core Policies of the local
area, which seek to improve the local economy, and secure investment in the
infrastructure to support the growth of Ashford. The Scheme has been
identified as a key requirement in the development of Ashford, unlocking land
for further housing and employment opportunities for the area.

2.5.13

Through an improved access to the M20, the delivery of the Main and
Alternative Scheme will help ABC achieve their objectives of delivering
strategic infrastructure, in time with the economic development of which it will
support.

2.5.14

The Core Strategies 2008 document highlights the amount of economic
growth that has been hindered or delayed due to the delay in delivery of the
Scheme. It is therefore clear that this is a key piece of infrastructure, vital to
the development of the local area.
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Ashford Borough Council Local Plan 2000 Saved Policies
2.5.15

The Ashford Borough Local Plan 2000 has now been largely superseded by
the Local Development Framework (LDF). But a number of the policies in the
2000 Local Plan were 'saved' until these were either subsequently replaced or
superseded by policies in the new system.

2.5.16

As ABC now has a number of adopted LDF and Local Plan documents, the
saved policies list has reduced. ABC now has an adopted Core Strategy
(2008), and other adopted Development Plan Documents, which have been
assessed in this document. The ‘saved policies’ list was last updated in 2014,
after the Chilmington Green Area Action Plan (AAP) was adopted. There are
some environmental policies of which are relevant to the Main and Alternative
Scheme; however the transport and infrastructure policies have largely been
replaced by the Urban Sites and Infrastructure Development Plan Document
(DPD).

2.5.17

While the Main and Alternative Schemes do not directly impact on Special
Landscape Areas and other important landscape features, the impact on the
surrounding areas has been assessed within the Landscape and Visual
Assessment chapter of the Environmental Statement (DCO Document
Reference 6.1). The assessment captured a number of designated sites within
the study area, and assessed the potential impact of the Scheme.

2.5.18

A Landscape Reinstatement Plan has been produced, informed by the
assessment, in order to mitigate for any adverse impacts associated with the
Main and Alternative Scheme. The mitigation techniques proposed for the
Scheme ensure that there will be no damage or loss of important habitats and
landscape, and is therefore in accordance with the policy set out in the ABC
Local Plan.
Urban Sites and Infrastructure Development Plan Document 2012

2.5.19

The Urban Sites and Infrastructure Development Plan Document (USI-DPD)
forms one of the key documents in the Ashford Local Development
Framework. The role of the USI-DPD is to provide clear guidance on where
appropriate development can take place in and adjoining the urban area of
Ashford. This DPD covers the period to 2017.

2.5.20

The Junction 10a Main and Alternative Scheme is mentioned throughout the
document, with strong correlations made between its necessities to release
more land for development. At the time of publishing this document, funding
for The Scheme had not yet been achieved, and thus the loss of land for
development as a result of this is highlighted strongly.
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Site allocations through the UNI-DPD reflect the importance of the additional
motorway junction capacity. It is clear through the signposting of the Junction
10a throughout the document that the delayed development of The Main and
Alternative Scheme within the DPD timeframe has restricted the available land
for development. It is therefore clear that The Scheme is an essential strategic
infrastructure project going forward.
Kent Mineral and Waste Local Plan 2013-2030

2.5.22

The Minerals and Waste Local Plan for Kent County Council is currently under
review. Due to the transitional arrangements of the Planning and Compulsory
Purchase Act 2004, not all original Local Plans are still in force. Once adopted,
the new Mineral and Waster Local Plan documents will progressively replace
policies saved from the existing, older style Kent Minerals and Waste Local
Plan.

2.5.23

Until the new Local Plan is implemented, there are a number of saved policies
published on the Kent County Council website in relation to Aggregate
Construction minerals.
The Joint Municipal Waste Management Strategy 2006-2026

2.5.24

In addition to this there is the Kent Joint Municipal Waste Management
Strategy, authored by the Kent Waste Partnership (KWP). The partnership
includes the 13 borough, district, city and unitary authorities in Kent as well as
the County Council. The strategy sets out how the Kent Resource Partnership
intends to manage municipal solid waste.


The key activities of the KWP are:



To ensure delivery of the Kent Joint Municipal Waste Management
Strategy;



Provide a platform for cooperative and joint working to improve
services;



Act as a single voice for strategic waste issues for Kent local
authorities;



Increase awareness of waste as a resource, promote waste
minimisation and achieve an economically, environmentally and
socially sustainable waste strategy; and
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Work with stakeholders who are developing, supporting and
influencing the future direction of sustainable waste/ resource
management.

The mitigation methods recommended in the Materials Assessment ensure
that the Main and Alternative Scheme is line with the policies set out in the
Kent Joint Municipal Waste Management Strategy.
Policy Summary

2.6.1

The proposed M20 J10a Main and Alternative Scheme can be seen to align
with the core planning principles set down by the National Planning Policy
Framework and is consistent with national planning policy through local
planning documentation.

2.6.2

The National Policy for National Networks highlights the importance of the
national road network and that responding to economic and traffic growth are
key drivers for its development. Confirmation of national policy support is
recognized by the fact that the Main and Alternative Scheme has been
recognised as a committed scheme of national significance for inclusion in the
Department for Transport’s Road Investment Strategy (RIS).

2.6.3

The Main and Alternative Scheme can therefore be seen to be wholly aligned
with national policy as it is intended to alleviate forecast future network
congestion while also contributing to increased economic growth, both
regionally and by association nationally.

2.6.4

The current local development documents highlight the need for The Scheme,
and support its development. It is noted through these documents that without
the new junction, the economic growth of Ashford is restricted.

2.6.5

The Main and Alternative Scheme has been designed to facilitate economic
growth, by providing access to as much developable land as possible, while
also mitigating potential environmental and ecological impacts. The Main and
Alternative Scheme objectives, which are derived from the need for the
scheme, reflect the key objectives identified above.
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Baseline Data and Model
Development
Introduction
This section of the Transport Assessment provides details on baseline data
collection and the development of the highway assignment model4 to include:


The model development process;



The forecast year scenarios;



Local and national growth assumptions; and



Local development and transport infrastructure scheme
assumptions.

3.1.2

AECOM was commissioned by Highways England to develop a highway
assignment model and provide forecasts associated with the proposed
improvements to deliver M20 J10a Main and Alternative Scheme.

3.1.3

The model has its origins based upon the M20 J10a 2010 Transport demand
Model, which was an updated version of one used for the Ashford 10a
Highway Traffic Study (AHTS) founded on data collected in 2003. The model
consisted of a SATURN highway assignment model with variable demand
treated through a Visual TM-based mode. This was developed for Ashford
Borough Council and subsequently, updated, improved and validated to 2012
to enable testing of planned development.

3.1.4

As part of the latest revision, the model has been further updated to a 2014
base year and develops it sufficiently to enable testing for planned
development and consideration of the wider assessment needs that arise
within the M20 corridor.

_________________________
4

The assignment model assigns travel demand to the road network to forecast the routes used by traffic to travel between different
locations within the study area.

HA514442-MMGJV-GEN-SMW-RE-Z-7201
Revision A

14

M20 Junction 10a
TR010006

3.2
3.2.1

Transport Assessment Report

Main and Alternative Scheme Study Area
The M20 model study area is displayed in Figure 3.1 supplemented by Figure
3.2 to show model network in more detail. This covers South East England
and extends from Folkestone to the south east to the north of Maidstone to the
north west. It includes the towns of Ashford, Hastings, Royal Tunbridge Wells
and Canterbury. This area encompasses the major north west to south east
M20 route and other significant highways including the A28, A2070, A259, A20
and A229 connecting towns adjacent to the M20.
Figure 3.1: Modelled Study Area between J2 and J13 of M20
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Figure 3.2: Study Area Coded Network

3.3

Baseline Data Collection

3.3.1

As a component of the latest model update, a comprehensive set of survey
data across the study area was collated and processed to supply as accurate
a picture as practicable of the existing traffic flow for the new base year of
2014.

3.3.2

The primary use for these data was to calibrate and validate a new 2014 Base
Year Traffic Model for the M20 J10a Main and Alternative Scheme, based
upon collation of existing and observed data. As the previous Base Year
Model for the M20 J10a Main and Alternative Scheme was based upon travel
demand origin-destination data collected in 2003, there was a requirement for
an update as the model was more than six years old5.

_________________________
5

The period that general WebTAG Unit M3.1 (paragraph 8.1.1) guidance criterion considers a traffic model to be out of
date.

HA514442-MMGJV-GEN-SMW-RE-Z-7201
Revision A

16

M20 Junction 10a
TR010006

3.3.3

Transport Assessment Report

Data were also required to inform:


Scheme Design and Operational Assessment;



Environmental Assessment; and



Economic Assessment

Roadside Interviews
3.3.4

A series of Roadside Interviews (RSIs) were undertaken to provide information
on trip length and journey purpose. The output informed the traffic model
matrix building process using Trafficmaster data. Four RSI sites were
monitored across the study area (see Figure 3.3). Six were originally planned
although, due to site constraints at the two motorway slip road sites (M20 J10
NB and J9 NB), these were excluded from the survey. The remaining four
sites were however deemed adequate for the purposes of factoring the
Trafficmaster data to derive model matrices.
Figure 3.3: Modelled Study Area between J2 and J13 of M20
Site

66

A2070
Willesborough
Road

67

A20
Hythe Road

68

Church Road

74

3.3.5

Location

A2070
Hamstreet
Bypass

Date

Tues
1 July
2014

Wed
2 July
2014

Notes

Postcard or
interview
under stop-go
conditions
implemented
through Traffic
Management

Postcard or
interview via
layby
implemented
through Traffic
Management

The surveys were carried out on neutral weekdays (Tuesday and Wednesday)
for an interview period of 12 hours from 07:00 to 19:00hours. A Manual
Classified Count (MCC) was undertaken in parallel at each site for each
direction of travel supplemented by Automatic Traffic Counts (ATCs) for two
weeks that spanned the RSIs survey days. Commentaries on these surveys
are included in the following sections under associated survey type headings.
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Automatic Traffic Counts
3.3.6

ATCs were undertaken using temporary detectors placed across the road
generally for a period of two weeks. Counts were recorded at 15-minute
intervals throughout the 24-hour survey periods. The schedule of ATC
locations is provided in Table 3-1.
Table 3-1: List of ATCs undertaken in June/ July 2014

Site ID

OSGR Coordinates

Link Name

From

To

1

596559 137877

Woodchurch Road, Sign Post

Thu 26/06/14

Wed 23/07/14

2

596665 138470

Bethersden Rd, Telegraph Pole

Thu 26/06/14

Wed 09/07/14

3

597057 140716

A28 Ashford Rd, Sign post

Thu 26/06/14

Wed 09/07/14

4

597180 141408

Goldwell Lane, Telegraph Pole

Thu 26/06/14

Wed 09/07/14

5

597671 142771

Ninn Lane

Thu 26/06/14

Wed 09/07/14

6

599405 144499

A20 Maidstone Rd

Fri 04/07/14

Thu 17/07/14

8

596228 142899

Bear's Lane

Thu 26/06/14

Wed 09/07/14

9

596863 142864

Godinton Lane

Thu 26/06/14

Wed 09/07/14

10

599292 142641

A28 Chart Road

Wed 25/06/14

Tues 08/07/14

11

601111 142286

A2042 Beaver Road

Wed 25/06/14

Tues 08/07/14

12

602633 141106

Boys Hall Rd

Wed 25/06/14

Tues 08/07/14

14

603686 140308

Cheeseman's Green Lane

Sun 29/06/14

Sat 12/07/14

15

604351 139814

Blind Lane

Thu 26/06/14

Wed 09/07/14

16

605039 139317

Church Lane

Thu 26/06/14

Wed 09/07/14

17

606723 138450

Goldwell Lane

Thu 26/06/14

Wed 09/07/14

18

600721 144328

A251 Trinity Road NB

Wed 25/06/14

Tues 15/07/14

19

601398 143671

A28 Canterbury Road

Wed 25/06/14

Tues 15/07/14

20

603196 142910

A2070 Willesborough Road

Wed 25/06/14

Tues 08/07/14

21

603778 142917

Blackwall Road

Wed 25/06/14

Tues 08/07/14

22

604573 142221

Hinxhill Rd

Thu 26/06/14

Wed 09/07/14

23

605125 141421

Bockham Lane

Thu 26/06/14

Wed 02/07/14

24

602307 142439

A292 Hythe Road

Wed 25/06/14

Wed 09/07/14

25

601580 141663

Newtown Road

Wed 25/06/14

Wed 09/07/14

27

601685 138361

Finn Farm Rd

Thu 26/06/14

Wed 09/07/14

28

600685 140195

Romney Marsh Road

Wed 25/06/14

Wed 09/07/14

31

602964 140288

Waterbrook Avenue

Wed 25/06/14

Tues 08/07/14

32

603574 140652

A20 Hythe Road

Thu 26/06/14

Wed 09/07/14

34

603579 141693

A292 Hythe Road

Thu 26/06/14

Wed 09/07/14

36

603298 142052

Lees Road

Thu 26/06/14

Wed 09/07/14

58

598479 137647

Hornash Lane

Thu 26/06/14

Wed 09/07/14

59

599221 138607

Magpie Hall Road

Thu 26/06/14

Wed 09/07/14

60

599969 139551

Pound Lane

Wed 25/06/14

Tues 08/07/14

61

600389 140071

Ashford Road

Wed 25/06/14

Tues 08/07/14

62

600635 140410

Malcolm Sargent Road

Wed 25/06/14

Tues 08/07/14
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Site ID

OSGR Coordinates

Link Name

From

To

63

601103 141309

B2229 Norman Road

Wed 25/06/14

Tues 08/07/14

64

601326 141898

A2042 Romney Marsh Road

Wed 25/06/14

Tues 08/07/14

65

601564 142841

A292 Mace Lane

Wed 25/06/14

Tues 08/07/14

66

603298 142052

A2070 Willesborough Rd, sign post

Wed 25/06/14

Tues 08/07/14

67

598479 137647

A20 Hythe Road - Telegraph Pole

Thu 26/06/14

Wed 09/07/14

68

599221 138607

Church Road

Thu 26/06/15

Wed 09/07/15

69

603580 139734

Cheeseman's Green Lane (Hillcrest Farm)

Thu 26/06/14

Wed 09/07/14

70

602648 138366

Cheeseman's Green Lane (near Bliby)

Thu 26/06/14

Wed 09/07/14

71

602320 137609

Rutledge Avenue

Thu 26/06/14

Wed 09/07/14

72

601238 135813

Capel Road (near Rosedene)

Thu 26/06/14

Wed 09/07/14

73

601134 135401

Poundhurst Road

Thu 26/06/14

Wed 09/07/14

75

599748 135439

Capel Road (by Capel Cottage)

Thu 26/06/14

Wed 09/07/14

76

599242 135532

Hamstreet Road

Thu 26/06/14

Wed 09/07/14

3.3.7

The majority of the ATCs covering non-trunk roads took place during the two
week period beginning Wednesday 25 or Thursday 26 of June 2015 to
Thursday 8 or Friday 9 July 2015, inclusive. Two sites, 6 and 14, started a little
later due to local issues with the equipment, although sufficient data was
captured within the survey window. Similarly Site 1 was surveyed from
Thursday 26 June to Wednesday 2 July and then the following week from
Thursday 17 to Wednesday 2 July.

3.3.8

The ATCs recorded classified vehicle count and speed information. The
vehicle classification details provided by the survey company, were:






Motor and Pedal Cycles
Cars
LGV & PSV (2 axles)
OGV1 & PSV (3 axles)
OGV2

3.3.9

There was a wide range of flows recorded during the peak and inter-peak
periods across the sites. The largest single two-way Average Weekday Total
(AWT) was observed at Site 10 on the A28 southwest of M20 Junction 9
(31,079 AWT). The lowest observed flow was at Site 15, Blind Lane south of
M20 Junction 10 (124 AWT). The largest one-way flow was observed at Site
34 northeast of M20 Junction 10 (17,372 AWT).

3.3.10

AWT was used for modelling purposes, with a check to ensure that they were
comparable with the Tuesday to Thursday average flows. A site by site
comparison of average daily flow profiles across both survey weeks did not
reveal any significant differences between the two sets of data. It was
therefore considered that no further detailed examination was required.
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Manual Classified Counts
3.3.11

Manual Classified Counts (MCCs) were collected via fixed camera video
survey. From the video the number and classification of vehicles passing a
fixed location were transcribed. The MCC data collected covered the 12-hour
period 07:00 to 19:00 hours.

3.3.12

The schedule of MCCs locations is provided in Table 3-2
Table 3-2: Schedule of Manual Classified Counts July 2014

Site ID

OSGR Coordinates

Link Name

Date

Type

1

596559 137877

Woodchurch Road, Sign Post

Wed 02/07/14

CLC

3

597057 140716

A28 Ashford Rd, Sign post

Wed 02/07/14

CLC

5

597671 142771

Ninn Lane

Wed 02/07/14

CLC

6

599405 144499

A20 Maidstone Rd

Tues 01/07/14

CLC

8
11
16

596228 142899
601111 142286
605039 139317

Bear's Lane
A2042 Beaver Road
Church Lane

Wed 02/07/14
Wed 02/07/14
Wed 02/07/14

CLC
CLC
CLC

18

600721 144328

A251 Trinity Road

Tues 01/07/14

CLC

19

601398 143671

A28 Canterbury Road

Tues 01/07/14

CLC

20

603196 142910

A2070 Willesborough Road

Mon 14/07/14

CLC

24

602307 142439

A292 Hythe Road

Tues 01/07/14

CLC

61

600389 140071

Ashford Road

Wed 02/07/14

CLC

64

601326 141898

A2042 Romney Marsh Road

Wed 02/07/14

CLC

65

601564 142841

A292 Mace Lane, Sign Post

Tues 01/07/14

CLC

66

603298 142052

A2070 Willesborough Rd, sign post

Tues 01/07/14

CLC

67

604211 141427

A20 Hythe Road

Tues 01/07/14

CLC

68

603487 140710

Church Road

Wed 02/07/14

CLC

74

600897 135312

A2070 Hamstreet Bypass

Wed 02/07/14

CLC

10

599292 142641

A28 Chart Road/Brookfield Rd Rndbt

Thur 03/07/14

CTC

37

600630 144074

M20 Junction 9

Tues 01/07/14

CTC

38

603732 141599

M20 Junction 10

Tues 01/07/14

CTC

39

604524 141181

A20 Hythe Rd/Highfield Lane

Tues 01/07/14

CTC

40

604442 141041

Highfield Lane/Kingsford Street

Tues 01/07/14

CTC

41

604878 140938

A20 Hythe Road/Bockham Lane

Tues 01/07/14

CTC

42

603715 140386

Highfield Lane/Church Rd/Ch Green

Wed 02/07/14

CTC

43

603452 140725

A2070 Bad Munstereifel Rd/Church Rd

Wed 02/07/14

CTC

44

602927 140364

A2070 Bad Munstereifel Rd/Waterbrook Ave

Wed 02/07/14

CTC

45

601537 139999

A2070 Bad Munstereifel Rd/Sheepfold Lane

Wed 02/07/14

CTC

55

603532 140860

A2070 Bad Munstereifel Rd/Barrey Road

Wed 02/07/14

CTC

56

600732 140313

Romney Marsh Rd/Bad Munstereifel Rd

Wed 02/07/14

CTC

57

603337 141937

A292 Hythe Rd/M20 NB on-slip

Tues 01/07/14

CTC

77

601243 141252

A2042/Kimbereley Way/B2229 Norman Rd

Wed 02/07/14

CTC
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Site ID

OSGR Coordinates

90

603668 141861

91

601243 141252

Link Name

Date

Type

Kennington Rd/The Street

Tues 01/07/14

CTC

Kennington Rd/Yeoman Grdns

Tues 01/07/14

CTC

Note: Under Type: CLC = Classified Link Count, CTC = Classified Turning Count

3.3.13

The surveys were undertaken for all but two sites on Tuesday 1 and
Wednesday 2 July 2015 between the hours of 07:00 and 19:00 hours. Site 20
was surveyed on 14 July with Site 10 on 3 July 2015.

3.3.14

The counts were recorded in 15 minute intervals throughout the 12-hour
survey period. These took two forms, either CLCs (Classified Link Counts) on
road links, or CTCs (Classified Turning Counts) at junctions to derive the
turning counts. For both types, the following vehicle type classifications were
recorded:








Cyclists;
Motorcycles and Mopeds;
Cars and Taxis;
Light Goods Vehicles (under 3.5 tonnes);
Other Goods Vehicles 1 (2 or 3 axles rigid);
Other Goods Vehicles 2 (3 or more axles and Articulated); and
Public Service Vehicles (Buses and Coaches).

3.3.15

Overall, the results indicated that junction throughput in the AM and PM peaks
was generally similar, although marginally higher in the PM peak period. The
total number of vehicles in the Inter-peak was less than both the AM and PM
peak periods.

3.3.16

From the surveys the various vehicle proportions as a percentage of total
traffic was extracted with a summary included. Table 3-3 reveals that the
percentage of light (and therefore commercial) vehicles increases relative to
the percentage of cars in the Inter-peak period compared to the AM and PM
peak periods. The percentage of goods vehicles decreases throughout the
day, while the percentages of buses and motorcycles are constant throughout
the day. A minimal number of cyclists were observed throughout the day; as a
result the percentage rounds to zero.
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Table 3-3: Summary of MCC vehicle Proportions by Time Period
Peak

Car

LGV

OGV1

OGV2

PSV

M/C

Cycle

Total

AM

84%

9%

3%

1%

1%

1%

0%

100%

Inter

82%

11%

3%

1%

1%

1%

0%

100%

PM

87%

9%

1%

1%

1%

1%

0%

100%

3.3.17

Where practicable the ATC and MCC data were compared to provide a
consistency check. The check revealed a four per cent difference between the
MCC total and ATC total over the 12-hour survey period. Of the 24 directional
counts, 15 were identified with hourly counts that failed to meet the DMRB
criterion; 25 percent of these had more than three hourly totals that failed to
meet the criterion.

3.3.18

In most cases the variation occurred during peak periods where the ATC
shortfall could be attributed to vehicles queuing across the ATC pneumatic
tubes. Identified shortfalls were addressed by factoring according to the
proportional difference between the MCC and ATC.
Other Traffic Counts

3.3.19

A series of traffic counts were also obtained from a combination of TRADS
and KCC sources.

3.3.20

Kent County Council Data - A limited amount of Automatic Traffic Count
(ATC) and Manual Classified Count (MCC) data was already available from
inner and outer cordon monitoring sites maintained by Amey on behalf of Kent
County Council. The sites listed in Table 3-4 included data for 2014 and were
available for the purposes of model validation/ calibration.
Table 3-4: List of Existing ATCs/MCCs from Kent County Council ATC

Site ID

Coordinates

Link Name

2435

636946 150267

A258 Dover Road Walmer

2442-S1

558947 146293

Tonbridge High Street Site 1

2442-S2

559055 146494

Tonbridge High Street Site 2

LO631-02

622188 138572

A260 Canterbury Road Hawkinge

LO631-01

622101 138820

A260 White Horse Hill Hawkinge

Shepway

620112 136759

Stanley Rd / A20 / B2063 Risborough Lane Junction

Shepway

622157 138672

A260 / Alkham Valley Rd / A260 Junction

Shepway

631342 141983

A256 / Bridge Street / A256 / Tower Hamlets Rd Junction

Tonbridge

559558 147016

A26 Hadlow Road / A26 / A227 Hadlow Road
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Highways England TRADS Data - TRADS (Traffic Flow Data System) data
were available from for a number of sites including M20 and the A2070. The
sites listed in Table 3-5 were available for the purposes of validation/
calibration.
Table 3-5: List of Highways England TRADS Sites

Site ID

Coordinates

Link Name

30020091

600574 144195

M20 J9 eastbound exit

30020152

600496 144100

M20 J9 westbound access

30020151

600532 144135

M20 westbound within J9

30015879

602175 140255

A2070 southbound between A2042 and M21

30015878

602291 140280

A2070 northbound between A2042 and M20

30020154

603329 142041

M20 J10 westbound access

30020153

603941 141408

M20 westbound within J10

3828

600789 143976

M20 eastbound within J9

3829

600811 144005

M20 J9 eastbound access

30015876

601439 137194

A2070 between A2042 and A259

30015870

601444 137193

A2070 between A2042 and A260

99

605773 140076

M20, Junction 10 - 11

98 (growth)

607174 139118

M20, Junction 10 - 11

Journey Time Surveys
3.3.22

A series of journey time surveys have provided travel time information for
critical routes. Data at key timing points along the route was obtained for a set
time period, with each route typically is traversed a number of times on
different days to capture the variation of journey times. The output was used to
check the quality of the model in terms of how well it reproduced observed
average journey times in the base year. Surveys and/ or data were collected
on six routes for calibration/ validation purposes, identified in Table 3-6 and
Figure 3.4:
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Table 3-6: Routes covered by Journey Time Surveys/ Data
Route

Description

Source

Date

1

A28 Goodwell Lane/ Ashford Road Junction to A251/A2042
Junction

Trafficmaster

2

A28/ A2070 Junction to A20/ Sandyhurst Lane Junction

Trafficmaster

3

A2070/ Poundhurst Road Junction to A2042/ Sandyhurst Lane
Junction

Trafficmaster

4

A28/ Orchard Lane Junction to B2229/Chart Road/ A28 Junction

Survey

1 and 3 July
2014

5

A20 near Smeeth to A20/ Station Road Junction

Survey

1 and 2 July
2014

M

M20 Junction 2 to M20 Junction 13

TRADS

Figure 3.4: Journey Time Survey Routes

All Routes

Ashford Area

3.3.23

Journey times for Routes 1 to 3 were based upon Trafficmaster data obtained
from the Department for Transport, while those for Routes 4 and 5 were
captured during the survey programme from moving vehicle surveys equipped
with in-vehicle GPS units.
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3.3.24

The journey times for Route M were extracted from HATRIS, the Highways
England database that also contains traffic flow information.

3.3.25

Trafficmaster journey time data is acquired from various types of vehicle to
include fleet vehicles, LGVs, HGVs, buses, in-car GPS devices and trackers. It
takes the form of average observed times by Integrated Transport Network
(ITN)6 links, which can be added together to define the required route times in
total and by waypoint. The data in this format was obtained from the DfT
covering the network depicted in Figure 3.4, while Table 3-7 shows the
number of ITN links that were combined to calculate the journey time routes
based on the Trafficmaster data.
Table 3-7: Number of ITN Links by Route

Route

Description

Number of ITN Links

1

A28 Goodwell Lane/ Ashford Road Junction to A251/ A2042 Junction

197

2

A28/A2070 Junction to A20/ Sandyhurst Lane Junction

91

3

A2070/ Poundhurst Road Junction to A2042/ Sandyhurst Lane Junction

217

3.3.26

On Routes 2 and 3 in the PM peak, the travel time on one of the ITN links
forming each route was from only one observation, although in both cases
these links were short links at seven and eight metres respectively. It was
therefore deemed acceptable to use the single observation as any variation in
time over that distance would be unlikely to have a significant effect on the
overall journey time.

3.3.27

Highway England’s HATRIS database was used to identify journey times for
Route M, where it was necessary to cover a longer-distance route along the
M20 between J2 and J13. Average journey times for each link were extracted
in both directions to cover weekdays from 1 to 30 June 2014 to provide
summaries for three time periods for June 2014:


AM - between 08:00 and 09:00 hours Monday to Friday;



PM - between 17:00 and 18:00 hours Monday to Friday; and



IP - between 10: and 16:00 hours Monday to Friday.

_________________________
6

Ordnance Survey MasterMap Integrated Transport Network Layer - shows the geometry of 550,000 km of motorways, roads and
urban paths.
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Transport Demand Modelling and Model Development Area

3.4.1

To allow consideration of the wider assessment needs that arise within the
M20 corridor, the model coverage has not been confined to the geographical
area around M20 Junctions 9 and 10. See Figure 3.2 above.

3.4.2

The resulting wider network representation and coverage has been
determined so that routing can be represented in sufficient detail, including
potential re-routing of longer-distance trips. This means that the network
coverage includes all Motorway, Trunk, Primary, A roads and B roads as
required.
Trip Matrices

3.4.3

Matrix construction involved five key stages based on a combination of
TrafficMaster data, Road Side Interview (RSI) information and traffic counts.
The corresponding freight matrices have used TrafficMaster, RSIs and DfT’s
Base Year Freight Matrices (BYFM).

3.4.4

The car and LGV matrices were developed separately and combined prior to
assignment. The flowchart in Figure 3.5 below summarises the process for
matrix building. This approach has previously been used for the M6 J10A-13
model development for Highways England and peer-reviewed by John Bates
Services.

3.4.5

The approach can be briefly described as:


Stage 1: An all-day synthetic PA person car-trip demand model is
developed for the required trip purposes using existing model skims
and NTEM trip ends. The deterrence functions are calibrated to trip
length distributions (TLD) derived from NTS data. The resultant
sector to sector information is checked against observations such as
JTW Census data and sectored TrafficMaster data.



Stage 2: An initial split to Time of Day (TOD) matrices is based on
NTEM (outbound) and NTS (return). The TOD PA data is converted
to person OD. Then a process is set up by which this is compared
against expanded TOD RSI/TrafficMaster information including
directionality and the observed confidence interval. The synthetic
model is refined if necessary.



Stage 3: The resultant OD matrices are transformed into AM peak,
Inter-peak average and PM peak hour vehicle matrices using the
average occupancies and hourly demand proportions extracted from
the RSIs.
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Stage 4: The final car OD matrices by purpose for the AM Peak,
Inter-peak average and PM Peak hours are summed with the
equivalent LGV matrices by purpose generated from the RSI and
TrafficMaster data. These matrices are then merged with the HGV
matrices (all purposes) also generated from the RSI and
TrafficMaster data.



Stage 5: The all vehicle/purpose prior matrices (Commuting
(car/LGV), EB (car/ LGV), Education (car/ LGV), Other (car/ LGV)
and HGVs) are then subject to WebTAG calibration/validation to
produce a final set of calibrated and validated Base Year matrices.
This will include using the M20 J10A model network assignment and
a Matrix Estimation process for each TOD. At this stage, network
corrections may be identified and implemented.
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Figure 3.5: Approach to developing the base Year Matrices (Simplified)

Highway Assignment Model
3.4.6

As noted in paragraphs 3.1.3 and 3.1.4 above, the SATURN highway
assignment model used in this assessment is a revised and updated version
of an earlier 2012 model that was originally developed for Ashford Borough
Council to test planned development. The 2012 model was also an update
with its origin based on data from 2003.
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As part of the latest revision, the model has been further reviewed and
enhanced/ updated where necessary to provide a 2014 base year. The model
has been developed sufficiently to enable testing for planned development and
consideration of the wider assessment needs that arise within the M20
corridor.
Forecast Year Scenarios

3.4.8

The network was tested for an assumed opening year 2018 and for 2033 that
represents 15 years after opening. A 2023 intermediate year was also
assessed to represent forecast conditions five years post-opening.
Traffic Growth

3.4.9

The traffic forecasts are dependent on household and employment growth,
which were formed from:


Local Growth Forecasts: to account for local authority growth
projections; and,



National Growth Forecasts: to account for anticipated wider growth.

Local Growth Forecasts
3.4.10

The traffic modeling process requires the production of a ‘Core’ Scenario. The
‘Core’ Scenario is founded on the most unbiased and realistic set of
assumptions that form the central case for the Main and Alternative Scheme.
This includes assumptions on local uncertainty in terms of delivery, which is
typically dependent on whether developments or other planned transport
schemes go ahead in the vicinity of the scheme.

3.4.11

To determine those developments to be included in the traffic model, proposed
developments were identified and classified into four categories that ranged
from ‘near certain’ to ‘hypothetical’ according to the level of certainty in terms
of their delivery. To inform the process an ‘Uncertainty’ Log was compiled to
record a schedule of developments and transport interventions.

3.4.12

The schedule and categorisation process was agreed through consultation
with Ashford Borough Council.

3.4.13

The categorisation was based entirely on the anticipated likelihood of provision
at the time of categorisation, with the possibility that some will not be
completed or will change as they advance through the planning process.
Those with a high prospect of delivery and therefore included in either one of
the two highest categories of confidence were included in the traffic model,
whereas those with less prospects were confined to one of the two lowest
categories and therefore excluded.
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National Growth Forecasts
3.4.14

In addition to the inclusion of specific development sites that were expected to
come forward over the course of the assessment period, WebTAG guidance
recommended that growth should be in line with national forecasts within the
study area.

3.4.15

Predicted growth in the number of cars and other light vehicles is based on
factors from the Trip End Model Presentation Program (TEMPro Version 6.2)
in conjunction with the National Trip End Model (NTEM Version 6.2.) that take
account of forecast changes in population and employment across the UK.
Predicted growth in goods vehicles has been based on the latest road traffic
forecasts7, released in 2015. These data provide the most current growth
assumptions available that are endorsed by the Department for Transport.

3.5
3.5.1

Local Development and Transport Infrastructure Scenarios
The 2012 model inherited for the Main and Alternative Scheme included a
schedule of development and infrastructure assumptions based on an
uncertainty log that was relevant at that time. The revision to provide a new
2014 base model also relied on an updated uncertainty log in accordance with
the process discussed previously within the section on Local Growth
Forecasts (reference paragraphs 3.4.11 to 3.4.14 ).
Local Development Scenarios

3.5.2

The Uncertainty Log assumes the overall quanta of dwellings and job growth
within Ashford provided in Error! Reference source not found..
Table 3-8: Dwellings and job additions listed in the Uncertainty Log 2015 - 2031
DWELLINGS

JOBS

YEAR
Additions

Accumulation

Additions

Accumulation

2015-2016

1,514

1,514

5,517

5,517

2017-2021

4,555

6,069

3,858

9,375

2022-2026

2,895

8,964

4,115

13,490

2027-2031

2,225

11,189

1,680

15,170

3.5.3

There is a steady rise in dwellings through all periods from 2015 to 2031 with a
forecast for the addition of some 11,189 dwelling additions in total. The largest
increase is anticipated over the period 2017 to 2021, where there is forecasted
to be 4,555 dwelling additions.
_________________________
7

Road transport forecasts based on results from the Department for transport’s National Transport Model.
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3.5.4

A rise in jobs is also predicted through all periods from 2015 to 2031 to reach
a total of 15,170 additions. The largest increase is in the period to 2016, where
there is forecasted to be 5,517 additional jobs created through proposed
development.

3.5.5

From the overall development quantum those identified as ‘Near Certain’ or
‘More Than Likely’ are identified in Error! Reference source not found.:

Schemes

Jobs

Scheme
Ref No.

Dwellings

Table 3-9: Summary of Uncertainty Log Developments (Near Certain/ More than likely)
Assumed
Completion
Year

Certainty

1

Cheeseman’s Green

1,100

500

2031

Near Certain

2

Chilmington Green

3,200

1,000

2031

Near Certain

3

Conningbrook

2021

Near Certain

4

Designer Outlet Centre

2021

More Than Likely

6

Jemmett Road

154

2021

More Than Likely

7

3rd Urban Extension/ Post 2017
Urban Allocations

3,000

2031

More Than Likely

2016

Near Certain

200

2021

More Than Likely

850

2016

More Than Likely

2021

Near Certain

1,275

2016

More Than Likely

502

2031

More Than Likely

21

2031

Near Certain

2021

More Than Likely

2016

Near Certain

2031

More Than Likely

300
971

8A

Newtown Road (Phase 1)

108

8B

Newtown Road (Phases 2-4)

317

9

Orbital Park

10

Repton Park

11A
12
13A

650

Sevington (Phase 1)
Town Centre

856

Waterbrook (Phase 1 Approved)

14

Willsborough Lees

260

15

Charter House

344

16

Windfall - Dwellings

300
TOTAL

3.5.6

10,589

298

5,617

In terms of certainty, the inputs in the Uncertainty Log have resulted in the
quanta of dwellings within Ashford provided in Table 3-10, which were
identified as near certain or more than likely and not dependant on delivery of
the Main Scheme.
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The table also includes the quantum of development associated with a
‘Realistic Scenario’ that forecasts the likely level of development that would
proceed with the Main and Alternative Scheme in place.
Table 3-10: Certainty of Dwellings listed in the Uncertainty Log through all periods
Certainty - Dwellings

CORE SCENARIO
(Near Certain + More
Than Likely)

2016

2021

2026

2031

Total

Additions

1,395

3,319

1,742

1,386

7,842

Accumulation

1,395

4,714

6,456

7,842

7,842

Additions

1,514

4,305

2,720

2,050

10.589

Accumulation

1,514

5,819

8,539

10,589

10,589

REALISTIC SCENARIO
Note: Dwelling numbers associated with the ‘Core Scenario’ in this case excludes ‘dependent development’, which will
rely on delivery of the M20J10a Scheme.

3.5.8

There are 7,842 dwelling additions predicted to be constructed throughout all
periods that are listed as having a status of ‘Near Certain’ or ‘More Than
Likely’ (i.e. developments included in the Core Scenario). Over half of this
housing growth is expected to occur by 2021.

3.5.9

In addition there are a further 2,747 dwellings that are considered dependent
on the M20J10a scheme that would realise an overall development quantum
of 10,589 dwellings. These are referenced in the uncertainty log as the
Realistic Scenario.

3.5.10

In terms of Jobs the output of a similar exercise is presented in Table 3-11.
Table 3-11: Certainty of Jobs listed in the Uncertainty Log through all periods
Certainty - Jobs

CORE SCENARIO
(Near Certain + More
Than Likely)

2016

2021

2026

2031

Total

Additions

1,675

806

481

330

3,292

Accumulation

1,675

2,481

2,962

3,292

3,292

Additions

3,400

1,006

481

730

5,617

Accumulation

3,400

4,406

4,887

5,617

5,617

REALISTIC SCENARIO

Note: Job numbers associated with the ‘Core Scenario’ in this case excludes ‘dependant development’, which will rely
on delivery of the M20J10a Main and Alternative Scheme.

3.5.11

In the case of employment potential there are 3,292 job additions predicted
across all periods that are listed as having a status of ‘Near Certain’ or ‘More
Than Likely’ (i.e. jobs that are assumed in the Core Scenario). In addition
there are a further 2,325 jobs that are considered dependent on the M20J10a
Main and Alternative scheme, which would realise an overall forecast of 5,617
jobs, which are referenced in the uncertainty log as the Realistic Scenario.
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Road Safety

4.1

Introduction

4.1.1

4.2

This section provides a summary of the existing road safety record for the area
around Ashford covered by the more detailed model (the simulation area) and
the forecast impact on collisions over a 60 year appraisal period.
Background

4.2.1

4.3

The collision record was obtained from Highways England for the period 4
January 2010 to 31 December 2014 representing a full five years of data.
These were used to derive collision proportions across the whole network.
Collision Data

4.3.1

Table 4-1 shows that between 2010 and 2014 there were a total of 1,180
collisions recorded involving Personnel Injury Collisions (PICs) within the study
area. From these some 1.3 per cent were categorised as Fatal, 12.1 per cent
as Serious and 86.6 per cent as Slight collisions.
Table 4-1: Record of Collisions (2010-2015) by Severity – M20 J10a Simulation Area.
COLLISION SEVERITY

YEAR

TOTAL

% TOTAL

228

249

21.1%

18

206

225

19.1%

4

34

202

240

20.3%

2013

2

33

195

230

19.5%

2014

5

40

191

236

20.0%

TOTAL

15

143

1,022

1,180

100%

% of Total

1.3%

12.1%

86.6%

100.0%

Ave per Year

3

28.6

204.4

236

4.3.2

Fatal

Serious

Slight

2010

3

18

2011

1

2012

In terms of overall proportions there was relatively little difference in the
number of recorded collisions between the various years; the highest variation
being two per cent between 2010 and 2011 in contrast with one half per cent
between 2013 and 2014. On average the records show a fairly variable
pattern of Fatal collisions over the analysis period. There was a notable
increase in Serious collisions since 2011, which contrasts with those recorded
as Slight that were fairly consistent across the period.
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From the overall total of 1,180 collisions 1,621 casualties were reported with
the recorded annual total confirmed in Table 4-2.
Table 4-2: Record of Casualties by year – M20 J10a Simulation Area.
YEAR

Total Casualties

% TOTAL

2010

327

20.2%

2011

310

19.1%

2012

348

21.5%

2013

309

19.1%

2014

327

20.2%

1,621

100.0%

TOTAL

4.3.5

From Table 4-1 the ratio of Killed and Seriously Injured (KSI) was calculated to
reveal a value of 0.13 or 13 per cent for the five year period. This can be
compared with the national figure for all roads provided in Table 4-3.
Table 4-3: National Record of Collisions - All Roads (2010-2014) by Severity8
COLLISON SEVERITY

YEAR

Total

KSIs

% Total

132,243

154,414

0.144

21.0%

20,986

128,691

151,474

0.150

20.6%

1,637

20,901

123,033

145,571

0.155

19.8%

2013

1,608

19,624

117,428

138,660

0.153

18.8%

2014

1,658

20,676

123,988

146,322

0.153

19.9%

TOTAL

8,431

102,627

625,383

736,441

0.151

100.0%

% of Total

1.1%

13.9%

84.9%

100%

1,686

20,525

125,077

147,288

Fatal

Serious

Slight

2010

1,731

20,440

2011

1,797

2012

Ave per Year

4.3.6

A comparison between the two tables shows broad similarities in terms of the
percentage of annual collisions as a proportion of the overall five year total;
both report values of some 19 to 21 per cent. The overall five year KSI ratio is
marginally higher at the national level when compared with the study area,
realising a calculated value of 0.15 or 15 per cent.

4.3.7

Overall the five year proportion of total Fatal collisions broadly match, while
those recorded as Serious were a little higher at the national level, in contrast
to those for Slight collisions, which were slightly lower.

_________________________
8

Source: STATS19, DfT National Road Traffic Survey, Last updated: 25 June 2015, Next update: June 2016
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Collision Assessment

4.4.1

Collision rates were assessed using DfT’s ‘COBALT’ methodology (DfT’s
method of estimating future collisions and associated economic impacts) over
60 years to incorporate the period between the Main and Alternative Scheme
opening year 2018 and 2077. Relative changes were assessed with observed
collision rates calculated from data extracted for the SATURN model
simulation area.

4.4.2

Observed collision data was used to determine the severity proportion in terms
of Fatal, Serious and Slight collisions for each of the year. The resulting values
were then divided by the Million Vehicle km value over five years. The
Collision Proportions (Collisions/Mill Veh km) by road type for 2014 by severity
are given in Table 4-4. Further detail on the methodology can be found in
Chapter Seven of the M20 J10a Economic Assessment Report.
Table 4-4: Recorded Collison Proportions (2014) by Road Type M20 J10a Simulation Area

COBALT Road Class

COBALT
Link Type

Speed
Limit
(mph)

Collision Proportions
(Collisions - Mill Veh km) by Severity
Fatal

Serious

Slight

Road Description

Motorways

1-3

>40

0.001

0.007

0.072

Motorways

A 30/40

4-8

30/40

0.004

0.047

0.413

S2 A Roads

A >40

4-8

>40

0.007

0.037

0.164

S2 A Roads

Other 30/40

9

30/40

0.000

0.135

0.818

Other S2 Rds

Other >40

9

>40

0.007

0.036

0.197

Other S2 Rds

Dual C-way 30/40

10-15

30/40

0.012

0.043

0.367

Dual C-way

Dual C-way >40

10-15

>40

0.004

0.016

0.231

Dual C-way

4.4.3

The observed rates were generally slightly lower than those provided in the
COBALT 2016.1 WebTAG 2016 software parameters file, however, it was
considered that in view of the relatively limited number of recorded collisions,
and the five year difference in Base Year, these rates were reasonable. All
other parameters were taken from the COBALT 2016.1 WebTAG 2016
software parameters file.

4.4.4

It is reasonable to note that as links and junctions were not distinguished,
these are “Combined” collision proportions, not “Link-only” proportions, and
the collision assessment was carried out on a “Combined” basis accordingly.

4.5
4.5.1

Expected Collision Changes Resulting from the Proposals
The total number of collisions forecast over the 60 year appraisal period for
the ‘With’ and ‘Without’ forecast scenarios are reported in Table 4-5.
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Table 4-5: Forecast Collisions M20 J10a Simulation Area (2018-2033)
Scenario

Total No. of Collisions

‘Without’ Scheme

48,052.6

‘With’ Scheme

48,046.5

Total Collisions Saved by Scheme

4.5.2

6.1

The predicted numbers of collisions associated with the M20 J10a links are
provided in Table 4-6.
Table 4-6: Forecast Collisions M20 J10a Scheme Links (2018-2033)
Scenario

4.5.3

4.6

Total No. of Collisions

‘Without’ Scheme

637.0

‘With’ Scheme

647.0

Total Collisions Saved by Scheme

-10.1

From Table 4-5 it is evident that the overall total collision savings generated by
the Main and Alternative Scheme is relatively small at 6.1, while the equivalent
figure for the scheme links from Table 4-6 is -10.1. The forecast increase in
collisions on scheme links is considered as a response to a combination of two
factors:


An increase in total length of scheme links, mainly due to the new
Link Road; and



Traffic flow on the scheme links increases (increased traffic flow on
the A2070, and increased traffic flow on the section of the M20
between J10 and J10a).

Main and Alternative Scheme Benefits

4.6.1

Re-routing of traffic in and around Ashford occurs as a consequence of the
Main and Alternative Scheme and more M20-bound traffic is attracted onto the
A2070 than in the Do Minimum. Traffic previously accessing the M20, mainly
via Hythe Road, transfers from urban roads with a higher collision rate when
compared to a lower rate on the dual carriageway; consequently causing
collision reductions within Ashford.

4.6.2

Overall the collision savings within Ashford more than compensate for the
potential increase in and around J10 and J10a. This is primarily due to traffic
re-routing to safer classes of roads.
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Sustainable Transport
Introduction
This section of the Transport Assessment provides an overview of the
provision for travel in the vicinity of the M20 J10a scheme by sustainable
modes of transport; accessible means of movement with an overall low impact
on the environment. The overview includes existing facilities serving walking,
cycling and public transport.
Main and Alternative Scheme Objectives
The Main and Alternative Scheme’s objectives demonstrates Highways
England’s approach to sustainable transport improvements:


Increase capacity: increasing the capacity of the road network to
support the proposed development areas in Ashford;



Combat congestion: alleviating congestion around the existing
Junction 10 and improving safety, whilst creating the opportunity to
enhance local transport facilities for non-motorised users;



Connect people: providing a new route for traffic into Ashford by
way of the new junction and dual carriageway link road;



Minimise environmental impact: designing the scheme to ensure
impact to the environment is minimised, and where possible allow
enhancements to be made;



Improve reliability: improve journey time reliability on the strategic
road network;

5.2.2

The Main and Alternative Scheme delivers improvements in the local road
network, better suited and improved infrastructure for non-motorised users and
vulnerable users, greater journey time reliability and also accommodates the
anticipated increase in traffic, arising from the planned growth as a result of
future developments.

5.2.3

Changes in journey experience and amenity for NMUs will improve with a
decrease in traffic flows along a number of roads, whilst the installation of new
facilities would also be of benefit for NMUs, and could result in decreases to
journey lengths and times.

5.2.4

By separating the local traffic from the strategic traffic, the scheme reduces the
attractiveness of ‘rat running’ by offering a more effective alternative.
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The introduction of 40mph speed limits on the link road, clearer signage, the
use of modern materials and the incorporation of roundabouts in the design
allows for more free flowing traffic movements, fewer delays on the network at
peak times and improved journey time reliability as a result.
Overview of Existing Conditions

5.3.1

Facilities for pedestrians are generally evident where they are likely to satisfy a
reasonable demand for walking between the various features of the town’s
current built environment. This is mainly found to the west of the A2070 Bad
Munstereifel Road, with pockets of development surrounding M20 J10 and
extending to the south east along the A20. In terms of the present landscape,
most of the Main and Alternative Scheme elements will be delivered within an
area that is predominantly open countryside, extending to the south east of
M20 J10.

5.3.2

The main roads in the immediate vicinity of M20 J10, to include the junction
itself, have generally evolved to serve the motor vehicle. As a consequence,
while there are some continuous footways provided, they tend to be located on
one side of the carriageway to coincide with the most likely areas of pedestrian
activity. In many of these cases the facility is presented as a shared footway/
cycleway; these areas are identified in the section on cycle facilities below.
Continuous footways flanking both sides of the carriageway are however
available covering some sections of the A20 Hythe Road and A2070
Kennington Road in response to the density of opposing frontage
development.

5.3.3

Footbridges are also in place to allow movement across the M20, A2070 Bad
Munstereifel Road and to link the A292 Hythe Road with the A2070
Kennington Road. They provide an important facility that allows Non-Motorised
Users to avoid crossing busy roads at grade, and consequently are also the
focus for local published cycle routing, although as noted in paragraph 5.4.3
below, cyclists are required to dismount when crossing them.

5.3.4

The overbridge at Highfield Lane permits a journey across the M20 by all
modes. While there are hardened verges across the bridge itself as part of the
structure, this does not extend to join any formal footway provision on the
approaches. The bridge does however currently provide a link for pedestrians
and cyclists between Sevington by way of Highfield Lane and the settlement of
Mersham using Kingsford Street. The bridge and Kingsford Street are
currently part of bus routes 111 and 125. See Figure 5.3 later in this Chapter.

5.3.5

Notably no public bridleways, restricted byways, Byways Open to All Traffic
(BOATs) or closed/ restricted paths have been identified within the study area.

5.3.6

The main facilities that do exist to aid non-motorised users can be identified
from Figure 5.1. This should be read in conjunction Table 5-1 that follows,
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which provides detail on the nature of the facility to include the identification of
Public Footpaths that are formally registered as Public Rights of Way (PRoW).
Figure 5.1: Existing Non-Motorised User facilities
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Table 5-1: Non-Motorised User Facilities in Vicinity of Scheme
Figure 5.1
Ref No.

Relationship to
Main/ Alternative
Schemes

Facility

NMU Amenity Location and Pathway

Intersects

North of Hythe Road (A20) with initial access opposite
Willesborough Garden Centre - continues through fields
towards the north east.

Public Footpath AE337A

Intersects

Connects AE639 and AU63C to the north, running
through arable fields.

3

Public Footpath AE338

Intersects

Forks off AE337A to the northeast before ending at
Aylesford Stream.

5

Public Footpath AE339

20m west

Path adjacent to Barrey Road continuing west towards
Church Road.

6

Public Footpath AE340

80m east

Connecting St Mary’s Church with Church Road to the
south.

180m southwest

Route to the south of Ashford business park, running to
the northern extents of the Channel Tunnel Rail Link
(CTRL), before connecting to southern extents of Barrey
Road.

15m south

Two short stretches running either side of A2070
between Church Road and the CTRL to the south.

65m northeast

Part of route between Mersham and AONB, via
Mersham Lane Overbridge and AE172. Located
between A20 and Bockham Lane. North-south
movement.

Intersects

Running alongside Willesborough Garden Centre, south
of M20, between Aylesford Stream and Highfield Lane.

Adjacent

Just south of St Mary’s Church running between A2070
to the west, continuing east through arable fields to
Highfield Lane.

1

Public Footpath AE175

2

7

Public Footpath AE342

8

Public Footpath AE342A and
AE342B

9

Public Footpath AE357

12

Public Footpath AE636
Public Footpath AE639

15

Public Footpath AU53

Intersects

Runs from M20 Junction 10, parallel to south of
Motorway until Aylesford Stream.

16

Public Footpath AU53A

Adjacent

North of M20 running between Junction 10 and A20
opposite the Hospice.

20

Public Footpath AU63

125m north

Within vicinity of William Harvey hospital, connecting
The Street and hospital car park.

10m north

Route between William Harvey Hospital and Tesco
Superstore roundabout alongside M20 Junction 10.
West-east movement starting at The Street ending north
of A20.

21

Public Footpath AU63B

22

Public Footpath AU63C

Intersects

Connects AE337A to south with AU53, just south of M20
Junction 10.

23

Public Footpath AU64

240m northeast

Just south of William Harvey hospital.

24

Public Footpath AU65

Intersects

Connects AE338 with AU53, just south of M20.

25

Public Footpath AU65A

Adjacent

Running between AU53A and A20, just east of Tesco
superstore.

26

Public Footpath AU94

60m north

Footbridge crossing M20 and Hythe Road A292
between Lacton Way and The Street.

27

Public Footpath AU103

Adjacent

Just south of existing M20 Junction 10, running
continuing towards Collard Road to the west.

28

Church Road Footbridge Part of PF Footpath AE339

Intersects

Church Road Footbridge running between Church Road
and St Mary’s Church.

29

Footpath Church Road to St

145m south east

Undesignated footpath running between Church Road
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Relationship to
Main/ Alternative
Schemes

Facility

NMU Amenity Location and Pathway
and approximately 70m to south east of St Mary’s
Church.

Mary’s Church
30

Footpath M20 Junction 10 to
Tesco Superstore via A20

Adjacent

To north of the A20 running between M20 Junction 10
east to just before Tesco superstore roundabout.

Footway Church Road
(Ashford Business Park) to
Kingfisher Close

Adjacent

Along Church road just south of Kingfisher Close.

32

33

Footway PRoW AU53A to
M20 Junction 10

Intersects

Connects to PRoW ref. AU53A just east of M20 Junction
10.

Footway Alongside A20
between Tesco and
Bockhanger Wood

120m north

34

To edge of A20 eastbound starting at Tesco superstore
roundabout and continuing east past Bockhanger Wood.

Intersects

35

Shared footway and
Cycleway M20 Junction 10 to
Tesco via A20

To north eastern extents of M20 Junction 10, running
between A2070 Willesborough Lees southbound flank,
to north of A20 before finishing at Tesco Superstore
roundabout.

36

Shared footway and
Cycleway Junction 10

Intersects

Within the inner section of M20 Junction 10, running
between the A20 and A2070 Sevington.

Shared Footway and
Cycleway A292 to A2070
past CTRL

Intersects

37

To west of A2070 running Hythe Road A292 to the north
and past CTRL.

Shared Footway and
Cycleway Church Bridge to
Church Road

Intersects

38

Along the lane just west of St Mary’s Church running
between Church Road Footbridge and Church Road.

Desire Line Mersham to
Tesco and William Harvey
Hospital

Intersects

39

From Mersham to Tesco superstore and The William
Harvey Hospital via Kingsford Street, Highfield Lane and
A20 Hythe Road is likely to be a desire line.

42

Signalised Crossing M20
Junction 10/ A20 Hythe Road

Intersects

M20 Junction 10 pedestrian crossing of the A20 Hythe
Road.

43

Uncontrolled Crossing Barrey
Road

Intersects

Uncontrolled Pedestrian Cycle crossing at Barrey Road
(into Ashford Business Park).

44

Signalised Crossing M20
Junction 10 eastbound slip

Intersects

Signalised pedestrian cycle crossing of M20 Junction 10
eastbound on slip.

45

Signalised Crossing A2070/
Junction 10 south

Intersects

Signalised pedestrian crossing of A2070 and Junction
10, to south of M20 Junction 10.

46

Uncontrolled Crossing A20/
Tesco Superstore

120m north

Uncontrolled crossing of the A20 from north of A20 to
Tesco.

47

Uncontrolled Crossing West
of Swatfield bridge residents

60m northeast

Uncontrolled crossing for residents to west of Swatfield
bridge.

48

Uncontrolled Crossing A20/
Garden Centre

Intersects

Uncontrolled crossing along A20 opposite Willesborough
Garden Centre.

49

Uncontrolled Crossing A20/
east of Highfield Lane Bridge

Intersects

Uncontrolled crossing along the A20 to the east of
Highfield Lane bridge.

50

Public Footpath AU57

Adjacent

PRoW connecting Highfield Road to Lees Road.

51

Public Footpath AU58

Adjacent

PRoW heading north of Lees Road alongside the M20.
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Cycle Routes

5.4.1

National Cycle Route 18 passes some 1.7km (0.6miles) to the north west of
M20 J10. Route 18, which connects Canterbury with Royal Tunbridge Wells
via Ashford and Tenterden, is largely on-road and approaches the town from
the north east via Blackwall Road. It then connects with the A2070 Kennington
Road, before it continues north along A2070 Willesborough Road. From the
A2070 the route follows a broadly westerly alignment that crosses the town
before it eventually leaves via the local district of Singleton and onwards to
Royal Tunbridge Wells further west.

5.4.2

Local cycle routes in the area neighbouring the Main and Alternative Scheme
can be identified from an extract of the local cycle map provided in Appendix
A1 for the area and shown in Figure 5.2.

Figure 5.2: Local Cycle Routes – South Eastern Ashford East and Town Centre

Source: http://explore-kent-bucket.s3-eu-west-1.amazonaws.com/uploads/2015/06/25135025/Ashford-Poster-2012.pdf
- Accessed May 2016
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In common with facilities for pedestrians the formal cycle facilities currently
respond to the main built environment. Traffic-free cycle paths are provided to
include:


A shared use path passing around the inside of the south eastern
flank of the M20 J10 circulatory carriageway, with formal signalised
crossing facilities at each end to provide a link between A2070 Bad
Munstereifel Road/ A292 Hythe Road and the A20 for access to a
local superstore and onwards to William Harvey Hospital;



A segregated route from the M20/ A2070 Bad Munstereifel Road that
follows the southern flank of the A292 Hythe Road to penetrate the
Willesborough area of Ashford, where it also joins with the footbridge
(Cyclists Dismount) over both Hythe Road and the M20 to link with
The Street and the A2070 Kennington Road to the north.



A shared use pedestrian cycleway along the northern flank of the
A20 linking the A20/ The Street/ Superstore roundabout with M20
J10 that continues north, along the same side of the road, as far as
the junction of the A2070 Kennington Road/ Longbridge that also
includes a link to the Hospital; and



A footbridge (Cyclists Dismount) across the A2070 Bad Munstereifel
Road to link Kingfisher Close/ Church Road in the west with
Sevington Church and its adjoining local road network to the east.

Public Transport
Figure 5.3 provides an extract of the wider Ashford Bus Route map provided in
Appendix A2 to show the various local bus services that currently operate in
the neighbourhood of M20 J10 and in particular those that are likely to be
influenced by the Main and Alternative scheme.
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Figure 5.3: Local Bus Routes – South Eastern Ashford East and Town Centre

Source: http://www.kent.gov.uk/__data/assets/pdf_file/0014/4631/ashford-bus-map.pdf - Accessed May2016

5.5.2

The route map is supplement by Table 5-2 below, which details the catchment of
the service and confirms current frequencies.

Table 5-2: Service Routes – South Eastern Ashford, Town Centre and Eastern Fringe

Source: http://www.kent.gov.uk/__data/assets/pdf_file/0013/4630/ashford-bus-information.pdf - Accessed May2016
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5.5.3

Generally, most of the bus routes tabulated above that serve this quadrant of
Ashford and beyond, pass through M20 J10 at some point during their journey.

5.5.4

With the exception of Routes G and K, all of the services access Ashford
Town Centre and rely in part on the A292 Hythe Road to the north west of
M20 J10 for this purpose. Routes 11/11A and K also employ the A2070 Bad
Munstereifel Road to link with Park Farm, while the A20 Hythe Road to the
south east of M20 J10 is an important conduit for routes 10/ 10A and 111/ 125.
In the latter case however, the service deviates through the A20/ Highfield
Lane junction to link with the parallel route along Kingsford Street to serve
Mersham.

5.5.5

The attraction presented by William Harvey Hospital means that routes 11/
11A/ 11B, 666, H, K, 10/10A and C all call at this facility as part of their
schedule. They all traverse a section Kennington Road to various degrees to
achieve this and route through M20 J10 as part of their trip.

5.6
5.6.1

New Provision and Enhancement
The Main and Alternative Scheme would result in the closure of six PRoWs
(AE636, AE339, AE337A, AU65, AU63C and AU53), while 120m of PRoW
AE338 would be located within the Scheme footprint. Mitigation to replace
closed PRoW and enhance NMU provision once the Main and Alternative
Scheme is in operation includes:


Replacement Footbridge: The existing Church Road Footbridge
would be replaced with a new cycle-friendly footbridge that is
compliant with the Equality Act (2010). A new connection for cyclists
would also be made at the end of the access road for St Mary’s
Church. The existing substandard footway situated to the west side
of the A2070 Bad Munstereifel Road would be upgraded to form a
3.0m wide shared footway and cycleway.



Special Category Land: The design would require the permanent
acquisition of 1,738.4sq.m of designated Open Space land to
construct the new Church Road Footbridge. In mitigation some
5,887.4sq.m of replacement open space would be provided adjacent
to and to the north of the existing Open Space land. This would be
made accessible for NMUs through the addition of stairs from the
new footbridge and from the footpaths running alongside the A2070
Bad Munstereifel Road to the west;



New Pedestrian and Cycle Bridge: Designed to also accommodate
equestrians, would be provided over the M20 at Kingsford Street
(hereafter Kingsford Street Footbridge). This would ensure that a
new NMU crossing at Junction 10A would not be required, despite
the permanent closure of Highfield Lane Bridge. A new footway
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along Kingsford Street would also be provided, to provide improved
and safer NMU access along this existing narrow road, with dropped
kerbs where Kingsford Street Footbridge meets the A20.

5.7



A20 Hythe Road: A new footway would be installed alongside the
A20 eastbound, between The Pilgrims Hospice and the proposed
new Kingsford Street Footbridge, to allow NMUs to continue making
journeys eastward away from Ashford; and



A2070 Link Road: A new shared footway and cycleway would be
provided to the south of the A2070 Link Road to connect with the
new Kingsford Street Footbridge.

Summary

5.7.1

In terms of the present landscape, most of the Main and Alternative Scheme
elements will be delivered within an area that is predominantly open
countryside. Notably no public bridleways, restricted byways, Byways Open to
All Traffic (BOATs) or closed/ restricted paths have been identified within the
study area, although there a number of public footpaths that traverse
agricultural land in the neighbourhood of M20 J10 as an integral part of the
Sevington area.

5.7.2

The majority of the exiting formal footway linkages surrounding the Main and
Alternative Scheme has evolved to serve walking between various features of
Ashford’s current built environment and is aligned with the road system. While
some continuous footways are available, most are found on only one side of
the carriageway, with exceptions where an area supports a higher level of
frontage development covering both sides of the road.

5.7.3

Footbridges allow movement across the M20, A2070 Bad Munstereifel Road
and to link the A292 Hythe Road to the A2070 Kennington Road; they also
form part of published local cycle routes, although cyclists must dismount to
use them. The overbridge at Highfield Lane is available for all modes to
provide a link between the A20 and Sevington by way of Highfield Lane and
the settlement of Mersham using Kingsford Street. The bridge and Kingsford
Street also currently support two local bus routes that pass though Mersham.

5.7.4

National Cycle Route 18 passes some 1.7km (0.6miles) to the north west of
M20 J10 to connect Canterbury with Royal Tunbridge Wells via Ashford and
Tenterden. In common with the footway network, local cycle facilities tend to
respond to the main built environment to offer routes that are mostly
segregated from motorised vehicles and shared with pedestrians.
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5.7.5

In terms of travel by bus, most of the nine regular routes in the area that serve
this quadrant of Ashford and beyond, pass through M20 J10 at some point or
another during their journey. Most access Ashford Town Centre and rely in
part on the A292 Hythe Road for this purpose. Two routes use the A2070 Bad
Munstereifel Road, while the A20 Hythe Road is an important conduit for
routes to Mersham and further afield. William Harvey Hospital is also an
important stop for six of the services, which all travel along a section
Kennington Road and via M20 J10 as part of their trip.

5.7.6

The Main and Alternative Scheme would result in the closure of six PRoWs
(AE636, AE339, AE337A, AU65, AU63C and AU53), while 120m of PRoW
AE338 would be located within the Scheme footprint.

5.7.7

Mitigation has been proposed once the Main and Alternative Scheme is in
operation to include:


Church Road footbridge replaced with a new cycle-friendly bridge
that complies with the Equality Act (2010) and a new cycle path at
the end of the access road for St Mary’s Church;



Replacement accessible open space to mitigate land acquired for
new Church Road footbridge;



Footway upgrade along west side of A2070 Bad Munstereifel Road
to provide a 3.0m wide shared footway and cycleway;



New Kingsford Street Pedestrian, Cycle and Equestrian Bridge over
M20 plus a new footway along Kingsford Street to improve local
NMU conditions;



New A20 Hythe Road footway alongside the A20 eastbound, linking
The Pilgrims Hospice with the proposed new Kingsford Street
Footbridge that will cater for NMUs making journeys eastwards
away from Ashford; and



New Shared footway and cycleway to the south of A2070 Link Road
to connect with the new Kingsford Street Footbridge.
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Current Network Performance
Introduction
This Chapter provides an outline of current network operations to include the
output from the 2014 Base year SATURN model for various time periods, plus
that to emerge from a baseline VISSIM micro-simulation model that was also
used to test the future network operational capabilities at a more detailed level.
Overview of Base Year Flows
The current strategic pattern of traffic demand in the area is presented as
Figure 6.1 in the form of SATURN output that shows Annual Average Daily
Traffic (AADT) flows for the 2014 Base Year.
Figure 6.1: 2014 Base Year AADT Flows (Vehicles)

M20
Ashford
M20

6.2.2

The busiest route is the M20 with high flows on every section between London
and Folkestone. The pattern generally matches expectations, with the
motorways and primary routes reporting the largest flows. Ashford appears to
be reasonably busy however; the density of the lines around the town is
primarily a function of it being bypassed to the north by the M20 and to the
south by the A2070. When these are ignored the apparent high density shown
is simply a reflection of the more detailed road network being modelled
associated with the town.
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A more detailed plot of the network surrounding Ashford in provided in Figure
6.2 below.
Figure 6.2: 2014 Base Year AADT Flows (Vehicles) In and Around Ashford

M20

J9

J10

M20

6.2.4

With the exception of the M20 the busiest roads in and around Ashford are the
A2070 ring road and the A28 to the west of Ashford. Both of these roads are
conduits to Ashford and the west for traffic from the M20. Traffic into and out of
Ashford is spread across a number of routes, the busiest of which includes the
A2040 from the south, Hythe Road from the east and the A292 from the west.
Routes around the south of Ashford between the A2070 and the A28 are also
reasonably well used.

6.2.5

To the north of the M20 the busiest roads are the A251, A28 and A2070. The
first two connect traffic with M20 J9 and the latter with J10. The A28 is also the
primary route into Ashford from the north.

6.3

Base Year Flows on M20 J10 and Adjacent Junctions

6.3.1

More detailed data was collected on flows associated with M20 J10, which are
confirmed in Figure 6.3. The figure shows flows associated with the M20
mainline in the vicinity of the junction and also flows for the M20 J10 diverge
and merge slip roads.

6.3.2

During both the AM and PM Peaks the mainline flows to the north and south of
J10, in both directions, are each in the region of 2,000 to 3,000 vehicles per
hour, with slightly higher flows to the north. During the Inter-peak the mainline
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volumes are slightly lower at between 1,500 and 2,000 vehicles per hour in
both directions.
6.3.3

Notably there is a relatively high proportion of traffic joining or exiting the
motorway at J10, with the inter-junction flows in both directions at between
1,000 and 2,000 vehicles per hour in all time periods. The slip roads
themselves were recorded with flows of up to 1,200 vehicles per hour.
Figure 6.3: Modelled and Observed Flows Associated with M20 J10

Note: The GEH statistic is used to represents goodness-of-fit of a model. The GEH formula is named after
its inventor, Geoffrey E. Havers.

6.3.4

The observed turning flows associated with the current M20 J10 junction are
provided for the respective AM, PM and Inter Peak time periods in the series;
Table 6-1 to

6.3.5

Table 6-3 below.

6.3.6

Analysis of the various time periods and traffic movements has revealed that
the junction caters for reasonable levels of demand to/ from all access/ egress
links.

6.3.7

The largest access flows emerged from the south along the A2070, although
the combined flows on the M20 diverge off-slip roads was of the same order of
magnitude.
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The demand from the A292 Hythe Road linking with Ashford town centre was
relatively low, most likely in response to the fact that some traffic wishing to
travel on the M20 Northbound merge on-slip road would access the motorway
in advance of the J10 roundabout. The observed exit demand from M20 J10 is
mainly south along the A2070 Bad Munstereifel Road and north along the
A292 Hythe Road. In the latter case however, the traffic composition will
include vehicles destined for Ashford town centre mixed with others seeking to
travel north on the M20.
Table 6-1: Observed Turning Count Data at M20 J10 Roundabout – AM Peak veh/hr
Exit Link

Approach Link
Hythe Rd N

A2070
N

Hythe Rd N

0

M20 N

Total
Inbound

Hythe Rd S

M20
S

A2070
S

75

134

160

24

392

19

198

190

0

559

967

A2070 N

233

1

121

148

295

798

Hythe Rd S

368

36

0

62

367

833

M20 S

221

155

46

0

489

911

A2070 S

782

574

158

364

0

1,878

1,623

1,040

649

734

1,735

5,780

TOTAL OUTBOUND

Table 6-2: Observed Turning Count Data at M20 J10 Roundabout – Inter Peak veh/hr
Exit Link
Approach Link

Total
Inbound

Hythe Rd
N

A2070
N

Hythe Rd
S

M20
S

A2070
S

Hythe Rd N

0

57

171

87

8

323

M20 N

10

99

150

0

510

769

A2070 N

150

0

137

98

288

674

Hythe Rd S

350

33

0

45

258

685

M20 S

76

106

26

1

310

519

A2070 S

596

366

148

269

4

1,383

1,181

660

633

501

1,379

4,353

TOTAL OUTBOUND
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Table 6-3: Observed Turning Count Data at M20 J10 Roundabout – PM Peak veh/hr
Exit Link
Approach Link

Total
Inbound

Hythe Rd
N

A2070
N

Hythe Rd
S

M20
S

A2070
S

Hythe Rd N

0

53

234

172

6

465

M20 N

19

100

234

0

866

1,219

A2070 N

236

0

163

188

405

991

Hythe Rd S

432

30

0

64

292

818

M20 S

125

102

17

4

543

791

A2070 S

784

495

219

396

0

1,894

1,596

779

867

825

2,113

6,179

TOTAL OUTBOUND

6.4

Base Year Operational Assessment

6.4.1

The operational assessment of the scheme was examined using VISSIM V700.13 micro-simulation software. The study area incorporated M20 J10,
combined with the key elements of the overall scheme that included the new
junction at 10a, link road and proposed roundabout that would connect the link
road with the A2070 Bad Munstereifel Road to the south of M20 J10. The
overall extent of the Base VISSIM study network is shown in Figure 6.4 below.

6.4.2

A particular focus was the future operation of M20 J10 and J10a with the
scheme in place and the performance of the enabling highway infrastructure
that would be required in support.
Base VISSIM Micro-Simulation Model

6.4.3

The base model was an extension of an existing VISSIM model covering the
AM and PM peak periods for the junction that was originally validated based
on 2010 data and a focus on the M20 and J10 plus all the adjoining side roads
serving the motorway junction. A comparison of the two study areas is also
represented by Figure 6.4. The model was extended to cover the scheme
extents and converted to dynamic routing to allow traffic to follow the most
efficient routes for network operation; a similar process to that employed by
SATURN.

6.4.4

The model was created and validated using trip matrices from the scheme
SATURN Base Models supplemented by journey time survey data to cover
three time periods:




AM Peak - 07:45 to 09:00 hours;
PM Peak - 16:45 to 18:00 hours; and
Inter Peak - 12:30 to 14:00 hours, representing an average hour
between 10:00 and 16:00 hours.
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Figure 6.4: M20 J10 and 10a - VISSIM 2014 and Original 2010 Base Network Model Extents

Original 2010 Base
VISSIM Model
Extents

Updated 2014 Base
VISSIM Model Extents

6.4.5

The Base 2014 VISSIM model indicated that the existing junction currently
operates satisfactorily. For ease of reference a commentary on the main
results is presented in Table 6-4, while Figure 6.5 and Figure 6.6 follow to
present visual evidence of the queues generated in the 2014 Base Model
scenario for the AM and PM peak hours respectively.
Table 6-4: 2014 Base VISSIM Scenario Results

AM Modelled period



Queues form and disperse at signal stop lines during each cycle for the majority of the modelled period.
Around 08:45 hours, evidence of some queuing extending back from north-westbound diverge slip road
towards M20 associated with traffic seeking destinations to the north. Key is the maximum utilisation of
all lanes available for each movement on approach to the junction.



Mainline operates well, although some manoeuvring into lanes for exit causing some slowing.



Sufficient stacking room available on the M20 merge and diverge slip roads to accommodate traffic held
by red traffic signal without tailing back or interfering with the M20 mainline.

PM Modelled Period



As AM, no problems with the traffic flow through the junction.

HA514442-MMGJV-GEN-SMW-RE-Z-7201
Revision A

53

M20 Junction 10a
TR010006

Transport Assessment Report

Figure 6.5: 2014 Base VISSIM Model– AM Peak

Figure 6.6: 2014 Base VISSIM Model – PM Peak
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Future Network Performance
Introduction

7.1.1

The situation in 2018, 2023 and 2033 was modelled using a DIADEM variable
demand model combined with a SATURN highway network assignment model
for both ‘Do Minimum’ and ‘Do Something’ cases.

7.1.2

The Do Minimum networks included only those changes unrelated to the
scheme, which were considered to be built prior to the respective future year.
The Do Something networks also included the M20 J10a scheme, as it is
described in Section 1.4.

7.1.3

For the purposes of generating dependent development benefits from the
Sevington development, an adjusted Do Something network was developed
that included a roundabout mid-way along the Link Road for Sevington
access/ egress for the purpose of testing potential impacts associated with the
Alternative Scheme.

7.2

Overview of Traffic Forecasts

7.2.1

Figure 7.1 presents a network diagram that allows comparison of Annual
Average Daily Traffic Do Minimum (DM) flows for the three forecast years
2018, 2023 and 2033. This is followed by Figure 7.2 that provides the
corresponding Do Something (DS) flows.

7.2.2

The following observations can be made:


Flows in the DM and DS cases generally increase across the
forecast years, with higher growth between 2033 and 2023 than
between 2023 and 2018, as would be expected;



Peripheral flows to the scheme are similar in the DM and DS,
indicating the relatively local effect of the scheme;



Between the DM and DS cases, flows on the A2070 decrease north
of the new roundabout junction with the link road, and increase south
of it as traffic is diverted to the link road.
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Figure 7.1: Comparison of Forecast Traffic Flows - Without scheme 2018, 2023 and 2033
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Figure 7.2: Comparison of Forecast Traffic Flows - With scheme 2018, 2023 and 2033
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7.2.3

Figure 7.3 below shows a schematic plot of the Base Year traffic flows, in
pcu/hr (passenger car units per hour), for the three time periods AM peak,
Inter-peak and PM peak. Figure 7.4 shows the 2018 forecast flows for the DM
and DS cases, and Figure 7.5 shows the 2033 forecast flows for the DM and
DS cases.

7.2.4

Note that the traffic data is presented as passenger car units which were used
for the purpose of traffic modelling and enable the impact that different size
vehicles have on the network in terms of capacity to be taken into account.
One ‘car’ or ‘light’ vehicle equates to one passenger car unit while one ‘heavy
goods’ vehicle equates to 2.4 passenger car units.
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Figure 7.3: Base Year Traffic Flows
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Figure 7.4: 2018 Traffic Flows – ‘Do Minimum’ and ‘Do Something Network’
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Figure 7.5: 2033 Traffic Flows – ‘Do Minimum’ and ‘Do Something Network’
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7.2.5

It is noticeable that there is a significant reduction in demand at the J10
roundabout in the Do Something network. Part of this is due to the removal of
the J10 northbound diverge slip road, where demand shifts to the J10a
roundabout. A second substantial impact of similar magnitude is the significant
reduction in northbound flows on the A20 between the new J10a and J10, as
M20-bound demand from this direction also now uses J10a rather than J10.
The other access links to the roundabout show stable flows or slight
reductions in flow volumes.

7.2.6

Flows on the A2070 south of the junction with the new Link Road increase
slightly, although the flows between this junction and the J10 roundabout
decrease. The flows on the Link Road are between a third and a half of the
volumes on the A2070 south of the Link Road junction.

7.2.7

With the exception of the A20 between J10 and J10a (showing reduced flow in
both directions), the roads to the north of the M20 show little change in flow
volumes due to the scheme.

7.2.8

The incremental changes between the base and DM, and between the DM
and DS, are shown more clearly in flow difference plots. In the Do Minimum
case, traffic levels on the network are forecast to increase in response to the
growth in demand. This growth is primarily seen in areas of already high traffic
volumes, such as the M20.

7.2.9

These relative changes – firstly between the Base Year and DM – are shown
graphically by the SATURN output plot in Figure 7.6, with green denoting an
increase in the DM flows and blue a decrease. Note that the intermediate year
2023 has been used but it is illustrative of the pattern of changes in the other
forecast years.
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Figure 7.6: Changes in Actual Flow between Base and DM (2023 – AM Peak)

M20

J9

J10

M20

7.2.10

The incremental change in flows between the DS and DM, for the same year
2023, is generally local to the scheme as shown in Figure 7.7. Again, the links
coloured green indicate a relative increase in forecast flows due to the DS,
while blue highlights a forecast decrease, with the width of each band
indicating the magnitude of change.

7.2.11

The redistribution of trips between J10 and J10a can be seen from the
increase in traffic flows on M20 links that were internal to J10 and the
reduction in traffic flows on M20 links that are internal to J10a. There is also a
significant reduction in traffic flows all around the J10 roundabout and the
section of the A2070 between the J10 roundabout and the junction with the
proposed new Link Road.

7.2.12

The remainder of the A2070 shows an increase in traffic flow in both
directions, with a noticeable rerouting effect for some traffic from eastern
Ashford, accessing the M20 via J10a and the A2070 rather than J10 and
Hythe Road.
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Figure 7.7: Changes in Actual Flow between DM and DS (2023 AM Peak)
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7.2.13
7.3

Overall the impact of the scheme on traffic flows across most of the network
appears to be minimal.
Impact on Network Resilience

7.3.1

It is generally accepted that the road network operates well until the traffic
volumes approach the link/ junction capacity, at which point the flow starts to
break down. With the volume of future traffic predicted the indications are that
the network would be very sensitive to relatively small changes in forecast
vary routing.

7.3.2

With various route choices available many drivers will inevitably make their
own judgement on the circumstances and will vary their route accordingly in
response to the particular situation; Local network flows surrounding the
scheme can therefore be expected to vary on occasions, in reaction to rerouting and re-balancing as drivers seek to avoid certain areas to minimise
their perception of potential delays ahead.

7.3.3

The series of plots ranging from Figure 7.8 to Figure 7.21 show the highway
network in the vicinity of the scheme showing both link and node “Volume over
Capacity” (V/C) measurements for both AM and PM Peaks in the Base Year,
Opening Year 2018 and Design Year 2033. For the Future Years the DM, DS
and Adjusted DS are shown. For ease of interpretation the plots are coloured
green if the V/C is 85 per cent or less, red if the V/C is over 100 per cent and
amber otherwise.
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Each Figure shows the overall junction V/C ratios as circles with proportional
radii, and colour-coded accordingly (left hand plots). The right hand plots in
each case show the approach link V/C ratios that are the constituent parts of
each overall junction V/C. Thus it is for example possible to have a ‘red’
approach link V/C above 100 per cent, but the overall junction V/C may be
amber or green due to the other approaches diluting the effect of the most
heavily-loaded approach link(s).
Base year 2014
Figures 7.8 (AM Peak) and 7.9 (PM Peak) confirm that in the Base Year the
network is reasonably resilient, with the exception of southbound flow on the
A2070 approaching the J10 roundabout, where the flows approach link
capacity and exceed the 85 per cent loading beyond which instability can
occur.
V0C Base Year

Figure 7.8: SATURN V/C Output – Base Year – AM Peak

Figure 7.9: SATURN V/C Output – Base Year – PM Peak
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Opening Year 2018

7.5.1

Figure 7.10 (AM Peak) and Figure 7.11 (PM Peak) for the Opening Year show
that increases in flows lead to more serious congestion on the A2070
southbound into Junction 10, particularly in the AM peak. The PM peak
characteristics are similar to those of the PM Base Year, reflecting the
relatively low level of growth to the 2018 Opening Year. No average junction
V/C ratios exceed 85 per cent overall.

7.5.2

This suggests that the increase in underlying demand is not large enough to
make a significant difference in highway performance.
V0C 2018 Do Minimum

Figure 7.10: SATURN V/C Output – 2018 DM – AM Peak

Figure 7.11: SATURN V/C Output – 2018 DM – PM Peak

7.5.3

For the subsequent plots, two Do Something (DS) schemes have been
identified:


Main Scheme (DS1)



Main Scheme plus Mid Link Access Junction on Link Road
(DS2) – The Alternative Scheme.
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The 2018 DS1 case shows no significant differences to the corresponding DM
results, other than the increased southbound traffic on the A2070 as a result of
the scheme leads to capacity on the Church Road egress being exceeded in
the PM peak.
V0C 2018 Do Something

Figure 7.12: SATURN V/C Output – 2018 DS1 – AM Peak

Figure 7.13: SATURN V/C Output – 2018 DS1 – PM Peak

7.5.5

In the AM Peak the DS2 network performs as in the DS1. In the PM Peak the
flows seeking to access the A2070 via Church Road are much reduced in the
DS2 network, thus resolving the capacity issue apparent in the DS1.
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V0C 2018 Do Something 2 (DS2)
Figure 7.14: SATURN V/C Output – 2018 DS2 – AM Peak

Figure 7.15: SATURN V/C Output – 2018 DS2 – PM Peak

7.6
7.6.1

7.6.2

Design Year 2033
AM and PM output diagrams for the 2033 Design Year related to the following
options are presented as a series of figures:


2033 DM – Figure 7.16 and Figure 7.17;



2033 DS1 – Figure 7.18 and Figure 7.19; and



2033 DS2 – Figure 7.20 and Figure 7.21.

The significant increase in underlying demand in 2033 relative to 2018 can be
identified from this series of figures.
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7.6.3

In the 2033 AM Peak DM (Figure 7.16) the Hythe Road junction with the J10
NB onslip approaches capacity and the westbound sections of Hythe Road in
the vicinity are similarly affected. Further south, the increasing flow on the
A2070 means that the Barrey Road egress also approaches capacity. In the
2033 DS1 the increasing flow on the A2070 means that the Barrey Road and
Church Road egresses go over capacity, and sections of the NB A2070
approach capacity.

7.6.4

The 2033 DS2 network (Figure 7.20) significantly reduces demand out of
Church Road, and there is a slight benefit to flows exiting Barrey Road,
although the link remains overcapacity.

7.6.5

In the 2033 PM Peak DM (Figure 7.17) it is the eastbound sections of Hythe
Road that approach capacity. There are also issues with the J10 roundabout,
with the junction between the roundabout and the Northbound diverge slip
road approaching capacity; as does the offslip itself, part of the roundabout
and the southbound carriageway of the A2070.

7.6.6

In the 2033 DS1 (Figure 7.19) the slight re-routing noted above relieves the
pressure on Hythe Road, and the removal of the Northbound diverge slip road
at J10, coupled with the re-routing between J10 and J10a, relieves the
pressure on the J10 roundabout and on the A2070 between J10 and the Link
Road Junction.

7.6.7

Circulatory demand on the J10a roundabout causes the eastbound A20
access to that roundabout to approach capacity. The SB A2070 access to the
Link Road Junction is overcapacity, due to the relatively large volume of
circulatory traffic at that section of the roundabout. Traffic on the A2070 south
of the Link Road Junction increases so the pressure on this section of highway
remains.

7.6.8

The re-routing impacts of the 2033 DS2 network (Figure 7.21) partially reduce
the pressure on the southbound A2070. It also partially reduces the pressure
on the Southbound A2070 access to the Link Road Junction. The model’s
response to this however, is to reduce the amount of diversionary re-routing
via J10a, so the access remains overcapacity.

7.6.9

In summary, the impact of the Main Scheme DS1 is broadly beneficial. It
reduces pressure on Hythe Road, the J10 roundabout and the section of the
A2070 between J10 and the Link Road Junction. This includes the removal of
the J10 Northbound diverge slip road that is approaching capacity by 2033;
noting that in the event of above expected traffic scenarios this could impact
the main carriageway. Any noticeable increase in highway pressure is either
fairly minor or associated with the A2070, which is already near capacity by
2033.
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V0C 2033 Do Minimum (DM)
Figure 7.16: SATURN V/C Output – 2033 DM – AM Peak

Figure 7.17: SATURN V/C Output – 2033 DM – PM Peak
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V0C 2033 Do Something 1 (DS1)
Figure 7.18: SATURN V/C Output – 2033 DS1 – AM Peak

Figure 7.19: SATURN V/C Output – 2033 DS1 – PM Peak

V0C 2033 Do Something 2 (DS2)
Figure 7.20: SATURN V/C Output – 2033 DS2 – AM Peak
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Figure 7.21: SATURN V/C Output – 2033 DS2 – PM Peak

7.7
7.7.1

Impact on Strategic Routes
Table 7-1 and Table 7-2 show the impact of the scheme on journey times
along the M20 between Junctions 2 and 13 for the 2023 AM Peak. The time
taken to travel along the motorway is consistent across scenarios, with no
more than a four second difference in time taken to travel between the two
junctions. As far as the operation of the M20 is concerned the scheme will
have minimal impact on mainline journey times.
Table 7-1: Change in Journey Times along M20 Northbound (2023 DS - AM Peak)
Location

2023 Do
Minimum

2023 Do
Something

Link
Diff
(secs)

Cum
Diff
(mins)

%
Cum
Diff

1

M20 Junction 13

00:00:00

00:00:00

-

-

-

2

M20 Junction 12

00:01:08

00:01:08

0

0

0.0%

3

M20 Junction 11

00:02:10

00:02:10

0

0

0.0%

4

M20 Junction 10

00:09:40

00:09:40

0

0

0.0%

5

M20 Junction 9

00:11:29

00:11:33

4

0

0.6%

6

M20 Junction 8

00:25:46

00:25:50

0

0

0.3%

7

M20 Junction 7

00:29:33

00:29:37

0

0

0.2%

8

M20 Junction 6

00:31:39

00:31:44

1

0

0.3%

9

M20 Junction 5

00:33:09

00:33:13

-1

0

0.2%

10

M20 Junction 4

00:36:16

00:36:21

1

0

0.2%

11

M20 Junction 3

00:39:37

00:39:42

0

0

0.2%

12

M20 Junction 2

00:41:12

00:41:16

-1

0

0.2%

Timing
Point
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Table 7-2: Change in Journey Times along M20 Southbound (2023 DS - AM Peak)
Location

2023 Do
Minimum

2023 Do
Something

Link
Diff
(secs)

Cum
Diff
(mins)

%
Cum
Diff

12

M20 Junction 2

00:00:00

00:00:00

-

-

-

11

M20 Junction 3

00:01:28

00:01:28

0

0

0.0%

10

M20 Junction 4

00:04:27

00:04:27

0

0

0.0%

9

M20 Junction 5

00:07:16

00:07:16

0

0

0.0%

8

M20 Junction 6

00:08:36

00:08:36

0

0

0.0%

7

M20 Junction 7

00:10:27

00:10:27

0

0

0.0%

6

M20 Junction 8

00:13:57

00:13:57

0

0

0.0%

5

M20 Junction 9

00:26:33

00:26:32

-1

0

-0.1%

4

M20 Junction 10

00:28:52

00:28:52

1

0

0.0%

3

M20 Junction 11

00:37:09

00:37:13

4

0

0.2%

2

M20 Junction 12

00:38:10

00:38:13

-1

0

0.1%

1

M20 Junction 13

00:39:18

00:39:21

0

0

0.1%

Timing
Point

7.7.2

7.8

With the exception of the A20 westbound, where traffic would need to travel
around the proposed M20 J10a roundabout, the journey times for the rest of
the strategic network are broadly similar when the DM and DS are compared.
Scheme Impact on M20, A20 and A2070 Flows

7.8.1

On the M20 there is some redistribution, with the opening of J10a forecast to
encourage a significant amount of traffic demand to join or leave the motorway
at the new junction in preference to J10. Slight impacts are however forecast
to involve traffic flows to the north of J10 and the south of J10a.

7.8.2

The redistribution of trips via J10a rather than J10 causes a reduction in traffic
on the A20 between the two junctions. Traffic both to and from the east of
Ashford wishing to travel along the M20 is predicted to find it more convenient
to access the M20 at J10a rather than J10.

7.8.3

Modelled output has shown that the opening of J10a, coupled with the closure
of the south east-facing slip roads at J10 would reduce the time to travel south
on the M20 from Ashford via the A2070, although increasing this time via A20
Hythe Road. For the Do Minimum, journey times are estimated at
approximately three minutes by the model and these increase by around a
third, one minute, for those remaining on the A20.

7.8.4

The link road route option is however considerably quicker, saving some 20
seconds when compared with the Do Minimum journey time. Thus the time
difference between the two routes in the Do Something case is some 80
seconds less than it is in the Do Minimum. Consequently the model forecasts
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that traffic from some zones will use the Link Road rather than the A20, which
would cause a small amount of trip re-routing with the result that a slight
increase in flow on the A2070 south of the new A2070/ Link Road junction is
predicted, alongside a slight decrease along the A292 Hythe Road.
7.8.5

7.9
7.9.1

Some traffic using the A2070 to join or leave the M20 is expected to re-route
to J10a from J10, which generates a reduction in flows on the A2070 between
the A2070/ Link Road junction and the J10 roundabout.
Scheme Impact on Local Roads
There is some redistribution apparent within Ashford associated with the rerouting of southbound M20 flows between the Hythe Road and A2070 access
routes. Otherwise the impact on the local roads is minimal.

7.10 Impact on M20, A20 and A2070 Junctions
7.10.1

There is a significant reduction in demand for the J10 roundabout, due to
significant volumes of traffic accessing/egressing the M20 at J10a. The new
J10a roundabout operates well, with small delays at various access links and
at the signalised junctions.

7.10.2

The new A2070/ Link Road roundabout operates well in most time periods. On
occasions when there are large numbers of vehicles travelling north along the
A2070 and turning right at this junction onto the Link Road however, this
demand causes significant delays for traffic travelling south along the A2070
from J10 and wishing to continue along the A2070. This is primarily an issue
recognised in the PM Peak in the 2033 VISSIM Model although not a major
issue within the SATURN modelling; one of the modelling responses is for a
proportion of the demand to re-route via J10a, which prevents the queues
blocking back to the J10 roundabout.

7.11 Operational Assessment
7.11.1

The 2014 Base VISSIM model was used to construct future models that
incorporated the scheme design for testing. The tests involved a future year
2033 based on Do-Minimum and Do-Something scenarios, with forecast traffic
flows derived from related SATURN Matrices. The scenarios tested were:
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Core Do-Minimum (Without Scheme) Scenario (DM)
 Contained development demand from developments that are NEAR CERTAIN or MORE THAN LIKELY
– excluding any development that Ashford Borough Council considers M20 J10a-dependent;
 Future year growth capped to NTEM at the level for SE Kent;
o

Development growth removed from NTEM planning assumptions when calculating background
growth rates.

o

Resultant ‘background plus development’ growth adjusted to match results of applying NTEM
unadjusted background growth factors.

 Contains part of Sevington Phase 1 (421 from 1,275 jobs); and

 Main Sevington access via Church Road.

Core Do-Something (With Main Scheme) Scenario (DS)
 Contained development demand from developments that are NEAR CERTAIN or MORE THAN LIKELY
– excluding any development that Ashford Borough Council considers M20 J10a-dependent;
 Future year growth capped to NTEM at the level for SE Kent;
o

Development growth removed from NTEM planning assumptions when calculating background
growth rates.

o

Resultant ‘background plus development’ growth adjusted to match results of applying NTEM
unadjusted background growth factors.

 Contains ALL of Sevington Phase 1a (421 Jobs) and Phase 1b (1,275 jobs); and
 Main Sevington access via Church Road.

Core plus Scheme with Full Sevington Development Scenario (Main and Alternative
Scheme)
 Core Scenario demand plus ALL of Sevington Development not included in the Core Scenario (i.e.
Remainder of Phase 1 and ALL of Phase 2);
 Sevington demand generated by 2,500 jobs; and
 Main Sevington access via Link Road (using a roundabout).

7.11.2

The future VISSIM network was coded to replicate the probable route choices
recognised by SATURN. In all cases the models were visually inspected to
secure a view on the operational capabilities of each scenario.
2033 Core Do-Minimum (Without Scheme) VISSIM Scenario Results

7.11.3

For the Core DM scenario the VISSIM model indicated that the existing
junction would not operate satisfactorily. For ease of reference a commentary
on the main results are presented in Table 7-3, while Figure 7.22 and Figure
7.23 follow to present visual evidence from the model of the queues generated
in the 2033 Core DM scenario for the AM and PM peak hours respectively
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Table 7-3: 2033 Core Do-Minimum (Without Scheme) VISSIM Scenario Results
AM Modelled period



Traffic demand approaching from the A2070 Bad Munstereifel Road approach to the M20 J10 junction
generated extensive queues, which extended southwards beyond the A2070 Bad Munstereifel Road/
The Boulevard/ Waterbroke Avenue roundabout junction.



This queue impacts on Barrey Road, creating difficulties for vehicles attempting to leave the side road
for access to the A2070. The circulatory carriageway of the M20 J10 gyratory was also forecast to
experience queues that failed to clear during each cycle of the traffic signals.



The A20 Hythe Road eastern approach to the M20 J10 also reported long queues. These extended
south eastwards to beyond the A20 Hythe Road/ Highfield Lane junction.

 All the remaining approaches to M20 J10 operated relatively efficiently, without excessive queues.
PM Modelled Period



Similar to the AM, capacity issues were observed, although the queues generated were longer. The
M20 J10 south eastbound diverge was identified as attracting the most significant queue, trailing back
some 1.6km onto the M20 mainline. The circumstances indicated that this was in response to the high
demand for vehicles attempting to make a right-turn at the head of the slip road as part of their routing
to join the A2070 Bad Munstereifel Road.



The A20 Hythe Road south eastern approach to the M20 J10 also presented with long queues, which
were approximately 2 km long. This resulted in exit blocking of intervening side roads and consequently
prevented access to the remainder of the network by two modelled links to; an issue to emerge for both
modelled AM and PM periods.



In common with AM modelled period, the circulatory carriageway of M20 J10 also reported queues that
failed to clear during each signal cycle.
Figure 7.22: 2033 Core ‘Do Minimum’ (Without Scheme) - AM peak
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Figure 7.23: 2033 Core ‘Do Minimum’ (Without Scheme) - PM peak

2033 Core DS (With Main Scheme) VISSIM Scenario Results
7.11.4

The VISSIM model was built with dynamic routing capabilities, whereby
vehicles could select their paths through the network based on a generalised
cost assumption. Early testing indicated that VISSIM dynamic routing
assignment varied from the SATURN output. This was not wholly unexpected
given the software variations and the fact that one is a more strategic model
that is accommodating longer distance route options in numerous cases, while
the other provides a more localised simulation conditioned by a more tightly
controlled network.

7.11.5

The Core DS VISSIM model was calibrated using flows extracted from the
related 2033 SATURN model, which had generated the forecast traffic
demand and distribution in response to the new network configuration. To
mirror the strategic SATURN traffic distribution a number of route closures
were added to Core VISSIM DS model to reflect the SATURN route choices.
The more significant closures in response to this exercise included:

7.11.6



M20 eastbound to the A2070 Bad Munstereifel Road through
Junction 10a;



A2070 Bad Munstereifel Road to the M20 westbound through J10a;



Southbound from Junction 10 to Junction 10a through the new link
road.

Further route closures were also set in the network to prevent any unlikely
loops or longer journeys that VISSIM had recognised as possible paths.
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7.11.7

With the scheme in place the Core DS scenario VISSIM model indicated that
the new layout including Junction 10a and the new link road would operate
efficiently in the AM, although less efficiently in the PM peak.

7.11.8

Figure 7.24 and Figure 7.25 provide visual evidence from the model of the
queues generated in the Core 2033 DS scenario for the AM and PM peak
hours respectively.
Table 7-4: 2033 Core Do-Something (With Main Scheme) VISSIM Scenario Results

AM Modelled period



The junction continues to experience a high demand from the A2070 Bad Munstereifel Road approach
to M20 J10 that generates a moving queue as traffic seeks access to the M20 North westbound merge
slip road. The queues impact on Barrey Road, where vehicles would be expected to experience issues
when attempting to secure a gap on exit to join the main road.



In all other respects the remaining approaches servicing M20 J10 operate efficiently without any
queueing.



Although queues form on the circulatory carriageway of M20 J10, these clear during each cycle.



The proposed M20 Junction 10a operates efficiently without any significant queues.

PM Modelled Period



The model forecasts queues along the A2070 Bad Munstereifel Road southbound to approach the
proposed new link road roundabout. These queues cause blocking back at M20 Junction 10, which
generates a queue up to some 400m along the M20 for south eastbound traffic.



The new M20 Junction 10a operates efficiently, although with queueing on the A20 Hythe Road
approach. The queue was reported to extend as far north west as the Tesco roundabout – this appears
to be generated in response to a relatively high demand and to the approach not being signalised, with
vehicles often required to rely on gaps in the circulatory traffic on the M20 J10a provided by the inter
green period associated with the neighbouring traffic signals.



The traffic signals in this instance manage traffic movement between the circulatory carriageway of the
M20 J10a and the M20 south eastbound diverge off-slip road. The design assumes that the A20 Hythe
Road approach in this instance is held by a priority Give Way.
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Figure 7.24: 2033 Core ‘Do Something’ (With Main Scheme) AM peak

Figure 7.25: 2033 Core ‘Do Something’ (With Main Scheme) PM peak

2033 Core Do Something (With Main Scheme) VISSIM Alternative PM
Peak Scenario Results
7.11.9

Analysis of the 2033 Core ‘Do Something’ (With Scheme) PM peak indicated
that while there were elements of congestion at M20 J10 that impacted on the
south east bound carriageway of the motorway, the alternative route using
M20 J10a was relatively underutilised.
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7.11.10

Earlier dynamic route testing by the VISSIM model, that was relatively
independent of the prescribed SATURN route choice elements, had indicated
that faced with the prospect of potential congestion at M20 J10, traffic on the
M20 south eastbound mainline would avoid the junction and transfer to J10a
as a viable alternative. This was especially the case as a large proportion of
the demand was travelling between the M20 and the A2070 Bad Munstereifel
Road, with the proposed new J10a and Link road configuration offering a
viable alternative that would avoid J10.

7.11.11

It was therefore assumed that in the event that drivers recognised the
possibility of an unreasonable level of congestion tailing back from the south
eastbound diverge slip road at J10, then most would stay on the mainline and
use J10a as a more reliable alternative. It was also considered likely that
drivers would come to acknowledge the convenience of using J10a in this way
despite the need to travel a relatively longer distance.

7.11.12

To test the impact of these assumptions the differences in traffic flows
between the AM and PM models were investigated to establish the potential
reasons behind the operational issues identified during the PM peak. The
examination revealed that a transfer of some 660 vehicles seeking the A2070
Bad Munstereifel Road from the south eastern diverge slip road demand
routed to the alternative J10a equivalent would provide sufficient relief to
balance the network and significantly reduce the previously identified
congestion ‘hot spots’.

7.11.13

Overall it was considered that this represented a reasonable and realistic
alternative scenario with the strong likelihood that most drivers would
habitually adopt this strategy, irrespective of conditions at M20 J10. A
commentary on the main results are presented in Table 7-5, which is
accompanied by Figure 7.26 that presents visual evidence from the model of
the queues generated in the 2033 Core DS VISSIM Alternative Scenario PM
peak hour.
Table 7-5: 2033 Core Do-Something (With Main Scheme) VISSIM Alternative PM Peak
Scenario Results

PM Modelled period



The model shows no queueing on the south eastbound diverge off slip road approaching M20 J10, with
a similar situation evident for the southbound approach to the A2070/ New Link road roundabout
junction traffic that were previously both heavily congested.



The circulatory carriageway of M20 J10 no longer presents excessive queues that remain after a signal
cycle.



Overall the approaches servicing M20 J10 operate efficiently without any significant queues.



Generally the proposed M20 Junction 10a also operates efficiently without any significant queues,
although some were still present for A20 Hythe Road south eastbound traffic approaching the junction.
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Figure 7.26: 2033 Core ‘Do Something’ Alternative Main Scheme Scenario – PM Peak

2033 Core Plus All Sevington (CpS) Do Something (Main Scheme plus a
Mid Link Access Junction) Assessment
7.12 Alternative Scheme
7.12.1

The initial DS1 Scenario was modelled to agree with the earlier 2033 Core DoSomething (With Main Scheme) set-up process to match SATURN outlined in
paragraphs 7.11.4 to 7.11.6 above. One key change was to introduce a new
junction along the proposed new link road to cater for the prospective need to
allow access to serve the complete (All) Sevington development quantum and
was referenced as the ‘Main and Alternative Scheme plus a Mid Link Access
Junction’ to distinguish it from the Main Scheme that omitted the mid link
access junction.

7.12.2

Traffic demand associated with the development was also represented in the
VISSIM model and again this was based on traffic flows that originated from a
parallel SATURN model. Although specific details of the development were in
a positon to be finalised, it was assumed for testing purposes that the access
to the proposed development would be via a new roundabout situated at an
appropriate location along the link road.

7.12.3

A commentary on the main results is presented in Table 7-6, which is
accompanied by Figure 7.27 and Figure 7.28 that provide visual evidence from
the model of the queues generated in the Core 2033 Core DS scenario with
the full Sevington development in place for the AM and PM peak hours
respectively.
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Table 7-6: 2033 Core ‘Do Something’ (With Scheme) Plus Sevington Scenario Results
AM Modelled period



The junction in the AM period operates well without any queues along the network, on any of the
approaches to Junction 10 and with the circulatory clearing over each cycle. Therefore the scheme is
considered beneficial and the journey times are anticipated to be low compared to the DM scenario.

PM Modelled Period



The PM model does not operate as well, due to the high demand from the M20 eastbound seeking the
A2070 Bad Munstereifel Road. The resulting queue along the A2070 blocked back into M20 J10, to
include all the approaches to it. The queue along the M20 south eastbound was reported at some
1.1km long resulting from the vehicles queueing on the diverge slip road as a result.
Figure 7.27: 2033 Core ‘Do Something’ Main and Alternative ’– AM Peak
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Figure 7.28: 2033 Core ‘Do-Something’ Main and Alternative Scheme VISSIM – PM Peak

7.12.4

Overall VISSIM reported that the Main and Alternative Scheme scenario, to
include the new layout and link road access roundabout to Sevington, worked
efficiently in the AM although less efficiently in the PM.

7.12.5

In response to these findings a further iteration of the model was carried out
that built on the previous 2033 Core Do Something (With Main Scheme)
VISSIM Alternative PM Peak Scenario, where some traffic was diverted to
M20 J10a in the event of potential congestion on the south eastbound diverge
slip road serving J10. See previous explanation related to the reasoning
behind this diversion in paragraphs 7.11.11 to 7.11.12 above.
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Figure 7.29: 2033 Core ‘Do Something’ Main and Alternative Scheme revised VISSIM –
PM Peak

7.12.6

The one obvious change to this previous model was the inclusion of the
midpoint roundabout junction and associated traffic to serve the proposed fullSevington development scenario.

7.12.7

In common with the CpS fixed route scenario the junctions operate efficiently.
The queueing on the approaches to the motorway junctions and the circulatory
clear during each cycle. The Sevington development still faces queueing
issues due to the traffic from Junction 10a stopping entry to the roundabout.

7.12.8

This scenario is considered the most realistic since, in the case where there is
queueing along the southbound traffic from Junction 10 affecting the M20 exit,
the drivers will automatically re-route and use the Junction 10a instead to
continue their journey.

7.13 Summary of Strategic and Microsimulation Modelling Impacts
7.13.1

The strategic modelling predicts that the DS scenario operates reasonably well
by 2033, offsetting DM queuing on the A2070 southbound in the PM peak
through the Church Road junction and on the M20 westbound off-slip. The
VISSIM model suggests that, in the PM peak DS, there would be southbound
queues on the A2070 due to the operation of the proposed new Link Road
roundabout.
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7.13.2

These analyses highlight that there are differences in the predictions of the
strategic and local models. This is not unexpected and is due to the level of
detail each is able to apply.

7.13.3

The purpose of the detailed VISSIM modelling was to identify any operational
issues at a finer level of detail that is not practicable with the strategic
modelling. The strategic SATURN modelling replicates current conditions
reasonably well in terms of flows and journey times in the vicinity of and
through the Main and Alternative Scheme site. In the future years, the scheme
operates satisfactorily by 2033 by removing congestion predicted in the DM,
particularly on the A2070 in the PM peak. Although the more detailed VISSIM
modelling using the flows from the strategic modelling suggests that
congestion is not eliminated by the scheme (it predicts PM peak southbound
queuing into the A2070 / Link Road junction). The effect is likely to cause
localised re-routing in practice that would not significantly affect the strategic
routeing.

7.13.4

The resulting re-routeing of an element of this southbound traffic via the new
Junction 10A and Link Road in the DS scenario, as predicted and tested in
VISSIM, is considered a reasonable local response reflecting not only the
greater accuracy expected from local microsimulation, but also the fact that
the strategic model can take no account of signage nor imperfect driver
knowledge of all routes and behaviours.

7.13.5

The local nature of this is such that it is unlikely to affect the pattern of
strategic traffic that the SATURN model estimates. Were the Link Road
roundabout capacities to be reduced in SATURN, it is likely that the rerouteing would be similar to that of VISSIM due to the close proximity of the
three junctions in question.

7.14 Wider Traffic Impacts
7.14.1

The flow difference plots for the various time periods and run years are
consistent in showing the major flow impacts to be local to the Main and
Alternative Scheme (the 2023 AM Peak plot is shown above as Figure 7.7.
Most of the roads in Ashford show little impact in absolute terms.

7.14.2

There are minor increases in traffic around Ashford to the south, as well as on
the A20 access to J9 to the north.

7.14.3

The long distance network shows a slight increase in traffic due to the
scheme, especially in 2033, with slight increases in flow to the north of
Ashford, with larger flow increases between J10 and J9.

7.14.4

As a proportion of modelled traffic in the Do Minimum case, all of the above
changes are minimal outside the immediate vicinity of the Main and Alternative
Scheme.
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7.15 Road Safety Audit
7.15.1

The Road Safety Audit, conducted in May 2016, highlighted two issues
associated with merge points. These were:
1. A2070 Sevington Roundabout – westbound approach to the
roundabout.
The Audit Team was concerned that the proposed merge arrangement on
the western side of the A2070 Sevington Roundabout would result in
shunts at the merge taper.
It was recommended that the layout was modified such that the two lanes
on the immediate exit from the roundabout merge from offside to nearside
to form a single lane exit and that the segregated left-turn lane (SLTL)
formed a lane gain.
This was accepted by the Designer and the proposed layout modified and
roundabout markings amended
2. Proximity between roundabout (SLTL) and right-turn to Ashford
Business Park.
The Audit Team was concerned that the distance between the westerly
merge point for the SLTL and the commencement of the right-turn lane for
the Ashford Business Park (Barrey Road) (approximately 50m) leaves
insufficient distance for drivers using the SLTL who then wish to turn right
through the gap into Barrey Road.
To avoid any shunt type accidents or lane changing accidents, it was
recommended that either: the east to west SLTL was omitted from the
A2070 Sevington Roundabout, or; that the right-turn lane into Ashford
Business Park is closed, with vehicles then having to turn at the easterly
roundabout serving Ashford Services.
This was accepted by the Designer and the alignment and road marking
reviewed and amended accordingly.
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Summary and Conclusions
Overview

8.1.1

This Transport Assessment has assessed the impact of the proposed M20
J10a improvement scheme on the strategic and local highway network, road
safety and local sustainable travel modes.

8.1.2

Ashford was identified as a major growth area for the South East in the
Government’s Sustainable Communities Plan. Faced with significant growth
the existing M20 Junction 10 will suffer from congestion and long delays in the
future if additional capacity is not provided. The M20 is an international route
that is used by large volumes of heavy goods and holiday traffic. Long
distance traffic from the M20, A20 and A2070 (south of Ashford) conflicts with
local traffic from Hythe Road and Kennington Road.

8.1.3

The M20 Junction 10A Main and Alternative Scheme is therefore a key
transport requirement that is essential to the future development of South
Ashford. While the recent improvements at Junction 10, to increase the
capacity and improve safety, will allow some development to go ahead they
are insufficient to satisfy all of the proposed developments. The proposals
support policies in regional planning guidance and the local development
plans.

8.2

Policy Context

8.2.1

The Main and Alternative Scheme supports the delivery of the National
Planning Policy Framework’s core principles and planning polices as it would
provide necessary highway infrastructure to support the growth of Ashford’s
economy. Delivery of the scheme would deliver improved capacity, safety and
amenity to the strategic road network, which would contribute towards the
more efficient and sustainable functioning of the infrastructure of Ashford.
Increased capacity through the proposed new junction arrangements would
help to progress significant business and housing growth that would otherwise
be constrained.

8.2.2

The proposals are also consistent with objectives set by the National Policy
Statement for National Networks in so far as it aims to support national and
local economic growth by improving transport links that are forecast to come
under increasing pressure without improvements. To follow improvement the
new transport infrastructure will play its part in promoting homes and
businesses in the area to help rebalance bringing business closer to help the
local and national economy.

8.2.3

The Main and Alternative Scheme can therefore be seen to be wholly aligned
with national policy as it is intended to alleviate forecast future network
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congestion while also contributing to increased economic growth, both
regionally and by association nationally.
8.2.4

At a local level, The Scheme has been identified as a key requirement in the
development of Ashford, unlocking land for further housing and employment
and housing opportunities for the area.

8.2.5

Through an improved access to the M20, the delivery of the Main and
Alternative Scheme will help ABC achieve their objectives of delivering
strategic infrastructure, in time with the economic development of which it will
support.

8.2.6

The Core Strategies 2008 document highlights the amount of economic
growth that has been hindered or delayed due to the delay in delivery of the
Scheme. It is therefore clear that this is a key piece of infrastructure, vital to
the development of the local area.

8.2.7

The current local development documents highlight the need for the Main and
Alternative Scheme, and support its development. It is noted through these
documents that without the new junction, the economic growth of Ashford is
restricted.

8.2.8

The Main and Alternative Scheme Scheme has been designed to facilitate
economic growth, by providing access to as much developable land as
possible, while also mitigating potential environmental and ecological impacts.
The Scheme objectives, which are derived from the need for the scheme,
reflect the key objectives identified above.

8.3
8.3.1

Road Safety
Analysis of national collision data has shown that collision rates within the
study area are not significantly different from the national picture. From an
assessment of the study network it is predicted that the overall total collision
savings generated by the Main and Alternative Scheme would be relatively
small at 6.1, while the equivalent figure for a more localised assessment of
scheme links indicate suggest an increase in collisions when the ‘Do Minimum’
and ‘Do Something’ scheme scenarios are compared. This forecast increase
on scheme links has been attributed to:


An increase in total length of scheme links, mainly due to the new
Link Road; and



Traffic flow increases on the scheme links (increased traffic flow on
the A2070, and increased traffic flow on the section of the M20
between J10 and J10a).
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8.3.2

The scheme will bring safety benefits that would stem from the forecast rerouting of traffic in and around Ashford with more M20-bound traffic attracted
onto the A2070 than in the Do Minimum. In addition traffic previously is
accessing the M20 mainly, along Hythe Road transfers from urban roads with
a higher collision rate when compared to a lower rate on the dual carriageway,
consequently causing collision reductions within Ashford.

8.3.3

Overall the collision savings within Ashford more than compensate for the
potential increase in and around J10 and J10a. This is primarily due to traffic
re-routing to safer classes of roads.

8.4

Sustainable Transport

8.4.1

In terms of the present landscape, most of the scheme elements will be
delivered within an area that is predominantly open countryside. Notably no
public bridleways, restricted byways, Byways Open to All Traffic (BOATs) or
closed/ restricted paths would be affected. There are however a number of
public footpaths that traverse agricultural land near M20 J10 as a feature of
the Sevington area.

8.4.2

Most of the existing formal footway linkages surrounding the scheme serve
walking between various features of Ashford’s current built environment and
are aligned with the road system. While some continuous footways are
available, most are found on only one side of the carriageway. There are
exceptions covering areas with a higher level of frontage development
covering both sides of the road.

8.4.3

Footbridges allow movement across the M20, A2070 Bad Munstereifel Road
and to link the A292 Hythe Road to the A2070 Kennington Road, which also
form part of published local cycle routes. In common with the footway network,
local cycle facilities tend to respond to the main built environment with routes
that are mostly segregated from motorised vehicles and shared with
pedestrians

8.4.4

The overbridge at Highfield Lane caters for all modes to provide a link
between the A20 and Sevington by way of Highfield Lane and the settlement
of Mersham and is used by two local bus routes.

8.4.5

Most of the nine regular bus routes in the area pass through M20 J10 at some
point during their journey. Most access Ashford Town Centre and rely in part
on the A292 Hythe Road for this purpose. Two routes use the A2070 Bad
Munstereifel Road, while the A20 Hythe Road is an important conduit for
routes to Mersham and further afield. William Harvey Hospital is also an
important stop for six of the services, which all travel along a section
Kennington Road and via M20 J10 as part of their trip.
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8.4.6

The Main and Alternative Scheme would result in the closure of six PRoWs
(AE636, AE339, AE337A, AU65, AU63C and AU53), while 120m of PRoW
AE338 would be located within the Scheme footprint.

8.4.7

Mitigation has been proposed once the Scheme is in operation to improve
local NMU conditions. These include a new foot and cycle friendly bridge for
Church Road and upgraded footways along the western side of A2070 Bad
Munstereifel Road and the southern side of the A2070 Link to provide a
shared-use cycleway.

8.4.8

This would supplement a proposed New Kingsford Street Pedestrian, Cycle
and Equestrian Bridge over M20, a new footway along Kingsford Street and
another alongside the A20 Hythe Road eastbound. The new A20 footway
would link The Pilgrims Hospice with the proposed new Kingsford Street
Footbridge to cater for NMUs making journeys eastwards away from Ashford.

8.4.9

The proposed new NMU infrastructure will enhance the facilities for these
more vulnerable users and improve choice for more sustainable journeys.

8.5

Current and Future Network Performance

8.5.1

With the exception of the M20 the busiest roads in and around Ashford are the
A2070 ring road and the A28 to the west of Ashford. Both of these roads are
conduits to Ashford and the west for traffic from the M20. Traffic into and out of
Ashford is spread across a number of routes, the busiest of which includes the
A2040 from the south, Hythe Road from the east and the A292 from the west.
Routes around the south of Ashford between the A2070 and the A28 are also
reasonably well used.

8.5.2

To the north of the M20 the busiest roads are the A251, A28 and A2070. The
first two connect traffic with M20 J9 and the latter with J10. The A28 is also the
primary route into Ashford from the north.

8.5.3

The strategic SATURN modelling replicates current conditions reasonably well
in terms of flows and journey times in the vicinity of and through the Main and
Alternative Scheme site. In the future years, the scheme operates satisfactorily
by 2033 by removing congestion predicted in the DM, particularly on the
A2070 in the PM peak. Although the more detailed VISSIM modelling using
the flows from the strategic modelling suggests that congestion is not
eliminated by the scheme (it predicts PM peak southbound queuing into the
A2070 / Link Road junction). The effect is likely to cause localised re-routing
in practice that would not significantly affect the strategic routeing.

8.5.4

The use of SATURN and VISSIM microsimulation software for analyses has
highlighted that there are differences in the predictions of the strategic and
local models. This is not unexpected and is due to the level of detail each is
able to apply.
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8.5.5

VISSIM was used to identify any operational issues at a finer level of detail
than the strategic SATURN modelling is able to apply. The analyses has
suggested that the variation between the two is that strategic assignment by
SATURN enables greater throughput at the A2070/ Link Road roundabout in
the DS (1 and 2) 2033 PM scenario, thereby allowing more southbound traffic
from the motorway onto the A2070 at a level that is greater than predicted by
VISSIM.

8.5.6

It is expected that in the event that drivers recognised the possibility of an
unreasonable level of congestion at J10, then most travelling south eastbound
on the motorway would stay on the mainline and use J10a as a more reliable
alternative. It was also considered likely that drivers would come to
acknowledge the convenience of using J10a in this way despite the need to
travel a relatively longer distance. The resulting re-routeing of an element of
this southbound traffic via the new Junction 10A and Link Road in the DS
scenario, as predicted and tested in VISSIM, was assumed as a reasonable
local response as it would reflect not only the greater accuracy expected from
local microsimulation, but also the fact that the strategic model can take no
account of directional signage nor imperfect driver knowledge of all routes and
behaviours.

8.5.7

In terms of the wider network impacts associated with the scheme the long
distance network shows a slight increase in traffic due to the proposals,
especially in 2033, with slight increases in flow to the north of Ashford and
larger flow increases between J10 and J9.

8.5.8

There are minor increases in traffic around Ashford to the south, as well as on
the A20 access to J9 to the north however, most of the roads in Ashford show
little impact in absolute terms.

8.5.9

As a proportion of modelled traffic in the DM case, all of the above changes
are minimal outside the immediate vicinity of the Main and Alternative
Scheme.

8.6
8.6.1

Conclusions
The objectives of the Main and Alternative Scheme are to:


Increase capacity: increasing the capacity of the road network to
support the proposed development areas in Ashford;



Combat congestion: alleviating congestion around the existing
Junction 10 and improving safety, whilst creating the opportunity to
enhance local transport facilities for non-motorised users;



Connect people: providing a new route for traffic into Ashford by
way of the new junction and dual carriageway link road;
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Minimise environmental impact: designing the Scheme to ensure
impact to the environment is minimised, and where possible allow
enhancements to be made;



Improve reliability: improve journey time reliability on the strategic
road network;

In Policy Terms:


The Main and Alternative Scheme complies with National, Regional
and Local Policy by providing necessary highway infrastructure to
support the growth of Ashford’s economy; and



Local and regional policy acknowledge the fact that without the Main
and Alternative Scheme the economic growth of Ashford is restricted
and therefore the proposals promote a design to enable access to as
much developable land as practicable while mitigating the potential
environmental and ecological impacts.

Impact on Sustainable Transport


Most of the Main and Alternative Scheme elements will be delivered
within an area that is predominantly open countryside and would
result in the closure of six Public Footpaths.



Proposed mitigation will however improve local NMU conditions and
include new foot/ cycle bridges over busy roads and some upgraded
footways, which in some cases will allow shared-use with cycles; and



The proposed new NMU infrastructure will enhance the facilities for
these more vulnerable users and improve choice for more
sustainable journeys surrounding the scheme.

The results of the network assessment has shown that:


In the absence of improvement significant congestion is predicted by
2033, in particular along the A2070 to the south of M20 J10 in the
PM peak.



The Main and Alternative Scheme would address this situation,
based on a reasonable expectation that most drivers will
acknowledge the benefit of using M20 J10a in preference to J10 for
most journeys that involve the A2070 as part of their route choice.



The addition of the Mid-Link Road Junction, as intended by the
Sevington developer and modelled as Do Something Scenario 2
(DS2) to include the Main Scheme plus a Mid Link Access Junction
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along the Link Road to add an Alternative arrangement would further
encourage the use of J10a over J10. The opportunity to use M20
J10a with the DS2 scenario would slightly ease traffic volumes on
the A2070 and on the M20 J10 roundabout. Overall this addition to
the road network generates noticeable benefits for road users.
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Glossary
AADT

Annual Average Daily Traffic

ABC

Ashford Borough Council

AQMA

Air Quality Management Area

ATC

Automatic Traffic Count

COBALT

Cost Benefit to Accidents Light Touch Software

DCO

Development Consent Order

DfT

Department for Transport

DMRB

Design Manual for Roads and Bridges

GEH

The GEH statistic is used to represents goodness-of-fit
of a model. The GEH formula is named after its
inventor, Geoffrey E. Havers.

HGV

Heavy Goods Vehicle

MCC

Manual Classified Count

NMU

Non-Motorised User

NNNPS

National Policy Statement for National Networks

NPPF

National Planning Policy Framework

NSIP

Nationally Significant Infrastructure Project

NTEM

National Trip End Model

PCU

Passenger Car Unit

SATURN

Highway traffic assignment software suite

SLTL

Segregated Left-Turn Lane

STATS19

National Road Collision Data

TEMPro

Trip Ends Model Presentation Program Software

TRADS

Highways England Traffic Flow Data System

WebTAG

Web based Traffic Appraisal Guidance

VISSIM

Microscopic multi-modal traffic flow simulation software
package
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Appendix A
A.1

Local Cycle Routes Infrastructure Ashford
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Local Bus Routes Serving Ashford

Source: http://www.kent.gov.uk/__data/assets/pdf_file/0014/4631/ashford-bus-map.pdf - Accessed May2016
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