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1.0 Introduction
1.0.1 West Devon Borough Council is currently preparing its Local Development
Framework Core Strategy. The Core Strategy sets out the planning vision and
objectives for the borough, with the exception of the area covered by Dartmoor
national park. It sets out allocations of strategic development in the two main
towns of Okehampton and Tavistock. The Core Strategy has now been
submitted, and it is anticipated that it will be adopted within 2011 following a
public examination in November 2010.

1.0.2 In Okehampton, the majority of development is allocated in several closely
located areas to the east of the town, with a smaller allocation near the town
centre. Figure 1 below shows the allocations from the adopted Local Plan and
those that are newly proposed in the Core Strategy. The total allocations shown
include provision for about 1440 dwellings and 30 hectares of employment land
(although most of this employment land has planning permission and some has
been developed). Once adopted, the Core Strategy will supersede the Local
Plan.

Figure 1. Strategic Development allocations in Okehampton
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1.0.3 This report considers the likely transport impacts of these strategic allocations
on the town centre. Within this development context, this report assesses the
possible transport interventions and the need for a new town centre access
road.

1.1

Assessment objectives

1.1.1 The objectives of the assessment presented in this report are to:
•

Consider the existing traffic context within Okehampton, particularly the key
junction of Market Street, Fore Street, George Street and West Street.

•

Consider the traffic implications resulting from the development of 1400
dwellings to the east of the town on the town centre and specifically at this key
junction.

•

Assess various options for how the impacts of additional traffic from new
development can be alleviated in the town centre. This will include an
assessment of a new town centre access road, featuring its likely design,
phasing, cost and funding sources.

1.1.2 The following chapters of this report present the assessments that have been
undertaken by Devon County Council to address these objectives.
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2.0 Existing Context
2.0.1

This chapter explains Okehampton in the context of this assessment. This
includes an introduction to the town centre and analyses of traffic flows, delays
and queues. It should be noted that the traffic surveys from which the
assessments within this report are based were undertaken in 2008. For this
reason, the ‘base year’ of this report is 2008.

2.0.2

Figure 2, below, shows the layout of Okehampton, with the key road names
indicated. For clarity a larger version of this plan is provided in appendix I.

Figure 2. Present day Okehampton town highway network

2.1

Okehampton town centre

2.1.1

Figure 3 below shows the town centre in more detail. A key destination within
the town is the area accessed from Market Street. This features the significant
proportion of off-street car parking in the town centre, and also features three
supermarkets. A good provision of access to this area is therefore vital to
bringing in people to the town, and supporting the local economy.

9

Key
Supermarkets
/ Car parks

Key Junction

Figure 3. Okehampton town centre with location of key features identified

2.1.2

As shown, this area is mainly accessed through the Market Street - Fore Street
- George Street - West Street junction, and this is therefore the key junction in
the town. It also provides access to the primary school, rugby / football club
and residential areas.

2.1.3

Because of the obvious importance of this junction, the flow of traffic is, in the
context of Okehampton, very high. This is particularly the case for flows
between Fore Street and Market Street. These high flows are an issue
throughout the day with flows between Market Street and Fore Street in
particularly being higher during the interpeak than the AM peak. The interpeak
period includes those times outside of the traditional peak hours (which are
typically the morning and evening ‘rush hours’).

2.1.4

The historical pattern of development in the area surrounding this junction
limits the amount of space available for two way traffic, particularly when the
turning space needed for heavy goods vehicles (HGVs) is taken into account.
This can be seen in figure 4 below.
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Figure 4. Aerial view of Fore Street - Market Street - West Street - George Street junction

2.2

Traffic analysis

2.2.1

Figure 5, below, shows the turning movements for the average AM peak and
interpeak hour. In addition Figure 6 shows in more detail the daily traffic flows
both ways between Fore Street and Market Street. This shows how
consistently high this is in the interpeak. It is important to note that this profile
shows that the flows that cause delays are an all day problem and not limited
to peak periods. For this reason, traffic assessments of the interpeak period
are considered suitable to appropriately assess traffic conditions in
Okehampton, as it relates to more of the day than a peak assessment would
whilst also addressing the busiest periods. This report therefore focus on
interpeak assessments rather than on the peak hours only.

11

IP
AM

Market Street

61 38

44 69 228

109 161

17 83 184

53 120
West Street

Fore Street

199 227
53 100 78

94 99

42 85 64

48 52

George Street

Figure 5. 2008 AM peak and hourly average interpeak traffic flows at the Market Street Fore Street - George Street - West Street junction

Figure 6. Daily levels of two-way traffic between Market Street and Fore Street (2008
base)
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2.2.2

Due to the previously discussed constraints at this junction resulting from the
historical pattern of development, the stop lines of the traffic lights have to be
set-back some distance to allow for the turning movements of large vehicles.
For this reason, and because of a general lack of space, two-way traffic cannot
be accommodated on all of the junction arms. This means that the signals must
allow for the individual movements in separate phases of the lights. This limits
the number of vehicles that can travel through the signals in each green time,
and also necessitates several long inter-green periods for each arm to allow
vehicles to clear the junction. This creates a long cycle time between each
arms green phase creating queues and limiting the capacity of the junction. An
assessment of this junction is presented below.

2.2.3

It should be noted that the signal timings of this junction were amended in
November 2009 using the MOVA1 signal control programme. MOVA signals
operate in a more flexible and dynamic way than traditional signals, which are
set to a series of timings. The MOVA system means that the signals change
the timing of the signals to best deal with the traffic as it is arriving at the
junction. This is particularly useful where flows at the junction are unpredictable
in their nature. Having said this MOVA signals cannot optimise at locations
where the majority of junction arms are overcapacity - as there is no ‘slack’ in
the system. Anecdotal evidence suggests the MOVA signals have created
some improvement in the operation of the junction.

2.2.4

The base year operation of this junction in the AM peak and interpeak has
been tested using LINSIG2. Table 1 shows that each arm has a degree of
saturation of over 81% in the AM and 85% in the interpeak.

Approach
West Street
Market Street
Fore Street
George Street

Degree of
saturation
(AM)
82.5
81.9
84.5
82.5

Degree of
saturation (IP)
85.4
88.8
86.1
86.6

Table 1. LINSIG assessment of the Market Street - Fore Street - George Street West Street junction

1

MOVA stands for Microprocessor Optimised Vehicle Actuation
LINSIG is Traffic modelling software used for the operational assessment and design of traffic
signalised junctions in the context of their geometry, traffic flows and signal phasing.

2
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2.2.5

This is a matter of concern as once junctions reach approximately 85% of
capacity, the ‘smooth’ flow of traffic breaks down, resulting in queuing at
unpredictable and inconsistent times of the day - there is not a definite pattern
in when delays will occur.

2.2.6

It is important to also note that LINSIG only models the flow of vehicles that
actually travels through the junction, which does not include those that want to,
but instead have to queue. This assessment therefore does not indicate the
length of queue, but as stated above, does show that they will form in an
unpredictable manner.

2.3

Traffic flow trends

2.3.1

Trends in travel patterns have been studied within the centre of Okehampton
by comparing junction counts in 2003 and 2008 at the Market Street - Fore
Street - George Street - West Street junction. The two counts used for the
comparison were both 6 category Manual Classified Counts undertaken on a
Tuesday in June. This is considered to be a relatively neutral day. These
provide a snapshot of the traffic conditions and therefore an indication of traffic
growth.

2.3.2

Between 2003 and 2008 flows along Fore Street remained relatively stable or
actually decreased slightly in the peaks. For example, in the AM peak, flows
decreased by around 6% westbound while in the PM flows decreased by 11%
eastbound. In the Interpeak flows increased slightly westbound by 10%

2.3.3

In contrast, Market Street has seen flows increase by around 6% in both
directions in the AM peak. In the interpeak and PM peak it has increased by
12% to 15% towards Lodge Hill.

2.3.4

The greatest changes in flows have occurred into and out of George Street in
the AM peak. These have increased by between 60% and 70% from some
arms. However the flows are low so this may well be daily variation or simply
the variation between counts.
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2.3.5

The similarity between 2003 and 2008 counts demonstrates no clear overall
trend. The similarity provides evidence that the counts used are in fact reliable
representations of typical daily flows.

2.4

Delays and journey time reliability

2.4.1

Market Street and Fore Street both experience heavily fluctuating delays
throughout the day. This fluctuation in the delays creates unreliable journey
times, in that there is no way of predicting when the delays will occur, and
therefore the time taken to journey through the junction is not reliable on a day
to day, or even quarter-hourly basis.

2.4.2

Delays have been compared between surveys undertaken on three days in
2008 and surveys undertaken on three days in 2010. The delays recorded
along Market Street are shown in Figures 7 and 8 respectively.

2008 Delays along Market Street
04:00

Delay (mins)

03:00

Thurs
02:00

Fri
Sat

01:00

00:00
06:43

09:07

11:31

13:55

16:19

18:43

Time

Figure 7. Delays in 2008 along Market Street up to the Market Street - Fore Street George Street - West Street junction
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2010 Delays along Market Street
04:00

Delay (mins)

03:00
Thurs
02:00

Fri
Sat

01:00

00:00
06:57

09:21

11:45

14:09

16:33

18:57

Time

Figure 8. Delays in 2010 along Market Street up to the Market Street - Fore Street George Street - West Street junction

2.4.3

Delay peaks for traffic queuing along Market Street occur throughout the day
on all days surveyed both in 2008 and 2010 with the highest peak recorded at
over 3 minutes. The survey undertaken in 2010 follows the installation of
MOVA and although the delay peaks had reduced following this, for which it is
impossible to know if MOVA is responsible, they continued to fluctuate
throughout the day and exceed 2 minutes at the worst times.

2.4.4

The delays along Fore Street are compared in Figures 9 and 10 showing
delays in the 2008 and 2010 surveys respectively.
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2008 Delays along East Street and Fore Street
05:00

Delay (mins)

04:00

03:00

Thurs
Fri
Sat

02:00

01:00

00:00
06:43

09:07

11:31

13:55

16:19

18:43

Time

Figure 9. Delays in 2008 along East Street and Fore Street into the Market Street - Fore
Street - George Street - West Street junction

2010 Delays along East Street and Fore Street
06:00

Delay (mins)

05:00
04:00
Thurs
03:00

Fri
Sat

02:00
01:00
00:00
06:57

09:21

11:45

14:09

16:33

18:57

Time

Figure 10. Delays in 2010 along East Street and Fore Street into the Market Street Fore Street - George Street - West Street junction

2.4.5

Delays occur along Fore Street throughout the day in both 2008 and 2010 with
the highest delay reaching 5 minutes. Despite some slight reduction in the
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variation of delays following the installation of MOVA, fluctuating delays have
continued to cause unreliable journey times.

2.4.6

It is clear that on both Market Street and Fore Street delays occur throughout
the day with heavy fluctuation causing highly unreliable journey times. This has
been found in both 2008 and 2010, providing a degree of corroboration
between the surveys, as well as indicating that the delays remain inconsistent.
It should be mentioned that these surveys are effectively snapshots and only
provide an indication of delays in each year.

2.5

Network resilience

2.5.1

Whilst it may be the case that there are many other junctions on the road
network that are over capacity and cause queuing, the issue is compounded in
Okehampton by the layout of the road network. “Network resilience” relates to
the ability of a road network to function despite disruption from events such as
breakdowns, accidents and road works, which can all cause delays. There is
poor network resilience in Okehampton resulting from the fact that there is no
way to bypass the key junction of Market Street - Fore Street - George Street West Street when it queues or when there are other disruptions, because of
this lack of route choice. Other factors can affect the resilience and reliability of
the main town centre route (the B3260) including parking, loading and
unloading of commercial vehicles, taxis and pedestrians. The effect of this is to
magnify the congestion caused by the key junction.

2.6

Air quality

2.6.1

Although there are no legally designated Air Quality Management Areas in
Okehampton, air quality is an issue in the town centre, particularly around
Charter Hall with concentrations close to the threshold. Because the Market
Street – Fore Street – George Street – West Street junction is the focal point
for many journeys in the town, traffic continues to be concentrated here. The
historic, narrow nature of the street pattern creates narrow streets which can
contain emissions in confined areas.
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2.7

Public realm

2.7.1

The above paragraphs have identified that the key junction in the town, that of
Market Street - Fore Street - George Street - West Street is currently at
capacity and this causes queuing and delays in the town centre. It is important
to assess the impact of this not only on the traffic, but also on the wider
environment.

2.7.2

The typical queue lengths at busy times have been shown diagrammatically in
figure 11, below. This is supplemented by figure 12, a photograph of the
queues on West Street. Further photographs can be found in Appendix II.

Figure 11. Typical Queue lengths at busy times as observed in July 2010.
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Figure 12. Typical Queuing at busy times in the town centre (July 2010)

2.7.3

When they form, these queues create noise and fumes which have a
detrimental impact on the area surrounding them. Although the street pattern
and architecture of Okehampton town centre have resulted in the area being
designated as a Conservation Area in the adopted Local Plan, the attractive
townscape is affected by the dominance of the private car in terms of street
space allocation together with the volumes of traffic which are intrusive visually
and aurally. Pedestrian and cyclist safety may also be negatively affected by
large volumes of traffic, which, when considered in the context of the growing
air quality issues, may also reduce the attractiveness of walking and cycling.

2.8

Town centre vitality

2.8.1

The volumes of traffic in the town centre during the week and at weekends are
evidence of a commercially successful town centre. Although much of the
traffic is likely to be travelling to one of the three supermarkets and associated
car parks in the Market Street/School Way area, the rest of the town centre
should also benefit from people going into the other town shops.

2.8.2

The current unreliable journey times, delays and queues experienced in the
town centre are therefore a consequence of its success. In particular these
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result from the volumes of traffic created by supermarkets around school way,
and by the use of the car parks in this area for accessing the rest of the town
centre.

2.8.3

The disruption caused by this junction is not considered to be ideal, but is
considered to be tolerable considering that Okehampton is a market town with
a large hinterland. However, if traffic (actual and perceived) increases in the
town centre, resulting in longer delays and continued unpredictable journey
times, there is a risk that the supermarkets may suffer from a loss of custom. In
the worst-case scenario this may convince the supermarket retailers to seek
alternative sites away from the town centre. It is thought that losing one of the
key attractions to the area would have a negative effect on the rest of the town
centre, reducing its vitality. Improvements to the town centre, particularly to the
highway network, would reduce the likelihood of this occurring, and would help
to sustain the long term, economic viability of Okehampton.

2.9

Chapter summary

2.9.1

This chapter has set out the background context to traffic issues in
Okehampton. In summary, the key area in the town, which provides for
shopping and parking are accessed by the Market Street - Fore Street George Street - West Street junction, which due to the historic nature of the
town centre, has a restricted capacity.

2.9.2

At current traffic levels, the junction is overcapacity, resulting in unpredictable
queuing patterns and journey time delay, although this is considered tolerable
in light of the large hinterland that Okehampton serves. An assessment of
trends suggests that these delays have been occurring since at least 2008.
Furthermore, the entire road network in the centre of the town is dependant
upon this junction, which exacerbates problems when disruption occurs.

2.9.3

The impact of this traffic within the town reduces the attractiveness of the town
centre by dominating the environment and aesthetics and if this is made worse
in the future, may seriously affect the viability of the town if one or some of the
main supermarkets choose to relocate.
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3.0 Development Context & Forecast Traffic
Flows
3.0.1

This chapter sets out how the assessment of the future traffic scenario has
been undertaken to inform this report. It includes an assessment of the
anticipated level of development, how a traffic model has been set up and what
the traffic levels in the future are anticipated to be.

3.1

Development context

3.1.1

As discussed in the introductory chapter, West Devon Borough Council is
currently preparing its Core Strategy planning document. This sets out the
vision and objectives for how the borough will develop up to 2026, including
distribution of housing and employment development.

3.1.2

The Core Strategy allocates land for the development of 940 additional
dwellings in Okehampton in the period 2006-2026. However, there is also an
additional 500 dwellings that have received outline permission (at site H4 on
the plan in chapter one) which have not been constructed yet, meaning that
there are in fact likely to be at least 1440 dwellings delivered by 2026. The
significant majority (1400) of these dwellings are all located to the east of the
town in an urban extension mainly between Crediton Road and Exeter Road.

3.1.3

The modelling used to inform this report considers the impact of the urban
extension to the east of the town, and therefore assesses the impact of 1400
dwellings. The emerging Core Strategy assumes that 1760 dwellings in total
will be delivered, whilst there are therefore 360 dwellings that have not been
assessed in the modelling, this is considered to be robust as these dwellings
would further support the case for town centre traffic relief needed as a result
of traffic from new developments.

3.1.4

The modelling also includes the impact of development of the employment
allocation of 10 hectares for uses including B1 (offices and light industry), B2
(general industry) and B8 (warehouse or distribution centre) also as part of the
urban extension near the railway line and close to the existing employment site
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on Exeter Road. This land is close to the A30 access and a potential new rail
station.

3.2

Traffic modelling

3.2.1

The traffic impact of this development has been assessed using the SATURN
modelling package to assess the network as a whole, and the LINSIG package
to assess individual signalised junctions where appropriate. Traffic models
predict traffic flows in the future, by adding the traffic generated by new
development to existing traffic flows.

3.2.2

The traffic modelling was undertaken for a typical interpeak hour. This is
because, as shown in the previous chapter, delays occur for periods
throughout the day, not just at peak times. Key movements are highest in the
interpeak and the town centre has been found to be more saturated in the
interpeak. This can be seen in Figure 5 where movements between Fore Street
and Market Street are noticeably higher in the interpeak and Table 1 where the
junction is shown to have a saturation of almost 89% in the interpeak.

3.2.3

The SATURN model requires the creation of virtual road networks to base its
assessment on. For this assessment, three of these road networks have been
constructed: ‘Base’, ‘Do Minimum’ and ‘Do Something’, these are explained
below.

Base

3.2.4

The base network is the current road network with the previous signal timings
at the junction of Market Street – Fore Street – George Street – West Street
(before the new MOVA system was implemented), with 2008 levels of traffic on
it.

Do Minimum

3.2.5

The Do Minimum network is the existing road network with the previous signal
timings at the junction of Market Street – Fore Street – George Street – West
Street (before the new MOVA system was implemented), with levels of traffic
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anticipated in 2026, once all of the allocated development has been
constructed. This also includes a new road link within the residential
development area connecting Exeter Road to Crediton Road via Hameldown
road. This road is not the subject of this report, but is anticipated to be built as
part of the development proposals in the east of the town before 2026.

3.2.6

This model was used to evaluate what the impacts of development would be
on the current road network (which are summarised in chapter four) and
whether these would be acceptable.

Do Something

3.2.7

The Do Something network includes the road network of the ‘Do Minimum’,
with an additional new town centre access road between North Road and
Market Street, along the alignment of Oaklands road. The levels of traffic on
this network are those anticipated in 2026, once all the allocated development
has been built out.

3.2.8

This Do Something network was prepared following an assessment of various
options that could be undertaken to provide traffic relief in the town centre
(which are discussed in chapter five).

3.3

Trip generation

3.3.1

Once the base model has been set up - which includes the road network and
the current levels of traffic (in this case based on 2008 surveys), it is necessary
to add the traffic from new development. This requires an assessment of the
amount of traffic to be generated and where it will travel.

3.3.2

TRICS3 was used to determine the likely trip rates for the residential
development and employment land. This produces a trip rate per dwelling for
the residential development and a trip rate per 100m2 Gross Floor Area (GFA)
for the employment land. The resulting residential trip rates are shown below in
Table 2.

3

TRICS is a national database containing a large amount of surveyed trip rate information from
recent developments.
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Residential

Arrivals

Departures

Total

0.204

0.206

0.41

Table 2. Residential trip rates from similar developments using TRICS

3.3.3

It has been assumed that the developable GFA will cover approximately one
third of the employment land allocation and that the site will be evenly divided
between B1, B2 and B8 uses. This results in a GFA of approximately 11,111m2
for each employment use. The resulting employment trip rates can be seen in
table 3.

Arrivals

Departures

Total

Employment

B1

0.44

0.456

0.896

type

B2

0.124

0.112

0.235

B3

0.146

0.134

0.279

0.71

0.702

1.412

Total

Table 3. Employment trip rates obtained from similar developments using TRICS

3.3.4

These trip rates result in total trip generation as shown below in Table 4.

Arrivals

Departures

Total

Residential

285

288

573

Employment

79

78

157

Total

364

366

730

Table 4. Total Trip Generation

3.4

Trip distribution

3.4.1

Trip Distribution relates to where journeys to or from the development sites will
travel. The residential areas in the east of Okehampton already contained
within the model were used to provide the distribution for trips from the
residential proposed development.
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3.4.2

The current distribution of trips from the Exeter Road industrial estate, located
on Beardown Road and Hameldown Road, was used to inform where trips
generated by the new employment allocation to the east of Okehampton would
go to. Figure 13 below shows the areas that were used to base the predicted
trips on from the new development areas and also where those new
development areas are assumed to be (based on the allocations in existing
and emerging planning documents).

Trip Distribution areas
Key

Proposed
employment
allocation
Existing employment
area used for trip
distribution

Proposed
Residential
Allocation

Proposed residential

Proposed
Employment
Allocation

Existing residential
areas used for trip
distributions

Figure 13. Areas that were used to inform the predicted trip distribution, and the
predicted areas of development where new trips will originate and terminate in future

3.5

Future traffic flows

3.5.1

Following the distribution of trips generated from the proposed residential
development, the Do Minimum model was complete. It established that 213 of
the 288 residential departures would use Crediton Road and the remaining 76
would be distributed towards Exeter Road. This is shown in Figures 14 and 15,
below.
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3.5.2

For the arrivals generated by the proposed residential development 192 will
access the development from Crediton Road and 94 will access the
development from the Exeter Road direction through Beardown Road.

3.5.3

In addition 69 vehicles from the Beardown Road and Exeter direction will use
the new road provided by the development which will link Hameldown road and
Crediton road with 2 vehicles using the same route in the opposite direction. A
combined plan of the traffic flows for both areas is provided in appendix III.

Figure 14. Assignment of development traffic and diverted traffic along the proposed
new road within the development and Crediton Road following completion of
development

Figure 15. Assignment of development traffic and diverted traffic along Exeter Road
following completion of development
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3.6

Chapter summary

3.6.1

This chapter has shown that a SATURN model has been prepared which
shows the current traffic flows and can predict the flows generated by future
development, and whether they are likely to use either Crediton road or Exeter
road to access the town centre or wider destinations.

3.6.2

The following chapter will discuss the impacts of these future traffic levels in
the town centre.
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4.0 Future Year Link and Junction Assessments
4.0.1

This chapter sets out the impacts of development traffic in the future. As has
been previously stated, a SATURN model was developed to assess the
highway network in 2008 and in the future. The model was used to assign trips
generated by the proposed developments and establish future town centre
traffic flows including turning movements at junctions. The outputs from this
were used to inform individual junction assessments.

4.0.2

All of the analysis within this chapter compares the ‘Do Minimum’ network to
the 2008 ‘Base’ network, as set out in Chapter three.

4.1

The Fore Street - Market Street - George Street - West
Street junction
Turning movements

4.1.1

The turning movements at this junction in the Base year and in the Do
Minimum model can be found in Figure 16, below.
Base
DM

Market Street

60 61

44 69 329

139 109

44 69 228

53 53
West Street

Fore Street

227 338
42 85 64

99 136

42 85 84

52 67

George Street

Figure 16. Market Street – Fore Street – George Street – West Street Base (2008
conditions) and Do Minimum assessment (DM) turning movements
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4.1.2

In the ‘Do Minimum’ assessment, traffic volumes through the principle junction
in the middle of Okehampton town centre were shown to increase by over 300
vehicles in a typical interpeak hour by 2026. Total volumes will increase to
1446 vehicles through the junction, this is an increase of 28%.

4.1.3

In particular the model shows that movements between Fore Street and Market
Street will increase by more than 100 vehicles in each direction. This reflects
the existing high proportion of trips to and from the supermarkets and car parks
around School Way in the interpeak. Smaller increases in trips occur from
West Street and George Street with 20 additional trips from each of these to
Fore Street. There is a greater increase in the opposite direction from Fore
Street to West Street of 37 vehicles compared to just 12 from Fore Street to
George Street.
LINSIG junction assessment

4.1.4

An assessment of the junction using the LINSIG signals assessment package
established that the increased volume of traffic will push the current junction
further over capacity. The junction currently operates at almost 89% Ratio of
Flow to Capacity. This will increase to 109% by 2026. The results of this
LINSIG assessment along with those for the Base situation are included in
Figure 17, below.
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Figure 17. LINSIG assessment of Market Street – Fore Street – George Street – West
Street Base and DM Junction Capacity

4.1.5

All arms of the junction currently operate at over 85% of capacity in the
interpeak. This will increase so that all arms are over capacity with RFCs of
108% or 109%. As a consequence it is clear that the current junction would not
be able to cope with this level of traffic, the unpredictable queuing and delays
experienced currently on all arms through the junction will become more
significant and more frequent.

4.1.6

It is important to recall that LINSIG cannot estimate the length of queue on an
arm of a signalised junction but can only inform whether or not a queue will
occur. The assessment clearly shows that the demand for people to use this
junction will increase significantly from base levels by 2026, this will result in
increased queuing and congestion in the town centre.

4.1.7

The effects of this increased disruption on the town centre should be
considered. The presence of more vehicles in the town centre will increase
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their dominance on the public realm, through increased noise and pollution
which will be of detriment to the towns overall attractiveness. Furthermore, the
disruption to travellers may well begin to discourage people from travelling to
Okehampton, giving rise to associated negative impacts, and the potential
relocation of some of the stores in the town.

4.1.8

As discussed in previous chapters, MOVA signals have been implemented in
Okehampton recently which have improved the traffic flow at this junction,
because they are able to optimise signal timings to give longer ‘green’ lights to
the busiest arms every time they change. However, as also discussed above,
MOVA cannot create improvements where the junction is overcapacity on all
arms, as it cannot ‘choose’ which arms could forego some ‘green time’.
Therefore the fact the junction is shown as being over capacity in the Do
Minimum model here means that it will also be overcapacity even with the new
MOVA system.

4.2

Road traffic assessments

4.2.1

A road ‘link’ is a section of road between junctions. The main links within the
town network are shown in Figures 18 and 19 and are discussed below.
Generally links remain with spare traffic capacity with the possible exception of
a stretch along East Street where high flows and a narrow carriageway
combine, resulting in a slight constriction of capacity resulting in some minor
queuing.

4.2.2

Figure 18 below shows the increases in interpeak traffic flow in the town
centre.
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Figure 18. Increases in traffic flows by 2026 along town centre links under the Do
Minimum scenario

Fore Street

4.2.3

Flows in the future year along Fore Street will increase by more than 150
vehicles in each direction. This will bring the two way link total to around 1100
vehicles, an increase of 40%.

Market Street

4.2.4

Flows along Market Street will increase to over 900 two-way movements, an
increase of 30%.

4.2.5

The majority of these additional trips originate from people visiting the car
parks located near the supermarkets around Market Street. Departures from
these account for 80 additional trips towards Fore Street and arrivals account
for around 70 additional trips north along Market Street.
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East Street

4.2.6

Traffic growth along East Street (which is the section between Fore Street and
Exeter Road) is similar to that seen on Fore Street increasing the two way total
to 1301 vehicles, an increase of 41%. This means flows along the stretch of
East Street between Mill Road and Northfield Road increase to 620 vehicles
westbound and 681 eastbound. Given the narrow carriageway width along this
stretch, which is 5.5m in some places, these flows are approaching breakpoint
capacity.

4.2.7

Figure 19 below shows the predicted changes in traffic flow in the east of the
town in the interpeak hour

Figure 19. Increases in traffic flows along Exeter Road and Crediton Road by 2026 under
the Do Minimum (DM) scenario
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Exeter Road

4.2.8

Traffic growth is not as great along Exeter Road with total two way flow
reaching 772 vehicles, an increase of only 11%. However this is almost
entirely growth in the eastbound direction with little growth westbound. This is
because when people from the new residential development travel westwards
towards the town centre, they are more likely to use Crediton road.

Crediton Road

4.2.9

Traffic Growth will occur in both directions along Crediton Road with a two way
increase of 322 vehicles, an increase of 145%. The route is the access route to
the town centre and beyond for much of the proposed residential development
and therefore carries many of the trips this generates. This will see 188
additional trips westbound and 134 additional trips eastbound.

4.2.10 In addition to the trips generated by the new development it is likely that there
is some re-routing of trips from Exeter Road along the new road within the
development area in particular for trips between Exeter Road and Crediton
Road.

4.3

Chapter summary

4.3.1

The above assessment shows that the interpeak traffic flows predicted in 2026
are likely to be significantly higher than those in the base model, largely due to
the impacts of new development. The impact of this increased traffic level on
the highway network will add stress to the junctions so that they are
significantly over capacity. This will lead to further delay and disruption on the
highway network, which itself may deter people from trying to access the town
centre for business, shopping and other activities. It is vital therefore that the
traffic impacts from new development are mitigated.

4.3.2

The following chapter includes a series of options as to how the additional
traffic from development can be accommodated within Okehampton.

35

5.0 Potential Transport Improvements
5.0.1

As discussed in the previous chapter, the construction of development
allocations in the emerging Core Strategy is likely to cause impacts on the
highway network within Okehampton, specifically at the key junction of Market
Street – Fore Street – George Street – West Street. These impacts are likely to
result in a detraction of the public realm and pedestrian environment in the
town centre due to excessive car queuing, traffic fumes and noise.
Furthermore, increased delays within the town centre may result in a decline in
the attractiveness of the town for business and tourism. It is therefore
considered that works are required to accommodate development traffic, to
enable the delivery of these allocations. A series of potential options for how
this may be achieved are discussed below.

5.0.2

Devon County Council have considered numerous potential ways of
accommodating the trips from the new development allocation whilst reducing
the impact on the highway network. It is anticipated that new infrastructure
providing for more sustainable ways of travelling, including walking, cycling and
public transport will be of principle importance to reducing the traffic impacts
from the new development. However, the effects of providing for these more
sustainable modes has already been accounted for, in the low car trip rate
used within this assessment.

5.0.3

This section of the report now focuses on the potential ways of mitigating traffic
impacts within the town centre.

5.0.4

The key improvements considered below include:
A. Improving the existing junction at Market Street – Fore Street –
George Street – West Street through:

(i)

Increasing the capacity of the existing signalised junction by providing
additional traffic lanes

(ii)

Providing a roundabout in place of the existing junction

(iii) Providing a double mini-roundabout in place of the existing junction
(iv) Provision of a shared space scheme in place of the existing junction
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B.

Providing a new town centre access road to relieve pressure on
the main routes in the town centre.

(i)

Providing a link between School Way and North Street

(ii)

Providing a link between Market Street and North Road at its junction
with Bridge Road at the south-western end of Brayhams Terrace,
utilising the alignment of Oaklands Drive

(iii) Providing a link between Market Street and North Road at the southwestern end of Macey’s Terrace, opposite the Fire Station, utilising the
alignment of Oaklands Drive

5.0.5

These are discussed below.

5.1

Improving the existing junction at Market Street – Fore
Street – George Street – West Street

5.1.1

The options for improving this junction are discussed below.

Increasing the capacity of the existing signalised junction by providing
additional traffic lanes

5.1.2

In order to accommodate the predicted traffic levels in the town centre in 2026,
it would be necessary to improve the existing junction by providing additional
traffic lanes to provide dedicated right and left turn movements into Market
Street from Fore Street and West Street respectively, and also provide two exit
lanes from Market Street. This would necessitate the widening of a number of
arms of the junction which would require the demolition of a number of listed
buildings within the town centre Conservation Area. This is extremely
undesirable and unlikely to be acceptable.

5.1.3

Furthermore, this would most likely lead to increased queuing in Market Street,
in other words, moving the queue from the main street into Market street. This
would therefore not provide overall relief to the town centre.
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Providing a roundabout in place of the existing junction

5.1.4

As a result of nature of the urban grain and highway layout on the approach to
the existing junction, as well as the need to accommodate heavy goods
vehicles, there would be significant difficulties in accommodating a roundabout
at this junction. Provision of a roundabout would also result in a detriment to
the pedestrian and cyclist environment, as cars and larger vehicles would be
naturally prioritised.

Providing a double mini-roundabout in place of the existing junction

5.1.5

A double mini-roundabout would provide the flexibility for accommodating
HGVs. However, it would allocate large amounts of road space to vehicles and
would not provide sufficiently attractive access for pedestrians and cyclists.
This option could also make public realm improvements difficult to achieve, as
traffic will essentially dominate the area. In addition, this type of junction is not
thought to be in-keeping with the current traffic management measures used in
the town.

Provision of a shared space layout at the junction

5.1.6

This would require remodelling of this junction area to provide a ‘shared space’
whereby pedestrians, cyclists, cars and HGVs are able to use the same space.
This is based on examples from the continent, and also the UK in places such
as Ashford, Kent. Such a scheme would most likely require the removal of
traffic signals and all other highway signs and priority measures. This
theoretically leads to the need for all users of the highway, including
pedestrians, cyclists, motorcyclists, cars, public transport and HGVs to
determine which users have priority and ‘who goes when’.

5.1.7

The county council has some concerns over this type of layout, as it is
relatively untested in the UK and there are academic views that shared space
schemes negatively affect the most vulnerable of users, such as the elderly
and those with mobility needs. There are also concerns about the ability of
such a layout to provide sufficient capacity in this area.
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5.2

Providing a new town centre access road to relieve
pressure on the main routes in the town centre

5.2.1

As a result of the afore-mentioned constraints on implementing traffic
management measures in the town centre, the potential for a new town centre
access - providing access to Market Street and the main area of car parking
near the three supermarkets has been explored. Three main options have
been considered, as follows:

Providing a link between School Way and North Street

5.2.2

The provision of a link road as shown on the following plan and aerial
photograph considered the possibility of linking School Way and North Street
by providing a link through the Lidl car park and crossing the river Okement,
joining North Street in the vicinity of numbers 37 and 39.

Figure 20. Short access road alignment.

5.2.3

This option would result in the demolition of several properties in the area,
which is particularly significant as this would result in the loss of a listed
building. Furthermore, this alignment passes through a conservation area as it
crosses the Okement towards North Street.

5.2.4

Finally in addition to this, it would also result in a loss of car parking for the
town centre. These impacts are considered to be unacceptable due to the
potential damage to the character of Okehampton town centre and also the
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potential loss of viability that this would cause to the supermarkets and other
retailers in the town. Furthermore, at approximately £8.7 million (based on
2012 prices) this option was not found to be financially attractive compared to
the other routes considered (below). It should also be noted that this cost does
not include land or compensation claims, which are likely to be substantial. For
these reasons, this option has been discarded.

Providing a link between Market Street and North Road at its junction with
Bridge Road at the south-western end of Brayhams Terrace, utilising the
alignment of Oaklands Drive

5.2.5

As shown on the following plan and aerial photograph, a longer access road
option was considered, linking Market Street to North Road at the Bridge Road
junction. This route would use the Oaklands drive alignment and would then
travel over an open area before linking into North Street. This route would be
built to a relatively high engineering specification, allowing for higher vehicle
capacity, providing a ‘bypass’ for the B3260 into the town centre car parks.

Figure 21. Long access road alignment.

5.2.6

This alignment provides a different route for traffic accessing the town centre
car parks, providing relief to the Market Street – Fore Street – George Street –
West Street junction. It also provides an attractive route when considering that
many motorists from the new development will be coming from Crediton and
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can easily travel up Link Road. A number of issues relating to the design and
deliverability of this route are discussed below.

5.2.7

To provide a new junction with Market Street suitable to accommodate the
levels of traffic anticipated, a 5 metre high cutting for either 120 metres for the
right turn lane or 100 metres for a mini-roundabout need to be provided on the
north side of the road. A more detailed geotechnical survey is required to
ensure that this is feasible without posing risk to the school above. The cutting
also occurs in an area covered by a tree preservation order, requiring the
removal of some protected trees. It is planned that this loss will be mitigated by
the planting of a significant number of replacement trees in a nearby area.
Further to these issues, it may also be necessary to demolish South Lodge, a
listed building, in order to provide for visibility at the junction with Market Street.

5.2.8

In addition to this, Oaklands Drive is currently privately owned and would
require improvements to ensure that it would be suitable for carrying the traffic
levels that are predicted. This is likely to require the purchase of some land
including Oaklands drive itself . Also, a small strip of land from the car park of
the new retirement development provided by McCarthy and Stone would need
to be purchased. It is considered that replacement parking will be able to be
provided further along the road.

5.2.9

Furthermore, the section travelling through the open area to the north of
Oaklands Drive is identified by the Environment Agency as flood zone 3b
‘functional floodplain’, meaning that this area plays an important role in the
flood defence of Okehampton. It is important therefore to consider the
sequential test set out in Planning Policy Statement 25 (PPS25), which means
to deter development from occurring in areas where there is risk from flooding.
The test essentially states that where there are several options for the
provision of development of supporting infrastructure, the option that has the
lowest impact on flood risk (both to the infrastructure being provided and the
surrounding developed area) should be favoured. Initial consultation with the
Environment Agency has taken place, with the result that this route is
considered unlikely to pass the sequential test when compared to other options
that provide a similar level of traffic relief.
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5.2.10 The overall anticipated cost of this longer option is about £23 million (at 2012
prices), depending on the final design and number of structures used. This
could be refined following detailed design, but it is unlikely that the cost will
reduce from this range.

5.2.11 Further to the above deliverability issues and cost implications, it is important to
consider the design of the route and its impact on the wider transport network.
In particular, the following issues should be considered:

•

Okehampton’s main corridor into the town centre from the Exeter and
Cornwall directions is the B3260, and delivery drivers and visitors coming
from these directions are unlikely to divert to the new route because of the
circuitous nature of doing so

•

It is important to consider the overall capacity and character of the new
highway, in the context of the surrounding roads including Market Street
and North Road

5.2.12 The design of this option, featuring road widths of approximately 7 metres,
would allow for the relatively fast movement of traffic, as well as for the easy
movement of larger vehicles. However, there is already a main route within the
town, the B3260, which is an obvious and clear route into the town centre.
Delivery drivers and those visiting the town (particularly from the Exeter
direction) are unlikely to divert from using this route because the distance
travelled to get to this new link would make it not worthwhile. Also, it is
appropriate that larger vehicles continue to use the main, existing route,
without being diverted through residential areas, a change which is likely to be
unpopular.

5.2.13 The implications of providing a higher capacity route in the context of the
surrounding streets (particularly Market Street and North Road) also needs to
be considered. The fact that the new road would be able to carry more vehicles
than the roads that it links to will most likely result in queuing at junctions,
meaning that the additional capacity along the route would be redundant. In
other words, this option would constitute an over-provision of road capacity.

42

Providing a link between Market Street and North Road at the southwestern end of Macey’s Terrace, opposite the Fire Station, utilising the
alignment of Oaklands Drive

5.2.14 This option provides a ‘middle-length’ route between Market street and North
Road, providing a new T-junction at the south-western end of Macey’s Terrace,
opposite the fire station. It is proposed that this option is designed to match the
surrounding context, as a ‘street’, rather than as a faster bypass.

Figure 22. Middle-length access road alignment.

5.2.15 As with the longer option, this route provides relief to the town centre routes by
giving motorists the option to avoid the main B3260 corridor through the town
centre when travelling to the town centre car parks.

5.2.16 However, by constructing the road as a narrower ‘street’, compared to the
longer route above, this option may be able to reduce the amount of rockcutting required to accommodate the junction with Market Street, which may in
turn reduce the issues relating to the tree preservation order. Land purchase
will still be required, as will the relocation of parking from the retirement
accommodation developed by McCarthy and Stone, although it is hoped that
pinch points such as this may be overcome by further road narrowing that will
be investigated during the more detailed design stages.
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5.2.17 In addition to these issues, this route also requires the demolition of part of the
‘storage sheds’ or ‘nissen huts’, made of corrugated metal off Oaklands Drive
to the north of the new retirement development. This area appears to be out of
use at present.

5.2.18 This route also requires an element of land-take from properties near its
junction with North Road in order to provide visibility at the junction for those
coming from the new road. These areas include an element of land from the
garden area of Stepping Stones nursery. This land is currently under West
Devon Borough Council ownership. Provision of replacement garden facilities
for the nursery will be sought, in consultation with the nursery, during the more
detailed design stages of the scheme. Land will also be required from the front
of number one Macey’s Terrace. All landowners affected will be consulted
during the detailed design of the proposed road.

5.2.19 Furthermore, car parking restrictions will need to be put in place on North Road
to the north-east of the new junction, to reduce the impedance of traffic from
Link road to the new access road. Replacement parking options will be sought.

5.2.20 In addition to considering the deliverability factors relating to this route, it is also
important to consider how this route fits into the wider transport network. As
stated above, it is important to consider the design of the road in the context of
the following points:

•

Okehampton’s main corridor into the town centre from the Exeter and
Cornwall directions is the B3260, and delivery drivers and visitors coming
from these directions are unlikely to divert to the new route because of the
circuitous nature of doing so

•

It is important to consider the overall capacity and character of the new
highway, in the context of the surrounding roads including Market Street
and North Road

5.2.21 For the reasons discussed above, it is considered that this route should not be
constructed as a traditional bypass road, but should instead be designed to
compliment and make best use of the existing network. This route should be
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designed to provide traffic relief to the main route through the town, not to
replace it.

5.2.22 Due to the fact that the road will access the town centre, it is important that it
does not deliver vehicles at a rate that cannot be dealt with by the capacity in
the Market Street area, which would simply result in queuing from the direction
of the road as well. The road should be designed to match the capacity of
Market Street and North Road more closely. A wider road would facilitate
higher speed traffic and over provide capacity, which would not be suited to the
surrounding conditions. As such a ‘street’ design is proposed, which uses
narrower road widths to naturally constrain speeds and capacity. This is also
felt to be more in-keeping with the traditional street layout of Okehampton.

5.2.23 The engineering of this route should therefore use narrower road widths to limit
capacity and maintain lower vehicle speeds. This means that generally, this
route would be approximately 6 metres wide, although widening at corners and
junctions for safety reasons. Having said this, it is also possible that the road
may be narrowed in places to 5.5 metres where suitable, to help overcome
pinch points. This is felt to be far more suitable in the context of Okehampton
and will make best use of the existing main route through the town, which will
continue to function as such.

5.2.24 Whilst narrower road widths are being considered, the new road will be
designed so that it can accommodate HGV traffic should this need to be the
case (for example should a driver choose to use this route or in the event of
major road works in the town centre). The following diagram from the Manual
for Streets shows that roads of 5.5 metres width can accommodate larger
vehicles should this be necessary.
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Figure 23. Excerpt from the Manual for Streets showing suitable road widths in
millimetres for different types of vehicles

5.2.25 There are some obvious merits to this option, in that it provides a second
access to the town centre, helping to relieve traffic conditions, in a manner that
is in-keeping with its surrounding context and making best use of the current
highway network. As such, this is the preferred option for relieving traffic issues
in Okehampton town centre, particularly following the completion of
development allocated in the Local Plan and Core Strategy.

5.2.26 Some initial design work has been undertaken on this route, which has been
costed at approximately £7 million (at 2012 prices). This is a preliminary
estimate and it is hoped that this can be reduced in the future through more
detailed design. A plan has been included in appendix IV. Further
consideration of the traffic benefits provided by this option is included in the
following chapters.

5.3

Chapter summary

5.3.1

Several different options have been considered to accommodate the additional
traffic from proposed development to the east of Okehampton.

5.3.2

These included a variety of options that would reconfigure the junction of
Market Street – Fore Street – George Street – West Street. However, none of
these offer the ability to reduce traffic levels in the town centre and may result
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in an increase in the dominance of vehicles in the town centre, limiting the
ability to provide town centre enhancements. By not improving travel conditions
within the town, there is the risk that the supermarkets, which are a large
attractor in the town may relocate, which would be of overall detriment to the
town centre.

5.3.3

Because of these limitations, the provision of a second access into the town
centre area around Market Street has been considered. Three different options
for the provision of this new access have been considered, including a short
length route, a longer route and a middle length route. The short length route
would require the demolition of listed property and also would itself potentially
reduce the viability of the town centre by removing car parking. The longer
route travels through functional floodplain and is therefore unlikely to pass the
sequential test set out in PPS25 as there are other options that provide traffic
relief to the town centre. Furthermore, this scheme is likely to constitute an
overprovision of capacity in this area. The middle-length proposal offers the
potential benefits of town centre relief in a manner that not only avoids
functional floodplain but also takes account of the surrounding roads and
features by ensuring that the route makes best use of the existing network and
is sensitive to the overall character of Okehampton. This route is currently
estimated to cost £7 million, although it is hoped that this can be reduced
through more detailed design.

5.3.4

Devon County Council’s preferred strategy for the amelioration of future traffic
levels and congestion within the town is therefore the provision of the middlelength access road, which links from Market Street, along the alignment of
Oaklands road, crossing the River Okement to join North Road opposite the
Fire Station.
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6.0 Assessment of Town Centre Access Road
Benefits
6.0.1

The previous chapter has discussed several highway improvement options that
could be implemented to accommodate future development traffic in
Okehampton. Of the potential options, the provision of a new road to access
the town centre car parks, linking Market Street to North Road opposite the
Fire Station is preferred. This chapter now assesses the benefits of providing
this road.

6.0.2

This chapter refers to the three traffic models identified in chapter three of this
report, ‘Base’, ‘Do Minimum’ and ‘Do Something’. The ‘Do Something’ model
includes the provision of this new access road. As stated previously in this
report, all traffic assessments relate to an average interpeak hour.

6.1

The Fore Street - Market Street - George Street - West
Street junction
Turning movements

6.1.1

The provision of a new access road will greatly reduce the number of vehicles
using the junction in the centre of Okehampton in a typical interpeak hour. In
2026 this will mean a reduction of 430 vehicles compared to the situation in
2026 without the access road in place. There would also be a reduction of over
150 vehicles through the junction compared to the base (2008) traffic volumes
through the junction. These movements are shown in Figure 24.
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Base
DM
DS

Market Street

45 70 159
72 60 61

44 69 329

127 139 109

44 69 228

53 53 53
West Street

Fore Street

227 338 78
42 85 64

99 136 135

42 85 84

52 67 66

42 90 79

George Street

Figure 24. Market Street – Fore Street – George Street- West Street Base, DM and DS
interpeak hour turning movements

6.1.2

The reductions in vehicle movements would be mostly those movements
between Fore Street and Market Street. This is not surprising given the
alignment and location of the proposed access road. These reductions are
summarised in Table 5.

6.1.3

For vehicles turning left from Market Street to Fore Street this would total 170
less trips in 2026 with the access road compared to without. For vehicles right
turning from Fore Street to Market Street the improvement would be even
greater with a reduction of 260 vehicles making this movement in 2026 with the
access road compared to without. This would mean just 78 vehicles were
turning right from Fore Street to Market Street.
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Base

DM

DS

Improvement

Improvement

DS over

DS over DM

Base
Market Street – Fore

228

329

159

69 (30%)

170 (52%)

227

338

78

149 (66%)

260 (77%)

Street left turn
Fore Street – Market
Street right turn
Table 5. Key interpeak hour movements at the Market Street – Fore Street – George
Street – West Street junction

6.1.4

Other movements at the junction would remain broadly similar to those forecast
in the Do Minimum scenario for 2026. There would be a small change of 12
vehicles from West Street to Fore Street now turning left into Market Street in
order to use the access road.

6.1.5

In summary movements through the junction between Fore Street and Market
Street would be greatly reduced with the access road rather than without it,
both now and in the future. Other movements through the junction would
remain broadly similar to those without the access road in 2026.

LINSIG junction assessment

6.1.6

Assessment of the junction using the LINSIG signals package established that
providing the access road would lead to a considerable improvement in the
operation of the junction in 2026. If it were provided now, the new access road
would provide an improvement on the base situation as well. Figure 25, below,
shows the predicted changes in capacity at the junction of Market Street – Fore
Street – George Street – West Street with or without the new access road.
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Figure 25. Market Street – Fore Street – George Street – West Street Base, DM
and DS interpeak hour junction capacity

6.1.7

Provision of the access road, by 2026, in the Do Something scenario improves
the flow to capacity ratio at the junction to 80% (in other words, there is 20%
capacity remaining in the junction). This compares to the flow to capacity ratio
of 109% in 2026 without the access road and flow to capacity ratio of almost
89% at present, when there is less traffic on the network as a whole.

6.1.8

All arms of the junction operate at 80% or less with Fore Street remaining the
busiest and operating at 80% of capacity. This is an improvement of almost
29% compared to the situation in 2026 under the Do Minimum scenario without
the access road. It is also an improvement over the current operation of the
junction.

6.1.9

Market Street would improve to operate at 77% of capacity, an improvement of
almost 12% from the current operation and an improvement of more than 30%
compared to the Do Minimum situation in 2026.
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6.1.10 It is clear that providing the access road improves the operation of the junction
both compared to the Do Minimum and Base scenarios. It will enable the
junction to operate within capacity throughout the day with Market Street in
particular showing considerable improvement compared to the Do Minimum
scenario in 2026.

6.1.11 As has been stated previously in this report, LINSIG is only able to measure
the amount of vehicles that travel through the junction, not the amount of
demand to use it - in other words, if there is a greater demand for people to get
through the junction than the amount that can physically fit through it, queuing
occurs. The assessment shows that the junction will operate at about 80% of
capacity which means that there is 20% remaining. This means that the
majority of people are getting through, resulting in much reduced queuing and
disruption in this area of the network. Bearing in mind that there is now some
extra capacity at the junction, this should allow the MOVA system to work more
effectively, which will further reduce waiting times in the town centre.

6.1.12 The County Council is keen to lock in the benefits of this traffic relief by
providing improvements to enhance the environment of the town centre,
including enhancement of pedestrian crossing facilities.

6.2

Traffic flow assessments

6.2.1

The main links within the town network are shown in figures 26 & 27 and are
discussed below. They are also included for greater clarity in appendix V. All
links operate well within capacity.
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Figure 26. Changes to interpeak hour traffic flows along town centre links in 2026 under
the Do Something scenario with the provision of a town centre access road.

Fore Street

6.2.2

Provision of a town centre access road will lead to a substantial decrease in
flows along Fore Street. Total flows along the road will reduce by 449 vehicles
with the road in 2026 compared to the situation with the proposed development
without the access road. This is also a reduction of 136 vehicles compared to
current volumes along the link. This is a 41% improvement on the Do Minimum
situation and a 17% improvement on the Base situation. These changes are
summarised in Table 6.

Fore Street

Eastbound

Westbound

2 way

Base

401

379

780

DM

552

541

1093

DS

365

279

644

Table 6. Interpeak hour traffic flows along Fore Street
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6.2.3

This will result in opportunities to improve the town centre by using space
currently taken up by roads for more sustainable forms of transport such as
walking and cycling. Combined with general public realm improvements, this
will increase the attractiveness of the town centre, and therefore hopefully its
viability. It is also possible that these public realm enhancements would
discourage inappropriate use of the B3260 as a main through-route, for
example utilising the A30 instead where appropriate. This would lead to further
benefits to the town.

Market Street

6.2.4

The effect of the access road will be to reduce flows along Market Street
between the key junction and School Way (flows will increase north of school
way as this is where the access road joins in). Two-way flows south of School
Way drop by more than 400 vehicles, a reduction of 44%. This is also a 28%
reduction in flows compared to the Base. These are summarised in Table 7.

Market Street

Northbound

Southbound

2 way

Base

373

341

712

DM

483

442

925

DS

240

274

514

Table 7. Interpeak hour traffic flows along Market Street

6.2.5

The reduction in flows in this area will help to make it more attractive to
pedestrians and will help to provide an enhanced setting of the listed buildings.

East Street

5.1.1

Traffic volumes will be reduced along East Street by a similar amount to the
reductions experienced along Fore Street. This will see a reduction of 439
vehicles two way which is a 40% reduction west of Mill Road and a 34%
reduction between Mill Road and Northfield Road. This is a reduction of 187
vehicles eastbound and 252 westbound in 2026 with the relief road compared
to without the relief road in the Do Minimum situation.

5.1.2

For eastbound traffic this represents a 33% reduction west of Mill Road and a
27% reduction east of Mill Road compared to the Do Minimum situation. For
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westbound traffic this is a 48% reduction west of Mill Road and a 41%
reduction east of Mill Road. These are summarised in Table 8 for flows along
East Street west of Mill Road and Table 9 for flows along East Street between
Mill Road and Northfield Road.

East Street

Eastbound

Westbound

2 way

Base

412

366

778

DM

563

528

1091

DS

376

276

652

(Between Mill Road
and North Street)

Table 8. East Street interpeak hour flows west of Mill Road

East Street

Eastbound

Westbound

2 way

Base

494

427

DM

681

620

1301

DS

494

368

862

(Between Mill Road
and Northfield Road)

Table 9. East Street interpeak hour flows between Mill Road and Northfield Road

6.2.6

Changes in traffic flows in the east of the town are presented in figure 27,
below.
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Figure 27. Interpeak hour traffic flows along Exeter Road and Crediton Road in 2026
under the Do Something scenario with the provision of a town centre access road

Exeter Road

6.2.7

The provision of a town centre access road will not lead to great changes in
flows along Exeter Road (the B3260), most likely because of the circuitous
nature of doing so. This confirms the reasoning that the new access road
should not attempt to bypass the main town centre route, hence the decision to
promote the middle-length route.

Crediton Road

6.2.8

The provision of an access road will not impact on the volumes of traffic along
Crediton road. It will remain the access route towards the town centre from
areas along it and much of the proposed residential development regardless of
whether vehicles use Fore Street or the proposed town centre access road.
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Town Centre Access Road

6.2.9

The provision of a new access road will remove more than 400 vehicles from
the town centre as was mentioned in the decrease in traffic along Fore Street.
Traffic flows and movements along the access road and at the junctions at
either end of the access road are shown in figure 28.

6.2.10 In total the road will carry 449 two way trips of which 262 will be westbound
and 187 eastbound trips. This reflects the greater benefits for vehicles heading
westbound that have a series of awkward right turn movements, through the
town centre, compared to eastward trips that have more straightforward left
turning movements through the town centre.

Lodge Hill

45
108
North Road
187
Relief Road
118
144

262

148
39

199

102 142

6

Market Street
63
2

Figure 28. Interpeak hour flows on the town centre access road assuming all allocated
development is constructed

6.2.11 Of the westbound trips along the access road the majority of these trips (142 or
54%) will be to the supermarkets along School Way with most of the
remainder, 118 or 45% of trips, continuing up Lodge Hill towards Hatherleigh.
Trip origins and destinations for traffic using the access road are summarised
in Table 10.

6.2.12 In the eastbound direction a much greater proportion of trips along the access
road will come from the Market Street – Fore Street – George Street – West
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Street junction and supermarket area, with 76% or 142 trips coming from this
direction. Of these, 12 will in fact come from West Street and 5 from George
Street. This leaves 67% originating from the supermarkets and car parks. The
remainder, 45 (24%), will come from locations along Lodge Hill.

Origins
Lodge Hill/Hatherleigh
Supermarkets
West Street/Holsworthy/A30W
George Street/Station Rd
Residential Areas central Oke
Residential Areas eastern Oke
Employment Eastern Oke
Employment North East Oke
Exeter Road/East of Oke
Crediton Road/Mid Devon

Destinations

45

118

125

142

12

1

5

1

7

39

137

93

11

0

3

39

41

0

63

16

Table 10. Access Road Trip Origins and Destinations

6.2.13 More detail on the origins and destinations of people using the access road is
shown in Appendix VI.

6.2.14 It is forecast that the access road will therefore carry approximately 450 trips in
a typical interpeak hour with approximately 260 of these westbound and 190
eastbound. This represents a possible average daily traffic flow of
approximately 5000 trips along the access road.

6.2.15 It is also important to note that by providing motorists with a choice about how
they access the town centre, the access road also helps to improve the
network resilience of the town, this is because if there are any disruptions on
the town centre roads, people will be able to use the secondary route into the
car parks. This will help to maintain consistent journey times within the town
and will generally improve the function of the network.
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6.3

Economic appraisal

6.3.1

To test the case for a town centre access road an initial economic appraisal
has been undertaken to assess the costs and benefits of such a scheme. This
was undertaken using the outputs from the model utilising a methodology
defined by the Department for Transport (DfT).

6.3.2

The appraisal has been undertaken assuming that the road will be constructed
towards the end of the plan period as has been stated in the West Devon
Infrastructure Delivery Plan (March 2010). A 60 year appraisal period has been
used with a discount rate of 3.5% for the first 30 years and 3% thereafter as
per the recommended methodology.

6.3.3

This is an initial appraisal in order to establish an outline whether there is
sufficient economic case for the scheme. As such at this stage only
construction costs and travel time benefits have been considered in the
appraisal.

Benefits

6.3.4

The travel time savings were obtained from the outputs of the modelling. These
were given an economic value in accordance with the DfT methodology. The
travel time saving has been assumed to remain constant throughout the
appraisal period.

6.3.5

The values of time were calculated year on year through the appraisal period
using the factors for growth in non-working and working time, using factors
contained within the DfT methodology. These were used with the proportions of
journeys in both non working and working time to calculate average values of
time in each year throughout the appraisal period for a typical vehicle. As these
values are for a typical car it has effectively been assumed that all vehicles are
cars for the purpose of this appraisal

59

Costs

6.3.6

Construction costs were deflated to 2002 prices and then factored to 2024
costs. This was undertaken using a construction price inflation rate obtained
from the Department for Transport divided by the rate of inflation previously
assumed in the construction costs. It is important to note that using values on a
2002 base is standard practice, as this provides a consistent base year for all
cost benefit analyses. Standard factors are used to deflate, and then re-inflate
the costs to whichever future year is appropriate.

Economic benefit of the scheme

6.3.7

Using the 2002 baseline year, the scheme is anticipated to provide an
economic benefit of £15.45 million over the 60 year appraisal period. It should
be remembered that this is purely related to travel time savings and takes no
account of the improvements in public realm and quality of life made possible
in the centre of Okehampton.

Cost of the scheme

6.3.8

The cost of the scheme, when discounted to the 2002 baseline, totals £5.79
million over the 60 year appraisal period.

Net value

6.3.9

The net value (discounted to the 2002 baseline) totals £9.67 million over the 60
year appraisal period, this is considered to be a good net value. The net value
is also referred to below as the Net Present Value.

Benefit to Cost Ratio

6.3.10 The benefit to cost ratio (BCR) of the scheme has been calculated at 1:2.67, in
other words for each £1 spent, the benefit to the community is £2.67. This is a
very positive BCR that demonstrates a strong case for the provision of an
access road. Generally, a BCR of over 1:2 provides a good case for the
construction of a project. With a BCR somewhat higher than this, it is apparent
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that the access road will provide a positive economic effect. Table 11 below
summarises the BCR assessment.

£000s
Costs
Construction

5786

Total

5786

Benefits

Travel time savings

15453

Total

15453

Net Present Value

9667

Benefit Cost Ratio

1:2.67

Table 11. Economic assessment of the access road

6.4

Chapter summary

6.4.1

It has been demonstrated that a new town centre access road offers significant
traffic relief benefits within the town. The provision of the road enables people
to make a choice about how they travel into the town centre, which reduces
pressure on the key town centre junction of Market Street – Fore Street –
George Street – West Street, increasing network resilience. It also allows for
further improvements for pedestrians and general improvements to the town
centre public realm.

6.4.2

Indeed, reduced traffic flows would be seen throughout the town centre,
providing opportunities to make the area more attractive and to utilise existing
road space for more sustainable modes of travel including walking and cycling.

6.4.3

An assessment of the economic benefits of providing the road has shown that
there is a strong case for its provision. It is important to recall that this does not
factor in the wider benefits to Okehampton’s economy that could be brought
about by the improvements to the public realm.

6.4.4

The next chapter considers the delivery of the access road in more detail.
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7.0 Delivery of the Town Centre Access Road
7.0.1

This chapter considers the delivery of the town centre access road, specifically
how the road will be funded, when it should be constructed and what
development policies need to be in place.

7.1

Funding of the access road

7.1.1

The assessment undertaken by Devon County Council to inform this report has
shown that the town centre highway network in Okehampton is struggling to
cope with the current levels of traffic. Importantly, the key junction within the
town is currently operating at almost 89% of capacity, which leads to queuing
in the town centre.

7.1.2

Whilst this is not an ideal situation, it is considered that it would not be
worthwhile to provide a new access road at the present time as the current
situation is tolerable in light of the large area that Okehampton serves and
therefore the demand on its town centre highway routes.

7.1.3

The assessment has shown that the traffic impacts from new development
make the situation in the town centre far worse than it is at present. The main
junction in the town, which provides access to the main destination in the town
centre, will be operating at 109% capacity. This will lead to a worsening of
traffic problems in the town centre, which is compounded by the poor network
resilience in the town, caused by the lack of opportunities to avoid the town
centre area when there are disruptions.

7.1.4

It can be seen therefore that the provision of the access road is related directly
to the traffic impacts of the development proposed in the Core Strategy. As
such, the developments proposed will be expected to contribute a significant
amount to the provision of the access road. This contribution will need to come
from those dwellings that have not got permission, which are the 900 allocated
in the emerging West Devon Core Strategy. Contributions from other housing
and employment development in the town may also be sought.
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7.2

Phasing of the access road

7.2.1

It should be noted that the assessment of the provision of the access road will
be kept under review by Devon County Council. Further traffic surveys and
assessments will be undertaken to ensure that there is an up-to-date evidence
base. The precise phasing of the road will therefore depend on how the traffic
situation changes over time. Having said this, it is possible to make a broad
assessment of when the access road will be delivered.

7.2.2

As per the above discussion, the road will be funded by development, and
therefore will be dependant upon developer contributions before it can be built.
Whilst further, more detailed work, will need to be undertaken to determine the
exact phasing of the access road, it is anticipated that this will not be until
substantial contributions have been collected from developers. Bearing in mind
that the residential development allocated in the Core Strategy is expected to
begin construction in 2016, based on the phasing in the West Devon
Infrastructure Delivery Plan4, it will not be before then. Due to the complexity of
delivering a new road, it is therefore considered that the link will be in place
further towards the latter end of the planning period.

7.3

Development policies

7.3.1

The delivery of the access road is also dependant upon the policies set by
West Devon Borough Council and how land ownership in the town is managed,
for example, West Devon Borough Council own areas of land that are
significantly important to the delivery of the proposed access road. It is
assumed that these would be provided free of charge to the Local Highways
Authority (the County Council), to assist in the construction of the new road and
reduce the potential cost.

7.3.2

If an access road were to be provided, the Highway Authority would require
assurances that the Borough Council would not allocate any significant retail
space outside the town centre or in neighbouring settlements which may allow
supermarkets to establish new stores elsewhere. If stores were allowed to

4

The West Devon Infrastructure Delivery Plan can be found on the West Devon Borough
Council consultation website at http://wdbcconsult.limehouse.co.uk/portal/planning/focchanges?tab=files
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relocate, this would require a thorough re-appraisal of the need for the new
access road. It is also expected that this would have a significantly detrimental
impact on the town centres attractiveness and viability.

7.4

Chapter summary

7.4.1

This chapter has explained that the provision of the access road is directly
related to mitigating the impact of development on town centre routes. For this
reason, it is anticipated that there will be significant contributions from new
development towards the provision of this access road. The phasing of the
access road is to be determined in more detail following additional surveys and
assessments, although it is considered likely that the road will be in place
towards the end of the plan period.

7.4.2

Delivery of this road is largely dependant on the manner in which West Devon
Borough Council manage their existing land assets. Their co-operation is
fundamental to the delivery of this road.

7.4.3

Control of retail provision within the town is required, to ensure that the
supermarkets remain in the centre of the town rather than relocate. Such an
event would require a re-assessment of the need for the access road.
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8.0 Additional Supporting Infrastructure
8.0.1

In addition to the provision of a new town centre access road, it is anticipated
that the development allocated in the Core Strategy will need to contribute
towards other transport infrastructure in order to mitigate its impact. The exact
nature of this provision will be determined through the development
management process. However, it is considered that development will
contribute towards infrastructure relating to more sustainable travel than simply
by the private car, as follows.

8.1

Walking and cycling

8.1.1

It is anticipated that the development will contribute towards the provision of an
improved walking environment within the town. The provision of the exact
walking and cycling routes within new development areas and the town in
general are to be determined in more detail through the proposed master
planning process for the development area and through further consultation
between any developers and the Highways Authority.

8.2

Public transport by bus

8.2.1

It is considered that buses will also play an important role in the provision of
transport for residents of Okehampton and the new development. Buses are
particularly useful in providing for those who do not have access to a private
car (approximately 20% of the Okehampton parish population based on the
2001 census), and also help to reduce the traffic impact of development by
enabling people to choose a different way of travelling sustainably in areas
where topography can be a constraint, such as Okehampton.

8.2.2

In order to improve the bus based public transport option for those living in new
development areas to the East of Okehampton, it is proposed to increase and
rationalise the level of service between Okehampton and Exeter, linking though
the new eastern urban extension. This would encourage a higher use of buses
from those within the new development area to the town centre. It would also
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recognise the strong functional relationship between Okehampton and Exeter
and would facilitate more journeys to be made in a sustainable manner.

8.3

Public transport by rail

8.3.1

There exists an opportunity to provide an enhanced rail link between
Okehampton and the main rail network. The current station in Okehampton is
located in the south of the town, reasonably far away from the new
development sites. The provision of a new rail station in the east of the town
would potentially serve the residents in this area, in addition to the employment
allocation nearby, as freight could be brought in by rail instead of road. This
would enable journeys to long-distance destinations and also freight transport
to occur in a more sustainable manner than by road. This opportunity also
provides for those without access to a private car.

8.4

Chapter summary

8.4.1

Development in Okehampton will be expected to contribute to transport
infrastructure in addition to the proposed access road. This infrastructure
relates specifically to providing for more sustainable modes of travel, including
walking, cycling and public transport by both bus and rail. The exact
contributions towards these types of infrastructure are yet to be determined.
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9.0 Conclusions
9.0.1

The objectives of this report were set out in the introductory chapter. These
included:

• Consider the existing traffic context within Okehampton, particularly the key
junction of Market Street, Fore Street, George Street and West Street.

• Consider the traffic implications resulting from the development of 1400
dwellings to the east of the town on the town centre and specifically at this
key junction.

• Assess various options for how the impacts of additional traffic from new
development can be alleviated in the town centre. This will include an
assessment of a new town centre access road, featuring its likely design,
phasing, cost and funding sources.

9.0.2

The fulfilment of these objectives is discussed below.

9.1

Existing traffic context

9.1.1

The existing traffic context of Okehampton town centre has been assessed. It
is clear that the highway network depends heavily on the key junction of Market
Street, Fore Street, George Street and West Street. This junction is
constrained in nature and due to the relatively high traffic flows, operates close
to capacity. This results in unpredictable queue formation, compounded by the
afore mentioned dependence on this junction.

9.1.2

The level of queuing at the junction seen currently is considered to be tolerable
in the light that Okehampton is a busy market town that serves a wide
hinterland, however there are serious concerns that if the situation becomes
worse then there could be significant detrimental impacts to the vitality and
viability of the town. This would be caused not only by the fact that people will
be discouraged from driving into Okehampton because of the unpredictable
journey time and delay, but also because of the dominating effect of the traffic
on the town centre.
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9.2

Impact of proposed development

9.2.1

The impact of new development has been assessed using a computer-based
traffic model of the town. This shows that the developments that have been
proposed, and those that have been recently permitted will generate a
significant amount of traffic that will travel on the town centre network.

9.2.2

The impact of this will be to increase the demand on the town centre routes,
specifically the key junction in the town centre. As a result, assessment shows
that the junction will be completely over saturated. This will lead to increased
queue lengths that will occur with greater frequency. The impact of this on the
town centre is considered to be significant, resulting in an overall decrease in
the fortunes of the town. These impacts are considered therefore to be
unacceptable.

9.3

Consideration of traffic alleviation options

9.3.1

Several options were considered relating to the alleviation of traffic problems in
the town centre in the future. These included reconfiguring the existing junction
through the provision of an expanded junction, the provision of a roundabout
layout, or the possibility of shared space. However, none of these options were
considered favourable because of their various impacts on the town centre,
and the fact that they cannot relieve demand on the town centre roads.

9.3.2

As such, various other options were considered which included three different
iterations of a new access road into the town centre area. This included a
‘shorter route’, which was deemed to have impacts that would be too
detrimental to the town; a ‘longer route’, which was not considered to be inkeeping with the traditional street layout of Okehampton, and is very unlikely to
pass the sequential flooding test as set out in national planning policy; and a
‘middle-length route’, which is considered to be a practical and affordable
solution. The mid-length route would be designed as a modest ‘street’,
travelling from Market Street, along the alignment of Oaklands road and linking
to North Road opposite the fire station, at the south-western end of the
Macey’s terrace. This is considered to be appropriate in the context of
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Okehampton. It is currently anticipated to cost around £7 million, at 2012
prices, although it is hoped that this may be reduced through more detailed
design. This was the least costly of the three access road options considered.
It is also considered to make the most efficient use of the existing highway
network within the town, ensuring that the main route stays as such whilst
locking in benefits for the wider community.

9.3.3

The proposed access road is forecast to carry approximately 450 vehicles in a
typical interpeak hour. This will include approximately 260 westbound and 190
eastbound. The access road will likely see average annual daily traffic flows of
approximately 5,000 vehicles.

9.3.4

The proposed road will provide up to a 30% reduction in flows through the
Market Street – Fore Street junction when the development is fully built out
compared to the flows through the junction without the road. This will include a
77% reduction in the important right turn movement from Fore Street to Market
Street and a 52% reduction in the opposite direction from Market Street to Fore
Street. Furthermore, the access road will provide a 41% reduction in flows
along Fore Street including 48% reduction for westbound traffic. On Market
Street the two-way reduction will be 44% including 50% reduction northbound.

9.3.5

The journey time advantages of using the proposed town centre access road
will be more significant from the Crediton Road and North Road area than the
Exeter Road area. The proposed residential development is likely to benefit
from the improvements to journey times from the access road as access from
here via Crediton Road is most direct with more free-flowing traffic conditions.
An initial economic appraisal of a town centre access road indicates that the
road would provide good value for money, with a Benefit to Cost Ratio of
1:2.67.

9.3.6

Because the requirement for the access road is directly related to
development, the significant amount of its cost is anticipated to be provided
through developer contributions.

9.3.7

The precise phasing of the road will be determined following ongoing survey
and assessment as development applications are submitted. However, it is
anticipated that the road will be provided in the latter stages of the plan period.
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9.3.8

The key benefits of the provision of the new access road relate not only to the
amount of time saved, but rather to the general improvements in the town
centre. The new access provides a choice for people who want to travel into
the town centre, allowing the road network to cope more successfully with
delays and disruption. The impact of the traffic relief will be to reduce the
demand on the key junction in the town, to the point where it can begin to
operate successfully.

9.3.9

Furthermore, the overall benefits of reducing traffic levels in the town centre will
result in potential improvements to the town centre for other, more sustainable
modes of transport, by reducing the dominance of the car in the town centre.
This will help to create a more pleasant and attractive atmosphere, providing
for increased town centre businesses and vitality.

70

Appendix I. Existing highway layout of
Okehampton town centre
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Appendix II. Queuing traffic in Okehampton town
centre
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Appendix III. Traffic flows in the development
area in 2026
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Appendix IV. Preliminary town centre access
road design

The following plan shows a preliminary design for the proposed town centre access
road, which is the subject of this report. Further detailed surveys and design are to be
undertaken at a later date, at which time it is expected that the elements of rock cutting
and land-take identified will be reduced, reducing cost and improving cost - benefit.
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Appendix V. Traffic flows in ‘Base’, ‘Do Minimum’ and
‘Do Something’ networks
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Appendix VI. Access road origins and destinations
The plan below shows the origins and destinations of those travelling along the proposed access
road
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Glossary
Degree of saturation:

The extent to which a junction is saturated when delays and
queues occur. A degree of saturation of 1 is the capacity of the
junction.

Junction capacity:

The capacity of a junction before delays and queues are
generated.

Link capacity:

The capacity of a specified section of highway, often between
two junctions. This is usually specified in vehicles per hour and
considers free-flowing traffic conditions.

Link Flow:

The volume of traffic carried on a specified section of highway,
often between two junctions in a given time period, normally
specified in vehicles per hour.

LINSIG:

Traffic modelling software used for the operational assessment
and design of traffic signalised junctions in the context of their
geometry, traffic flows and signal phasing.

Manual for Streets:

The Manual for Streets is Department for Transports design
guidance for how roads in urban areas should be constructed.

MOVA:

(Microprocessor Optimised Vehicle Actuation). MOVA signals
operate in a more flexible and dynamic way than traditional
signals, which are set to a series of timings. The MOVA system
means that the signals change the timing of the signals to best
deal with the traffic as it is arriving at the junction

Ratio of Flow to Capacity (RFC):

The ratio between the number of vehicles travelling through a
roundabout compared to its capacity. An RFC of 1 is the
capacity of the junction.
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SATURN:

SATURN is a computer model of a highway network. Using
various assumptions about traffic origin and destinations using
‘zones’ within a town, the level of traffic going to and from these
zones and route they are likely to take, the model can be used
to measure traffic flows on various roads and at junctions. It can
then be programmed to assess the effects of various traffic
proposals, such as a new road link on the surrounding network.

TRICS:

The standard online data base from which trip rates can be
extracted. This is used to assess what the trip rates for
developments may be. TRICS contains a large amount of
recorded trip rate information from a series of recent
developments. Parameters can be set so that trip rates
extracted are representative of the future development being
considered.

Trip rate:

The number of trips generated by a specified land use per
specified unit (e.g. residential trip rates are usually measured
per dwelling).
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