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1

Proposed Transport Strategy
CONTEXT
Introduction

1.1

This technical paper is prepared to assist BBP Regeneration with the preparation of the
Newhaven Physical Development Vision Stage 2.

1.2

This paper, the proposed transport strategy, discusses the baseline transport conditions and
overall travel patterns and also how demand for movement will change over the next few
years as a result of development proposals in and around Newhaven Town Centre.

1.3

Mott MacDonald have developed a strategic model (i.e. SATURN) to assess the impact of the
development proposals and also the proposed transport interventions that are part of the
proposed transport strategy which is configured with an aim to address existing issues and to
accommodate future growth in the area.

1.4

The base (2009) SATURN models for the AM (0800 ± 0900) and PM (1700 ± 1800) have
been developed, in liaison with key stakeholders such as East Sussex County Council (ESCC)
and the Highways Agency (HA). The base year SATURN model has received an approval in
principle from the HA as a robust tool for the assessment of the potential impact of future
development schemes and transport and infrastructure interventions. Following on, SATURN
models for various scenarios for the forecast year (2026) have been prepared.

1.5

The SATURN model is predominantly a highway model and although it is able to model
buses, a local VISUM model has also been used to assist in determining potential changes in
bus & rail trips as a result of background growth and proposed developments in the area.
Where necessary, software such as Diadem (as an interface between SATURN and VISUM)
TRANSYT and VISSIM have been deployed for more detailed assessment.

1.6

The assessment of various scenarios (with different configurations in terms of development
growth and infrastructure improvements) using the traffic models mentioned above has
indicated that subject to detailed design work and the availability of funding, the proposed
development and accompanying transport infrastructure improvements are all achievable
from a transport and engineering perspective. In the current economic climate, where funding
is constrained, it may be necessary to prioritise projects; further consideration is given to this
in this technical paper.

Baseline ʹ Transport
Base Highway Condition
1.7

The assessments have been undertaken against a background of changing national and local
traffic growth projections, reflecting changes in the overall economic climate.

1.8

,W LV LPSRUWDQW WR UHFRJQLVH WKDW EDVHG RQ WKH 'I7 SURMHFWLRQV HYHQ XQGHU D µGR QRWKLQJ¶
scenario traffic levels in and around Newhaven are expected to increase by up to 30 percent or
more during peak periods by 2026 in the immediate area, and this alone has the potential to
markedly increase journey times. This would affect the overall environment and potentially
also the local economy. The existing limitations of bus and rail links are also well known
with limited direct rail services to London and poor rail-bus interchange facilities being
particular issues.
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1.9

The emerging plans from East Sussex (e.g. interchange improvement) and from Network
5DLO¶V 5RXWH 8WLOLVDWLRQ 6WUDWHJ\ 586  LGHQWLI\ RQO\ UHODWLYHO\ OLPLWHG VHUYLFH DQG
infrastructure improvements in the immediate area (e.g. Southease Station), although some
Bus Priority measures have been introduced on the A259 to the west of Newhaven.

1.10

The existing highway network operates well, except during peak periods, and when the Swing
Bridge is open which, although infrequent, results in substantial delays. In normal morning
commuter peaks congestion and delays are limited to the main routes and junctions, with
congestion in and around Newhaven Town Centre.

1.11

A significant proportion of traffic currently using the C7 and Newhaven ring road is a through
movement and contributes to overall congestion and delays. The C7 is a minor road and thus
appropriate for local traffic.

1.12

Journey time surveys undertaken in 2007 and 2009 indicate that, within the town centre, the
A259 Brighton Road/South Way and A259 Swing Bridge experience some queues in the
traffic peak periods. Through traffic movements between the areas west of Newhaven and
Seaford and also the movements to and from the area to the south-west of the town centre (i.e.
Court Farm Road, Gibbon Road) contribute to this.

1.13

The SATURN models also reflect that the A26 junctions with the A27 experiences congestion
during the peak periods. There was a noted reduction in delay at the A26/A27 Beddingham
junction with the HA improvement scheme. There have been some significant delays
experienced along A259 Brighton Road between Rottingdean and Newhaven. This is
attributed to high levels of traffic between Brighton and Newhaven.

1.14

These existing issues will have to be addressed irrespective of any growth in the area.
Base Public Transport Condition

1.15

In recent years there have been service and bus priority measures implemented on the A259 to
the west of Newhaven as part of a long term strategy to improve public transport connectivity
between Newhaven, Peacehaven, Rottingdean, and Brighton. The Phase 1 works between
Ovingdean and Telscombe Cliffs comprised of:
Dedicated bus lanes approaching the junction with Rottingdean High Street
³LQWHOOLJHQW³VLJQDlling at the Telscombe Cliffs Way junction that give priority to buses
Improved crossing facilities at Rottingdean High Street
Replacement of roundabouts with traffic lights and crossing facilities at Longridge
Avenue and Telscombe Cliffs Way
An off-road cycle route, forming part of the National Cycle Network
Improved crossing facilities near bus stops throughout the route

1.16

These have resulted in significant improvements in bus journey time reliability; the results of
the Phase 1 works have meant that Brighton & Hove Bus journey times along the A259 have
been reduced by up to 10 minutes during peak travel times and frequency of services has also
been increased. This has meant more than a 25% saving in bus journey time for some
journeys. Proposals for the Phase 2 works from Telscombe Cliffs to Newhaven are at an early
stage but are not expected to be progressed in the short term as the necessary funding is not
currently identified. Existing congestion problem on the A259 Brighton Road between
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Rottingdean and Newhaven would suggest however that Phase 2 of the scheme should be
considered a priority in terms of overall movement between various town centres on the A259
including Newhaven. Reflecting the preliminary nature of the proposals, limited details are
available but it is recognised that a key objective of Phase 2 is to help achieve increased use
of sustainable modes of transport (e.g. rail, bus, walk and cycle).
Travel Demand and Pattern
1.17

Analysis of the existing mode of travel to work (see figure 1) indicates that some 56 percent
of travel to work journeys (excluding those working at home) are by car in Newhaven
compared to 43 percent within the Brighton & Hove area. Bus and train modes comprise 5
percent and 4 percent of travel to work trips for Newhaven compared to 12 percent and 8
percent for Brighton & Hove. For those working in Newhaven (either from outside or living
locally) the mode of travel is similar.

Newhaven Denton and Meeching TTW Mode (2001 census uv35)

Brighton and Hove TTW Mode (2001 census uv35)
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Figure 1.1

2001 Census Travel to Work by Modes for Newhaven (tn_115_a)

1.18

The proportion of those working from home in Newhaven (at just under 10 percent) is
noticeably lower than in Lewes district (20 percent), Brighton (16 percent) and the South East
as a whole (16 percent) (also see Figure 1.2).

1.19

Newhaven also has a higher proportion (36%) of people who travel less than 2km to work
compared to the south east (21%), yet only 20% travel 2-10km compared to 35% in the south
east. This is considered to reflect the relatively proportion of unskilled jobs within 2-10km
radius of Newhaven.

1.20

As an example of movement challenges in the area, it is estimated (in the Sussex Rail
Utilisation Strategy (RUS) published by Network rail in January 2010) that more than 30
percent of Gatwick Airport passengers travelling by rail emanate from the Brighton and the
surrounding area. With typical travel times of 50 minutes (by Rail or Car) between Newhaven
& Gatwick, this a realistic commuting distance for Gatwick Airport employees, as well as for
air passengers.
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Figure 1.2
1.21

Census 2001 Travel to Work Distances (Residential Population) for
Newhaven (tn115_a)

As shown in Table 1.1, an analysis of times to other employment locations indicates that car
as a mode of travel, typically to work, remain faster compared to public transport. However
for those locations close to railway stations in particular (and noting that Newhaven has both
the Town and Harbour Station), public transport can be an attractive mode. Clearly, some
destinations remain difficult to access by public transport and take considerably longer than
compared to car travel.
Destinations

Travel times From Newhaven by key modes
Rail

Bus

Car

Brighton Centre

30 minutes

33 minutes

21 minutes

Gatwick Airport
(Manor Royal)

51 minutes

2 hrs 29 minutes

46 minutes

Falmer

20 minutes

1 hr 30 minutes

22 minutes

Shoreham

55 minutes

1 hr 13 minutes

29 minutes

Worthing

63 minutes

1 hr 37 minutes

37 minutes

8 minutes

20 minutes

6 minutes

40 minutes

1 hour

24 minutes

Ashford

2 hrs 15 minutes

2 hours 37 minutes
(bus & rail)

1 hr 45
minutes

Hastings

69 minutes

1 hour 33 minutes
(bus & rail)

51 minutes

Seaford
Eastbourne

Sources: http://www.journeyon.co.uk/ and http://www.nationalrail.co.uk/

Table 1.1

Indicative Travel Times from Newhaven to various destinations
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1.22

However, as experienced over recent years the cost and availability of parking in the main
town and city centres and places of work (e.g. Brighton, Lewes, Eastbourne) have seen a
marked increase and this is expected to rise further, meaning that public transport forms an
increasingly more attractive mode of travel, particularly for travel to work.

1.23

For the same reasons, as set out above, by providing safe and convenient pedestrian and cycle
routes, it will be expected that some people will choose to either walk or cycle for all or at
least part of their journey to work. It has been shown that where people use non-car modes for
travel to work, there is often also a marked increase in usage of non-car modes for leisure and
education journeys.

1.24

It is therefore not unreasonable to expect that residential and commercial growth (likely to be
more in service industry sectors) in Newhaven would result in:
More people working at home.
People travelling increased distances to work and for leisure and education.
More people travelling by bus, rail, walk and cycle.
Increased linked work, shopping and home travel.

1.25

It is anticipated that increase in land use activity and thus overall demand for movement will
be progressed using sustainable modes as far as possible.

Baseline ʹ Trip Generation & Modal Split
1.26

The existing modal split in Newhaven indicates high car dependency. Excluding people
working from home, Newhaven has even higher proportion of people travelling by car (i.e.
67%) compared to 53% in Brighton, just 10% people choose to travel by public transport in
Newhaven (see Table 1.2).
Newhaven Modal Split ± travel to
work (excluding people working
from home)

Modes

Car (including car
passenger)
Bus
Rail
Walk & Cycle
Other (including taxi)

Table 1.2

Brighton Modal Split ± travel to
work (excluding people working
from home)

67%

53%

6%

14%

4%

9%

21%

22%

3%

2%

Existing Modal Split (Travel to Work ± Census 2001) : Newhaven and
Brighton (Tn_115_a)

Future ʹ Trip Generation & Modal Split
1.27

7KH WUDQVLWLRQ IURP 1HZKDYHQ¶V FXUUHQW FDU-dependent base to levels of modal split
comparable with those achieved in Brighton (see Table 1.2) will require a step change in the
use of public transport. Whilst there is an aspiration to achieve higher modal split for public
transport in Newhaven area, adequate complimentary measures will have to be taken to
support this.
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1.28

The transport schemes are targeted at achieving this and also to support regeneration in and
around the town centre. Development will be expected to promote the use of public transport
by providing minimum parking and good access to and from existing transport hubs in the
area. In addition a significantly improved transport hub is proposed to be developed around
Newhaven Town station (see below).

1.29

Table 1.3 lists the vehicle trip rates used to derive the number of trips generated by
developments proposed through the Newhaven Physical Development Vision.
Development
Class

Development
Type

A1
A1
A3

01 Retail
01 Retail
06
Hotel/Food/Drink

Food superstore
non-food
C - Pub/Restaurant

B1

02 - Employment

Business Park (up
to 10,000 sq. m.)

B2

C1

Table 1.3

Per 100 m2

Vehicles Trip Rates
Trip Rate IN

Trip Rate
OUT

4.20
0.54
0.00

2.74
0.27
0.00

1.09

0.29

0.84

0.38

0.18

0.09

06 
Hotel/Food/Drink

A ± Hotels

per
bedroom

0.15

0.21

03 - Residential

Private Housing
Affordable Housing
Private Flats
Affordable Flats
University / Collage
Leisure Parks
Sports & Leisure
Centres

per
dwelling

0.25
0.24
0.06
0.15
1.21
0.50
0.64

0.35
0.53
0.23
0.23
0.30
0.35
0.52

C2
D1
D2

Unit

Industrial Estate (up
to 16,966 sq. m.)
Commercial
Warehousing

B8

1.30

Category

04 - Education
07 - Leisure
07 - Leisure

Per 100 m2

Vehicle Trip Rates by land use type (Tn_M_11_rev G : Table 4.1)

As presented in Table 1.4, based on the trip rates listed in Table 1.3, there will be
approximately 2230 new trips generated in the AM peak hour by the proposed new
development.
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The Proposed
Development (Resi led,
no Port owned land)

Developable
Area (ha)

Site
North Quay
Railway Quay
Eastside
Eastside (river/NPP )
Port

0.00
1.16
12.81
0.00
5.90

Temmerman site
Robinson Road

0.00
0.28

Town Centre north
Town Centre south
Oakdene phase 3
Quarry Industrial Estate
Meeching Quarry
Harbour Heights
Total
(Ref.: Tn_M_04_f)

Table 1.4

1.21
1.53
2.02
4.25
9.00
15.00
53

residential
(units)

Retail
Retail A1/A3 food (sq
(sq m)
m)

0
116
611
0
0

300
19

40
145
202
170
180
450
2,233

0
4,000
250
0
0
65 bed hotel
pub& restaurant
(assume net 0
extra trips)

B1 (sq m) B2 (sq m) AM - In

PM - In

0
0
1,235
0
0

0
66
185
0
0

0
77
336
0
0

0
109
315
0
0

0
105
239
0
0

3,717

0
0

1,822
0

243
8

268
12

437
18

414
16

1,000

0
1,500
0
0
0
0
5,470

0
0
0
0
0
0
3,057
TOTAL

4,717

52
63
54
41
45
109
866
2,230

49
87
110
90
96
239
1364

96
94
101
91
113
82
85
58
93
65
228
156
1,595
1,320
2,915

Trip Generation ± the Proposed Development (Tn_M_04_f)

1.31

From Table 1.4, it can be seen that the full development of the east bank (including the
Eastside Business Park) has been included in the forecast assessments to ensure that effects
have not been underestimated. This therefore represents a µworse case¶ loading scenario.

1.32

The Brighton modal split shows heavier use of public transport compared to the Newhaven
modal split and also the national average modal split and is considered as a realistic target for
the Newhaven area. Table 1.5 provides a summary of locally generated existing and future
trips in the area by mode. It indicates that there would be approximately 5000 new person
trips that will be generated under the proposed developments, with approximately 50% by car.

Locally Generated Traffic: Existing and Future Development Trips (Travel to Work)
Modes

Newhaven Modal Local Newhaven Trips by mode
Split (Census 2001  (derived using existing
Travel to Work
Newhaven modal split : Census
(excluding 'work
2001 - Travel to Work
from home') : Resi (excluding 'work from home') :
Population)
Resi Population)

(%)
Car (including car passenger)
Bus
Rail
Walk & Cycle
Other (including taxi)
Total
Car Occupancy Figure

Table 1.5

Target FUTURE Modal
split
Brighton Modal Split (%)
(Census 2001 - Travel to
Work) (excluding 'work
from home'): Resi
Population

New
Development
Trips (i.e. the
Proposed
Development) AM peak hour

(%) Two-way (Vehicle
Trips)

One-way (Person Trips)

New Developmt
Trips (i.e. the
Proposed
Development) by
mode - AM peak
hour

Total

Two-way (Person
Trips)

67%

2,047

53%

2,230

2,676

4,723

6%
4%
21%
3%
100%

172
124
634
89
3,066

14%
9%
22%
2%
100%

---

694
477
1,106
104
5,056

866
601
1,740
193
8,122

1.2

PM - Out

0
1,500
2,470
0
0

708
160 sq m
library
(assume 0)
2,191
1,000
0
250
250
8,649

AM - Out

-------

(Ref.: Tn_115_b)

Newhaven: Locally Generated Traffic: Existing and Future Trip
Generation and Modal Split

1.33

It can be seen that full implementation of the proposed new development is predicted to
generate some 700 additional bus passenger and 500 rail passenger two-way movements in
the morning peak.

1.34

On the basis that approximately 60% of all bus movements are travelling to and from
Brighton, and there are approximately 20 bus/hour (to and from Brighton) (source:

G:\Projects\2127 Newhaven stage 2\Reports\Annexes\Final MM annex (Annex C)\Tn_110_G3_Transport Chapter 
annex_draft_02.11.10_final draft.doc
8

Newhaven Stage 2 ± Transport Annex Draft

http://www.buses.co.uk/), there will be some 20 additional passengers per bus, and service
capacities would be expected to respond to this.
1.35

Table 1.6 presents the area wide growth for the existing (i.e. 2009) and forecast (i.e. 2026)1
scenarios with TEMPRO2 5.4 & 6.1, and the Option 3a developments. There is clearly a
reduction in total number of car trips in 2026 based on TEMPRO 6.1 forecasts compared to
TEMPRO 5.4 due to the lower employment forecasts in South-east. Liaison with HA on a
number of projects has confirmed that the use of TEMPRO 5.4 presents a more severe loading
case.
Area Wide Growth (including locally generated traffic): Existing and Forecast
scenarios (AM peak hour)
Ref.
2009 Existing

Total Car Trips
9170

2026 Future - AM : TEMPRO
5.4 (i.e. 29% growth)
2026 Future - AM : TEMPRO
6.1 (i.e. approximately 11%
growth)
2026 Future - Preferred
Option (i.e. Option 3a)
(Ref.: Tn_115_b)

Table 1.6

Net Increase in car trips
---

11829

2659

10237

1067

11400

2230

Newhaven: Area wide growth: Existing (2009) and Forecast (2026)
scenarios

1.36

It can be seen that the proposed development strategy generates fewer overall trips than with
the earlier TEMPRO 5.4 forecasts, but is expected to generate some 1100 additional vehicle
movements compared to TEMPRO 6.1.

1.37

The assignment of these movements onto the network is discussed further in the section
entitled µ7UDQVSRUW0RGHOOLQJ¶ below.

Overarching Approach- Sustainable Movement
1.38

Further to the baseline and future trip generation and modal split assessment, the potential
interventions have been considered in terms of the ability to unlock redevelopment and new
land uses, whilst providing environmental enhancements. An integral part of the outline
feasibility of the schemes has been the assessment of potential trip generation and the
opportunity for access by sustainable modes, and the trip rates adopted are the same as those
utilised for planned development in the Shoreham area to the west of Brighton. In addition the
alignment of improved and new links has also been examined. This has included identifying
appropriate vertical and horizontal geometry for the key links. There has been a specific focus
on determining how accessibility by public transport, walk and cycles modes can be improved
including the consideration of appropriate gradients.

1

$OVRVHHµ1HZKDYHQ7UDQVSRUW)RUHFDVWV 'R-minimum Modelling (Ref.: Tn_M11_rev G3)

2

Trip End Model Presentation Programme (TEMPRO) allows detailed analysis of pre-processed trip-end, journey mileage,
car ownership and population/workforce planning data from the National Trip End Model (NTEM) and presents results in
terms of growth over the selected period or in terms of the raw trip-end data. TEMPRO is developed and managed by
Department for Transport (DfT).
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1.39

In some locations traffic management measures will be appropriate to provide a safer and
more attractive environment. This may range from chicanes (i.e. see Manual for Streets 2006)
to control the speed and priority of vehicles through to bus gates or similar in combination
with single lane priority sections. A bus gate (or similar) would enable buses to use all links.
The scale of development will be dependent to some extent on the capacity of links and the
scale of complimentary traffic management and frequency of bus services.

1.40

All new highway infrastructure will need to be implemented in parallel with traffic
management measures, increased frequency of public transport services linking both to the
town centre and westwards towards Brighton, and a parking strategy to make optimum use of
the parking capacity of the town. This would seek to achieve a balance between short term
parking requirements for shoppers around the town centre and commuter parking in and
around the station areas.

1.41

To achieve an effective movement pattern and modal split, the potential transport intervention
identified above will have to be accompanied by a series of effective traffic management and
public transport measures such as high quality bus stands with real time passenger
information, bus lanes, bus priority at signals and bus gates. Also, effective land use planning
will assist in achieving a modal shift that supports the regeneration in the area.

1.42

The measures will also mean that public transport, walk & cycle modes will be more
attractive to existing residents, thus potentially reducing dependence on the private car, whilst
increasing revenue on bus and rail modes.

1.43

Furthermore, the land use development strategy for Newhaven has sought to provide
residential development in locations with relatively good access to public transport, and
commercial development in locations that are accessible by car and service vehicles but still
with the opportunity for employees to use public transport.

1.44

At this stage of the assessment it has been necessary to make some assumptions with respect
to the potential trip generation by each mode from the corresponding land uses. This has taken
into account the modes available, the accessibility to public transport, and potential parking
controls both locally and in other surrounding employment locations including Lewes and
Brighton. It thus recognises that not only will car ownership per household in the new
developments be lower than typical for the local area, but also the level of car usage will also
be also lower than average for the area because of the accessibility to the enhanced bus and
rail services.

1.45

In developing the proposals discussions have been held with Brighton and Hove Buses and
with Network Rail to assist in identifying the form and effect of the transport interventions.

1.46

As explained in paragraphs 1.8 & 1.9, the key elements of the bus service enhancements will
include further developing bus priority measures implemented on the A259 towards Brighton,
improved and new links to the A259, and increasing the priority of bus, walk and cycle
movements in Newhaven town centre compared to private car modes. It will also provide
better access and significantly improved interchange facilities at Newhaven Town station and
also at Newhaven Harbour.

1.47

The modelling of future traffic levels with and without additional development has assumed
that the proposed Energy from Waste development is completed/operational, and that all
traffic will use the existing North Quay Road to provide access to and from the facility.
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Key components of the Strategy
1.48

The potential package of transport measures and improvements to be included in the preferred
strategy are illustrated schematically in Figure 1.3 overleaf, and outlined further below. This
comprises the following main elements;
i. Rail & Bus Improvements
ii. High Quality Integrated foot and cycle ways
iii. Ring Road Reconfiguration
iv. Eastern Link Road
v. Enhanced Western Link links
vi. Transport Interchange

1.49

A factor to consider in considering public transport improvements has been the potential
effect on network resilience. Network resilience in this context would mean the capacity of
network (highway & public transport) to cater for or absorb additional trips generated by the
proposed developments and the proposed transport strategy considers this while identifying
potential improvements to public transport provision in the Newhaven area.

Overall Parking Strategy
1.50

The demand and availability of parking should be regularly reviewed in the context of both
strategic and more local movements through a review of existing parking provisions and the
identification of the need for any additional parking provision or management measures. An
area wide parking strategy should be undertaken to better understand how parking provision
in and around Newhaven affect demand for movement to/from and through Newhaven town
centre. It is likely that as the pressure on parking in Lewes and Brighton increases there will
be a tendency for some drivers to seek to rail head at Newhaven Station. Parking enforcement
around shopping facilities will, by necessity, focus on short stay shopping and discourage
longer term commuter parking.
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Eastern Link Road (ELR) and highway
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i.

Rail & Bus Improvements

1.51

1HZKDYHQ¶V DFFHVVLELOLW\ WR WKH ZLGHU IXQFWLRQLQJ HFRQRPLF DUHD HJ WKH :RUWKLQJ WR
Brighton / Newhaven conurbation) has been highlighted as a key issue within the main
Report.

1.52

Opportunities to improve rail connections are somewhat limited and have a potentially high
cost. Whilst the rail line north of Newhaven is twin track, between Newhaven and Seaford the
line is only single track. Although there is no train or line capacity constraint to the immediate
north of Newhaven area, the principal rail capacity constraint is at and on the immediate
approaches to Lewes, but there are no plans in the January 2010 RUS to upgrade this in the
short to medium term (5 ± 10 years). There are also no proposals to upgrade of the rail
signalling system or to overcome the limited RA73 gauge which currently constrains freight
usage. A higher RA gauge would mean that higher axle loads would be permitted to run. The
track between Lewes to Seaford is classified as RA7 which is considered as a limitation,
particularly for freight.

1.53

In the short to medium term (5 ± 10 years) it is expected, therefore, that the increase in
demand for rail travel generated by new development in and around Newhaven will largely be
accommodated within the existing rail infrastructure either through the use of existing
capacity or through service improvements between Newhaven and Lewes. The availability of
parking in and around stations in the Newhaven area is likely to have a bearing on the
increase in demand for rail.

1.54

Newhaven has cross channel ferry services carrying both HGV freight movements (with
approx 20,000 ro-ro units per annum each way) and passenger ferry services to Dieppe with a
4 hour crossing. It is noted that the Newhaven ferry route is also popular with cyclists as a
route to Paris.

1.55

In terms of traffic movements, a key area where serious traffic congestion currently exists in
the morning and evening peak periods ± significantly affecting the communication routes
between Newhaven and Brighton ± is the A259 Marine Drive junction with High Street in
Rottingdean.

1.56

Recent implementation of bus priority measures along the A259 between Ovingdean and
Telscombe Cliffs, as presented in Appendix 1.3, have already seen notable benefits in travel
times on the A259 corridor. Further improvements through bus priority measures, and in
increased bus frequencies on the main routes, particularly towards Brighton are thus planned.
These will be expected to be upgraded in line with phases of development with partial
funding through development obligations. In the longer term this may include integration with
the Worthing-Brighton Coastal Transit System (CTS) network, which comprises bus rapid
transit.

1.57

As acknowledged in the Newhaven Local Area Transport Strategy (LATS) (May 2006),
covering the period upto 2016, some areas (e.g. residential area to the North of Brighton
Road, the Fort, the beach) in and around Newhaven are not adequately covered by public
transport, particularly bus services. The Newhaven LATS document suggests that this needs
to be resolved. Although not acknowledged in the Newhaven LATS in detail, other areas such
as the South Downs National Park are also not extensively covered by bus services. Extension
of the existing bus routes or introduction of new bus routes to and from such areas may be
possible subject to liaison with bus operators, potential demand and funding.

3

Route Availability (RA) is a system for determining which types of locomotive and rolling stock can travel over any given
section of route, and is normally a function of the strength of underline bridges in relation to axle load and speed.
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1.58

As a precursor to the further extension of the CTS for Telscombe Cliffs to Newhaven, further
options for bus priority measures have been identified. It is noted that with predicted growth
in background traffic, some people will choose to travel by more sustainable modes including
bus & rail and these thus will have higher proportion of travel and consequently bus & rail
should take higher priority.

1.59

1HZKDYHQ¶V DFFHVVLELOLW\ WR WKH ZLGHU IXQFWLRQLQJ HFRQRPLF DUHD HJ WKH :RUWKLQJ WR
Brighton / Newhaven conurbation) has been highlighted as a key issue within the main
Report.

1.60

A key area where traffic congestion currently exists in the peak traffic periods, significantly
affecting the communication routes between Newhaven and Brighton, is the A259 Marine
Drive junction with High Street in Rottingdean.

1.61

This has therefore been considered in broad terms and Options A and B below provide a
potential solution to alleviate the congestion around the High Street and Marine Drive in
Rottingdean and effects on the route to and from Newhaven.

1.62

Option A (Figures 1.4 and 1.5) involves the implementation of a section of bus lane at the
junctions of Marine Drive / Park Road and Newlands Drive / Marine Drive (as shown in the
figures above). Alongside the bus lanes, signals would be implemented at these junctions,
which will enable priority for buses to allow them to pass un-impeded through High Street /
Marine Drive Rottingdean. This is likely to have limited impact on other traffic, however, this
will have to be considered further at the detailed design stage.

Bus priority
signals

Bus lane

Figure 1.4: Newlands Drive / Marine Drive - Option A

G:\Projects\2127 Newhaven stage 2\Reports\Annexes\Final MM annex (Annex C)\Tn_110_G3_Transport Chapter 
annex_draft_02.11.10_final draft.doc
14

Newhaven Stage 2 ± Transport Annex Draft

Bus lane

Bus priority
signals

Figure 1.5: Marine Drive / Park Road Option A
1.63

This bus priority system is similar to the Fastway in Crawley (the junction of Tilgate Way
with South Gate Avenue as shown in Figure 1.6 below).

Figure 1.6: Exemplar Scheme ± Crawley Fastway
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1.64

Option B (Figure 1.7 below) provides a slight variation for Marine Drive / Park Road, by
moving the bus lane and signalised junction to the junction with the High Street. This option
will involve the removal of some of the car park along Marine Drive and this would need to
be considered further in the context of the net benefits to bus passengers.

Bus lane

Bus priority
signals

Figure 1.7: High Street / Marine Drive Option B
1.65

Together with bus priority lanes, there are other measures that can be undertaken to further
improve the reliability of buses and overall customer experience. These are:
Bus priority at junctions (including pre-signals): such measures can be provided at busy
traffic junctions such as A259 Brighton Road / South Way and Denton roundabout.
Provision of bus stops and shelters at appropriate locations: this will make public
transport more attractive to private car use due to shorter walking distances and should
be progressed as the development progressed further.
Integrated ticketing to improve and provide interchange between different modes of
transport: this will improve interchange between different modes of transport in
Newhaven.
Assisting mobility impaired by raising/lowering kerbs or installing Kassel kerbs
Review of and provision of appropriate waiting loading restrictions at pinch points: as
suggested previously, as area wide parking review should be undertaken to ensure
waiting and loading restrictions do not cause delays to bus movements, particularly at
or near to the traffic congestion hot spots such as the A258 Brighton Road / South Way
junction.
Provision of real time travel/service information (e.g. countdown) and timetable
information: this will improve bus reliability in Newhaven.
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1.66

The above interventions are suggested as means through which to have a positive impact on
public transport use in the short-term in advance of an extension of the CTS. The CTS
extension is key to the full realisation of the Newhaven Physical Development visions and its
sustainability aspirations and would make a significant contribution to the achievements of a
major quantum shift in the Newhaven-Brighton connections.

1.67

Delivery of the growth proposed at Newhaven requires a strategic approach to be taken to
transport (and other matters) to provide an overall framework within which individual sites
would be brought forward subject to normal planning and application requirements. These
would specifically examine the details of the proposals, the scale of effect of the schemes, and
the associated mitigation, including complementary parking control and traffic management
measures as previously stated. It is also expected that whilst largely funded and constructed as
part of the relevant development schemes, there may be some infrastructure components that
may attract external funding (e.g. Community Infrastructure Funding ± CIF or similar).

1.68

A new link to the South of the existing Swing Bridge is proposed. This would provide an
improved connectivity between the town centre and the areas to the east of the river, including
the proposed transport interchange adjacent to the Newhaven Town rail station. Although the
allowance for buses to use the proposed new bridge is not modelled in detail, it will certainly
improve the overall bus journey times as buses will not be significantly delayed with general
traffic during the Swing Bridge closures. As such, overall, there may be additional savings in
bus journey times for the existing bus services, including cross town express services such as
Seaford to Brighton. This will be highly beneficial to bus users and would further promote
bus travel as an alternate to cars. When the proposed new transport interchange in operation
and buses are allowed to use the proposed new bridge, there may be a need to make limited
alteration to the existing bus routes.

1.69

In terms of the nature of operation, the proposed new bridge will be of similar to the existing
Swing Bridge. The new bridge will potentially only allow for buses, pedestrians, and cyclists.
The new bridge will complement the proposed transport interchange near the Newhaven
Town rail station.

ii.

High quality integrated foot and cycle pathways

1.70

Any new or improved infrastructure, will be designed around an integrated network of high
quality foot and cycle ways which will be developed in parallel with the open space strategy.

1.71

The re-configuration of the Newhaven ring road will address the issues of poor pedestrian
connectivity. This will be achieved by providing pedestrian crossings at appropriate places to
improve connectivity and accessibility of existing and planned developments in and around
the town centre. In addition, cycle priorities will be provided at junctions and dedicated (or
shared with pedestrians) lanes for cyclists can also be provided based on the overall demand
for movement. The National Cycle Network Route that connects Brighton to Seaford passes
through Newhaven via Gibbon Road. The future walking and cycling provisions will be
integrated with the NCN route to provide better connectivity.

1.72

A new link to the south of the existing Swing Bridge is proposed, which will increase
pedestrian connectivity between the Newhaven Town rail station, the proposed transport
interchange, and the Newhaven Town Centre. In addition, it will link the developments on the
east of the river to the town centre. The new bridge will offer an excellent opportunity to be
integrated with the NCN route.

1.73

With a controlled car parking and sufficient supply of sustainable modes of travel (i.e. buses),
the proposed provisions for walking and cycling will potentially offer environmental benefits.
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iii.

Ring Road Reconfiguration

1.74

As described in the Phase 1 report, the existing one way configuration and structure of the
A259 ring road surrounding Newhaven Town Centre has historically isolated the main
retailing, commercial and civic facilities from the adjoining residential areas, with a high
degree of severance created by the ring road.

1.75

To resolve this, the proposal is to re-configure the A259 ring road to make the route two-way
and to ³GRZQ-JUDGH´ the A259 on the southern side to reduce severance and establish a better
connectivity between the town centre and the river and adjacent residential development.
Also, the section of the South Way between South Road and North Way will be converted
into two-way which would further improve connectivity between the areas to the south side of
Newhaven town centre and the areas to the west and north-east of the town centre and also
reduces severance.

1.76

The reconfiguration of the ring road is expected to have a limited effect in terms of traffic
movements with some of the rat running traffic that currently uses the C7 and rat-running
through small villages (e.g. Kingston) diverting to use the more appropriate routes such as via
A26, and the A259.

1.77

The planned reconfiguration of the A259 junction (Brighton Road) and the C7 and A259
junctions are illustrated in Figures 7.3 and 7.4. These measures would result in limited
additional delay to overall A259 traffic, whilst still allowing for local vehicular movements
access and with environmental improvements would provide a more attractive environment
for pedestrians with more opportunity to access the retail area.

1.78

The scheme has been tested in the local (i.e. VISSIM) and strategic (i.e. SATURN) traffic
modelling tool and the results indicate that strategically there is a small increase in traffic
using the A26 as a result, and a small decrease in traffic using the C7, Lewes Road. In
Newhaven Town Centre, there is a reduced traffic demand along South Way, with the
majority of trips towards A259 Brighton Road using the proposed West Bound North Way
route. The traffic modelling shows limited localised queuing on South Way, Norman Road
and Meeching Rise, and the review shows that this increase in traffic could be accommodated
with junction and/or signal improvements or similar optimisation and mitigation at South
Way/Brighton Road.

1.79

Transport modelling indicates that effect of re-configuration on travel times along the A259
through the centre of Newhaven will be very limited. The resulting changes in overall
network travel times will be small.

1.80

The proposed re-configuration will assist in overall movement and land use planning strategy
by reduced the severance currently created by the highway corridor.

1.81

From both a civil engineering, and traffic management, perspective, overall, the proposed reconfiguration is achievable. However, there are certain aspects of the scheme such as
provision of current and future on-street parking (including loading/unloading facilities),
details of alteration to signals, and road marking and signs that need further consideration as
part of the next stage of design work.

1.82

Whilst it is noted that ESCC has an aspiration to consider allowing access to relatively limited
traffic to the Newhaven High Street at the North Way / South Way junction, it is believed that
this should only complement the regeneration opportunities the reconfiguration of the Ring
Road could bring, and as such should not have a significantly detrimental impact on the
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overall operation of the ring road, particularly at the North Way/South Way junction.
However, details of such proposals are not available at this stage, and therefore the modelling
of reconfigured ring road does not take this into account and that this should be assessed
when the details of such proposals are made available.
1.83

Figure 1.10 illustrates the outline proposals for the reconfiguration of the Newhaven Ring
Road. Whilst the proposals are deliverable in engineering terms, subject to funding, like any
other infrastructure schemes, there would be some delays and diversions during the
reconfiguration of the existing junctions and carriageway. It is anticipated that the impact
during the construction works will be limited to certain routes/junctions, and that in the long
run the scheme would deliver significant benefits to the overall demand for movement for all
modes in and around Newhaven.

1.84

Figure 1.8 and 1.9 illustrate proposals for the North Way junction with A259 Brighton Road
and the North Way / South Way junction.

North Way
South Way

A259/C7 Junction
Concept Layout
Scheme subject to
detailed
assessment, land
acquisition and
utilities diversion
impact, and
overall safety
audit.

North Way

Figure 1.8
Realignment of the ring road Figure 1.9
Realignment of the ring
concept:
A259
North
Way/C7 junction road concept: North Way / South Way
(Illustrative) (Note: right turn from A259 East to junction (illustrative)
C7 prohibited)
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iv.

Eastern Link Road (ELR)

1.85

As currently proposed (within the protected planning permission), the first section of the ELR
would start at the A259 Drove Road roundabout providing access to the planned Eastside
Business Park via a new roundabout. The original proposal which received planning consent
in September 2007 (source: www.eastsussex.gov.uk) was for the road to then continue with a
new bridge crossing the railway line and Mill Creek, before entering the port land adjacent to
the coast.

1.86

The planning permission for the ELR was saved by discharging of conditions. The condition
that required the bridge to be designed in detail prior to the start was removed to allow the
detailed design to be done prior to the start of phase 2 of the road.

1.87

Figure 1.11 illustrates the slightly revised ELR and its connections. The primary route of the
ELR will follow the line of the original route but run westwards on the north side of the water
treatment works to join Beach Road and before crossing the rail line at the existing location.
A link running on the south side of the recreation ground will allow for more local
connections and may offer limited access or bus only at its western end to allow bus access
to/from the Newhaven Harbour station without encouraging rat-running of general traffic.
Overall, the ELR and its connections will accommodate existing port traffic but there is a
limited potential to accommodate further traffic should the Port significantly be developed.

1.88

The alignment of the ELR has thus been refined to make best use of existing infrastructure,
compared to the original scheme, and also provide better connection will the town and
harbour stations for bus and walk access in particular.

1.89

The earlier ELR route is no longer favoured as it did not offer connectivity to/from Newhaven
town centre and also did not integrated with the public transport facilities such as Newhaven
Town rail station. In addition, the original ELR included a section over the river which would
have been a high cost with relatively limited benefit.

1.90

Although the Port Masterplan is currently being progressed and therefore the details on the
anticipated port extension are not yet clear, it is noted that the design of the part of ELR that
will be carrying Port traffic should be designed to recommended standards. The remaining
parts of ELR which will primarily carry the local development traffic can be designed
accordingly.

1.91

It is noted that the priority will be to reduce the severance effect of the river and railway and
the port traffic and opening of the areas to the east of river will not be compromised by road
access to the port.

1.92

It is noted that the previous alignment of the ELR was designed to act as a buffer between
urban and rural areas. Additionally, the Ouse Estuary Nature Reserve was designed to
mitigate potential development on this side of the town including the ELR. Proposals to
modify the alignment and design of the ELR will seek to carefully consider the original
design intentions for this area. The detailed design and mitigation measures for the ELR
would also incorporate some landscape mitigation works which could form an edge to the
proposed Eastside development.

1.93

It is noted that there would be a landscape benefit to removing the need for the high bridge
and embankments associated with the ELR crossing of the Mill Creek and railway. However,
the alternative alignment shown in Figure 1.11 would be indirect, but designing satisfactory
road alignment and associated landscape mitigation works are not considered significantly
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challenging. It is understood that any change to the previously proposed ELR will require a
new planning application.

Newhaven Town
Railway Station

Newhaven Harbour
Railway Station

Illustrative
Eastern Link Road (ELR) and highway
connections (proposed)
Proposed Highway Links / ELR connections
Previous line of ELR (long term, subject to
emerging Port Masterplan)
Bus only / limited access (proposed)

Figure 1.11

Eastern Link Road and connections proposals
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v.

Enhanced Western Links

1.94

The potential for a new western link was raised in the Stage 1 report, and since then it has
been investigated further to establish its feasibility. It is expected that public sector investment
would be required to help deliver a new Spine Road and a new limited access link road
between the proposed westside development area and the A259 Brighton Road. This would
have the added advantage of providing a more attractive route specifically for bus and other
non-car modes.

1.95

The proposed Spine Road will have a local access only connection to Court Farm Road
(CFR), and to Gibbon Road. The plan of Western Link, Spine Road, and its connections is
shown in Figure 1.12 overleaf. A new link is proposed connecting the proposed Westside
development and Southdown road. This link will be laid out on land which will be released
following the completion of the Tideway school on the south side of Hanson Road. Again this
would provide limited access to buses and local general traffic. Together this will establish a
new overall connection between CFR and Gibbon Road; however this connection would only
allow limited access for general traffic from CFR to connect to Gibbon Road. This would
typically be in the form of a bus gate in combination with single lane priority sections (i.e.
chicanes, etc.). A bus gate (or similar arrangement) would enable buses to use all links. The
exact level of development directly accessible onto CFR would be dependent on the scale of
complimentary traffic management measures, and frequency of public transport services
linking both to the town centre and westwards towards Brighton.

1.96

As shown, a further new link is also proposed through the Quarry Road industrial Estate
parallel to CFR as part of Spine Road. This would form the key longer term highway link into
the western development sites including providing general access to link the Harbour heights
site to the east of Quarry Road.

1.97

The link between the areas south of Gibbon Road and the A259 could be created by adding a
short new section of road between the existing Gibbon Road and Upper Valley Road with a
short cut & cover tunnel section under the Highway. As the gradients at the Highway/Upper
Valley Road junction and onto the A259 are substantial, it is considered that this could in
practice only operate as a limited access link (i.e. bus and immediate local access only). This
would enable bus routes to operate on a circular route connecting key locations and offering
major benefits for those movements to/from the west. The bus links could offer a much more
attractive potential routing to Brighton etc used by existing residents as well as those in the
planned developments. It is noted that these routes will require land acquisition.

1.98

The route shown for the Spine Road is expected to minimise costs by following existing
contours as far as possible. The overall spine Road link from north of the CFR connection
will potentially link to the A259 further west off Pevensey Road. Alternatives, in the longer
term, may potentially utilise the links of existing unsurfaced tracks (i.e. extending along and
northwards of Charlston Avenue intersecting the Highway at its highest point and descending
to the A259 Brighton Road). A variant on this may utilise the line of Blakeney Avenue to the
west of this. This is likely to require significant land acquisition and not insignificant
engineering challenges due to the existing topography. The alignment and capacity of the
existing A259 at this point is expected to limit the potential location for an enhanced or new
junction on this section.

1.99

The new public transport routes will greatly improve access to this area as a whole including
the existing Meeching Estate, which currently only has one road in/out thus constraining
access. The current constrained access to this area results in a high level of traffic on Fort
Road which at present has to deal with all traffic in to and out of this area.

G:\Projects\2127 Newhaven stage 2\Reports\Annexes\Final MM annex (Annex C)\Tn_110_G3_Transport Chapter 
annex_draft_02.11.10_final draft.doc
23

Enhanced Western Links

G:\Projects\2127 Newhaven stage 2\Reports\Annexes\Final MM annex (Annex C)\Tn_110_G3_Transport Chapter - annex_draft_02.11.10_final draft.doc

Figure 1.12

Local Access only

Bus/Taxi/Cycle only

Key:
Potential Locations for
Bus Stops

24

Newhaven Stage 2 ± Transport Annex Draft

Newhaven Stage 2 ± Transport Annex Draft

1.100

The new Spine Road and connections would also relieve pressure on the junctions with the
ring road and on the ring road itself. Other roads in the town centre which currently have to
distribute all traffic to/from the area to the west of the town centre would also benefit.

1.101

Although, the new western links will help to address the remoteness of the existing western
residential neighbourhoods, a high quality network of foot/cycle paths will also be necessary
in order to improve connectivity with town centre amenities and to provide access to the
various areas of open space. This will be closely linked to public realm improvements, as well
as enhancements to existing open spaces.

1.102

The scheme would include improved links to the town centre and the proposed public
transport interchange. The scale and location of the proposed development to the west of the
town whilst relatively remote from the station is within 1 km of the town centre. Therefore,
there is a scope to address this remoteness by providing enhancements on bus, foot and cycle
links between the two areas.

1.103

In terms of scale of the Western Spine Road, the limited number of new dwellings under this
option may limit the market and critical mass required for improved public transport more
generally in the area, meaning that whilst improvements are still worthy, they are likely to
require higher levels of public sector subsidy in order to secure their delivery.

1.104

Furthermore, without the significant public investment in the strategic flood protection
solution for the Eastside, further investment may be required to provide local protection and
access/egress routes to the interchange, which would need public sector contributions, at least
initially.

1.105

The planned developments in this area have been assessed using the area wide SATURN
models for 2026 using the appropriate trip rates (as Shoreham area)4 and with the proposed
infrastructure interventions such as the provision of ring road reconfiguration and Enhanced
Western Links. With the potential removal of some local traffic off the ring road due to
provision of Enhanced Western Links, the SATURN modelV¶ results for the 2026 indicated
small delays on the road network to the west of the town centre. Based on this, it can be said
that the proposed Enhanced Western Links will not only reduce the traffic delays on the ring
road and improve overall connectivity to and from the western part of Newhaven, but also
improve the travel times and overall operation in the area including bus operations.

1.106

Whilst it may be desirable to construct the Enhanced Western Links in advance of the ring
road reconfiguration, the Enhanced Western Links are likely to be dependent on the potential
funding from the private developers in the area. In terms of the priority of various
infrastructure or transport interventions identified, this is discussed further in this technical
paper.

1.107

Although the µ*LEERQ 5RDG ([WHQVLRQ¶ DOVR VHH )LJXUH 12) may be justified by, and
beneficial to, the existing traffic to and from the areas to the south-west of Newhaven Town
Centre, overall, the proposed Western Spine Road and other associated western links are only
likely to be viable when the significant development that is envisaged in this part of
Newhaven starts to progress.

1.108

As previously discussed, the proposed Western Spine Road and associated links will
significantly improve connectivity to and from this part of Newhaven and consequently also
help reduce some congestion on ring road currently being caused by the existing limited
connectivity to and from these areas.

4

$OVRVHHµ1HZKDYHQ7UDQVSRUW)RUHFDVWV 'R-minimum Modelling (Ref.: Tn_M11_rev G3)
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1.109

vi.

In addition to the proposed Spine Road and other connections, there is a need for traffic
management measures to be introduced such as bus priority lanes and bus gates as the
development proposals progress. These will further assist in achieving the modal split targets.
Figure 1.12 illustrates potential location for bus stops. These will have to be further assessed
as the schemes and also the planned developments in the area progress and in line with overall
demand for movement changes in the area.

Transport Interchange

1.110

This would involve redevelopment of Newhaven Town station to provide a high quality
integrated rail, bus and taxi facility with direct links to existing and new and improved
pedestrian and cycle routes within and in the vicinity of the Newhaven Town Station and
town centre, together with a number of bus reliability improvements.

1.111

A base scheme has been developed by ESCC and is illustrated in Figure 1.13. Available
funding is currently very limited and as such this base scheme has been devised as a means of
providing urgently needed public transport improvements to the town whilst minimising the
need for expensive land acquisition or complex engineering/construction works.

Figure 1.13

Newhaven Public Transport Interchange base scheme (illustrative)

1.112

Through the implementation of the Newhaven Physical Development Vision however it is
proposed to deliver a significantly enhanced scheme, similar to those implemented elsewhere
in Norwich (Norfolk, UK) and Chatham (Kent, UK) as illustrated in Figure 1.14 & 1.15.

1.113

As illustrated in Figure 1.14, the recently opened (March 2010) bus station in Norwich is a
drive through type facility. The key features of this step change facility are:
$ WRWDO RI  EXV VWDQGV ZLWK µVDZ-WRRWK¶ W\SH VWDQG OD\RXW IRU EXVHV WR DFFHVV WKH
stands with ease
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Facilities such as passenger information centre, toilets, secured cycle parking, pay
phones, ticket machines and a café.
Dedicated drop-off area for taxi and other vehicles (except Light Goods Vehicles and
Heavy Goods Vehicles)
Pedestrian crossing facility (uncontrolled) to walk between stands

Figure 1.14
1.114

Exemplary Bus Station in Norwich, UK

As shown in Figure 1.15, the Dynamic Bus Facility (DBF) is a state of the art bus interchange
facility in Chatham, Kent. The scheme has recently (2010) been granted a planning
permission and is now under construction. Key design features of the scheme are:
A total of 13 bus stands with an island and µVDZ-WRRWK¶W\SHVWDQGOD\RXW
A layout strongly supportive of pedestrian movements with crossing facility provided
at places pedestrian want to cross.
Dynamic type allocation of stands that is intended to maximise efficiency and offer
potential for more growth in future services by providing additional capacity. The
dynamic type allocation of stands would mean that selected services, grouped by their
geographic coverage area and destinations, will use same cluster (or platform) of
stands. The bus stands within a cluster (or platform) are within walking distance to
ensure waiting passengers do not have far to walk when a bus is allocated to a stand.
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Figure 1.15

State of the art bus station in Chatham, UK

1.115

The proposed location for the public transport interchange facility will favour a drive through
bus station. One of the key factors that will drive the design of the proposed interchange is
whether the bus facility will have to accommodate layover facility for buses or only stopping
services will need to be accommodated. The former may require additional land.

1.116

As the proposal progresses, the following should be assessed that forms overall specification
of the proposed interchange:
Size of the facility (including number of bus stands and layover bays):
The aspects that have to be considered are the existing number of services and future
potential growth that will have to be accommodated.
Provision of taxi pick-up and drop-off facilities:
Adequate taxi pick-up and drop-off facility will improve overall accessibility and
promote use of public transport.
Accessibility by walk and cycle:
This should be considered to ensure good accessibility to/from the interchange facility
by on foot or bicycle. Typically, a minimum provision for secure cycle parking should
be considered to promote interchange between these two modes of transport.
Improvements to the walk & cycle routes to and from adjacent developments (existing
and proposed) should be considered.

1.117

In addition to the design criteria identified above, the following should be considered to
maximise the interchange facility¶V efficiency and attractivness:
Bus and Rail time table optimisation:
Bus time table optimisation will offer an efficient interchange facility with rail services
and vice versa, reducing waiting times for passengers to change modes.

G:\Projects\2127 Newhaven stage 2\Reports\Annexes\Final MM annex (Annex C)\Tn_110_G3_Transport Chapter 
annex_draft_02.11.10_final draft.doc
28

Newhaven Stage 2 ± Transport Annex Draft

Bus priority measures on routes approaching the interchange facility:
Bus priority measures will assist in addressing bus reliability issues and improve
overall operation of bus services and the interchange facility.
Parking provision:
Adequate parking provision in close proximity to the interchange facility will provide
an opportunity to achieve patronage from a larger catchments and consequently
supporting an aim to achieve higher modal split for public transport.

Public Transport Service Improvements

vii.

1.118

An assessment of the proposed bus reliability improvements around central Newhaven will
need to be further progressed in line with specific development proposals; however this could
potentially include a bus only link from the proposed Harbour Heights development, and
could be introduced on a phased basis in line with build out of the component sections of the
Western Spine Road.

1.119

As discussed above, the RUS does not suggest any plans in the short or medium term to
upgrade the rail approaches at, or immediate to, Lewes which is seen as a principal rail
capacity constraint. The upgrade of the rail signalling system (e.g. to overcome current
shortcomings (e.g. Absolute Block5) and proposal to overcome the low RA7 gauge are also
not included in the RUS.

1.120

It is noted that upgrades to Southease station to the north have been approved and are
expected to be progressed in line with the scheduled designation of the Downs as a National
Park in 2011. However this is not expected to have a substantial effect on capacity in
Newhaven.

1.121

As outlined above, in the short to medium term, it is expected therefore that the increase in
demand for public transport travel generated by new development in and around Newhaven
will largely be accommodated within the existing rail infrastructure to Lewes and beyond and
towards Seaford and in increased bus frequencies on the main routes, particularly towards
Brighton. These will be expected to be upgraded in line with phases of development with
partial funding through development obligations. In the longer term this should include
integration with the Brighton CTS network and it will be essential that walk and cycle links to
the public transport facilities offer an attractive and safe environment.

1.122

In line with increasing demand for bus travel, the East Sussex bus strategy is predicted to
improve the walk links and recall bus information and waiting facilities at the Newhaven. It
also recognises the need to improve accessibility by bus to areas such as the residential area
north of the A259 Brighton Road and the Fort.

1.123

North Lane stops in parallel with the town centre redevelopment proposals. Incorporation of
Selective Vehicle Detection on the reconfigured ring road with 2-way operation on North
Way, and priority on South Way will mean that buses can continue to move efficiently
through the network.

5

Absolute block signalling was developed over many years from the early days of the railways. It is generally associated
with traditional lever frame, mechanical interlocking signalling but forms the foundations of all following systems ± one
train in a section at any time. An absolute block section generally consists of two signals before a station (distant and
home) and one on the platform (starter), which means that a train must wait for the previous train to leave the area
controlled by the next signal box. This results in long section running times or headways.
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Transport Modelling
1.124

As discussed in the context section above, transport modelling has been undertaken to gauge
the effects of the proposals.

1.125

The Newhaven Traffic Models: AM and PM Peak Hours (NTM 2009) were prepared to assist
with the assessment of strategic development options for Newhaven, and form an appropriate
platform for the development and assessment of development and infrastructure as they are
further progressed. The extent of the area wide base model was agreed with the Highways
Agency and with ESCC accordingly. The SATURN model covers Newhaven centre and
extends northwards to encompass Lewes and connections between Newhaven and Lewes (and
areas to the north, east and west of Lewes via A26 and A27 routes) by way of the C7 through
Kingston and the A26 through Beddingham. In the west, the model covers town centres such
as Woodingdean, Rottingdean, Bevendean and part of west Brighton at a reduced level of
detail.

1.126

The models¶ RXWSXWV VXFK DV WUDIILF IORZV DQG MRXUQH\ WLPHV correlate well against the
observed information and that, overall, represents the current and forecast baseline conditions
within and through the Newhaven town centre. The SATURN model has been substantially
enhanced as part of this study and has been approved in principle by the Highways Agency as
an appropriate tool to model the strategic effect of development schemes and transport
interventions.

1.127

Further to the sign-off in principle, the morning peak traffic model has been used to assess the
effects of a number of key scenarios for planned housing and commercial developments from
2009 to 2026 in the Newhaven area.

1.128

Figure 1.17 µNH\¶H[SODLQVWKHFRQILJXUDWLRQRIYDULRXVVFHQDUios that have been assessed, in
terms of the growth and potential transport and infrastructure interventions. As shown in
Figure 1.17, scenario 4 (i.e. Sc 04) would appear a worse case assessment with maximum
growth (i.e. preferred development option) and no transport or infrastructure interventions.
Scenario 6 (i.e. Sc 06) would appear the most optimistic scenario which takes the preferred
development into account as well as the proposed reconfiguration of ring road and Enhanced
Western Links.

1.129

The results of the model assessments indicated that the number of background trips in the
network could increase by more than 20% even without the additional development proposed
through the vision. With development growth included this could increase to 30% within 15
20 years, with an increase in traffic demand flows and journey times on all key routes.
However, it is likely that the effect will be substantially less marked as there will be some
changes in demand due to factors such as retiming or peak spreading of traffic (i.e. some
people choosing to travel outside normal traffic peak hours).

1.130

The increase in travel time varies for individual areas and routes. With the existing junction
configurations, increases in delays have been identified in the vicinities of the A27, with the
A27/A275 Ashcombe Hollow roundabout facing delays due to increase in traffic on the A27
and C7. An analysis has therefore been undertaken using the traffic model to gauge the
forecast travel times in the future with committed growth only, and also with development.
The comparative travel times for the Scenarios considered are shown in Table 1.7 and these
clearly indicate only limited proportional increase arising from the effects of development
compared to background growth by itself, except for the scheme when only the Brighton
road/Southway west junction is signalised (Sc 2). The main increases arise in and around the
A259 junctions, and focused on the town centre.
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Modelled Car Journey
Times from Seaford Road
(minutes)

A259
Links
Avenue

A27 Ashcombe
Hollow Roundabout

Brighton : A270
Brighton Rd/Lewes
Road

Ref.

AM PEAK ONLY

Via
town
centre A259

Via C7

Via A259

Base

2009 AM Base

Sc 01

Via A26

Via A26

7.3

20.8

16.7

29.3

25.4

2026 AM Forecast model
(1)
(TEMPRO 29% growth)

21.4

26.9

26.0

44.4

35.7

Sc 04

2026 AM PDV or Proposed
Development without the ring
road conversion

22.7

27.7

25.8

43.2

35.3

Sc 02

2026 AM PDV or Proposed
Development with the ring
road conversion and South
Way one-way but traffic
calmed & Signalised Brighton
Road/South Way (west)
junction signalised)

24.6

60.1

31.1

44.7

40.4

Sc 08

2026 AM PDV or Proposed
Development with the ring
road conversion (same as
Scenario 2 but with South
Way east section two-way &
South Way/ North Way
junction signalised)

24.8

37.3

31.2

44.9

40.5

Note: (1) Model Forecast TEMPRO growth at 29%
Key:
A ± A259 Links Avenue (west of Newhaven)
B ± A27 Ashcombe Hollow roundabout
C ± Seaford Road (south east of Newhaven)

Table 1.7

D ± Brighton: A270 Lewes Road / Upper Lewes Road

Journey Time Comparison: Modelled Car Journey Times from Seaford
Road (south east of Newhaven)

1.131

It can be seen that where the A26 offers a route alternative, or indeed the preferred route, to
using the C7, i.e. for journeys between Seaford Road (to the south east of Newhaven and
either to the A27 west of Lewes (i.e. Ashcombe Hollow Roundabout) or to near to central
Brighton (i.e. A270 Brighton Road\Upper Lewes Road) the A26 in all cases offers substantial
times savings. A comparison of the selected key scenarios assessed thus shows that a result of
the area wide growth factor increases in journey times, and that reconfiguration of the ring
road will have only limited effect. It may be expected that peak spreading and modal shift will
see lower increases in journey times in practice.

1.132

Figure 1.16, overleaf, illustrates bus and rail passenger movements in the existing scenario.
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Figure 1.16
1.133

Base Bus and Rail movements ± VISUM Base model 2009

The proposed new development is anticipated to generate approximately 700 bus passenger
and 500 rail passenger movements in the morning peak. Assuming that 60% and 40% of new
bus passenger movements travel to and from Brighton and Seaford respectively there will be
some 420 and 280 new bus passenger movements between Newhaven and Brighton and
Newhaven & Seaford respectively, as presented Table 1.8.
Ref

Base (also
Figure 1.16)
Option 3a
Total

Table 1.8

Bus movements

see

Rail movements

Towards
Brighton
394

Towards
Seaford
257

420
814

280
537

Towards Lewes
1676

Towards
Seaford
900

400
2076

100
1000

Bus & Rail movements ± Existing and Future (two-way)

1.134

Of the new 500 rail passenger movements, based on an assumption that 80% and 20% of new
trips travelling to and from Lewes and Seaford respectively, there will be 400 and 100 new
two-way passenger movements between Newhaven and Lewes and Newhaven and Seaford
respectively, as presented in Table 1.8. These additional flows would be expected to be
accommodated through a combination of existing spare capacity and increased bus services to
meet demand.

1.135

Figure 1.17 illustrates the SATURN model traffic flows for the existing (i.e. 2009) and the
forecast scenarios. Some forecast scenarios that incorporate potential transport
intervention(s), such as ring road conversion, have an area wide impact. For example, the
conversion of ring road to two-way reduces traffic on C7 and has an incremental effect on
A26. It should be recognised that the forecast models do not take account of factors such as
peak spreading and change in modal shift, although these will clearly have an impact on the
overall pattern of movement.
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Figure 1.17

2990
3995
3960
3350
3546
3543
3543
-417

A27

614
735
705
687
746
924
747
219

674
888
1041
879
842
1008
1000
-33

Spine Road

4
6
231
171
5
138
210
-93

83
107
107
92
206
47
206
-60

54
70
70
60
246
207
264
137

55
71
71
62
142
75
207
4

656
692
980
880
760
945
1002
-35

55
71
71
61
281
203
281
132

N.A.
N.A.
N.A.
N.A.
N.A.
67
N.A.
N.A.

N.A.
N.A.
N.A.
N.A.
N.A.
81
N.A.
N.A.

Quary Road

C7

North Way

1321
1653
428
364
2062
618
838
190

South Way

N.A.
N.A.
1007
894
N.A.
1075
1059
68

1386
1714
1531
1329
1945
1661
1438
130

Lewes Rail
Station

N.A.
N.A.
N.A.
N.A.
N.A.
N.A.
435
N.A.

Lewes Town
Centre

Spine Road

Enhanced Western Links

Railway Lines

2009 AM Base
2026 AM Forecast model (tempro 29% growth)
2026 AM Forecast model (tempro 29% growth) WITH ring road conversion
2026 AM Forecast model (approx 11% growth) TEMPRO 6.1 (network configuration same as
Sc 04 but with ring road conversion)
2026 AM Proposed Development without the ring road conversion
2026 AM Proposed Development WITH ring road conversion + WITH western links
2026 AM Proposed Development with the ring road conversion (with S'way west 2 way and
n'way/s'way signalised, without western link)

Newhaven Harbour
Rail Station

Newhaven Town Rail
Station

Southese Rail
Station

1961
2440
2621
2245
2231
2520
2503
-101

Main effect of Western Link plus associated
development i.e. Sc06 - Sc01_b

Sc 08

Sc 03
Sc 04
Sc 06

Base
Sc 01
Sc 01_b

KEY

1146
1387
1178
1038
1801
1440
1511
262

1281
1538
1365
1186
1759
1482
1562
117

A27

1339
1659
1804
1554
1429
1633
1608
-171

949
1127
1288
1113
1309
1550
1537
262

9

9

Western
Links

B2019

9

9

9
9
9

9
9
9

Sway/Nway Nway/A259
Signalised Signalised

586
682
807
711
900
1057
1705
250

Towards Bexhill and Hastings

Towards Seaford

Main impact of PDV but without Western Link
over Tempro 6.1 scenario i.e. Sc08 - Sc03

9

9

9

9

Ring Road
Conversion

9
9
9

9
9

Growth

B2019

Court Farm Road

Western Links

Gibbon Road

A259

1109
1415
1617
1377
1322
1623
1496
6

694
1119
918
734
1147
878
894
-40

182
294
218
169
334
239
242
21

Towards London and
Gatwick Airport

A26

N.A.
N.A.
N.A.
N.A.
N.A.
361
N.A.
N.A.

N.A.
N.A.
N.A.
N.A.
N.A.
156
N.A.
N.A.

30
99
55
66
61
117
45
62

Traffic Flow Diagram - Base & Forecast
Scenarios (Ref.: Tn_15_b) (in PCUs)

Towards Brighton

2725
3517
3570
3065
3045
3100
3080
-470

1163
1505
1505
1297
1339
1339
1339
-166

1114
1442
1442
1243
1273
1273
1273
-169

A259
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Traffic Flows on key locations: Existing and Forecast 2026 (Tn_15_b)
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INFRASTRUCTURE FUNDING
1.136

Table 1.9 below shows provisional cost estimates for each of the transport schemes discussed
above. It should be recognised that these are only high level provisional cost estimates and
will have to be further reviewed as the schemes progress to the next stage of design. An
overall funding strategy will need to be developed as proposals are taken forward that
maximises the potential to secure funding contributions from private developers in the area.
Transport Schemes

Provisional High Level Costs (£)

Key transport Schemes:
Ring Road re-configuration

£ 3,000,000

Eastern Link Road

£ 5,000,000

Western Link Road

£ 9,220,000

Public Transport Interchange

£ 2,500,000

Sub-total

£ 19,720,000

Wider Area Improvements:
Bus priority measures

£ 3,500,000

New Public Transport, Walk, Cycle bridge (south of
the existing Swing Bridge)

£ 3,000,000

Overall walking and cycling improvements
Overall rail improvements
Vehicle Management System (VMS) ± subject to
discussions with the Highways Agency

£ 500,000
£ 1,000,000
£ 100,000

Sub-total

£ 8,100,000

TOTAL

£ 27,820,000

Table 1.9

Provisional High Level Costs

1.137

The investment needed in potential transport interventions is significant. As a result of this,
although each of the transport intervention listed in Table 1.9 could deliver significant
benefits and even more so when considered cumulatively, there is likely to be a need for the
schemes to be prioritised. In addition to policy support it is likely that some of the above
transport interventions will require a robust working partnership between the Local
Authorities and private developers.

1.138

Based on the potential local and strategic importance of these schemes, likely availability of
funding and its timescale, ability to reduce traffic congestion (post-construction period), the
recommended prioritisation is considered as follows:
1. Improvements to bus services (including new public transport infrastructure such as
bus priority measures) between Brighton and Newhaven to capitalise on the recent
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success of Phase 1 works and to lay the ground for the future extension of the WorthingBrighton CTS. These improvements will not only address the existing congestion issues
along the A259 Brighton Road, but also improve the connectivity between Newhaven
and Brighton;
2. In order to open up access to new and existing development areas to the west of the town
and to reduce reliance on the ring road, new and enhanced western links, should be
implemented that link the A259 Brighton Road to the Meeching/Harbour Heights area.
The introduction of such links could be phased with initial phases including the limited
access or bus only link from Gibbons Road to the A259;
3. The reconfiguration of the ring road to concentrate through traffic to the north of the
town and significantly improve the physical environment and connectivity between the
town centre and its hinterland to the south; ideally this would follow the enhanced
western links as these would reduce traffic flow through the town centre and hence
minimise disruption caused by the construction work;
4. The construction of a new high quality public transport interchange around
Newhaven Town railway station and improved bus facilities and access at North Lane, to
facilitate easy connection and interchange between different modes of public transport
and linking with pedestrian, cycle, taxi and other car access routes around the town, also
to be implemented alongside improvements to the wider town centre; and,
5. The construction of a new Eastern Link Road, separating port traffic from the relatively
congested section of the A259 to the immediate east of the Swing Bridge crossing and
providing a safe escape rout which is key to the flood risk management strategy that will
facilitate development across much of the Eastbank area.
1.139

The objective should be to deliver the full range of initiatives and any prioritisation must
happen within an overall comprehensive framework such that incremental schemes are all
integrated with one another. Although the wider area improvements are not directly linked
with the above transport interventions, these will complement the schemes and therefore
could be progressed separately from the above schemes. The wider area improvements have
strategic role to play and therefore should be progressed as and when the funding becomes
available.

CONCLUSIONS
1.140

The current issues which have emerged from the above analysis are that Newhaven
experiences:
Serious congestion around the ring road at peak traffic times;
A range of congestion issues throughout the town as a result of the swing bridge opening
at various times of the day;
A conflict between various traffic streams flowing through the level crossing around the
main station, including a combination of port traffic and vehicles feeding the waste to
energy centre; and,
A lack of connectivity between modes of public transport and between cycle and car/taxi
routes.
A lack of pedestrian connectivity within the town centre
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1.141

The study has also produced an up-to-date traffic model which is capable of testing a range of
traffic and transport improvements to deal with the above issues and which can be used to
predict any highway/transport overload capacity issues which may flow from proposed
growth within Newhaven going forward or significant changes of use.

1.142

The report concludes that there are a range of solutions to both:
Improve congestion and other transport/connectivity issues within the town; and
Cater for potential future growth.
Implementation of such solutions should, therefore, be considered in tandem with future
developments ± as they progress, in view of likely funding constraints, Table 1.10 outlines the
suggested prioritisation.
Schemes
1. Improvements to the bus services to and from Brighton ± with a longer term
objective to secure the extension of the Worthing-Brighton CTS to Newhaven
2. Enhanced Western Links ± to greatly improve access (including public transport) to
Meeching for existing residents and opening up areas for new development whilst
relieving pressure on the town centre ring road
3. Ring Road Reconfiguration - to concentrate through traffic to the north, significantly
improving connectivity and flexibility between the town centre and its hinterland to the
south
4. High Quality Transport Interchange ± centred on Newhaven Town station to
facilitate easy connection between different modes of public transport and linking with
pedestrian, cycle, taxi and other car access routes
5. Eastern Link Road (ELR)- separating port traffic from the relatively congested
section of the A259 and opening up the wider Eastbank area for comprehensive
redevelopment (including an important role in the flood risk management strategy)
Table 1.10

Prioritisation of Schemes (highest at top)
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Appendices:
1.1

Western Spine Road Vertical Sections
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600

60

240

Spine Road Access
(School to intersection with Spine Road)

Court Farm Road access
(junction with Court Farm Rd to intersection with Spine Road)

Gibbon Road Extension
(Extension of Gibbon Rd to junction with A259)

£480,000

£120,000

£1,200,000

£2,200,000

£1,520,000

Basic highway cost
(£2000 per metre)

Notes:
1) Road cross section, 7.3m carriageway, 2m footway either side, street lighting, earthworks, drainage
2) Pavement construction, 40 wearing course, 60 base course, 200 road base, 150 subbase
3) Basic road cost based on £2000/m which includes carriageway, footways, lighting, earthworks, drainage plus contingency
4) Spine Road (Section 2) cut & cover includes 70m tunnel and 450m of open cutting
5) Gibbon Rd extension cut & cover includes 90m tunnel and 250m of open cutting
6) Excess material from cut & cover sections assumed to be transported off site
7) Cut & cover section - tunnel construction using 6m radius armco type arch system
8) Cut & cover section - cutting allows 2m rock trap either side and cut slope face of 4(vertical) to 1(horizontal)
9) Geology assumed to be chalk
10) Costs are for CONSTRUCTION ONLY and do not include VAT

2760

1100

Spine Road, Section 2
(Intersection with Spine Rd access to junction with A259)

Total length of road

760

Length (m)

£2,000,000

£1,700,000

Extra over for cut & cover
sections

£9,220,000

£2,480,000

£120,000

£1,200,000

£2,200,000

£3,220,000

Total costs

1.2

Spine Road, Section 1
(Junction of Quarry road with Court Farm Rd to intersection with Spine Rd access)

Description of road

Newhaven (west) highway construction costs

Newhaven Stage 2 ± Transport Annex Draft

Western Spine Road ± Cost Estimates
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1.3

Part of the A259 Bus Priority Schemes between Ovingdean and Telscombe Cliffs
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