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1. Introduction  


 
1.1 The Environmental Dimension Partnership Ltd (EDP) has been commissioned by 


Stanmore Consortium (‘the Consortium’) to prepare a Green Belt Position Note, appraising 
the Green Belt function of Land situated at Stanmore Village, Bridgnorth, Shropshire (‘the 
site’) to inform site promotion and allocation within the Local Plan Review.  
 


1.2 This Position Note has been informed by a desk-based review of available data, policy, 
landscape character publications and mapping. A site visit was undertaken by an 
experienced Chartered Landscape Architect in May 2019. The site visit was undertaken in 
‘springtime’ in clear and dry weather conditions, allowing for an appreciation of its potential 
visibility. 
 


1.3 The Consortium is promoting Land at Stanmore Village, Bridgnorth to be allocated in the 
review of the Local Plan. The site is situated close to the settlement of Bridgnorth. The 
majority of the site is currently managed as arable land, bisected by the A454 and connected 
by minor roads. 
 


1.4 The majority of the site is located within the West Midlands Green Belt (GB); however, 
Stanmore Business Park is 'inset' in the Green Belt; it is not within the Green Belt, but has 
an inset boundary drawn around it to exclude it. As such, not all the site is within the Green 
Belt. 
 


1.5 This review has been informed by the baseline findings of a Landscape and Visual Appraisal 
(report ref. edp5653_r002) of the site and should be referred to for supporting plans and 
review of landscape character. 


 
 
2. Site Location and Description  


 
2.1 The Site comprises three separate parcels of land (west, central and east) as shown on 


Appendix EDP 3 and is located approximately 940m east of Bridgnorth town centre. It is 
within the Local Planning Authority of Shropshire Council. The Site as a whole is centred 
approximately at Ordnance Survey Grid Reference SO 744 929. The site is situated within the 
administrative boundary of Shropshire County Council (SCC). 
 


2.2 The western parcel comprises predominantly arable farmland with a woodland belt 
(Hermitage Hill Coppice) running north to south adjacent to the western boundary. The 
central parcel comprises an area of scrub, scattered trees and grassland. The eastern parcel 
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is located to the north-east of Stanmore Industrial Park and comprises of woodland, amenity 
grassland and hard standing. 
 


2.3 A wider site (hereafter referred to as the ‘previous site boundary’), encompassing the three 
land parcels described above in addition to land to the west of Hermitage Hill Coppice and 
Stanmore Country Park (which lies to the south of the central and western parcels) was 
initially proposed by the Client for allocation (this is shown by the blue line on Appendix EDP 
3).  
 


2.4 A review of the Green Belt assessment for the previous site boundary has been used to inform 
this current report written for the three parcels within the previous site boundary. The three 
parcels will be hereafter referred to as the site. This report relates solely to the revised site 
area which is depicted by the redline on Appendix EDP 3. This plan also illustrates the 
coverage of the current West Midlands Green Belt which extends to the eastern edge of 
Bridgnorth. 


 
 
3. The Purpose of This Position Note 


 
3.1 The purpose of this Position Note is to appraise the extent to which the site performs in terms 


of the five purposes of the Green Belt, as stated in paragraph 134 of the revised National 
Planning Policy Framework (NPPF)2019. 


 
3.2 Subsequently, this Position Note provides technical evidence to the Local Planning Authority 


(LPA) (SCC) that the removal of the site from the Green Belt and its development would be 
appropriate. The following matters are considered in this Position Note: 
 
• An appraisal of the site’s contribution to the function of the Green Belt; and 


 
• Consideration of compensatory provision, as set out in NPPF 2019, paragraph 138. 


 
 
4. Background to the Green Belt Designation 
  
4.1 The West Midlands Metropolitan Green Belt was conceived to control urban form, and the 


purposes of a Green Belt around urban areas were set out in 1955 by the Ministry of Housing 
and Local Government as being:  
 
• To check the further growth of a large built up area;  
   
• To prevent neighbouring towns from merging into one another; and  
 
• To preserve the special character of a town.  
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4.2 The West Midlands Metropolitan Green Belt is a statutory Green Belt environmental and 
planning policy that regulates the rural space within the West Midlands region of England. 
The land area taken up by the belt is 224,954 hectares (ha), which is 0.5% of the total land 
area of England (as calculated in 2010). The vast coverage of the belt completely envelops 
the county. 


 
4.3 The Government formerly set out its policies and principles towards Green Belts in England 


and Wales in Planning Policy Guidance Note 2: Green Belts, but this planning guidance was 
superseded by the NPPF in March 2012, and has been subsequently superseded with the 
revised NPPF (July 2018), and most recently by the Revised NPPF 2019.  
 


4.4 There is now more detailed guidance in the National Planning Policy Guidance (NPPG) 
introduced on 22 July 2019, that deals with ‘compensatory provision’, introduced in the 
NPPF in July 2018 and remains in the NPPF 2019, in paragraph 138. Paragraph 138 states: 
“Where it has been concluded that it is necessary to release Green Belt land for 
development, plans should give first consideration to land which has been previously-
developed and/or is well-served by public transport. They should also set out ways in which 
the impact of removing land from the Green Belt can be offset through compensatory 
improvements to the environmental quality and accessibility of remaining Green Belt land.”  
Planning Authorities are strongly urged to follow the Revised NPPF's detailed advice when 
considering whether to permit additional development in the Green Belt. 
 


4.5 ‘Openness’ and ‘permanence’ are essential characteristics of the Green Belt and they 
contribute to the fundamental aim of the Green Belt policy, to prevent urban sprawl by 
keeping land permanently open. The NPPF requires land to demonstrate that it meets one 
or more of five ‘tests’ of Green Belt designation, which are set out at Revised NPPF 2019, 
paragraph 134 as follows: 


 
1. “To check the unrestricted sprawl of large built-up areas;  
 
2. To prevent neighbouring towns merging into one another;  
 
3. To assist in safeguarding the countryside from encroachment;  
 
4. To preserve the setting and special character of historic towns; and  
 
5. To assist in urban regeneration, by encouraging the recycling of derelict and other 


urban land.” 
 


4.6 The Revised NPPF, paragraph 136 (2019) says that: “… once established, Green Belt 
boundaries should only be altered where exceptional circumstances are fully evidenced and 
justified, through the preparation or updating of plans. Strategic policies should establish 
the need for any changes to Green Belt boundaries, having regard to their intended 
permanence in the long term, so they can endure beyond the plan period.” 
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4.7 Provisionally, this Position Note considers the extent to which the site fulfils the 
aforementioned five Green Belt purposes, in Revised NPPF (2019). In doing so, EDP have 
been minded to ensure that any revision to the Green Belt provision would ensure that the 
LPA (SCC) would: “satisfy themselves that Green Belt boundaries will not need to be altered 
at the end of the development plan period”, as well as, ensuring any new boundaries are: 
“defined clearly, using physical features that are readily recognisable and likely to be 
permanent” (Revised NPPF, 2019, paragraph 139).  
 
 


5. Current Green Belt Assessment Undertaken by the Local Planning Authority 
 


5.1 At the time of writing this Position Note, the LPA (SCC) have commissioned Land Use 
Consultants (LUC) to undertake a Green Belt Assessment of Green Belt Land within its 
administrative area. The Green Belt Assessment is entitled: ‘Shropshire Green Belt 
Assessment (2017)’ and was published in September 2017. The methodology was prepared 
by an independent specialist LUC) on behalf of SCC.  
 


5.2 The Shropshire Green Belt Assessment (SGBA) does not provide an overall judgement on the 
suitability of potential of Land in the Green Belt for development; however, following this 
assessment, Shropshire commissioned LUC to prepare the ‘Shropshire Green Belt Review: 
Stage 2 (2018)’. The Stage 2 Green Belt Study draws on the findings of the Stage 1 
Assessment and the contribution of parcels to the GB purposes but, also considers the harm 
of removing parcels and opportunity areas from the GB, taking into account the impact on 
the integrity of the remaining GB Land and the strength of the remaining Green Belt 
boundaries.   
 


5.3 As confirmed at paragraph 1.10 of the aforementioned SGBA this Green Belt Assessment is 
intended to inform the review of the Local Plan: 
 
“There is an important difference between a Green Belt Assessment which is to assess the 
relative performance of the Green Belt, and a Green Belt Review which considers what 
adjustments could be made to the Green Belt.” 
 


5.4 With the presence of a Green Belt Assessment methodology, EDP advocates, the appraisal 
of the site in line with the methodology adopted by SCC. 
 


5.5 In Chapter 2, paragraph 2.34 of the SGBA (2017), identifies the following main purposes of 
the Green Belt relative to this Principal Centre (which accords to paragraph 134 of the 
Revised NPPF (Feb 2019)):  
 
1. “To check the unrestricted sprawl of large built-up areas; 
 
2. To prevent neighbouring towns merging into one another; 
 
3. To assist in safeguarding the countryside from encroachment; 
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4. To preserve the setting and special character of historic towns; and 
 
5. To assist in urban regeneration, by encouraging the recycling of derelict and other 


urban land.” 
 
5.6 Chapter 3 of the SGBA (2017), details the review methodology, see Appendix EDP 4 for an 


extract. SCC states the following: 
 
“To provide an assessment output that usefully identifies different levels of contribution to 
Green Belt purposes, it is desirable to define relatively small assessment parcels adjacent 
to the interface between Green Belt and defined settlements, safeguarded land and other 
significant sites and key locations.” 


 
5.7 The SGBA identifies a total of 85 discrete land parcels in the study area, including six broad 


areas. Land parcels are distinct from adjacent land because, they contain land of the same 
or very similar land use or character and are bounded by recognisable features. Two types of 
land parcel are identified:  
 
• “Areas adjacent to built-up areas; and 
 
• Broad areas of Green Belt that may be more remote from large built up areas and 


main settlements.” 
 


5.8 Chapter 3 of the SGBA (2017), details the set of assessment criteria that was applied for 
each Green Belt purpose with a description of the rationale for the assessment criteria and 
ratings, see Appendix EDP 4 for the relevant tables. The study acknowledges that Purpose 5 
should be afforded equal weight with Purposes 1 - 4, but it is not possible to assess the 
performance of Purpose 5 through parcel-to-parcel assessment. With regards to the site, it 
does not contain brownfield land and therefore is assumed to make no contribution to 
Purpose 5. There is very limited brownfield land in Bridgnorth (due to its individual character, 
heritage and the manner in which the settlement has evolved, as well as a tightly defined 
settlement boundary therefore, there is unlikely to be any site of equivalent size which would 
have a contribution to Purpose 5. 
 
“For Green Belt Purposes 1 - 4, the tables set out: 


 
a) The NPPF Green Belt Purpose; 
 
b) The key issue(s) considered; 
  
c) The assessment criteria used; 
 
d) The ratings that were applied to each criterion.” 
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5.9 The ratings that were applied to each criterion are presented graphically in the tables in 
Appendix EDP 4 (using four shades of green/yellow): 
 
Table EDP 5.1: Parcel Ratings 


Strong Parcel performs strong against this Purpose 
Moderate Parcel performs moderately well 
Weak Parcel performs poorly 
No Contribution Parcel makes no contribution 


 
5.10 The site falls into four land parcels (i.e. areas adjacent to built-up areas): 


 
• P54 – the site occupies the western extent of this land parcel between A454 and the 


western edge of the Hobbins residential development; 
 


• P56 – the western parcel of the site falls within this parcel and forms the majority of 
the site quantum; 


 
• P57 – the centre parcel of the site falls within this parcel (now referenced within the 


Local Plan as Site STC002); and 
 


• P58a protected employment – the remaining part of the site occupies the land within 
the south-western extent. 


 
5.11 The SGBA (2017) finds that the site (i.e. land parcels 54, 56, 57 and 58a) do not perform 


strongly against Green Belt Purposes 1a, 1b, 2 and 4. It is only when tested against Purpose 3 
that two parcels within the site are deemed to perform strongly in Green Belt terms. Arguably, 
to achieve a strong performance, a high score across all the criteria would be required. 
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Image EDP 5.1: Extract from SGBA (2017, page 117) Illustrating the Parcels Assessed  


 
Table EDP 5.2: Extract from Assessment Ratings for Parcels in Green Belt Area around the Bridgnorth 


Area 
Bridgnorth Area 


Parcel 
Ref 


Purpose 1a 
To check the 
unrestricted 
sprawl of large 
built-up areas. 


Purpose 1b 
To check the 
unrestricted 
sprawl of large 
built-up areas. 


Purpose 2 
To prevent 
neighbouring 
towns from 
merging into 
one another. 


Purpose 3 
To assist in 
safeguarding 
the countryside 
from 
encroachment. 


Purpose 4  
To preserve 
the setting 
and special 
character of 
historic towns. Does the parcel 


exhibit evidence 
of existing urban 
sprawl and 
consequent loss 
of openness? 


Does the parcel 
protect open land 
from the potential 
for urban sprawl to 
occur? 


P54 No contribution No contribution Weak Moderate No 
Contribution 


P56 No contribution No contribution Weak Strong Weak 
P57 No contribution No contribution Weak Strong No 


Contribution 
P58a No contribution No contribution Weak Moderate No 


Contribution 
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5.12 In assessing Purpose 3 of the Green Belt, LUC has considered the “significance of existing 
urbanising influences and sense of openness”. LUC has tested this using two criteria:  
 
1. “Does the parcel have the characteristics of countryside and/or connect to land with 


the characteristics of countryside?; and 
 
2. Has the parcel already been affected by encroachment of urbanised built 


development?” 
 


5.13 If a parcel contains the characteristics of countryside, has no or very little urbanising 
development and is open, then it scores highly against this single purpose.  
 


5.14 The methodology goes on to define what constitutes ‘urbanising influences’ in the 
commentary section. However, the methodology does not clearly define the characteristics 
of the countryside stating only that this is: “…land/scenery which is rural in character, i.e. a 
relatively open natural, semi-natural or farmed landscape”. The assessment does not take 
into account how each parcel performs against site character and does not assess whether 
the parcel is fully representative of the locally defined landscape character.  
 


5.15 In order to fully and robustly test Purpose 3, it is necessary to take a landscape character led 
approach. This will determine whether the parcel contains the characteristics of local 
landscape character and is therefore ‘representative’ of the countryside locally. Therefore, a 
further analysis of this promotion site is justified to determine how it performs against 
Purpose 3 of the Green Belt. 
 


 
6. EDP’s Green Belt Review  
 
6.1 As noted above, EDP has undertaken a review of the Council’s own evidence base 


assessment of performance of Land within the Green Belt that covers the County. It was 
found that the methodology used for the Council’s evidence base falls short of testing all five 
purposes and consequently, doesn’t provide sufficient detail to consider overall 
performance.  


 
6.2 Consequently, EDP has undertaken a further, focussed appraisal of the extent to which the 


site performs against Purpose 3 of the Green Belt, as listed in the NPPF, paragraph 80. It 
has been undertaken by a Chartered Landscape Architect, and follows a bespoke 
methodology and assessment criteria prepared by EDP (see Appendix EDP 1) designed to 
examine this purpose in further detail. The key differences between this and the Council’s 
Green Belt Assessment methodology is to consider, whether or not the site should be 
removed from the Green Belt, and examination of countryside encroachment using a 
landscape and visual approach.  


 
6.3 The detailed findings are presented in the Green Belt Assessment Table (Appendix EDP 2). 


This assessment does not include consideration of the potential of the site to address all 
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NPPF paragraphs relating to the Green Belt, this instead forms part of the relevant supporting 
planning statements. 
 


 
7. Summary of the Performance of the Parcels in Terms of Purpose 3 of the Green Belt 


 
7.1 The following section summarises the detailed findings of the EDP tests and considers this 


in light of the findings presented by the SGBA. 
 


Performance of Promotion Site Against EDP Green Belt Tests 
 


7.2 Considering the promotion site and the main functions of the Green Belt in slightly more 
depth, the findings are given below. 


 
Purpose 3: To Assist in Safeguarding the Countryside from Encroachment 


 
7.3 As noted previously in this review, there is a difference between the SGBA approach and the 


EDP approach for this test and the two can’t be compared directly. However, the observations 
made in the SGBA relating to Parcels 54, 56, 57 and 58a and the spatial coverage of 
development can be examined further to understand what the impact is of the different 
development types on openness. 


 
7.4 In relation to Parcel 54, several considerations are made with regard to the SGBA: 
 


• The SGBA creates a sub-parcel, within Parcel 54 which covers The Hobbins residential 
development and a small area of land to the west and thus concludes that this area 
has a lower level of harm associated with its release from the Green Belt. EDP observes 
that the presence of The Hobbins, which overlooks the wider Parcel 54 to the north 
and east, weakens the landscape character and visual amenity of views from the 
PRoW. Therefore, the reduced site area which comprises only land to the west of the 
A454 and to the north of the Hobbins is considered to perform poorly; 


 
• The wider parcel is open but displays weak landscape characteristics in the form of 


hedgerow loss and fragmented hedgerow and it does not have a strong connection to 
the wider countryside; 


 
• There is some sense of encroachment to the east as a result of the hamlets of Hoccum, 


The Hobbins and part of the hamlet of Swancote which are located within the parcel; 
and 


 
• EDP considers parcel P54 performs poorly (weak) against Purpose 3 of the Green Belt. 


 
7.5 In relation to Parcel 56, several considerations are made with regard to the SGBA: 
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• EDP agrees that the western part of the parcel is more elevated and visually prominent 
than the surrounding land; however, the presence of established woodland within 
Stanmore Country Park and Stanmore Industrial Estate provides a degree of visual 
separation between Parcel 56 and the wider countryside to the south-east. Therefore, 
there will be less sense of encroachment resulting from Green Belt release in this area; 


 
• The observation that the landscape character of this parcel has been weakened by the 


visual and sensory presence of the A454 and the impact of intensive agricultural 
regimes on the existing landscape fabric; and  


 
• EDP considers parcel P56 performs moderately well (moderate) against Purpose 3 of 


the Green Belt. 
 


7.6 In relation to Parcel 57 and 58a, several considerations are made with regard to the SGBA:  
 


• The SGBA concludes that Parcels 57 and 58a play a strong role in safeguarding the 
countryside from encroachment. Parcel 58a is already identified as protected for 
employment land. Parcel 57 does not form part of the wider countryside, whilst the 
parcel contains some of Stanmore Country Park, it is also enclosed by existing 
development which limits the harm of its release on the wider Green Belt. The reduced 
site area which falls within this parcel comprises only a small area of land which is 
nestled behind the existing woodland, adjacent to the Hobbins and Stanmore 
Industrial Estate units and adjacent to Parcel 58a. On this basis, EDP considers that 
Parcel 57 performs moderately well against Purpose 3; 


 
• The parcel comprises Stanmore Country Park. At a Local level, the parcel lies within 


the Enclosed Lowland Heaths Landscape Character Type (LCT), with the adjacent 
Wooded River Gorge LCT to the west and the Sandstone Estatelands LCT to the east, 
as defined by the Shropshire Landscape Character Assessment; and 


 
• This parcel does not form part of the wider area of open countryside, therefore, while 


the parcel comprises woodland which is characteristic of the Enclosed Lowland Heaths, 
it is also enclosed by development; the A454, The Hobbin’s residential development 
and Stanmore Industrial Estate. The mature woodland is greatly contained by this 
urbanising character and therefore is only moderately representative of the key 
characteristics of the countryside.  


 
 


8. Summary and Conclusions 
 


8.1 EDP has been commissioned by Stanmore Consortium to prepare a Green Belt Position Note 
that examines the performance of the site against the purposes of the West Midlands Green 
Belt, as illustrated on Appendix EDP 2.  
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8.2 The Council has commissioned several evidence base studies, the most recent being the 
Shropshire Landscape and Visual Sensitivity Study (LVSS) Assessment (2018) after the 
Shropshire Green Belt Assessment (2017), which has formed a basis of comparison in this 
Review. The study concludes that the parcels of land that include the site – Parcels 54, 56, 
part of 57 (Site Ref STC002) and 58a – make no contribution or a weak performance against 
Purpose 1, 2 and 4 of the NPPF Green Belt functions, whereas Parcels 56 and 57 make a 
‘strong’ contribution to Purpose 3 and Parcels 54 and 58a (which is already protected for 
employment land) make a ‘moderate’ contribution to Purpose 3 of the NPPF, paragraph 80. 
The methodology used for the Council’s evidence base falls short of a thorough testing of 
Purpose 3. Following a review of this evidence base, EDP have concluded that the depth of 
testing is too limited, and the considerations are not sufficient to examine overall 
performance against all five purposes.  


 
8.3 Consequently, EDP has undertaken a further, focussed appraisal of the extent to which the 


site performs against the purposes of the Green Belt, as listed in the NPPF, paragraph 134. 
It has been undertaken by a Chartered Landscape Architect and follows a bespoke 
methodology and assessment criteria prepared by EDP (see Appendix EDP 1) designed to 
examine the purposes in further detail. 


 
8.4 The findings of this review (see Appendix EDP 1) conclude that, given the reduced size of the 


site in reality, the function of the site relative to Green Belt Purpose 3 actually diminishes in 
certain areas due to the effect of limited representation of key characteristics of the 
countryside, urbanising features and recreational access to the wider Green Belt. EDP 
considers that Parcels 56 and 57 make no more than a ‘moderate’ contribution to Green Belt 
Purpose 3, not a ‘strong’ contribution. The site can readily provide defensible, durable 
boundaries to the west, south, east and through delivery of Public Open Space and new 
planting, could reinforce the defensible boundary and buffer to land separating this proposed 
development from the wider Green Belt to the east. These factors ensure that the site is an 
isolated parcel of Land with functioning Green Belt buffers. 


 
8.5 EDP has reviewed and considered the conclusions of the Shropshire Green Belt Review: 


Stage 2 (2018) assessment. EDP has concluded that there is an ‘opportunity area’ missing 
from the study which would consider the promotion site as a ‘whole’. This scenario would 
combine Parcels 55, 56, the western part of 54, 57 and 58a and is not currently considered 
in the Stage 2 assessment. 


 
8.6 This is relevant to the proposal for a new residential and mixed-use development, as it 


signifies that, in landscape and visual terms, development can be accommodated in this 
location without harming the spatial function of the Green Belt or, undermining the individual 
integrity of other large built up areas that benefit from the buffer provided by the Green Belt. 


 
8.7 To conclude, given the foregoing, EDP finds that the ‘overall’ site performs poorly (weak) 


against all the NPPF’s Green Belt purposes (relative to Green Belt Purpose 1, 2, 4 and 5 with 
Purpose 3 scoring moderately rather than strongly) and makes a limited contribution to the 
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fundamental purpose of Green Belt, which is to keep land between settlements permanently 
open. As such, when coupled with the need to deliver new housing growth at the most 
sustainable locations in the district it should be considered for release from the Green Belt 
as part of the Local Plan partial review process. 
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Appendix EDP 1 
Green Belt Review Criteria and Methodology 


 
 
Review Criteria 
 


A1.1 As noted in the NPPF, paragraph 80, the Green Belt serves five purposes. For each NPPF 
purpose, criteria have been determined that allow for a more comprehensive analysis to be 
undertaken, in landscape and visual terms, of the contribution the site makes to the 
function of the Green Belt in this location. The criteria for each purpose is described in 
more detail below.  
 
Purpose 1: To Check the Unrestricted Sprawl of Large Built-up Areas 
 


A1.2 The site may be an area of open land between two settlements (contiguous), or it may be 
a continuous buffer to the wider countryside, or it may be an indent into a settlement.  
 


A1.3 Sprawl may also be discouraged by defensible boundaries to existing settlements that are 
either natural (e.g. topography, woodland or water course) or man-made features (e.g. as 
a main road, main railway line, or settlement edge). These may be within the site or share 
a boundary with it. Sites that do not contain defensible boundaries may contribute towards 
greater openness.  
 
Purpose 2: To Prevent Neighbouring Towns Merging into One Another 
 


A1.4 This is a test that keeps in check the pattern of settlement growth and whether any built 
form is contained within the site or if the site is able to prohibit further development. 
Commonly this is ribbon development but may also be piecemeal development in isolated 
areas or along settlement edges. The consideration is whether or not the settlement growth 
could lead to merging with another town.  
 


A1.5 A site may have already been compromised by some form of development, in which case 
it is relevant to consider the extent to which that development has eroded the sense of 
openness, this being whether or not there is a sense that the site within the GB is still open 
and absent of development. 
 


A1.6 The wording of the NPPF refers to ‘towns’, but in the context of this assessment study area, 
the Green Belt affects a considerably smaller geographical scale, in which it is more 
relevant to consider the potential for merging of neighbouring settlement edges as well as 
distinct settlement areas that might be defined as towns. In essence, the purpose seeks 
to avoid coalescence of built form. This can be perceived in either plan view or ‘on the 
ground’ by intervening natural or man-made features.  
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A1.7 The interpretation of ‘merging’, in terms of geographic distances, differs according to the 
study area. Whilst a review of distinct towns might need to account for distances over 
several kilometres, when considering gaps between smaller settlements, the range can be 
much smaller with distances reducing to as little as 100m in some cases. It is of note that 
susceptibility to ‘merging’ depends on distance between two settlements, and each 
situation needs to be reviewed in relation to the local landscape and visual context. 
 
Purpose 3: To Assist in Safeguarding the Countryside from Encroachment 
 


A1.8 In terms of Green Belt, the ‘countryside’ is the landscape outside of the current 
development limits, and which is generally defined by key characteristics such as hedgerow 
networks, varying field patterns, presence/absence of woodland, downland character, 
topographical features or open space and access to it, etc. Countryside is likely to be 
undeveloped land that is typically rural and often managed for agriculture or forestry, or 
simply kept as an open natural or semi-natural landscape. It may however contain man-
made features such as historic landmarks, properties, mineral extraction or larger areas of 
settlement that are washed over by the Green Belt. 
 


A1.9 This assessment is based on the key landscape characteristics of the site and its 
surroundings, as well as the visual context as described above in Section 2. Consideration 
is also given to the extent of recreational access provided to the Green Belt through 
the site. 
 


A1.10 Sites that are highly representative of the key landscape characteristics, and exhibit them 
in good condition, make a stronger contribution towards safeguarding the countryside than 
land that is less representative of the landscape character area or contains features that 
are in poorer condition. This allows a relative and qualitative ‘value’ element to be applied 
to landscapes. 
 


A1.11 The matter of ‘encroachment’ is also a judgement that considers whether or not 
development (such as built form along the edge or within it, pylons and high voltage 
overhead cables, sub-stations, quarrying and urbanising features such as street lighting, 
road signs, road infrastructure, etc.) is found in the site or influences it, and also the degree 
to which it has preserved the key characteristics or severed them from the wider 
countryside. A site that has limited or no urbanising influences has a stronger role in 
safeguarding countryside. 
 


A1.12 Finally, encroachment can also be prohibited by the presence or absence of particular 
natural or man-made features that separate existing settlement edges from the wider 
countryside. Typically, it is large man-made features such as dual carriageways, or 
motorways whereas natural features might include woodland, large water bodies, such as 
lakes and rivers or deep, steeply sloped valleys. Such features may border a site or be 
contained wholly or partially within it.   
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A1.13 However, natural features in particular, including woodland, rivers or ridgelines, may suffer 
a loss of their integrity as prominent features within the landscape if development is 
progressed upon, or near, them. These features should therefore be safeguarded where 
possible or integrated sensitively into design proposals. 
 
Purpose 4: To Preserve the Setting and Special Character of Historic Towns 
 


A1.14 The subject of setting and special character in the context of historic towns should be 
examined on a site by site basis, by specialist heritage consultants. However, the 
conservation area local heritage designation allows the assessment to acknowledge that 
historic cores exist.  
 
Purpose 5: to Assist in Urban Regeneration, by Encouraging the Recycling of Derelict 
and Other Urban Land 
  


A1.15 The consultation exercise considers sites that are greenfield but also whether or not they 
can be ‘recycled’ or redeveloped such as brownfield land within the Green Belt.  
 
 
Methodology 
 


A1.16 EDP has developed a methodology for Green Belt Reviews, which is based on landscape 
and visual assessment methodology with regard to the purposes of the Green Belt and our 
experience of Green Belt reviews.  
 


A1.17 The site is scored against the criteria for each purpose as shown in Appendix EDP 2, with 
criteria weighted as a Score of 1 (limited), 2 (moderate) or 3 (strong) to reflect the 
contribution the site makes towards meeting the purposes of the Green Belt. Occasionally, 
scores are spread if part of the site makes differing performances. This ensures that, whilst 
the NPPF does not require all five purposes, or tests, to be met simultaneously, the extent 
to which a site contributes to the criterion of a specific purpose will better inform the 
decision for it to be removed from the Green Belt or retained within it. 
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NPPF Chapter 13 
Para 134 Green Belt 
Purpose 


Criteria Application of Criteria to Site and Criteria Score 


Purpose 1 
To check the 
unrestricted sprawl 
of large built-up 
areas 


The boundary shared between a 
large built-up area and the Green 
Belt has a role in directing growth. 
Planned growth is not ‘unrestricted’. 


 
 


What is the geographical relationship between an existing settlement and a site? 
a. Yes, the site is adjacent to a large built-up area (Score: 3);  
b. The site is in close proximity to a large built-up area (Score: 2); and 
c. No, the site is not adjacent to a large built-up area (Score: 1). 
 


 The Green Belt may lie between 
settlements or between a 
settlement and the wider 
countryside. 
 


a. The site forms a contiguous buffer between two distinct settlements (Score: 3);  
b. The site is surrounded by two or more settlement edges and represents infill (Score: 2); and 
c. The site forms part of a continuous buffer to countryside (Score: 1). 
 


 Where a site is adjacent to or in 
close proximity to a built-up area 
(may or may not be defined as a 
large built up area), does the 
boundary prevent sprawl?  
• Defensible boundaries have a role 


in limiting unrestricted sprawl as 
they create the boundaries 
between settlements and the 
Green Belt; 


• Such boundaries can be 
permanent, such as roads, steep 
topography, woodland or require 
additional reinforcement such as 


Does the site have a defensible boundary that can prevent sprawl from the adjacent built-up area? 
 


a. The site does not have a defensible boundary and therefore could not keep sprawl in check (Score: 
3); 


b. The site has a defensible boundary/boundaries, which would need additional reinforcement 
(Score: 2); and 


c. The site has a defensible boundary/boundaries, which do not require additional reinforcement 
(Score: 1). 
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NPPF Chapter 13 
Para 134 Green Belt 
Purpose 


Criteria Application of Criteria to Site and Criteria Score 


hedgerows, tree belts, streams. 
Fences do not form defensible 
boundaries; and 


• Incomplete or low boundaries 
may result in part/all of a site 
making a greater contribution to 
the openness of the Green Belt. 


Purpose 2 
To prevent 
neighbouring towns 
merging into one 
another 


• Creates a clear, recognisable 
distinction between urban fringes; 
and 


• Ribbon development or isolated 
pockets of development may be 
contained. 


a. The site is free of development and associated influences (Score: 3);  
b. There is an absence of development within the site, but it is overlooked by adjacent/nearby 


development which may affect openness or open views (Score: 2); and 
c. No, the site contains some development of one or more types (Score: 1). 


• Prevent loss or noticeable 
reduction in distance between 
towns/settlement edges; this may 
also be affected by agricultural 
land use or topography: a larger 
distance or more prominent 
topographical change would be 
better capable of accommodating 
change than a narrow gap; and 


• The gaps may contain different 
elements, be it natural (e.g. 
topography, woodland, 


Given the distance between the whole of the site and next nearest settlement edge, what is the effect of 
the perceived and actual intervisibility on potential for coalescence? 


 
a. Immediate and clear intervisibility with next nearest settlement edge (Score: 3); 
b. Partial intervisibility with next nearest settlement edges (Score: 2); and 
c. Limited or no intervisibility with next nearest settlement edges (Score: 1). 
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NPPF Chapter 13 
Para 134 Green Belt 
Purpose 


Criteria Application of Criteria to Site and Criteria Score 


agricultural land or large open 
spaces) or man-made features, 
which prevent merging. 


Purpose 3 
To assist in 
safeguarding the 
countryside from 
encroachment 


• The countryside comprises ‘key 
characteristics’ which define the 
landscape and the way it is 
perceived, both visually and 
physically. 


 
 
 


To what extent does the site represent the key characteristics of the countryside? 
 


a. The site is strongly representative of the key characteristics and clearly connects with off-site key 
characteristics. (Score: 3); 


b. The site comprises some representative key characteristics but there are few connections with 
off-site characteristics (Score: 2); and 


c. The site comprises little or no key characteristics and there is limited or no connection with off-site 
characteristics (Score: 1). 


 • Encroachment: features such as 
settlement edge, speed signage 
and street lighting affect the 
extent to which the countryside 
changes from rural to urban.  


 


To what extent is the site urbanised, either by on-site or off-site features? 
 
a. There are no urbanising features within the site or directly influencing it (Score: 3); 
b. There are several off-site urbanising features affecting the site (Score: 2); and 
c. There are many off-site urbanising features affecting the site, which reduces its representativeness 


of the countryside (Score: 1). 
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NPPF Chapter 13 
Para 134 Green Belt 
Purpose 


Criteria Application of Criteria to Site and Criteria Score 


 • Recreation: public access to the 
Green Belt is an indicator of its 
function; and  


• What is the experiential quality of 
the access? 


a. There is a strong pattern of rights of way, cycling routes and informal access to the Green Belt 
(Score: 3); 


b. There are at least one or more PRoW providing access (Score: 2); and 
c. There are no PRoW, cycling or other publicly accessible recreation routes to the Green Belt (Score: 


1). 


Purpose 4 
To preserve the 
setting and special 
character of historic 
towns 


• In the absence of professional 
judgement on historic setting and 
special historic character on a 
site-by-site basis by heritage 
consultants, the criteria considers 
the proximity of the site to a 
Conservation Area (CA) which 
relates to the historic character of 
a settlement and whether or not 
its openness is a consideration; 
and 


• Where professional judgement is 
obtained from a heritage 
consultant, additional 
considerations are made. 


What is the spatial and visual relationship between the site and the historic core of the nearest towns? 
 


a. The site is partially or wholly within the historic character area of the town/CA (Score: 3); 
b. The site shares a boundary with or has clear Intervisibility with the historical character area/CA 


(Score: 2); and 
c. The site does not share a boundary with the town/CA and/or there is no intervisibility with its historic 


core/CA (Score: 1). 


Purpose 5 
To assist in urban 
regeneration, by 


• By association with the Green Belt 
designation, would assist in urban 


a. The site is greenfield in the Green Belt (Score: 3); 
b. The site is wholly or partially brownfield in the Green Belt (Score: 2); and 
c. The site is partially not in the Green Belt (Score: 1). 
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NPPF Chapter 13 
Para 134 Green Belt 
Purpose 


Criteria Application of Criteria to Site and Criteria Score 


encouraging the 
recycling of derelict 
and other urban land 


regeneration by directing 
development away from it.  


 
 
 
  







Stanmore Village, Bridgnorth 
Green Belt Position Note   
edp5653_r004c  
 


edp5653_r004c_VP_av_16092020 


Appendix EDP 2 
 Detailed Analysis 


 
 


Application of Criteria 


Purpose 3: To assist in safeguarding the countryside from encroachment 


Parcel Ref Specific Questions Assessment Rating 


P54 How representative are 
the key characteristics of 
the countryside? 


At a local level, the parcel lies within the Enclosed Lowland Heaths Landscape Character Type (LCT), 
with the adjacent Wooded River Gorge LCT to the west and the Sandstone Estatelands LCT to the east, 
as defined by the Shropshire Landscape Character Assessment.  
 
Following a field survey by EDP, the landscape was found to broadly correlate with the key 
characteristics of these LCTs in terms of agricultural land. However, the quality and condition of the 
landscape character has been adversely impacted by the presence of traffic, residential development, 
raw domestic curtilage and the loss of internal hedgerows structure. There are few key characteristic 
landscape elements within this parcel. 


Weak  
(Score: 1) 
 


What is the influence of 
urbanising features? 


Landscape detractors have clearly affected the representation of positive characteristics within the 
parcel. The result of The Hobbins residential development resulting in a raw urban edge, the 
containment of the A454 and the loss of internal hedgerows structure has changed the landscape of 
this parcel considerably. This is reflected in the Shropshire Landscape Visual Sensitivity Study (LVSS) 
Assessment (2018) this is a landscape of high activity and there is a need to ‘reconstruct’ the 
landscape.  


Weak  
(Score: 1) 


Is there recreational 
access to the wider 
Green Belt? 


There exists a network of PRoW within the wider Green Belt. There is one public right of way which 
crosses the parcel that connects with the wider network. 


Moderate 
(Score: 2) 
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Application of Criteria 


Purpose 3: To assist in safeguarding the countryside from encroachment 


Parcel Ref Specific Questions Assessment Rating 


P56 How representative are 
the key characteristics of 
the countryside? 


At a local level, the parcel lies within the Enclosed Lowland Heaths Landscape Character Type (LCT), 
with the adjacent Wooded River Gorge LCT to the west and the Sandstone Estatelands LCT to the east, 
as defined by the Shropshire Landscape Character Assessment. However, at the smaller grain of the 
site itself there are, inevitably, local characteristics that influence the character itself, and as a result 
its representation differs from that of the Enclosed Lowland Heaths. The hedgerows have come under 
pressure from agricultural management so that the condition is comprised. The existing road network 
surrounds the parcel to the north, east and south, which detracts from the rural tranquillity and exerts 
an urbanising influence across the site. 


Moderate  
(Score: 2) 
 


What is the influence of 
urbanising features? 


This parcel is perceived as open agricultural land but is separated from the wider countryside by the 
existing road network. Key urbanising influences are the A454 and A458 and noise, traffic movement 
and lighting associated with these routes; overhead cables running alongside A454, HGV traffic 
entering the Industrial Estate and recreational users entering the Stanmore Country Park. This does 
not lessen across the site due to continued intervisibility with the road across the whole parcel.   


Moderate  
(Score: 2) 


Is there recreational 
access to the wider Green 
Belt? 


There exists a network of PRoW within the wider Green Belt. There is one public right of way which 
crosses the parcel that connects with the wider network. 


Moderate  
(Score: 2) 


P57 (and P58a) How representative are 
the key characteristics of 
the countryside? 


The parcel comprises Stanmore Country Park. At a local level, the parcel lies within the Enclosed 
Lowland Heaths Landscape Character Type (LCT), with the adjacent Wooded River Gorge LCT to the 
west and the Sandstone Estatelands LCT to the east, as defined by the Shropshire Landscape 
Character Assessment.  
 
This parcel does not form part of the wider area of open countryside, therefore while the parcel 
comprises woodland which is characteristic of the Enclosed Lowland Heaths, it is also enclosed by 


Moderate  
(Score: 2) 
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Application of Criteria 


Purpose 3: To assist in safeguarding the countryside from encroachment 


Parcel Ref Specific Questions Assessment Rating 


development; the A454, The Hobbin’s residential development and Stanmore Industrial Estate. The 
mature woodland is greatly contained by this urbanising character and therefore is only moderately 
representative of the key characteristics of the countryside.  


What is the influence of 
urbanising features? 


Key urbanising influences are the A454 and A458 and noise, traffic movement and lighting associated 
with these routes; overhead cables running alongside A454, the Stanmore Industrial Estate with 
associated business units, the machinery and HGV traffic entering the Industrial Estate and 
recreational users (pedestrians and cyclists) using Stanmore Country Park. 


Weak 
(Score: 1) 


Is there recreational 
access to the wider 
Green Belt? 


There is public access which crosses the parcel that connects with the wider network. Moderate 
(Score: 2) 
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Appendix EDP 3 
 Relevant Planning Designations and Considerations 


(edp5653_d003c 08 September 2020/RB/VP/GY) 
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Appendix EDP 4 
Extract from Shropshire County Council Green Belt Review  


(SCCGBR, 2017) 
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Appendix 3  
Bridgnorth Assessment 


 Part 1: Settlement Context 


 
Figure A3.1 Bridgnorth Settlement Context 


 


The town of Bridgnorth is on the western edge of the Shropshire Green Belt. The River Severn divides 
Bridgnorth, with part of the town, known as High Town, elevated above the River to the west and to the 
East of the River the area known as Low town. The eastern part of the town is nearly completely enclosed 
by Green Belt which continues along the eastern side of the River Severn to the North and South of the 
town.  


The population of Bridgnorth is estimated to be around 13,030 persons living in approximately 6,189 
dwellings1. The historical growth of the town from its medieval origins continued through the industrial 
revolution, with further post war development including Council housing, and expansion with peripheral 
housing estates during the 1960’s and 1970’s. There have also been relatively large residential 
developments in Low Town during the 1990’s utilising brownfield sites previously in industrial use and 
recent estate development to the West of the town in Tasley Parish. All this residential development is 
contained within constraints of a by-pass built during the 1980s to the south of the town. Bridgnorth 
itself retains its central medieval street pattern and many old buildings, which together with the 
topography, have resulted in a unique town with a distinctive character which has a large Conservation 
Area.  


Bridgnorth, as the third largest town in Shropshire, acts as a key service centre not just for the town, but 
for a sizeable area of eastern Shropshire. Located at the junction of the A458 and the A442, it also 
accessible to Telford, Shrewsbury, Kidderminster, Wolverhampton and the Black Country. However, in 
part due to strong environmental constraints such as flood plain and topography there are now limited 
remaining infill opportunities within the built form, or more broadly within the Bridgnorth by-pass. 


                                                
1 Shropshire Council (2017), Hierarchy of Settlements 
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Shropshire Council has identified Bridgnorth as a proposed ‘Principal Centre’ settlement within its 
Preferred Scale and Distribution of Development consultation document (2017), (informed by its 
Hierarchy of Settlements Assessment2), as it offers significant employment opportunities and provides a 
range of services and facilities which serve the settlement’s resident communities and surrounding rural 
hinterlands. Principal centres comprise the larger market towns within Shropshire settlements and are 
considered to present the best opportunities to deliver high levels of growth outside Shrewsbury3. 


Shropshire Council’s Preferred Scale and Distribution of Development consultation document (2017)4, 
proposes an ‘urban focus’ for development, with around 24.5% of the total growth in Shropshire in the 
period to 2036 to occur in the five ‘Principal Centres’ which include Bridgnorth. As the second largest 
principal centre in Shropshire, it is expected that Bridgnorth will contribute towards the strategic growth 
objectives in the east of the County.  


The Preferred Scale and Distribution of Development consultation document (2017) proposes that in 
Bridgnorth around 1,500 homes and a minimum of 16ha of employment land should be delivered in the 
period up to 2036, including at sites already allocated outside the Green Belt. Taking into account 
existing planning permissions, allocations and other approvals, there is a need to identify sites for around 
a further 912 dwellings as well as the employment land required to deliver net floorspace requirements.  


The previous consultation identified that, notwithstanding the preferred level of employment growth, the 
location of Bridgnorth and other strategic objectives may drive a need for additional employment land. 
This potential was highlighted by the Inspectors Report on the Examination into the SAMDev Plan (2015)5 
which indicates that ‘to accommodate the long-term future of the town, it is necessary to open up new 
areas’. Green Belt constraints (including the lack of any identified safeguarded land for development) and 
the role of Green Belt review to consider opportunities to support the balanced and sustainable growth of 
the town are recognised. Key concerns for Bridgnorth include the need to provide more affordable 
housing and to achieve a better balance between housing and employment by stimulating additional local 
employment opportunities. Thus the need and scope for Green Belt release to provide for future 
development to the east of Bridgnorth will need to be considered as part of Local Plan Review.  


Bridgnorth benefits from an existing Town Plan6 (endorsed December 2011) which identifies key issues 
and recommended actions for a range of topic areas.  


  


                                                
2 Shropshire Council (2017), Hierarchy of Settlements 
3 Shropshire Council (2017), Preferred Scale and Distribution of Development consultation document 
4 Shropshire Council (2017), Preferred Scale and Distribution of Development consultation document 
5 The Planning Inspectorate (2014), Shropshire Council Site Allocations and Management of Development Local Plan, Inspector’s Report 
6 Bridgnorth Town Plan (2011) Available at: bridgnorthtownplan.com 
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Part 2: Parcels - Assessment of Harm on the Green Belt 
The map and aerial show the location and extent of all the parcels around Bridgnorth that were 
considered in the Stage 1 Green Belt Assessment (2017) (outlined purple and blue on Figures A3.2 and 
A3.3). The parcels outlined in purple are those around Bridgnorth that are being considered in further 
detail as part of the assessment of harm. This assesses the harm to the Green Belt as a consequence of 
releasing land for development. 


 
Figure A3.2: Green Belt Parcels Surrounding Bridgnorth 


 
Figure A3.3: Aerial view of Green Belt Parcels Surrounding Bridgnorth 
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Parcel P52 


 


Figure A3.4: Parcel P52 


 
Figure A3.5: Rolling farmland sloping eastwards within parcel P52, the ancient 


woodland of Hermitage Hill Coppice seen in the background: view west from the 
eastern boundary of the parcel 
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Relationship to settlement/countryside 


Parcel P52 comprises undulating agricultural land adjacent the east of the ‘High Rock/Pendlestone 
Rock/Jacobs Ladder escarpment’ and ‘Hermitage Hill Coppice’ ancient woodland. These visually and 
physically separate the parcel from the urban area of Bridgnorth to the west. The parcel is bound to the 
north by a farm access track, to the east by a rural lane and to the south by the B4363, beyond which 
lies agricultural land with the parcel forming part of a wide area of open countryside set to the east of 
Bridgnorth.  


The conclusions on the contribution of parcel P52 to the Green Belt purposes and the harm of releasing it 
from the Green Belt are set out in the descriptions below. No sub-parcels within P52 were identified that 
would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No Contribution 


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is adjacent to the settlement of Bridgnorth. It does lie between the settlements of Bridgnorth 
and Telford both of which are considered towns with regard to Purpose 2. However, these settlements are 
over 10km apart from each other. Due to the relative size of the parcel and the distance between the 
settlements, the parcel plays a very limited role in preventing the merging or erosion of the visual or 
physical gap between these settlements. Loss of openness would not be perceived as reducing the gap 
between the settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Strong 


There is little sense of encroachment due to the area being almost entirely free of development. The only 
built development includes farm buildings which are not considered to be urbanising influences. Adjacent 
land uses include fields and woodland. The B4363 / A454 roundabout (with street lights) lies adjacent to 
the south-east and exerts a slight sense of urban encroachment on the parcel. However the land parcel 
contains characteristics of countryside and is open. The Green Belt parcel is playing a strong role 
preventing encroachment of the countryside. 


Purpose 4 - To preserve the setting and special character of historic towns  


Weak 


Digital analysis, based on bare earth height data, indicates that this parcel is theoretically visible from the 
historic settlement area located within Bridgnorth. In practice, this parcel is screened by from view by the 
distinctive wooded ridge of Jacob’s Ladder and Pendlestone Rock, located within an adjacent parcel. The 
openness of the land does not play an important role in the immediate setting of this historic settlement, 
but does contribute to preserving the wider rural setting. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 
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Alternative Green Belt Boundaries 


The southern section of the western boundary of the parcel is defined by a band of ancient woodland 
which is a strong and readily recognisable boundary. The southern boundary is defined by the B4365 and 
the eastern and northern boundaries are defined by a farm access track and rural lane. These alternative 
Green Belt boundaries are readily recognisable and clearly defined physical features but are not strong 
boundaries. As the parcel does not lie adjacent to any settlement edge (or non-Green Belt land), any 
alternative Green Belt boundary would need to be defined taking into account the coherence of a new 
boundary. The release of P52 in isolation from the release of P50 and P51 would not create a coherent 
Green Belt boundary. 


Harm to Green Belt Resulting from Release 


This parcel is open, comprising agricultural landcover. The only development present within the parcel 
are farm buildings which accord with the NPPF’s appropriate uses of Green Belt land. Releasing this parcel 
from the Green Belt would lead to a significant level of encroachment on the countryside and weaken the 
contribution of neighbouring areas with regard to Purpose 3. It is considered that the release of this 
parcel from the Green Belt would lead to a High level of harm to the Green Belt in this local area.  
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Parcel P53 


Figure A3.6: Parcel P53 


Figure A3.7: Open farmland within parcel P53, view east from public footpath off the 
A454 
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Relationship to settlement/countryside 


Parcel P53 comprises undulating and gently sloping agricultural land to the east of the ‘High Rock /Jacobs 
Ladder escarpment’ and ‘Hermitage Hill Coppice’ ancient woodland. These, along with parcel P52, visually 
and physically separate the parcel from the urban areas of Bridgnorth to the west. The parcel is bound to 
the south by the A454 and to the north, east and west by country lanes. The parcel contains a limited 
amount of built development, including the Swancote Health and Leisure Centre, however this has little 
urbanising influence and the parcel remains predominately open and forms part of the wider countryside 
to the east of Bridgnorth. 


The conclusions on the contribution of parcel P53 to the Green Belt purposes and the harm of releasing it 
from the Green Belt are set out in the descriptions below. No sub-parcels within P53 were identified that 
would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas 


No Contribution 


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another 


Weak 


This parcel is located close to the settlement of Bridgnorth. The parcel lies between the settlements of 
Bridgnorth and Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel and the 
distance between the settlements, the parcel plays a very limited role in preventing the merging or 
erosion of the visual or physical gap between settlements. Loss of openness would not be perceived as 
reducing the gap between settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment 


Strong 


There is a limited sense of encroachment within the parcel as a result of the Swancote Health and Leisure 
Centre located along the southern boundary. Additionally, the B4363 / A454 roundabout (with street 
lights) is located in the southwest of the parcel and exerts a limited sense of urban encroachment. 
However the land parcel remains open, contains strong characteristics of countryside and is rural in 
character. It is considered to be playing a strong role in safeguarding the countryside from 
encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns 


No Contribution 


Digital analysis, based on bare earth height data, indicates that this parcel is not theoretically visible from 
any of the historic settlements assessed under Purpose 4. The openness of the land within this parcel is 
not considered to contribute to the setting of these historic settlements. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The southern boundary of the parcel is defined by the A454 and the northern, eastern and western 
boundaries of the parcel are defined by country lanes. These are readily recognisable and clearly defined 
physical features. As the parcel does not lie adjacent to any settlement edge (or non-Green Belt land) 
any alternative Green Belt boundary would need to be defined taking into account the coherence of a new 
boundary in association with any neighbouring areas of land proposed for release.  
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Harm to Green Belt Resulting from Release 


This parcel is open and predominantly comprises agricultural landcover. The only built development 
present within the parcel includes a small number of detached houses and the relatively small Swancote 
Health and Leisure Centre. Releasing this parcel from the Green Belt would lead to a significant level of 
encroachment on the countryside and would weaken the role neighbouring areas contribute to Purpose 3. 
It is considered that the release of this parcel from the Green Belt would lead to a High level of harm to 
the Green Belt in this local area. 
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Parcel P54 


 


Figure A3.8: Parcel P54 


 
Figure A3.9: Small field to the west of The Hobbins forming sub-parcel P54, view 


southwest from the north-western edge of The Hobbins.  
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Relationship to settlement/countryside 


Parcel P54 comprises undulating agricultural land to the east of Bridgnorth. Intervening rising land and 
the ‘Hermitage Hill Coppice’ ancient woodland, located to the west of the parcel, visually and physically 
separate it from the urban areas of Bridgnorth. The parcel is bound to the north and west by the A454 
and to the south and east by country lanes. A block of residential properties (The Hobbins) is located in 
the southwest of the parcel and woodland within Stanmore Country Park and Stanmore Industrial Estate 
are located in neighbouring land to the southwest of the parcel, whilst these are an urbanising influence 
they provide a degree of separation between the parcel and the wider countryside to the south. The 
southwest corner of the parcel is enclosed by The Hobbins and woodland within Stanmore Country Park 
and does not have a strong relationship with wider countryside that surrounds. 


The conclusions about the performance of Parcel P54 are set out in the descriptions below. This includes 
the identification of a sub-parcel within Parcel P54 (delineated on Figure A3.8 in a purple hatch line) 
which the assessment concludes would have a lower level of harm associated with its release. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution 


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1.  


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is located close to the settlement of Bridgnorth. It does lie between the settlements of 
Bridgnorth and Albrighton both of which are considered towns with regard to Purpose 2. However, these 
settlements are over 13km apart from each other. The parcel also lies between the settlements of 
Bridgnorth and Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel and the 
distance between the settlements, the parcel plays a very limited role in preventing the merging or 
erosion of the visual or physical gap between these settlements. Loss of openness would not be perceived 
as reducing the gap between the settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Moderate 


There is some sense of encroachment within the parcel as a result of the hamlets of Hoccum, The 
Hobbins and part of the hamlet of Swancote which are located within the parcel. However the parcel 
displays the characteristics of the countryside and is open. The Green Belt plays a moderate role 
safeguarding the countryside from encroachment. 


The south-western corner of this parcel comprises a block of residential properties (The Hobbins) and a 
small pastoral field that lies adjacent to the west (contained on three sides by settlement, woodland and 
a road which provide a degree of separation between it and the wider parcel). This area (including the 
Hobbins) is considered to be playing a weaker role against Purpose 3. 


Purpose 4 - To preserve the setting and special character of historic towns  


No Contribution 


Digital analysis, based on bare earth height data, indicates that this parcel is not theoretically visible from 
any of the historic settlements assessed under Purpose 4. The openness of the land within this parcel is 
not considered to contribute to the setting of these historic settlements. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 
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Alternative Green Belt Boundaries 


The A454 defines the northern and western edges and rural lanes define the southern and western edges 
of the parcel. These features would form readily recognisable alternative Green Belt boundaries, but are 
not particularly strong. As the parcel does not lie adjacent to any settlement edge (or non-Green Belt 
land) any alternative Green Belt boundary would need to be defined taking into account the coherence of 
a new boundary in association with any neighbouring areas of land proposed for release.  


Harm to Green Belt Resulting from Release 


Although this parcel contains a block of residential development, it is open, predominantly comprises 
agricultural land, and is strongly associated with the wider countryside to the east of Bridgnorth. 
Releasing this large parcel from the Green Belt would lead to a significant level of encroachment on the 
countryside and a weakening of the contribution of neighbouring land to Purpose 3. It is considered that 
the release of this parcel from the Green Belt would lead to a High level of harm to the Green Belt in this 
local area. 


A sub-parcel has been identified within Parcel P54 that would lead to a lower level of overall harm to the 
Green Belt if it was to be released. Sub-parcel P54 comprises a block of residential development (The 
Hobbins) and a small field to the west. This sub-parcel does not have a strong connection to the wider 
countryside. Releasing this sub-parcel from the Green Belt would have a limited sense of encroachment 
on the countryside and would not affect the integrity of neighbouring Green Belt land. It is considered 
that the release of this parcel from the Green Belt would lead to a Moderate level of harm to the Green 
Belt in this local area. 
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Parcel P55 


 


Figure A3.10: Parcel P55 


 
Figure A3.11: Steep western sloping farmland within sub-parcel P55, view southwest 


from the edge of Hermitage Hill Coppice. 
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Relationship to settlement/countryside 


The western and southern edge of the parcel adjoins the urban edge of Bridgnorth. The northern edge is 
bound by the B4363 with woodland beyond. The eastern side of the parcel comprises the ancient 
woodland of ‘Hermitage Hill Coppice’ which provides a strong degree of separation between the west of 
the parcel and the wider countryside to the east. The western side of the parcel is more closely 
associated with the urban area of Bridgnorth than the countryside.  


The conclusions about the performance of Parcel P56 are set out in the descriptions below. This includes 
the identification of a sub-parcel within Parcel P56 (delineated on Figure A3.10in a purple hatch line) 
which the assessment concludes would have a lower level of harm associated with its release. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution 


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is located close to the settlement of Bridgnorth. It does lie between the settlements of 
Bridgnorth and Albrighton both of which are considered towns with regard to Purpose 2. However, these 
settlements are over 13km apart from each other and the parcel makes no contribution to preventing the 
merging or erosion of the visual or physical gap between them. The parcel also lies between the 
settlements of Bridgnorth and Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel 
and the distance between the settlements, the parcel plays a very limited role in preventing the merging 
or erosion of the visual or physical gap between settlements. Loss of openness would not be perceived as 
reducing the gap between settlements. 


It is also acknowledged that any new development that took place within the parcel could lead to the 
narrowing the gap between Bridgnorth and Stanmore Industrial Estate/The Hobbins. Stanmore Industrial 
Estate/The Hobbins is not however a town considered under Purpose 2 of this assessment. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Weak 


There is a strong sense of encroachment within this parcel as a result of the settlement edge of 
Bridgnorth, which includes large industrial buildings. The parcel comprises small pastoral fields and 
mature woodland, and contains no urban development. It displays some of the characteristics of the 
countryside, but is on the urban fringe and lacks a strong rural character. The Green Belt plays a weak 
role safeguarding the countryside from encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns  


Strong 


Digital analysis, based on bare earth height data, indicates that this parcel is theoretically visible from the 
historic settlement area located within Bridgnorth. In practice, the distinctive wooded ridgeline of 
Hermitage Hill Coppice, located within the parcel, has excellent visibility with large areas of this historic 
settlement. The openness of the land plays a key role in the immediate setting of Bridgnorth and is 
considered to contribute positively to its historic significance and special character. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The existing settlement edge on the western boundary of the parcel does not constitute a strong Green 
Belt boundary. A new Green Belt boundary to the west of ‘Hermitage Hill Coppice’ designated ancient 
woodland would represent a stronger and alternative Green Belt boundary.  
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Harm to Green Belt Resulting from Release 


This parcel is undeveloped, however the settlement edge of Bridgnorth exerts a sense of urban 
encroachment across the western part of the parcel.  The ancient woodland band on the elevated ridge 
within the eastern part of the parcel plays a key role in separating the west from the wider countryside to 
the east. The release of the eastern part of the parcel would lead to encroachment on the countryside to 
the east and a weakening of the neighbouring area of Green Belt land. Additionally, this distinctive 
wooded ridgeline plays an important role in the immediate setting of the historic area of Bridgnorth. 
Releasing the whole of Parcel P55 would significantly compromise the role this Green Belt land is playing 
with regard to Purpose 4. The release of this parcel from the Green Belt would lead to a High level of 
harm to the Green Belt in this local area. 


A sub-parcel has been identified within Parcel P55 that would lead to a lower level of overall harm to the 
Green Belt if it was released. Sub-parcel P55 comprises the western part of the parcel, which includes 
sloping pastoral fields that rise to the east towards the woodland. The settlement edge of Bridgnorth 
exerts a strong sense of encroachment within the sub-parcel. The openness of the land within the sub-
parcel does not play a key role in the setting of the historic settlement area located within Bridgnorth, as 
it is largely out of sight. Releasing Sub-parcel P55 would not significantly compromise the role this Green 
Belt land is playing with regard to Purpose 4 and, due to the presence of the wooded ridgeline to the 
east, would not lead to a sense of encroachment on neighbouring areas of open Green Belt land. 
Releasing Sub-parcel P55 from the Green Belt would lead to a Low-Moderate level of harm to the Green 
Belt in this local area.  
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Parcel P56 


 


Figure A3.12: Parcel P56 


 
Figure A3.13: Open farmland within Parcel P56 sloping down to east, view northeast 


from a public footpath along western edge of the parcel. 
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Relationship to settlement/countryside 


Parcel P56 comprises sloping agricultural land located to the east of Bridgnorth. ‘Hermitage Hill Coppice’ 
ancient woodland is located along the western boundary of the parcel and visually and physically 
separates it from the urban area of Bridgnorth. The parcel is open and contains no built development 
apart from Hermitage Farm which is an ‘appropriate use’ of land within the Green Belt. The parcel is 
bounded to the north and northeast by the B4363 and A454 respectively which provide little separation 
between the parcel and the neighbouring areas of agricultural land. Woodland within Stanmore Country 
Park and the Stanmore Industrial Estate are located in neighbouring land to the southeast of the parcel 
and provide a degree of separation from the wider countryside to the east. However, despite this 
separation, the parcel forms part of a wide area of open countryside set to the east of Bridgnorth.   


The conclusions about the performance of Parcel P36 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution 


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is located close to the settlement of Bridgnorth. It does lie between the settlements of 
Bridgnorth and Albrighton both of which are considered towns with regard to Purpose 2. However, these 
settlements are over 13km apart from each other and the parcel makes very little contribution to 
preventing the merging or erosion of physical gap between them. The parcel also lies between the 
settlements of Bridgnorth and Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel 
and the distance between the settlements, the parcel plays a very limited role in preventing the merging 
or erosion of the visual or physical gap between settlements. Loss of openness would not be perceived as 
reducing the gap between settlements. 


It is also acknowledged that any new development that took place within the parcel could lead to the 
narrowing the gap between Bridgnorth and Stanmore Industrial Estate/The Hobbins. Stanmore Industrial 
Estate /The Hobbins is not however a town considered under Purpose 2 of this assessment. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Strong 


There is little sense of encroachment due to the area being almost entirely free of development. The only 
built development includes farm buildings which are not considered to be urbanising influences. The 
B4363 / A454 roundabout (with street lights) lies adjacent to the north-east and exerts a slight sense of 
urban encroachment on the parcel. However, the land parcel contains strong characteristics of 
countryside, has no urbanising development, and is open. The Green Belt parcel is playing a strong role 
preventing encroachment of the countryside. 


Purpose 4 - To preserve the setting and special character of historic towns  


Weak 


Digital analysis, based on bare earth height data, indicates that this parcel is theoretically visible from the 
historic settlement area located within Bridgnorth. In practice, this parcel is screened by from view by the 
distinctive wooded ridgeline of Hermitage Hill Coppice, located within the adjacent parcel. The openness 
of the land does not play an important role in the immediate setting of this historic settlement, but 
contributes to preserving the wider rural setting. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 
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Alternative Green Belt Boundaries 


The ancient woodland band along the western edge of the parcel would form a strong and durable 
boundary feature. Roads along the northern, southern and eastern edges of the parcel would form readily 
recognisable and clearly defined Green Belt boundaries but would not constitute strong boundary 
features. There are no stronger alternative boundary features. As the parcel does not lie adjacent to any 
settlement edge (or non-Green Belt land), any alternative Green Belt boundary would need to be defined 
taking into account the coherence of a new boundary in association with any neighbouring areas of land 
proposed for release.  


Harm to Green Belt Resulting from Release 


Parcel P56 is open in character and undeveloped, comprising agricultural landcover. Releasing this parcel 
from the Green Belt would lead to encroachment on the countryside and a weakening of the neighbouring 
areas of Green Belt land with regard to Purpose 3. The parcel is partially contained to the west and 
southeast by the Stanmore Industrial Estate and Stanmore Country Park which would reduce the sense of 
encroachment on the wider countryside and level of harm to the Green Belt. Nevertheless, due to the 
open and sloping landform within the parcel, releasing this parcel from the Green Belt would lead to a 
Moderate-High level of harm to the Green Belt in this local area. 
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Parcel P57 


 


Figure A3.14: Parcel P57 


 
Figure A3.15: Woodland within Stanmore Country Park in parcel P57, view east from 


the western edge of parcel P56 
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Relationship to settlement/countryside 


Parcel P57 is located adjacent to the northwest of Stanmore Industrial Estate and is bound to the 
southwest by the A454 and the north and south by minor roads. In addition, a block of residential 
properties (The Hobbins) are located adjacent to the north of the parcel, and woodland within Stanmore 
Country Park adjoins the southeast of the parcel. These features provide a degree of containment of the 
parcel from the surrounding wider countryside. However due to the presence of woodland there is a 
limited sense of urban encroachment within the parcel.  


The conclusions about the performance of Parcel P57 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


The parcel is located approximately 750m east of the settlement of Bridgnorth and adjacent to the 
Stanmore Industrial Estate. The parcel lies between the settlements of Bridgnorth and 
Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel and the distance between the 
settlements, the parcel plays a very limited role in preventing the merging or erosion of the visual or 
physical gap between the settlements. Loss of openness would not be perceived as reducing the gap 
between these settlements. 


It is also acknowledged that any new development that took place within the parcel could lead to the 
narrowing the gap between Bridgnorth and Stanmore Industrial Estate. Stanmore Industrial Estate is not 
however a town considered under Purpose 2 of this assessment. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Strong 


The parcel comprises Stanmore Country Park. There is very little sense of encroachment despite being 
bordered to the north by the hamlet of The Hobbins and to the east by Stanmore Industrial Estate due to 
the woodland within the parcel which limits visibility. The parcel itself is entirely free of development, 
however the A454 runs along the western boundary. The Green Belt plays a strong role safeguarding the 
countryside from encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns  


No Contribution 


Digital analysis, based on bare earth height data, indicates that this parcel is not theoretically visible from 
any of the historic settlements assessed under Purpose 4. The openness of the land within this parcel is 
not considered to contribute to the setting of these historic settlements. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The roads surrounding the parcel would form a more consistent and readily recognisable alternative 
Green Belt boundary than the existing urban edge of Stanmore Industrial Estate which is inset in the 
Green Belt.  
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Harm to Green Belt Resulting from Release 


Parcel P57 contains no built development and is open in character with an abundance of woodland. The 
parcel is contained by development to the north (the Hobbins) and the east (Stanmore Industrial Estate). 
Its containment by development provides separation from the wider countryside to the north and east. 
Releasing this parcel from the Green Belt would lead to encroachment on the countryside within the 
parcel itself, but its relative containment by existing development would minimise harm to the wider 
Green Belt.  The roads surrounding the parcel would also form a more consistent and readily recognisable 
alternative Green Belt boundary than the existing urban edge of Stanmore Industrial Estate. The release 
of this parcel from the Green Belt would lead to a Moderate level of harm to the Green Belt in this local 
area.  
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Parcel P58 


 


Figure A3.16: Parcel P58 


 
Figure A3.17: Horse paddocks within parcel P58, view southeast from northern edge of 


the parcel, with Stanmore Industrial Estate in the background. 
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Relationship to settlement/countryside 


Parcel P58 is located adjacent to the north of Stanmore Industrial Estate, which is located to the south of 
the parcel. This area encompassing Stanmore Industrial Estate is largely developed with modern 
industrial buildings and associated service areas and is inset within the Green Belt. The northern and 
north-eastern edges of the parcel are bound by country lanes, and a block of woodland adjoins the 
northeast of the parcel. The east of the parcel is bound by hedgerows and a plantation of young 
deciduous trees. These features provide minimal separation between the parcel and the wider 
countryside to the north and east.  Although partly contained by development, the parcel is open and 
forms part of the wider countryside. 


The conclusions about the performance of Parcel P58 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


The parcel is located approximately 1.5km east of the settlement of Bridgnorth and adjacent to the 
Stanmore Industrial Estate. The parcel lies between the settlements of Bridgnorth and 
Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel and the distance between the 
settlements, the parcel plays a very limited role in preventing the merging or erosion of the visual or 
physical gap between these settlements. Loss of openness would not be perceived as reducing the gap 
between settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Moderate  


There is some sense of encroachment within the parcel as it is bordered to the south and southwest by 
the Stanmore Industrial Estate. Additionally, a cluster of houses are located to the northwest of the 
parcel, including a large single dwelling with swimming pool and tennis court. The land parcel contains 
agricultural fields, paddocks and lines of trees; it has characteristics of countryside and is generally open. 
However, neighbouring development has reduced the sense of openness in parts and weakened its rural 
character. The Green Belt designation within this parcel plays a moderate role safeguarding the 
countryside from encroachment.  


Purpose 4 - To preserve the setting and special character of historic towns  


No Contribution  


Digital analysis, based on bare earth height data, indicates that this parcel is not theoretically visible from 
any of the historic settlements assessed under Purpose 4. The openness of the land within this parcel is 
not considered to contribute to the setting of these historic settlements. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The road along the northern and boundary of the parcel would form a more consistent and readily 
recognisable Green Belt boundary than the existing urban edge of Stanmore Industrial Estate. The 
eastern edge of the parcel is bound by hedgerows and farm track which does not constitute a strong 
boundary. 
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Harm to Green Belt Resulting from Release 


The southern and western part of Parcel P58 is contained by the adjacent Stanmore Industrial Estate 
which exerts a sense of encroachment within parts of the parcel. Land within the parcel contains 
agricultural fields, paddocks and lines of trees and is open constituting part of the wider countryside to 
the northeast of Stanmore industrial Estate. Releasing this parcel from the Green Belt could lead to 
encroachment on the countryside within the parcel itself but its relative containment would limit the harm 
to the wider Green Belt.   Due to the containment by existing development to the south and west the 
release of this parcel from the Green Belt would lead to a Moderate level of harm to the Green Belt in 
this local area. 
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Parcel P59 


 


Figure A3.18: Parcel P59 


 
Figure A3.19: Rolling farmland within parcel P59,view southeast from the northern 


edge of the parcel. 
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Relationship to settlement/countryside 


Part of the western edge of parcel P59 adjoins Stanmore Industrial Estate which is inset in the Green Belt 
and exerts a level of urban encroachment in the parcel. However this is limited with the parcel comprising 
open rolling agricultural land which is strongly associated with the wider countryside to the east.  


The conclusions about the performance of Parcel P59 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


The parcel is located approximately 1.5km east of the settlement of Bridgnorth and adjacent to the 
Stanmore Industrial Estate. The parcel lies between the settlements of Bridgnorth and 
Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel and the distance between the 
settlements, the parcel plays a very limited role in preventing the merging or erosion of the visual or 
physical gap between these settlements. Loss of openness would not be perceived as reducing the gap 
between settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Strong 


There is some sense of encroachment within the parcel as a result of the Stanmore Industrial Estate 
which lies adjacent to part of the western border of the parcel a. A garden centre is also located within 
the south of the parcel (this is considered to be an urbanising influence) and a couple of dwellings. 
However the land parcel contains the characteristics of countryside, and is open. The Green Belt plays a 
strong role safeguarding the countryside from encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns  


No Contribution 


Digital analysis, based on bare earth height data, indicates that this parcel is not theoretically visible from 
any of the historic settlements assessed under Purpose 4. The openness of the land within this parcel is 
not considered to contribute to the setting of these historic settlements. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The roads bounding the north and south of the parcel and the woodland block to the east of the parcel 
would form readily recognisable Green Belt boundaries. However, the majority of the parcel is bound by 
hedgerows and tracks, which would not form durable boundaries any stronger than the existing urban 
edge of Stanmore Industrial Estate. 


Harm to Green Belt Resulting from Release 


There is a limited sense of existing encroachment within parts of the parcel as a result of the adjacent 
Stanmore Industrial Estate. However, the parcel is open, comprising agricultural land and has a strong 
connection with the  wider countryside. Releasing this parcel from the Green Belt would lead to significant 
encroachment on the countryside and a weakening of the contribution neighbouring areas of Green Belt 
make to Purpose 3. The release of this parcel from the Green Belt would lead to a High level of harm to 
the Green Belt in this local area. 
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Parcel P60 


 


Figure A3.20: Parcel P60 


 
Figure A3.21: Horse paddock along the eastern edge of P60, view east from the eastern 


edge of Russell Close. 
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Relationship to settlement/countryside 


Parcel P60 is located adjacent to the south of Stanmore Industrial Estate which is inset in the Green Belt. 
Woodland within Stanmore County Park is located in the north of the parcel and a plant nursery is located 
in the southwest. The west of the parcel also contains the small hamlet of Stanmore which consists of a 
housing estate of military origin. The parcel is bound by the A458 to the south, the A454 to the 
southwest, and a minor access road to the northwest. The industrial estate to the north, and Stanmore 
Hall caravan park, set within mature woodland to the south, provide a degree of containment and 
separate the parcel from the wider countryside to the north and south. On balance the parcel has a closer 
association with development located within it and existing development to the north and south, than the 
wider countryside.  


The conclusions about the performance of Parcel P60 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


The parcel is located approximately 700m east of the settlement of Bridgnorth and adjacent to the 
Stanmore Industrial Estate. The parcel lies between the settlements of Bridgnorth and 
Wombourne/Wolverhampton/Dudley. Due to the relative size of the parcel and the distance between the 
settlements, the parcel plays a very limited role in preventing the merging or erosion of the visual or 
physical gap between these settlements. Loss of openness would not be perceived as reducing the gap 
between settlements. 


It is acknowledged that any new development that took place within the parcel could lead to the 
narrowing the gap between Bridgnorth and Stanmore Industrial Estate. Stanmore Industrial Estate is not 
however a town considered under Purpose 2 of this assessment. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Moderate  


There is some sense of encroachment within the parcel as it is bordered to the north by the Stanmore 
Industrial Estate. However, much of the parcel is sheltered from this by a thick band of woodland along 
the northern half of the parcel. In addition, the parcel contains the hamlet of Stanmore, a cluster of 
houses to the northeast of the parcel and a garden centre to the south. The remaining areas are wooded 
or in agricultural use. Overall the land parcel does contain the characteristics of countryside and is 
relatively open. The Green Belt plays a moderate role safeguarding the countryside from encroachment. 


The south-eastern corner of this parcel comprises the small hamlet of Stanmore, as well as a small 
pastoral field and horse paddock. The small pastoral field and horse paddock are contained by Stanmore 
and woodland to the north and woodland that encloses Stanmore Caravan Park to the south. This 
provides a degree of separation between it and the wider parcel. This area is considered to be playing a 
weaker role against Purpose 3. 


Purpose 4 - To preserve the setting and special character of historic towns  


No Contribution 


Digital analysis, based on bare earth height data, indicates that this parcel is not theoretically visible from 
any of the historic settlements assessed under Purpose 4. The openness of the land within this parcel is 
not considered to contribute to the setting of these historic settlements. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 
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Alternative Green Belt Boundaries 


The roads bounding the south and northwest of the parcel would form alternative Green Belt boundaries 
that are more readily recognisable and stronger than the existing urban edge of Stanmore Industrial 
Estate. The east of the parcel is defined by a minor access road, hedgerows and a woodland edge with no 
potential stronger alternative Green Belt boundaries. 


Harm to Green Belt Resulting from Release 


Parcel P60 contains residential development and is contained by development to the north and south. 
Much of the parcel comprises woodland and agricultural land and is relatively open. Releasing this parcel 
from the Green Belt would lead to some encroachment on the countryside. However its containment to 
the north and south and extent of existing development within the parcel mean the release of this parcel 
from the Green Belt would lead to a Moderate level of harm to the Green Belt in this local area. 
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Parcel P61 


 


Figure A3.22: Parcel P61 


 
Figure A3.23: Rolling farmland and woodland within parcel P61, view west. 
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Relationship to settlement/countryside 


Parcel P61 adjoins the southeast of the urban area of Bridgnorth and comprises land which slopes down 
to the west forming part of the eastern valley side of the River Severn. The landcover is predominantly 
agricultural land and mature woodland some of which is designated as ancient woodland. Stanmore Hall 
Caravan Park is located in the northeast of the parcel. Large industrial buildings on the fringe of 
Bridgnorth overlook parts of the parcel and provide a sense of encroachment along the western edge of 
the parcel. The north of the parcel is bounded by the A458, the south of the parcel is bounded by the 
A442 and a minor road, and the east of the parcel is bounded by a country lane. Quatford Wood House 
Woodland also adjoins the southeast of the parcel. The parcel is largely undeveloped and open and on 
balance is more closely associated with the wider countryside to the east, than the urban area of 
Bridgnorth. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is adjacent to the settlement of Bridgnorth. The parcel lies between the settlements of 
Bridgnorth and Stourbridge with the West Midlands conurbation beyond. Due to the relative size of the 
parcel and the distance between the settlements, the parcel plays a very limited role in preventing the 
merging or erosion of the visual or physical gap between settlements. Loss of openness would not be 
perceived as reducing the gap between settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Moderate  


There is some sense of encroachment within the parcel as a result of the presence of Stanmore Hall 
Caravan Park to the north of the parcel and a few clusters of houses surrounded by Quatford Castle in the 
south of the parcel. Additionally, large industrial buildings (Bridgnorth Aluminium) within the urban area 
of Low Town (Bridgnorth), adjacent to the west, are visually prominent from the steep land in the far 
west of the parcel. However, these urbanising influences are limited with the parcel remaining relatively 
open and display many of the characteristics of the countryside. The Green Belt plays a moderate role 
safeguarding the countryside from encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns  


Weak 


Digital analysis, based on bare earth height data, indicates that this parcel is theoretically visible from the 
historic settlement area located within Bridgnorth. In practice, the elevated land in the east of this parcel 
has some intervisibility with the historic settlement areas within Bridgnorth, however this is relatively 
limited. The openness of the land and its rural character do not play an important role in the immediate 
setting of this historic settlement, but contribute to preserving the wider rural setting. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The roads bounding the parcel would form readily recognisable Green Belt boundaries and would form 
stronger boundaries than the current urban edge along the industrial sites to the west. 
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Harm to Green Belt Resulting from Release 


Parcel P61 contains some development, including a caravan park in the northeast of the parcel and a few 
clusters of houses and Quatford Castle in the south of the parcel. Large industrial buildings within the 
urban area of Bridgnorth are also visible in the far west of the parcel. These features exert a slight sense 
of urban encroachment within parts of the parcel; however the majority of the parcel is open and 
comprises rolling agricultural land and woodland (some designated as ancient woodland). Releasing this 
parcel from the Green Belt would lead to significant encroachment on a large area of countryside and a 
weakening of neighbouring Green Belt land in relation to Purpose 3. The release of this parcel from the 
Green Belt would lead to a Moderate - High level of harm to the Green Belt in this local area. 
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Parcel P62 


 


Figure A3.24: Parcel P62 


 
Figure A3.25: View of parcel P62 looking north from the A442. 
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Relationship to settlement/countryside 


Parcel P62 is located on the southern eastern edge of Bridgnorth and comprises sloping agricultural land 
and part of the hamlet of Danesford. The parcel adjoins agricultural land to the south and west, however 
the A442 to the south and slope of the land with woodland to the west, separate the parcel from the 
wider countryside. The adjoining industrial and residential development to the north and west has a 
substantial urbanising influence on the character of the parcel. The parcel has a closer association with 
the settlement edge then the wider countryside. 


The conclusions about the performance of Parcel P62 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is adjacent to the settlement of Bridgnorth. The parcel lies between the settlements of 
Bridgnorth and Highley which are considered under Purpose 2 in this assessment. However, these 
settlements are over 7km apart from each other. The parcel also lies between the settlements of 
Bridgnorth and Stourbridge & Kidderminster. Due to the relative size of the parcel and the distance 
between the settlements, the parcel plays a very limited role in preventing the merging or erosion of the 
visual or physical gap between settlements. Loss of openness would not be perceived as reducing the gap 
between settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Moderate  


There is a sense of encroachment within the parcel as a result of the visual prominence of the settlement 
edge of Low Town (Bridgnorth) and the large buildings located within an industrial estate adjacent to the 
northern border (Bridgnorth Aluminium). Additionally, part of the hamlet of Danesford is contained within 
the south of the parcel and the busy A442 runs along the southern border. The parcel contains a mix of 
small arable and pastoral fields, it displays some characteristics of the countryside and is relatively open, 
however it lacks rural character. The Green Belt plays a moderate role safeguarding the countryside from 
encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns  


Weak 


Digital analysis, based on bare earth height data, indicates that this parcel is theoretically visible from the 
historic settlement area located within Bridgnorth. In practice, the undulating land within this parcel has 
very little intervisibility with the historic settlement areas within Bridgnorth. The openness of the land 
does not play an important role in the immediate setting of this historic settlement, but contributes 
marginally to preserving the wider setting. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 


Alternative Green Belt Boundaries 


The roads bounding the parcel to the south and east would constitute a more consistent and readily 
recognisable Green Belt boundary than the existing urban edge along the industrial sites to the north. 
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Harm to Green Belt Resulting from Release 


The visually prominent residential and industrial buildings adjoining the parcel have a strong influence on 
the parcel. The parcel is predominantly open and contains a mix of small arable, pastoral fields and 
residential properties forming part of the hamlet of Danesford. Releasing this parcel from the Green Belt 
would lead to some encroachment on the countryside. However the roads bounding the parcel to the 
south and east would constitute a more consistent and readily recognisable Green Belt boundary than the 
existing urban edge along the industrial sites to the north and the parcels containment by development to 
the north, and to a more limited extent to the south by further properties in Danesford mean the release 
of this parcel from the Green Belt would lead to a Low-Moderate level of harm to the Green Belt in this 
local area.  
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Parcel P63 


 


Figure A3.26: Parcel P63 


 
Figure A3.27: Flat floodplain within parcel P63 with Caravan Park seen in the 


background, view north from the western edge of the parcel. 
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Relationship to settlement/countryside 


Parcel P63 adjoins the southern edge of Bridgnorth and consists predominantly of agricultural land 
forming part of the River Severn floodplain. Part of the hamlet of Danesford and the Riverside Caravan 
Park are also contained within the parcel. The parcel is bounded along the western and southern edges 
by the River Severn, to the north by the settlement edge and to the east by the A442. These provide 
containment of the parcel from the surrounding countryside. The north of the parcel is crossed by the 
A458. The parcel is however predominantly agricultural land and has a closer association with the 
surrounding countryside than the built up area. 


The conclusions about the performance of Parcel P63 are set out in the descriptions below. No sub-
parcels were identified that would have a lower level of harm. 


Purpose 1 - To check the unrestricted sprawl of large built-up areas  


No contribution  


This parcel does not lie adjacent to a large built up area and therefore makes no contribution to Purpose 
1. 


Purpose 2 - To prevent neighbouring towns merging into one another  


Weak 


This parcel is adjacent to the settlement of Bridgnorth. The parcel lies between the settlements of 
Bridgnorth and Highley which are considered under Purpose 2 in this assessment. However, these 
settlements are over 7km apart from each other. The parcel also lies between the settlements of 
Bridgnorth and Stourbridge/Kidderminster. Due to the relative size of the parcel and the distance 
between the settlements, the parcel plays a very limited role in preventing the merging or erosion of the 
visual or physical gap between settlements. Loss of openness would not be perceived as reducing the gap 
between settlements. 


Purpose 3 - To assist in the safeguarding of the countryside from encroachment  


Moderate  


There is a sense of encroachment within the parcel as a result of the visual prominence of settlement 
edge of Low Town (Bridgnorth) which includes large industrial buildings (Bridgnorth Aluminium) located 
adjacent to the north-eastern border, the A442 that defines part of the north eastern border, and the 
A458 (Bridgnorth bypass) and River Severn Bridge passes through the north of the parcel. Additionally, 
part of the hamlet of Danesford and The Riverside Caravan Park are contained within the parcel. 
However, despite these urbanising influences the parcel remains largely open comprising relatively large 
flat arable and pastoral fields, residential garden grounds and small paddocks. The parcel displays 
characteristics of the countryside and is generally rural in character, although this character is weaker in 
places , especially in the north. The Green Belt plays a moderate role safeguarding the countryside from 
encroachment. 


Purpose 4 - To preserve the setting and special character of historic towns  


Strong  


Digital analysis, based on bare earth height data, indicates that this parcel is theoretically visible from the 
historic settlement area located within Bridgnorth. In practice, land within the far north of the parcel that 
forms a flat river terrace of Severn and has good intervisibility with the historic settlement areas within 
Bridgnorth. The openness of this land plays an important role in the immediate setting of Bridgnorth 
Conservation Area and contributes positively to the historic significance of the settlement. 


The Riverside Caravan Park and adjoining small pastoral field to the south have a reduced sense of 
openness and are largely screened from the Bridgnorth Conservation Area by the A458 (Bridgnorth 
bypass) River Severn Bridge. This area is considered to play a weaker role against purpose 4. 


Purpose 5 - To assist in urban regeneration by encouraging the recycling of derelict and other 
urban land 


All parcels make an equally significant contribution to this purpose. 
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Alternative Green Belt Boundaries 


The existing Green Belt boundary comprises the River Severn to the south of the parcel and the existing 
settlement edge of Bridgnorth to the north. Release of parcel P63 would lead to the creation of a new 
Green Belt boundary along the A442, which whilst readily recognisable would not constitute as strong a 
Green Belt boundary as the River Severn. 


Harm to Green Belt Resulting from Release 


Parcel P63 contains a limited amount of built development, including the A458 and caravan park in the 
north of the parcel and part of the hamlet of Danesford in the south of the parcel.  However, the parcel is 
open and predominantly comprises agricultural land. The land in the far north of the parcel contributes to 
the setting of the historic areas within Bridgnorth, although the caravan park in the north of the parcel 
limits this. Releasing this parcel from the Green Belt would have some impact on the setting of the 
historic town and lead to encroachment on the countryside. It is considered that the release of this parcel 
from the Green Belt would lead to a Moderate-High level of harm to the Green Belt in this local area. 
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Conclusion  


Figure A3.28 below shows the level of harm associated with the release of parcels/sub-parcels considered 
within the assessment around Bridgnorth. 


 


Figure A3.28: Individual Harm from Release of Parcels Surrounding Bridgnorth 


The parcel assessment summarised on Figure A3.28above indicates that the release of Green Belt land 
for development could result in a ‘high’ level of harm to the Green Belt in the far northeast and 
east(parcels P52, P53, P54, P59), as well as land (designated as ancient woodland) which forms the 
eastern extent of parcel P55. The release of land for development to the south of Bridgnorth (parcel P61 
and P63) and to the east of Bridgnorth to the west of the A454 (Parcel P56) could result in a ‘moderate-
high’ level of harm. In comparison, the release of land for development to the west, north and south of 
Stanmore Industrial Estate (parcels P57, P58 andP60), as well as the smaller sub-parcel P54 could result 
in a ‘moderate’ level of harm. Releasing the Green Belt land directly adjoining the south of Bridgnorth 
(Parcel P62 and sub-parcel P55) could result in a ‘low-moderate’ level of harm. 
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Part 3: Opportunity Areas – Assessment of Harm on the Green Belt 


The assessment of the harm that could be caused by releasing Green Belt land for development has been 
tested through the identification of three distinct Opportunity Areas around Bridgnorth and by the 
identification of three further Sub-Opportunity Areas. The findings of these assessments are set out below.  


Opportunity Area Bn-1 


 


Figure A3.29: Opportunity Area Bn-1 


,  


Figure A3.30: Sub Opportunity Area Bn-1a 
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Description of Opportunity Area Bn-1 


Opportunity Area Bn-1 comprises the entire areas of parcels P56 and P55 to identify a potential direction 
for growth across the eastern boundary of Bridgnorth.  


Sub-opportunity Area Bn-1a 


A sub-opportunity area has been identified that would lead to a lower level of overall harm to the Green 
Belt. Sub-opportunity Area Bn-1a comprises the release of sub-parcel P55.  


Summary of Assessment of Harm for Individual Parcels 


The individual release of parcel P55 would have a High level of harm on the Green Belt. The individual 
release of parcel P56 would have a Moderate-High level of harm on the Green Belt. 


Assessment of Harm for sub-parcels 


The release of Sub-parcel P55 would have a Low-Moderate level of harm on the Green Belt. 


 


Assessment of harm 


Removal of Opportunity Area Bn-1 


The removal of Bn-1 would result in development being sited beyond the current settlement edge of 
Bridgnorth on open agricultural land to the east of the distinctive band of ancient woodland of ‘Hermitage 
Hill Coppice’. The land within parcel P56 slopes down to the east with the western areas of the parcel 
being more elevated and visually prominent than the surrounding land. Development within this parcel 
would be visible from neighbouring areas of Green Belt land, particularly to the north and northeast and 
would encroach on these areas of open countryside. The presence of established woodland within 
Stanmore Country Park and Stanmore Industrial Estate provide a degree of visual separation between 
parcel P56 and the wider countryside to the southeast, therefore the sense of encroachment resulting 
from this Green Belt release is likely to be lower. This woodland within P55 plays a key role in the setting 
of the historic settlement area within Bridgnorth therefore the release of Opportunity Area Bn-1 could 
significantly weaken the role of the Green Belt with regard to Purpose 4. The release of Opportunity Area 
Bn-1 would lead to a High level of harm to the Green Belt in this local area. 


 


High Harm 


No mitigation measures have been identified, as release of the opportunity area would have a high level 
of harm on the Green Belt. 


Removal of Sub-opportunity Area Bn-1a 


Sub-parcel P55 consists of a narrow strip of sloping grazing land set between Hermitage Hill Coppice 
woodland to east and the urban edge of Bridgnorth to the west. The adjoining settlement has a strong 
influence on the sub-parcel and woodland separates the land from the wider countryside to the east. The 
openness of the land does not play a key role in the setting of the historic town of Bridgnorth. Releasing 
Sub-opportunity Area Bn-1a would lead to a Low-Moderate level of harm to the integrity of the Green 
Belt in this local area.  


  


Low-Moderate Harm 


The following section sets out the mitigation measures that could be considered in order to minimise the 
degree of harm to the Green Belt associated with the release of Bn-1a. 


Mitigation Measures 


• Trees within ‘Hermitage Hill Coppice’ along the eastern edge of the Sub-parcel P55 should be retained 
and protected against any construction activity in accordance with best practice. These trees play a 
key role in preserving the setting of the historic town of Bridgnorth.  
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• Development within Sub-opportunity Area Bn-1a should be restricted to appropriate small scale and 
low density residential development of up to two storeys, or single storey employment development 
to minimise encroachment on neighbouring Green Belt land. 


• Where possible, existing hedgerows along the road bounding south of the sub-parcel should be 
retained and enhanced to create coherent new Green Belt boundaries. 
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Opportunity Area Bn-2 


 


Figure A3.31: Opportunity Area Bn-2 


 


Figure A3.32: Sub-opportunity Area Bn-2a 
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Description of Opportunity Area Bn-2 


Opportunity Area Bn-2 comprises the entire area of parcels P54, P55, P56, P57, P58, P59 and P60 to 
identify a potential direction for growth across the eastern boundary of Bridgnorth. 


Sub-opportunity Area Bn-2a 


One sub-opportunity area has been identified that would lead to a lower level of overall harm to the 
Green Belt. Sub-opportunity Area Bn-2a comprises the release of parcels P57, P58 and P60, as well as 
sub-parcels P54 and P55. 


Summary of Assessment of Harm for Individual Parcels 


The individual release of parcels P54, P55 and P59 would have a High level of harm on the Green Belt. 
The individual release of parcel P56 would have a Moderate-High level of harm on the Green Belt. The 
individual release of parcels P57, P58 and P60 could have a Moderate level of harm on the Green Belt. 


Assessment of Harm for sub-parcels 


The individual release of parcels P57, P58 and P60, and Sub-parcel P54 would have a Moderate level of 
harm on the Green Belt. The individual release of Sub-parcel P55 could have a Low-Moderate level of 
harm on the Green Belt. 


 


Assessment of harm 


Removal of Opportunity Area Bn-2 


Parcels P54, P56, P58 and P59 form part of a wide area of open countryside located to the east of 
Bridgnorth. Releasing the entirety of these parcels from the Green Belt would constitute significant 
encroachment on the countryside. There is no separation between these parcels and the adjoining areas 
of open countryside and their release is likely to weaken the contribution of neighbouring Green Belt land 
to Purpose 3. The ‘Hermitage Hill Coppice’ woodland along eastern edge of parcel P55 also plays a key 
role in the setting of the historic town of Bridgnorth,.  


The release of the Opportunity Area Ab2 would lead to a High level of harm to the Green Belt in this local 
area.  


High Harm 


No mitigation measures have been identified, as release of the opportunity area would have a high level 
of harm on the Green Belt 


Removal of Sub-opportunity Area Bn-2a 


The sub-parcel P55 is located along the settlement edge of Bridgnorth and is not part of the wider 
countryside and does not play a key role in the setting of Bridgnorth. Sub-parcel P54 is partly contained 
by development and does not have a strong connection to the wider countryside. ParcelsP57 P58 and P60 
are also partly enclosed by development and P60 contains the hamlet of Stanmore. The partial 
containment of these areas limits the harm of their release on the wider Green Belt. Removal of the sub-
opportunity area could however lead to a degree of encroachment on P56 in relation to Purpose 3. As 
Stanmore is not a town considered under Purpose 2, release of the sub-opportunity area would not have 
any effect in relation to Purpose 2 – preventing the merging of towns.  


Releasing Sub-opportunity Area Bn-2a from the Green Belt would lead to a Moderate level of harm to 
the Green Belt in this local area.  


Moderate Harm 


The following section sets out the mitigation measures that could be considered in order to minimise the 
degree of harm to the Green Belt associated with the release of Bn-2a. 


Mitigation Measures 


• Trees within Hermitage Hill Coppice along the eastern edge of the Sub-parcel P55 should be retained 
and protected against any construction activity in accordance with best practice. These trees play a 
key role in preserving the setting of the historic settlement area within Bridgnorth.  
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• Hedgerows and tree belts along the boundaries of parcels P57 and P60 should be retained and 
enhanced, to limit the potential harm to P56 in relation to Purpose 3. 


• The hedgerows that line the boundaries of P58 and sub-parcel P54 should retained and enhanced, 
with any gaps strengthened and new hedgerows/trees planted.  


• Development within Sub-opportunity Area Bn-2a should be restricted to appropriate small scale and 
low density residential development of up to two storeys, or single storey employment development, 
to minimise encroachment on neighbouring Green Belt land. 
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Opportunity Area Bn-3 


 


Figure A3.33: Opportunity Area Bn-3 


 


Figure A3.34: Sub-opportunity Area Bn-3a 
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Description of Opportunity Area Bn-3 


Opportunity Area Bn-3 comprises the entire area of parcels P52, P53, P54, P55, P56, P57, P58, P59, P60, 
P61, P62 and P63 to identify a potential direction for growth across the eastern, north eastern and south 
eastern boundary of Bridgnorth. 


Sub-opportunity Area Bn-3a 


A sub-opportunity area has been identified that would lead to a lower level of overall harm to the Green 
Belt. Sub-opportunity Area Bn-3a comprises the release of parcels P57, P58, P60 and P62, and the 
release of sub-parcels P54 and P55.  


Summary of Assessment of Harm for Individual Parcels 


The individual release of parcels P52, P53, P54, P55, P59 and would have a High level of harm on the 
Green Belt. The individual release of parcels P56, P61 and P63 would have a Moderate-high level of 
harm on the Green Belt. The individual release of parcels P57, P58 and P60 would have a Moderate level 
of harm on the Green Belt. The individual release of Parcel P62 would lead to a Low-Moderate level of 
harm to the Green Belt in the local area. 


Assessment of Harm for sub-parcels 


The individual release of parcels P57, P58 and P60, and sub-parcels P54 would have a Moderate level of 
harm and P61 a Moderate-high level of harm on the Green Belt. The individual release of sub-parcels 
P55 and P62 would lead to a Low-Moderate level of harm to the Green Belt in the local area. 


 


Assessment of harm 


Removal of Opportunity Area Bn-3 


Parcels P52, P53, P54, P56, P58, P59 and P61 form part of a wide area of open countryside located to the 
east of Bridgnorth. Releasing these parcels from the Green Belt would constitute significant 
encroachment on the countryside. There is no separation between these parcels and the adjoining areas 
of open countryside and their release is likely to weaken the contribution of neighbouring Green Belt land 
to Purpose 3. Furthermore, the ‘Hermitage Hill Coppice’ ancient woodland along the eastern edge of 
parcel P55 plays a key role in the setting of the historic town of Bridgnorth.  


The release of the Opportunity Area Bn-3 would lead to a High level of harm to the Green Belt in this 
local area.  


High Harm 


No mitigation measures have been identified, as release of the opportunity area would have a high level 
of harm on the Green Belt 


Removal of Sub-opportunity Area Bn-3a 


Sub-parcel P55 is located along the settlement edge of Bridgnorth and is not part of the wider 
countryside and does not play a key role in the setting of Bridgnorth. Sub-parcel P54 is partly contained 
by development and does not have a strong connection to the wider countryside. Parcel P57, P58 and 
P60 are also partly enclosed by development and P60 contains the hamlet of Stanmore. Parcel P62 
adjoins the industrial and residential settlement edge of Bridgnorth and is partly separated from open 
land to the south by the A442 and properties along the road. The partial containment of these areas 
limits the harm of their release on the wider Green Belt. Removal of the sub-opportunity area would 
however lead to a degree of encroachment on P56 in relation to Purpose 3. As Stanmore is not a town 
considered under Purpose 2, release of the Sub-opportunity area would have no effect in relation to 
Purpose 2 – preventing the merging of towns. 


Releasing Sub-opportunity Area Bn-3a from the Green Belt will lead to a Moderate level of harm to the 
Green Belt in this local area.  


Moderate Harm 


The following section sets out the mitigation measures that could be considered in order to minimise the 
degree of harm to the Green Belt associated with the release of Bn-3a. 
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Mitigation Measures 


• Trees within Hermitage Hill Coppice along the eastern edge of the Sub-parcel P55 should be retained 
and protected against any construction activity in accordance with best practice. These trees play a 
key role in preserving the setting of the historic settlement area within Bridgnorth.  


• Hedgerows and tree belts along the boundaries of parcels P57 and P60 should be retained and 
enhanced to limit the potential harm to P56 in relation to Purpose 3. 


• The hedgerows that line the boundaries of P58 and sub-parcel P54 should be retained and enhanced, 
with any gaps strengthened and new hedgerows/trees planted.  


• Hedgerows and trees along either side of the A442 and Old Worcester Road along the southern and 
eastern boundary of parcel P62 should retained and enhanced, with any gaps strengthened and new 
hedgerows/trees planted. 


• Development within Sub-opportunity Area Bn-3a should be restricted to appropriate small scale and 
low density residential development of up to two storeys, or single storey employment development 
to minimise encroachment on neighbouring Green Belt land. 
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Part 4: Conclusions for Bridgnorth 


The assessment has reviewed the potential harm to the Green Belt of releasing for development, 
individual parcels or sub-parcels identified in this Green Belt Review. This has subsequently informed the 
identification of three opportunity areas; and three sub-opportunity areas around the settlement of 
Bridgnorth.  


The findings of the assessment of harm likely to result from releasing the opportunity areas or sub-
opportunity areas for development are summarised in Table A3.1. 


 
Table A3.1: Assessment of Harm for Opportunity Areas within Bridgnorth 


Opportunity Area Reference Area (ha) Rating 


Bn-1 100.6 High 


Bn-1a 7.2 Low-Moderate 


Bn-2 369.1 High 


Bn-2a 93.4 Moderate 


Bn-3 704.2 High 


Bn-3a 110.6 Moderate 


The consideration of the release of Green Belt land around Bridgnorth, set out in detail in the preceding 
sections and summarised in the table above, highlights the various potential Green Belt impacts arising 
from the possible release of land for development to meet the future needs of the settlement of 
Bridgnorth. The assessment in this Green Belt Review has shown that, 7.2ha of land (within opportunity 
area Bn-1a) could be released from the Green Belt for development with only low-moderate harm to the 
Green Belt, and up to 110.6ha of land could be released with moderate harm (under opportunity area Bn-
3a). 


Whilst development on Green Belt land may inevitably lead to some degree of encroachment into the 
countryside within the Green Belt, the strategic function of the West Midlands Green Belt will not be 
affected by such small scale releases of land in Bridgnorth. At both a strategic level and local level, there 
will be no harm to the role played by the West Midlands Green Belt in checking the unrestricted sprawl of 
the large built areas, preventing the merging of neighbouring towns, or preserving the setting and special 
character of historic towns. 
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From: 


Sent: 08 June 2020 10:38 


To:  
Subject: RE: Housing proposal at Tasley 


 
David  
The following has been sent this morning, 8 June,  by email to Messrs, West, Corden, Lynch, Lea, 
Winwood at Shropshire Council and to the Bridgnorth Town Clerk.   
Regards 
Rob 
 


Proposal for major housing development by Taylor Wimpey at Tasley, Bridgnorth 
  
You will no doubt be aware that the Livestock market operated by Nock Deighton 
Agricultural LLP of which I am a partner is part of plans approved by the Council for new 
housing development north of the Wenlock Road which includes the existing Market site. 
  
Our thriving auctioneering business is intended with contractual provision in place to move 
south of the A458 into purpose-built premises on an extensive new site which will include 
parking, stockyards and lairage areas for livestock needing to be accommodated overnight. It 
goes without saying that the opportunity to improve the market layout and have utterly 
modern facilities is an essential feature of the move. In our discussions with the late Stewart 
Hickman (our landlord) it was clear that we could not remain where we are, as our presence 
would have restricted or prevented the new housing development, and even if some 
compromise layout had been possible our operations are not compatible with having houses 
as neighbours.  
  
Looking back historically, the livestock market in Bridgnorth town centre was to close when 
at the last minute, approval was granted by the planning inspectorate for a new ‘out of town’ 
livestock market site which opened in January 1990. The intention at the time was of course 
to avoid the potential conflict between the livestock market operation and residential amenity 
which by and large has been achieved. At our current site we now have the new residential 
development opposite the site entrance and have been affected by residents using the market 
site as a ‘public’ park which is potentially in conflict with our market operating licence.  
  
Our business is located in a good strategic location and this is a key part of the firms 
resilience and we firmly believe that the existing livestock market adds a dimension to the 
town which is becoming increasingly rare in market towns across the country.  Not only that, 
it provides an essential social function for many rural business owners and 
farmers.  Bridgnorth Livestock Market has grown over recent years and is now established as 
one of the larger auction markets within the UK.  A recent study has identified auction marts 
as having a positive effect on the mental health of the rural community, bringing people 
together.  It seems clear that our operation would be severely affected if developed as 
currently proposed and should the facility be lost, the effect will be widespread.   
  
Not being close to any housing is essential because a Livestock Market has early morning 
arrivals of animals which are frequently noisy and they need time to settle down. 
Considerable numbers of lorries, tractors, trailers, transporters and cars will attend the site 
and manoeuvre about. There may be reversing alarms and the loading/unloading of stock can 
be a noisy business. That will result in a steady stream of complaints from the occupiers of 







houses including from well-meaning people who believe that if an animal makes a noise, it is 
in distress and someone should be notified. 
 
While this message is primarily concerned with the impact of proposed housing on our future 
operations, it is worthwhile noting the local social positive benefits the market site offers 
particularly in allowing the Park & Ride to operate at minimal cost from our premises which 
supports the high street directly, the Bridgnorth Carnival start point, support for Bridgnorth 
Walk and the Theatre on the Steps, and various ad hoc events where a gathering point is 
required from time to time. 
  
With the best will in the world the Livestock Market would find it very difficult to operate 
surrounded by houses and I and my colleagues are at a loss to know how you can consider 
locating this development next to our relocation site. I should be grateful if you will make 
your councillors aware of our concern for the future of the Livestock Market. 
  
Yours sincerely 
 
 
 












 


PJA 
Seven House 


High Street 
Longbridge 


Birmingham 
B31 2UQ 
pja.co.uk 
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1 Introduction 


1.1 Overview 


1.1.1 PJA have been commissioned by Stanmore Properties Ltd and Apley Estate to provide transport 
services in relation to the Stanmore Village site in Bridgnorth. 


1.1.2 The site is located approximately 1.5km east of Bridgnorth town centre. It is bisected by the A454 
between its junction with Wolverhampton Road and an Unnamed Road to the north, and the A458 
to the south, as shown in Figure  1-1. 


1.1.3 It should be noted that the red line area shown in Figure  1-1, includes all land which is in any way 
influenced by the development proposals including existing development, retained parkland, and 
Safeguarded land, only to be removed from Green Belt designation. 


Figure  1-1: Site location


 
 


1.1.4 It is currently proposed to develop the site to include  approximately 850 dwellings, 16ha of 
employment (approximately 68,000m2 of buildings), a local centre and associated green 
infrastructure.  
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1.2 Report Purpose and Structure 


1.2.1 This report provides a high-level appraisal of the site in transport terms, based on the findings from 
a site visit, traffic count data and desktop based appraisal. It sets out at a high level, the key issues 
and opportunities for the site.  


1.2.2 The remainder of this report is structured as follows: 


 Section 2 describes the baseline conditions within the vicinity of the site including access by all 
modes, highway safety and the local highway network; 


 Section 3 provides details on the likely trip generation for the site, based on current 
development proposals, and resultant distribution and assignment;  


 Section 4 outlines the results of junction capacity modelling; and 


 Section 5 outlines the key issues for the site and how these may be addressed, in terms of 
providing access to site by all modes and on-site parking provision.  


1.3 Scoping Discussions 


1.3.1 Initial scoping discussions have been conducted with the Highways Officers at Shropshire County 
Council (SCC). A summary of these discussions is as follows: 


 SCC were comfortable with access from the A454 and implementing measures to reduce speed 
and severance. The view was that roundabouts would be the most appropriate form of junction 
as they would assist in controlling speeds 


 SCC was less amenable to an access off the A458 and would need to be convinced that a safe 
access could be provided on this part of the network; 


 SCC would be looking for 1:20 gradients on all roads and pedestrian linkages however there is 
some flexibility in this where it cannot be achieved; 


 SCC agreed that the A458 and B4363 were not attractive for walking and cycling into Bridgnorth 
and that a link through the woodland to the west of the site would be necessary. SCC accepted 
the constraints (gradients and trees) and that the roads that the link would tie into are steeper 
than 1:20 and this is a reasonable consideration; 


 SCC was comfortable with using JtW census data for the distribution; 


 SCC suggested a need to consider other committed developments but suggested the existing 
allocated sites to the west of Bridgnorth have been in the plan for a long time with no sign of 
coming forward and therefore there is an argument not to treat them as committed; 


 SCC suggested that parking in the town centre was a concern for residents; and 







Introduction 
 


Stanmore Properties Ltd and Apley Estate 3 Stanmore Village, Bridgnorth


  High Level Transport Appraisal
 


 SCC suggested that the P&R was important to address concerns of parking. SCC agreed that it 
could accept a dual use car park linked to the local centre with a bus stop/hub linking to the 
town centre. 
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2 Baseline Conditions 


2.1 Introduction 


2.1.1 This section provides an outline of the baseline conditions within the vicinity of the site, including 
the local highway network, public transport infrastructure and highway safety.  


2.2 Local Highway Network 


A454  


2.2.1 The A454 is a single carriageway which runs north-west to south-east between its junction with the 
B4263 in the north and A458 to the south. Locally it provides access between Wolverhampton and 
the outskirts of Bridgnorth. It has a speed limit of 60mph (national speed limit). It is approximately 
7m in width, with a narrow footway (approximately 1m in width) provided on the eastbound side 
of the carriageway. There are numerous hidden dips in the road which restrict visibility in certain 
locations. It also provides access to Stanmore Country Park, and Stanmore Business Park (a large 
industrial estate), from Estate Road.   


B4363 Wolverhampton Road 


2.2.2 The B4363 Wolverhampton Road is a single carriageway road providing access from the east to 
Bridgnorth Town Centre. To the west of its junction with A454, the speed limit is 40mph. Travelling 
towards Bridgnorth Town Centre, there is an incline of 10%, with sharp bends to the left and right. 
In the eastbound direction there is an environmental  weight restriction (HGVs over 7.5 tonnes). A 
narrow footway is provided on the westbound side of the carriageway (approximately 1.5m in 
width). To the south of its junction with Lodge Lane there is a layby provided on both sides of the 
carriageway.  


A458 Stourbridge Road 


2.2.3 The A458 Stourbridge Road is a single carriageway road which provides access between Bridgnorth 
and Stourbridge to the east, and Shrewsbury in the west. In the vicinity of the site, the A458 has a 
speed limit of 60mph (national speed limit). There is a narrow footway intermittently provided on 
alternating sides the carriageway (<1m in width). It forms a three-arm roundabout with the A454 
to the south of the site.  
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2.3 Sustainable Transport 


Walking and Cycling 


2.3.1 A summary of the footway provision and crossing points on the local highway network is provided 
in Figure  2-1. The provision for non-motorised users has been considered between the site and 
Bridgnorth town centre via A454, Wolverhampton Road and A458. 


Figure  2-1: Local footway provision, crossing points and cycle routes 


2.3.2 There is no specific provision for cyclists in the direct vicinity of the site, however, as shown in Figure  
2-1, National Cycle Route 45 routes through Bridgnorth High Town.  


2.3.3 The A454 has an unlit, narrow footway provided on the southbound side of the carriageway. There 
are limited existing crossing facilities on the A454, with no tactile paving provided at its junction 
with either the A458 or Wolverhampton Road.  There is no footway provided to access bus stops 
on the northbound side of the carriageway.  


2.3.4 Wolverhampton Road has an intermittent lit footway, which is very narrow and of poor quality 
between its junction with A454 and Lodge Lane. South of this point, the quality of the footway 
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improves and at the junction with A442 Mill Street, tactile crossing is provided on all arms of the 
roundabout facilitating access into the Low Town and surrounding residential areas. 


2.3.5 The A458 has a narrow, unlit footway within the vicinity of the site. South of the junction with 
Faraday Drive, the footway widens and is lit. A zebra crossing is provided on Stourbridge Road 
facilitating access into to Low Town, supermarket and surrounding residential areas. 


Public Rights of Way 


2.3.6 There are a number of public rights of way (PRoW) within the vicinity of the site as shown in Figure  
2-2. Of particular interest is the PRoW which links the A454 with Elmhurst and Hazel View to the 
west of the site. This provides an opportunity for sustainable linkages (walking and cycling) from 
the site into Bridgnorth Low Town and beyond. 


Figure  2-2: Public rights of way (PRoW) 
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Public Transport 


2.3.7 Figure  2-3 shows the nearest bus stops to the development site and the bus routes serving these 
stops. The 125 and 114/116 services are infrequent services, and the number 9 runs on an hourly 
basis, which currently terminates at Stanmore Industrial Estate. 


Figure  2-3: Public transport provision 


 


2.3.8 The bus stops located on A454 adjacent to the access to Stanmore County Park (Estate Road) are 
both flag and pole bus stops, with timetable information. As stated previously, there is no footway 
or crossing provision to link those on the northbound side of the carriageway to surrounding 
facilities. In the southbound direction, the bus stop is located at the mouth of the junction with 
Estate Road.   


2.3.9 The eastbound bus stop located on the A454 adjacent to The Hobbins is a shelter with timetable 
provision.  
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Park and Ride 


2.3.10 It is understood that a key local issue in Bridgnorth is the perceived lack of car parking in the town 
centre, particularly on summer weekends. Currently a Park & Ride site operates from the Nock 
Deighton Auction Yard (WV16 4QR) on Saturday’s between April and October1. The bus service from 
this site operates between 9:30am and 4:30pm on a 20-minute frequency.  


2.4 Local Facilities 


2.4.1 Figure  2-4 shows the location of the nearest local facilities (education, health and retail). As shown 
in Figure  2-4 most of the facilities are in Bridgnorth Town Centre. The nearest primary school is St 
Mary’s Bluecoat C of E Primary School on Morfe Road, approximately 2km from the site.   


Figure  2-4: Local facilities (education, health and retail) 


 
 


 
1 http://www.bridgnorthcofc.co.uk/park-ride/ 
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2.4.2 It is important to note that the site will be a mixed-use development with local employment 
opportunities as well as local facilities as part of a local centre. 


2.5 Highway Safety 


2.5.1 Collision data has been requested from SCC for a five-year period within the vicinity of the site. A 
summary of the collisions by link and junction (excluding those with less than one collision reported) 
is provided in Table  2-1. The raw data is presented in Appendix A. 


2.5.2 The information presented in Table  2-1 shows that on the majority of links and junctions there is 
an average of less than one collision per year. In addition, no fatal collisions have been recorded 
across the whole study area.  


Table  2-1: Collision data summary; last 5 years. 


Location Type Accident Severity 
Slight Serious Fatal Total 


A454 / Wolverhampton Road Roundabout Junction 1 1 0 2 
A454 / A458 Roundabout Junction 1 1 0 2 
A442 / A458 Roundabout Junction 2 2 0 4 


A442 / Wolverhampton Road / Mill Street 
Roundabout 


Junction 2 0 0 2 


Mill Street / St Johns Street Junction 2 0 0 2 
A454 Link 2 0 0 2 


A458 Stourbridge Road Link 2 2 0 4 
B4363 Wolverhampton Road Link 7 1 0 8 


A442 Hospital Street Link 2 0 0 2 
A442 Cann Hall Road Link 5 2 0 7 
 


2.5.3 Based on the last five-years of collision data there was a cluster of collisions reported in two 
locations: 


 B4363 Wolverhampton Road; and 


 A442 Cann Hall Road.  


2.5.4 On the B4263 Wolverhampton Road, there is a cluster of six collisions (five slight, one serious) that 
were recorded on the bend in the road to the north of its junction with Lodge Lane.  


 Three of these collisions are reported to have involved a vehicle travelling southbound losing 
control and colliding with another vehicle travelling northbound. Common contributory factors 
between these collisions were listed as loss of control and road layout.   


 Three collisions are reported to have involved a vehicle travelling northbound colliding with 
another vehicle travelling southbound. One of these involved a HGV travelling northbound on 
B4263, disobeying the weight restriction in place restricting use for vehicles over 7.5t, stopping 
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whilst going up the hill, and the vehicle behind which was reported to have been exceeding the 
speed limit, colliding with an oncoming vehicle in the opposite direction. A common contributory 
factor between these collisions was listed as ‘failure to look properly’.  


 No collisions involved non-motorised road users.  


2.5.5 On A442 Cann Hall Road there is a cluster of seven collisions (five slight, two serious) in the vicinity 
of the junction with Cann Hall Drive 


 Two of the collisions in this location are reported to have involved a vehicle colliding with a 
pedestrian crossing the road. One of these is reported to have involved a pedestrian crossing 
the road, who crossing into the path of an oncoming vehicle. The second collision involved a 
pedestrian being hit by a wing mirror of a turning vehicle. Both of the collisions were classified 
as serious and occurred in the same location on A442 Cann Hall Road. 


 Three of the collisions in this location involved vehicles turning into, or out of the petrol station, 
one of these was reported to be a rear shunt incident involving two vehicles travelling 
southbound on A422 and two involved a vehicle turning right onto A442 (N) into the path of 
another oncoming vehicle. A common contributory factor between these collisions was listed as 
failure to judge another person’s path or speed. One of these collisions involved a motorcyclist.  


 The other two collisions in this location were not reported to involve common movements, nor 
non-motorised users. They were both classified as slight.  


2.5.6 On the B4263 Wolverhampton Road, there is a clustering of collisions with common movements 
and contributory factors within the five-year study period. However, given that these have occurred 
over a five-year study period and the severity of the collisions is low, it is not considered that there 
is an existing road safety issue. In addition, the distribution presented later in this report suggests 
that the development will not considerably increase traffic on this link during peak periods.  


2.5.7 On A442 Cann Hall Road, the collision severity and frequency of collisions is low. There is not a high 
occurrence of collisions with common movements or contributory factors. Therefore, it is not 
considered that there are any existing road safety issues which could be exacerbated by the 
proposed development in this location.  


2.5.8 Two collisions were reported on A454, from which it is proposed to take principal access. One of 
these collisions is reported to have involved a vehicle exceeding the speed limit and losing control, 
resulting in the vehicle leaving the carriageway. The second collision is reported to have involved a 
motorcyclist overtaking a vehicle on A454 without seeing an approaching vehicle travelling in the 
opposite direction in a dip in the road. These two collisions were both classified as slight. Therefore, 
based on the information available, it is not considered that there is are any existing road safety 
issues which would be exacerbated by introduction of a junction to access the site.  
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2.5.9 Notwithstanding the above conclusion, the development would facilitate significant changes to the 
A454, including reduced speed limits. Any proposed changes to the highway network would be 
subject to detailed design and independent road safety audits at the appropriate time.  
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3 Travel Demand 


3.1 Introduction 


3.1.1 This section of the report sets out the likely vehicle trip generation, distribution and assignment for 
the site, as well as the impact this may have on the local highway network.  


3.1.2 The study area for the assessment has been agreed with SCC and, is shown in Figure  3-1. 


Figure  3-1: Study Area 


 


3.2 Trip Generation 


3.2.1 To calculate the travel demand for the site, trip rates have been extracted from the TRICs database 
and resultant indicative trip generation calculated using the following development mix: 


 850 dwellings; and 


 68,000m2 of employment buildings. 


3.2.2 The TRICs outputs are provided in Appendix B. 


3.2.3 It is assumed that the trips generated by the local centre will be internalised, and therefore have 
not been included for within the vehicle trip generation. From the ‘Shropshire Local Plan Review: 
Consultation on Preferred Sites’ document it is understood that expansion space for existing 
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occupiers of Stanmore Industrial Estate is a local priority, and so the travel demand has been 
calculated for the employment element of the site based on this land use assumption. 


Table  3-1: Vehicle trip rates and trip generation 


Land Use AM Peak (08:00 – 09:00) PM Peak (17:00 – 18:00) Saturday Peak (11:00 – 12:00) 
Arrivals Departures Two-Way Arrivals Departures Two-Way Arrivals Departures Two-


Way 
Trip Rates 


Residential  
(Houses 
Privately 
Owned) 


0.128 0.380 0.508 0.332 0.140 0.472 0.135 0.185 0.32 


Employment 
(Industrial 
Estate) 


0.125 0.048 0.173 0.034 0.120 0.154 0 0 0 


Trip Generation 
Residential  109 323 432 282 119 401 115 157 272 
Employment 85 33 118 23 82 105 0 0 0 
Total 194 356 550 305 201 506 115 157 272 


 


3.2.4 The information presented in Table  3-1 shows that as a whole the site is forecast to generate 550 
two-way vehicle trips in the AM peak and 506 two-way vehicle trips in the PM peak. During the 
Saturday peak, the site is forecast to generate 272 two-way vehicle trips. 


3.3 Trip Distribution 


3.3.1 A trip distribution for the residential and employment elements of the site has been calculated 
using 2011 census journey to work data and online route planning software which considers 
congestion on the local highway network. It is recognised that drivers will utilise the route with the 
least congestion, which may introduce rat running on parallel, alternative routes. A manual check 
of the distribution has been conducted to ensure the most appropriate routes have been selected 
for the purposes of this assessment. The full distribution is shown in Appendix C. 


3.3.2 For the purposes of this assessment, it is assumed that the whole site is accessed from a new 
junction(s) onto A454 (though in reality much of the new employment provision will use the 
existing, improved, Estate Road junction to the A454).  A summary of the distribution for the 
residential and employment elements of the site is provided in Figure 3-2 and Figure  3-3, 
respectively. 
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Figure  3-2: Residential vehicle trip distribution 


 


Figure  3-3: Employment vehicle trip distribution 
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3.4 Trip Assignment 


3.4.1 Based on the distribution in Figure 3-2 and Figure  3-3 for each land use, the trip generation 
presented in Table  3-1 has been assigned onto the local highway network. The resultant 
assignment is shown in Appendix C.  A summary of the number of two-way vehicle trips through 
each local key junction (as agreed with SCC) is provided in Table  3-2, for the AM, PM and Saturday 
peak periods. 


Table  3-2: Trip assignment through key junctions 
Junction Location AM Peak PM Peak Saturday 


Peak 
1 A454 / Wolverhampton Road 360 331 179 
2 A454 / A458 Stourbridge Road / A458 189 174 94 
3 Stourbridge Road / A458 / Old Worcester Road / A458 Stourbridge Road 98 90 47 
4 A442 Cann Hall Road / A458 Stourbridge Road / A442 Kidderminster Road / 


A458 
98 90 47 


5 A442 Cann Hall Road / St John Street 110 110 53 
6 A442 Mill Street / A442 Cann Hall Road / B4363 Mill Street 263 242 126 
7 B4363 / B4373 42 38 7 
8 Whitburn Street / B4373 / B4364 15 13 0 


 


3.5 Off-Site Impacts 


3.5.1 Traffic counts were conducted at junctions 1 to 8 listed in Table 3-2 on the following dates/time 
periods: 


 Thursday 12th September 2019 (07:00 – 10:00, 16:00 – 18:00) 


 Saturday 17th August 2019 (10:00 – 16:00) 


3.5.2 Table  3-3 sets out the flows through each junction for the AM, PM and Saturday peak periods , for 
the 2019 baseline and also the traffic forecast to be generated by the development.   The % increase 
in traffic flow as a result of the development has been colour coded as follows: 


 0 – 10% increase – green 


 10 – 20% increase – orange 


 20% + increase – red 


3.5.3 It is important to note that a high percentage impact does not indicate a congestion issue that needs 
to be addressed and it can simply reflect a low base level of traffic. Equally a low percentage impact 
does not necessarily indicate there are no issues.  
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Table  3-3: Off-site traffic impact 


Junction  


Weekday AM Peak Weekday PM Peak Saturday Peak 
(08:00 – 09:00) (17:00 – 18:00)  (11:00 – 12:00) 
2019 
Base Development % Impact 2019 


Base Development % Impact 2019 
Base Development % Impact 


J1 1,051 360 34% 1,162 331 28% 1,066 179 17% 
J2 749 189 25% 922 174 19% 838 94 11% 
J3 887 98 11% 1,117 90 8% 1,066 47 4% 
J4 1,992 98 5% 2,368 90 4% 2,111 47 2% 
J5 1,776 110 6% 2,122 110 5% 1,814 53 3% 
J6 2,157 263 12% 2,345 242 10% 2,061 126 6% 
J7 1,369 42 3% 1,431 38 3% 1,399 7 1% 
J8 1,348 15 1% 1,572 13 1% 1,583 0 0% 


 
3.5.4 This shows that the largest increase is forecast at junction 1 and 2, this is unsurprising given that 


these are the roundabouts on the A454 from which access to the development will be provided.  


3.5.5 The development is forecast to have less than a 3% increase in traffic flows on all approaches to 
junction 7 and 8. 


3.5.6 Junction 3, 4, 5 and 6 are in Bridgnorth Town Centre. It is proposed for the development to have a 
comparable impact at junctions 4 and 5, of between 4 – 6% in the weekday peaks and up to 3% in 
the weekend peak, and also at junction 3 and 6 of between 8-11% in the weekday peaks and 4 – 
6% in the weekend peak.  


3.5.7 On the basis of the above, junction capacity modelling for all three peak periods  has been 
conducted at the following junctions: 


 Junction 3 - Stourbridge Road / A458 / Old Worcester Road / A458 Stourbridge Road 


 Junction 4 - A442 Cann Hall Road / A458 Stourbridge Road / A442 Kidderminster Road / A458 


 Junction 5 - A442 Cann Hall Road / St John Street 


 Junction 6 - A442 Mill Street / A442 Cann Hall Road / B4363 Mill Street 
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4 Junction Capacity Modelling 


4.1 Introduction 


4.1.1 This section provides details of junction capacity modelling undertaken at the following junctions: 


 Junction 3 - Stourbridge Road / A458 / Old Worcester Road / A458 Stourbridge Road 


 Junction 4 - A442 Cann Hall Road / A458 Stourbridge Road / A442 Kidderminster Road / A458 


 Junction 5 - A442 Cann Hall Road / St John Street 


 Junction 6 - A442 Mill Street / A442 Cann Hall Road / B4363 Mill Street 


4.2 Junction Capacity Assessments 


4.2.1 The above named junctions have been modelled in Junctions 9 modelling software used to 
understand the operation of non-signalised junction in terms of vehicle queueing, capacity and 
delay. These models have been built using traffic count data collected in 2019, the trip 
generation/distribution presented in Section 3 of this note and observations made on site.  


4.2.2 This section reports in queue lengths in vehicles and Ratio of Flow to Capacity (RFC) on each arm of 
the junction. RFC relates to the capacity for traffic to enter a junction and is provided for each arm 
of an unsignalized junction. An RFC of below 0.85 indicates that a junction operates within capacity 
for the assessed flows, and RFC of over 1.0 indicates that a junction is operating at capacity. A 
summary of the modelling results for each junction are presented in this section, with full outputs 
provided in Appendix D.  


4.2.3 All junctions have been modelled in the following scenarios for the weekday AM, weekday PM and 
weekend peak periods: 


 2019 Base; and 


 2019 Base + Development. 


4.2.4 This modelling provides an indication of the impact of the development for the purposes of initial, 
high-level discussions. As part of the planning application for the site, further consideration 
regarding the impact of the development on queueing and delay for a future year would need to 
be undertaken. A future year would be agreed in advance with SCC.  


Junction 3 - Stourbridge Road / A458 / Old Worcester Road / A458 Stourbridge Road 


4.2.5 This four-arm roundabout has been modelled using the ARCADY module of Junctions 9 (v9.5). 
Geometries have been taken from OS mapping. A summary of the results are provided in Table  4-
1.  
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Table  4-1: Modelling results summary - Junction 3 - Stourbridge Road / A458 / Old Worcester Road / A458 
Stourbridge Road 
Lane AM Peak Hour (08:00 – 09:00) PM Peak Hour (17:00 – 18:00) Saturday Peak (11:00 – 12:00) 


RFC Queue 
(vehs) 


Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


2019 Base 
Stourbridge 
Road 0.21 0 4 0.21 0 4 0.24 0 4 


A458 
Stourbridge 
Road (East) 


0.32 1 5 0.59 1 8 0.51 1 7 


Old 
Worcester 
Road 


0.05 0 4 0.08 0 4 0.03 0 4 


A458 
Stourbridge 
Road (West) 


0.22 0 3 0.16 0 2 0.17 0 2 


2019 Base + Development 
Stourbridge 
Road 0.22 0 4 0.22 0 4 0.24 0 4 


A458 
Stourbridge 
Road (East) 


0.39 1 6 0.65 2 9 0.54 1 7 


Old 
Worcester 
Road 


0.05 0 4 0.08 0 4 0.03 0 4 


A458 
Stourbridge 
Road (West) 


0.24 0 3 0.20 0 3 0.18 0 2 


 


4.2.6 The results presented in Table  4-1 show that the junction currently operates within capacity on all 
approaches during all three peak periods. The maximum RFC is experienced on A458 Stourbridge 
Road (East) during the weekday PM peak, with an associated queue of one vehicle and eight second 
delay per vehicle.  


4.2.7 It is forecast for the junction to continue to operate within capacity following addition of the trips 
generated by the proposed development. The development is forecast to have a no impact on 
queueing, with the maximum increase in delay of one section per vehicle forecast on A458 
Stourbridge Road (East) during the weekday PM peak. It is therefore concluded that the 
development will be unlikely to have a detrimental impact on the operation of this junction albeit 
further future year assessments would be required at the appropriate time. 
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Junction 4 - A442 Cann Hall Road / A458 Stourbridge Road / A442 Kidderminster Road / 
A458 


4.2.8 This four-arm roundabout has been modelled using the ARCADY module of Junctions 9 (v9.5). 
Geometries have been taken from OS mapping. A summary of the results are provided in Table  4-
2. 


Table  4-2: Modelling results summary - Junction 4 - A442 Cann Hall Road / A458 Stourbridge Road / A442 
Kidderminster Road / A458 


Lane AM Peak Hour (08:00 – 09:00) PM Peak Hour (17:00 – 18:00) Saturday Peak (11:00 – 12:00) 
RFC Queue 


(vehs) 
Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


2019 Base 
A442 
(North) 0.60 2 10 0.74 3 14 0.54 1 8 


A458 (East) 0.33 1 5 0.63 2 9 0.42 1 5 
A442 
(South) 0.44 1 6 0.57 1 9 0.44 1 6 


A458 (West) 0.55 1 5 0.49 1 5 0.37 1 4 
2019 Base + Development 


A442 
(North) 0.62 2 11 0.76 3 16 0.54 1 8 


A458 (East) 0.39 1 5 0.67 2 10 0.44 1 5 
A442 
(South) 0.45 1 6 0.59 1 10 0.45 1 6 


A458 (West) 0.58 1 6 0.53 1 5 0.38 1 4 


 


4.2.9 The results presented in Table  4-2 show that the junction currently operates within capacity on all 
approaches during all three peak periods. The maximum RFC is experienced on A442 (North) during 
the weekday PM peak, with an associated queue of three vehicles and 14 seconds of delay per 
vehicle.  


4.2.10 It is forecast for the junction to continue to operate within capacity following addition of the trips 
generated by the proposed development. It is therefore concluded that the development will be 
unlikely to have a detrimental impact on the operation of this junction albeit further future year 
assessments would be required at the appropriate time. 


Junction 5 - A442 Cann Hall Road / St John Street 


4.2.11 This three-arm junction has been modelled using the PICADY module of Junctions 9 (v9.5). 
Geometries have been taken from OS mapping. A summary of the results are provided in Table  4-
3. 
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Table  4-3: Modelling results summary - Junction 5 - A442 Cann Hall Road / St John Street 


Lane AM Peak Hour (08:00 – 09:00) PM Peak Hour (17:00 – 18:00) Saturday Peak (11:00 – 12:00) 
RFC Queue 


(vehs) 
Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


2019 Base 
A442 Cann 
Hall Road 
(North) 


1.12 52 322 1.45 284 1,866 0.87 6 48 


2019 Base + Development 
A442 Cann 
Hall Road 
(North) 


1.18 83 539 1.55 367 2,203 0.88 7 54 


 


4.2.12 The results presented in Table  4-3 show that the junction currently operates at capacity in both 
weekday peak periods and, is approaching theoretical capacity in the weekend peak. The model 
shows that during the weekday peak periods, the queueing would extend back from A442 Cann Hall 
Road (North) beyond the junction with B4364 / Mill Street / Wolverhampton Road.  


4.2.13 During the PM peak site observations, this queuing back was observed to occur on numerous 
occasions, however the interaction between junctions and crossings in this area is complex and this 
cannot be replicated in the modelling presented. The key site observations were: 


 The pedestrian crossing to the south of the junction provided gaps to allow queues to clear. This 
was called relatively frequently in the PM peak hour; and 


 St Johns Street itself became blocked on a number of occasions with queues occasionally 
blocking back to the A442. This was observed to be a result of either vehicles parallel parking on 
St Johns Street or vehicles turning right onto Mill Street (any more than one vehicle making this 
manoeuvre blocks the ahead lane). 


4.2.14 It is forecast for this junction to continue to operate at capacity in both weekday peak periods and, 
approaching theoretical capacity in the weekday peak following addition of the development 
traffic. The development is forecast to double the length of the queue and delay per vehicle in both 
weekday peak periods. It is however important to note that at a junction operating at capacity 
(above an RFC of 1) queues and delays increase exponentially and may therefore not represent 
reality. The model considerably overestimates the queueing.  


4.2.15 It is therefore considered that as part of any forthcoming planning application, more detailed 
consideration should be given as to the impact of the development in this location. It is likely that 
mitigation will be required and due to the interaction between junctions and pedestrian crossings 
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it would be recommended that a Microsimulation (VISSIM) model is prepared to test the impact of 
the development and any proposed mitigation measures. 


Junction 6 - A442 Mill Street / A442 Cann Hall Road / B4363 Mill Street 


4.2.16 This four arm junction has been modelled using the ARCADY module of Junctions 9 (v9.5). 
Geometries have been taken from OS mapping. A summary of the results are provided in Table  4-
4.  


Table  4-4: Modelling results summary - Junction 6 - A442 Mill Street / A442 Cann Hall Road / B4363 Mill Street 
Lane AM Peak Hour (08:00 – 09:00) PM Peak Hour (17:00 – 18:00) Saturday Peak (11:00 – 12:00) 


RFC Queue 
(vehs) 


Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


RFC Queue 
(vehs) 


Delay 
(secs) 


2019 Base 
Mill Street 0.49 1 6 0.61 2 8 0.36 1 5 
Wolverham
pton Road 0.40 1 5 0.53 1 7 0.42 1 5 


A442 Cann 
Hall Street 0.35 1 4 0.29 0 3 0.20 0 3 


Mill Street  0.50 1 5 0.48 1 4 0.44 1 4 
2019 Base + Development 


Mill Street 0.51 1 7 0.71 2 11 0.38 1 5 
Wolverham
pton Road 


0.55 1 7 0.63 2 9 0.48 1 6 


A442 Cann 
Hall Street 


0.39 1 4 0.33 1 4 0.21 0 3 


Mill Street  0.55 1 5 0.52 1 5 0.45 1 4 
 


4.2.17 The results presented in Table  4-4 show that in isolation, this junction currently operates within 
capacity in the base scenario in all peak periods, with minimum queueing and delay. Following 
addition of the development traffic, the junction continues to operate within capacity. The largest 
increases in RFC are forecast during the weekday PM peak hour, however this is associated with 
only minor increases in queueing and delay.  


4.2.18 During a weekday PM peak site visit, queueing back from the A442 Cann Hall Road / St John Street 
junction was observed. This queued back onto the roundabout circulatory, resulting on queueing 
on the Mill Street (North) and Wolverhampton Road approaches to the roundabout.  


4.2.19 It is therefore considered that as part of any forthcoming planning application, more detailed 
consideration should be given as to the impact of the development in this location and this junction 
should form part of a Microsimulation (VISSIM) model prepared to test the impact of the 
development and any proposed mitigation measures. Such an exercise would also take into 
consideration any change in traffic at the Tesco Express Petrol Filling Station on A441 Cann Hall 
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Road as result of the opening of a second petrol forecourt station (PFS) by Euro Garages on A458 
Stourbridge Road at Chartwell Park.  


4.3 Recommendations 


4.3.1 Given the high level of interaction with adjacent junctions and site frontages along A442 Cann Hall 
Road, it is considered that a VISSIM model is required to understand this interaction in more detail 
covering at least A442 Mill Street / A442 Cann Hall Road / B4363 Mill Street (junction 6) roundabout, 
A442 Cann Hall Road / St John Street (junction 5) and St John Street/Mill Street. It is likely that this 
would be required to understand the impact of the development for purposes of a planning 
application. 


4.3.2 At junctions 3 and 4, the development is not forecast to have a detrimental impact on the operation 
of the junctions during peak periods albeit further future year assessments would be required at 
the appropriate time. 


4.3.3 It is likely that detailed junction modelling of junctions 1 and 2 will also be required for the purposes 
of a planning application, once details of access arrangements to the site have been confirmed.  


4.3.4 The scope of assessment would be agreed in advance of submission with SCC.  
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5 Development and Access Proposals 


5.1 Introduction 


5.1.1 This section sets out the development and access proposals, by mode. In recognition that there is 
limited parking within the town centre the strategy for the development is two-fold: 


 Reducing the need to travel by providing key amenities within the site itself; and 


 Providing opportunities to travel by modes other than the private car for both residents of the 
site and those coming into Bridgnorth from the east. 


5.2 Development Aspirations 


5.2.1 From a transport perspective, it is envisaged that the development will become a recognisable place 
with an offer of different and connected transport modes, supplemented with enhanced facilities 
and information features to both attract, and benefit the traveller. The site will be designed such 
that the focus is not placed on the private car, rather on providing public realm spaces that optimise 
access to and between sustainable transport modes. This will ensure that there is a reduced need 
to travel for all users of the site. 


5.2.2 Not only will the development provide access to traditional forms of transport i.e. bus and cycle, 
but also shared modes of mobility including electric/bikes and scooters, car club provision, e-cargo 
bikes etc.  


5.2.3 In addition, information will be provided to those using the development site, signposting mobility 
options, preferably in a digital format. Given the number of tourists visiting Bridgnorth, mobility 
services on site should be easy to register for, and well-integrated with journey planning and wider 
ticketing services.  


5.2.4 An example of appropriate mobility provision on site could be as follows: 


 


5.2.5 It is considered that should the development come forward in this manner, it will offer the following 
benefits: 


Mobility component: 
public transport


• Local bus
• Taxi


Mobility components: non-
public transport


• Car Club bay with a 
choice of van/estate car


• Bike/scooter share
• E-cargo bike 


share/trailers


Mobility related 
components


• Bike repair stand
• Electric vehicle charging 


bays 
• Secure cycle parking
• Digital pillar (transport 


info, ticketing, way 
finding, walk distances, 
local services)


Non mobility & urban 
realm


• Covered waiting area 
• Package delivery lockers
• Traffic calming
• Community exercise 


equipment
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 Mode choice – travellers to and from the development will have a real mode choice for different 
journeys and needs. It encourages people to think multi-modally, and therefore reduce reliance 
on car use and associated impacts; 


 Convenience – travellers to and from the development will have convenient choices of 
alternative multi-modal trips allowing for seamless transitions between modes; 


 Focus on public realm – development will be organised so space is organised for the benefit of 
pedestrians and cyclists, creating a pleasant urban realm; and 


 Density – providing a real mode choice for travellers to and from the development means that 
less car parking will be required on-site. 


5.3 Park and Choose 


5.3.1 In order to encourage residents on the site, and other visitors from the east of Bridgnorth (e.g. 
Stourbridge and Wolverhampton), to travel into the town centre by means other than private car, 
it is proposed to provide a ‘Park and Choose’ facility at the site. The site is located adjacent to 
multiple key routes into Bridgnorth, so is likely to reduce vehicular traffic in Bridgnorth Town 
Centre, as trips would be intercepted prior to reaching the town centre. 


5.3.2 It is envisaged the ‘Park and Choose’ site would include the following provision: 


 Cycle parking and cycle hire facilities; 


 Pool cars for hire; 


 Electric bike/scooter hire; and 


 High-quality bus service into Bridgnorth with existing bus routes serving the facility and 
enhanced frequencies. 


5.3.3 This would be located centrally within the development, near to the local centre (and the A454)  to 
maximise visibility and opportunities for use.  


5.3.4 A number of existing bus routes, with varying frequencies, currently route along the A454. 
Opportunities to re-route these buses through the site could be explored, linking in with the Park 
and Choose site. The proximity of local centre amenities and access to the Country Park will make 
the ‘Park and Choose’ facility a more attractive location for visitors waiting to catch a bus. 


5.4 Pedestrian and Cycle Access 


5.4.1 There is an existing PRoW which links A454 with Elmhurst and Hazel View to the west of the site. In 
order to improve pedestrian and cycle access from the site it is recommended that options to 
upgrade this route are explored. This would also provide a direct route to residential areas to the 
west. There are opportunities to provide this link through a less-wooded section of the Hermitage 
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Ridge woodland, to the west of the site. The exact details of this route would be agreed prior to 
submission of an application.  


5.4.2 Intuitively, the enhancement of attractive direct routes to Bridgnorth town from the development 
through the Hermitage Ridge woodland and open space, via dedicated ‘green corridors’, will 
provoke more use by both pedestrians and cyclists despite gradients to the West of the Ridge.  


5.4.3 It is currently proposed to provide 30m wide green corridors providing a public footpath along the 
ridge, with a 40m wide green corridor from Hermitage Ridge to eastern edge of site.  


5.4.4 As part of the ‘Park and Choose’ provision, electric bikes will be provided to encourage the uptake 
of cycling amongst residents, employees and visitors. Given the topography of Bridgnorth electric 
powered bikes are considered to be more appropriate than traditional pedal powered bikes. 


5.4.5 As part of the planning application, a site wide Travel Plan would be produced detailing a range of 
sustainable travel initiatives for the site to encourage the use of sustainable alternative to a single 
occupancy private car for journeys to, and from the site.  


5.5 Vehicle Access 


5.5.1 It is proposed to provide access to the site from the A454. The overall transport function of A454 
will remain as existing however it will be re-designed with an appropriate speed limit, passing 
through the local centre with new footpaths, cycleways, pedestrian crossings and appropriately 
designed access junctions to reduce speed and severance. As it passes through the site it will be 
essential that the A454 adopts a place function with a more urbanised feel attributed to the built 
development frontage, particularly where it dissects the local centre. The road will be made suitable 
for all travel modes providing off carriageway provision for pedestrians and cyclists. 


5.5.2 It is understood there is currently evidence of queueing on Estate Road, during the PM peak period, 
as vehicles leave Stanmore Business Park. An ATC was conducted for a five day period in September 
2019, demonstrating that in terms of two-way traffic the peak hour was identified as 16:00 to 17:00. 
A profile of average weekday traffic on Estate Road is provided in Figure  5-1. 


5.5.3 It is proposed to provide a two lane exit from Estate Road to support the additional trips generated 
by the development proposals, and to reduce the levels of queueing currently experienced during 
the PM peak.  
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Figure  5-1: Average weekday traffic (by direction) – Estate Road 


 


5.5.4 Any proposed improvements would be reviewed by the local highway authority at the planning 
application stage and subject to independent Road Safety Audits.  


5.6 Public Transport 


5.6.1 A development of this size will provide a critical mass of residents able to use and increase viability 
of improved bus services as part of an overall movement strategy for the site. At the appropriate 
time it will be necessary to identify new options for bus routing and services from the development 
and the type of service that would be required in terms of capacity and frequency. As part of this it 
will be necessary to assess the potential build-out rates for the development to understand how 
the services proposed could be introduced over the lifespan of the redevelopment. 


5.6.2  A request has been made to the current bus operator to consider running existing services into the 
Business Park. 


5.6.3 It will be necessary to assess the ability of the current services to become or remain commercially 
viable with diversion(s) into the site (if required) through estimation of income levels. A level of 
pump priming from the development through a S106 contribution is likely to be required in the 
early phases of development.  


5.7 Parking Provision 


5.7.1 Parking provision for the employment element of the site would be provided in line with relevant 
local car parking standards.  
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5.7.2 Based on 2011 census data, the average level of car ownership in Bridgnorth is 1.3 cars per 
household. When determining parking provision for the residential element of the site, this will be 
taken into consideration, as well as local car parking standards.  


5.7.3 A ‘fabric first’ approach is proposed whereby development proposals incorporate high quality 
facilities for walking and cycling and providing good access to public transport, while minimising 
parking provision to supress car ownership.  
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Appendix A Road Safety Data 
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(60) months
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Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Selected Polygon:Bridgnorth


14G403181 22/08/2014 Time 1900  1  1Vehicles Casualties


Fine without high winds


Dry


Daylight: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373860  292430N: First Road: A 458
Speed limit: 60 Junction Detail: Not within 20m of junction


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Possible


Possible


Vehicle 1


Vehicle 1


Sudden braking


Loss of control


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


V001 HAS BEEN TRAVELLING ALONG THE A458, FOR REASONS UNKNOWN HE HAS LOST CONTROL 


(POSSIBLY HITTING KERB) AND SLID ALONG THE ROAD. NO DAMAGE TO ANY OTHER PROPERTY. TAKEN 


TO ROYAL SHREWSBURY HOSPITAL.


Occurred on A458, STANMORE APPROX 170 M W JW A454.


Vehicle Reference Motorcycle over 500cc Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


25


1


No tow / articulationWEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Male1 25Vehicle: 1


Not a pupil Seatbelt


1Shropshire County CouncilRegistered to:
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(60) months
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; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G502841 14/08/2015 Time 1305  2  1Vehicles Casualties


Fine without high winds


Wet/Damp


Daylight: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372710  293380N: First Road: B 4363
Speed limit: 30 Junction Detail: Not within 20m of junction


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Possible


Possible


Vehicle 2


Vehicle 2


Vehicle 2


Vehicle 2


Road layout (eg bend, hill etc.)


Loss of control


Slippery road (due to weather)


Travelling too fast for conditions


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 V1 TRAV NE DIRECTION UP AN INCLINE IN THE NS LANE OF THE T WO LANE CARRIAGEWAY. V2 APP IN A 


SW DIRECTION DOWN THE INC LINE AND IN APP RH BEND HAS VEERED FOR UNKNOWN REASON INTO  


THE OS LANE AND HAD HEAD ON COLL/W V1


Occurred on  B4363 AT HERMITAGE HILL,AT QUEENS PARLOUR BRIDGNORTH,


Vehicle Reference Car Going ahead left bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


68


1


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Female1 68Vehicle: 1


Not a pupil Seatbelt


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


24


2


No tow / articulationSWNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


2Shropshire County CouncilRegistered to:
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(60) months
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Selection:
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1546456 10/11/2015 Time 2130  1  1Vehicles Casualties


Fine without high winds


Wet/Damp


Darkness: street lights present and lit


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372143  293056N: First Road: A 442
Speed limit: 30 Junction Detail: Other Give way or controlled Unclassified


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


ElsewherePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


VEH01 HAS CLIPPED PEDESTRIAN WITH NEARSIDE WINGMIRROR WHILST PEDESTRIAN WAS CROSING 


ROAD.  PEDESTRIAN HAD VIRTUALLY CROSSED AND WAS KNOCKED TO THE GROUND HALF ON 


ROADWAY HALF ON FOOTPATH.


Occurred on CANN HALL ROAD BRIDGNORTH A442 TESCO EXPRESS FORECOURT


Vehicle Reference Car Turning left


No skidding, jack-knifing or overturning


First impact Nearside


Age of Driver


Breath test Driver not contacted


45


1


No tow / articulationSEVehicle movement from to


On main carriageway
Location at impact Entering main road Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Pedestrian SeriousSeverity:Male1 72Vehicle: 1


Seatbelt


In carr elsewhere E bound


Driver's offside


3Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1652388 18/02/2016 Time 1735  1  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372136  293054N: First Road: A 442
Speed limit: 30 Junction Detail: Other Give way or controlled Unclassified


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very LikelyCasualty 1Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


DESTRIAN MANAGES TO NEGOTIATE THE TWO SOUBOUND LANES AS TRAFFIC IS VERY 


SLOW / STATIC.  HE PAUSES IN FRONT OF A STATIC CAR IN THE CENTRE LANE BEFORE 


DARTING OUT INTO THE FINAL LANE.  IT APPEARS HE HAS MISJUDGED HIS CROSSING AND 


STEPPED INTO THE PATH OF V


THE CASUALTY IS A PEDESTRIAN WHO HAD JUST BEEN TO THE ESSO GARAGE TO BUY GROCERIES.  


HAVING LEFT THE GARAGE HE ATTEMPTS TO CROSS THE ROAD.  THERE ARE TWO LANES OF TRAFFIC 


HEADING SOUTH AWAY FROM TELFORD AND ONE LANE HEADING NORTH TOWARDS TELFORD.  THE PE


Occurred on CANN HALL ROAD BRIDGNORTH A442 OFF ESSO GARAGE


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


32


1


No tow / articulationNSVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Pedestrian SeriousSeverity:Male1 84Vehicle: 1


Seatbelt


In carr elsewhere W bound


Driver's offside masked


4Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


16100425 12/06/2016 Time 1630  1  1Vehicles Casualties


Fine without high winds


Wet/Damp


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 374038  292451N: First Road: A 454
Speed limit: 60 Junction Detail: Roundabout Give way or controlled A 458


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very LikelyVehicle 1Loss of control


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


LT THIS HAS THROWN THE RIDER OFF THE VEHICLE CAUSING THE INJURIES STATED, NO 


OTHER VEHICLE INVOLVED


VEH01 HAD TRAVELLED ALONG THE A458 TOWARDS THE STANMORE ROUNDABOUT JUNCTION AND WAS 


TAKING THE FIRST EXIT ALONG THE A454.  HAVING LEFT THE ROUNDABOUT IT APPEARS THAT THE 


STAND FOR THE MOTORCYCLE HAS FALLEN MAKING CONTACT WITH THE ROAD SURFACE.  AS A RESU


Occurred on AT STANMORE NR  BRIDGNORTH A454 STANMORE ISLAND A458


Vehicle Reference Motor Cycle over 50 cc and up to 125cc Turning left


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Not requested


44


1


No tow / articulationNWWVehicle movement from to


On main carriageway
Location at impact Leaving roundabout Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Female1 44Vehicle: 1


Seatbelt


5Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1690674 19/07/2016 Time 0330  1  1Vehicles Casualties


Fine without high winds


Dry


Darkness: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372261  293199N: First Road: B 4363
Speed limit: 30 Junction Detail: Not within 20m of junction


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Travelling too fast for conditions


Inexperienced or learner driver/rider


Loss of control


Road layout (eg bend, hill etc.)


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


DER AND VEHICLE SLID ACROSS THE ROAD AND ONTO THE OPPOSING LANE


VEH01 WAS BEING RIDDEN ALONG THE B4363 TOWARDS THE JUNCTION OF BRIDGNORTH TOWN.  AS THE 


VEHICLE TRAVELLED DOWNHILL IT FAILED TO NEGOTIATE A REASONABLY TIGHT LEFT HAND BEND, 


THE RIDER HAS BECOME UNSEATED AS THE MACHINE SLID FROM UNDER HIM AND THEN BOTH RI


Occurred on O/S THE COACH HOUSE WOLVERHAMPTON ROAD BRIDGNORTH B4363


Vehicle Reference Motor Cycle over 50 cc and up to 125cc Going ahead left bend


No skidding, jack-knifing or overturning


First impact Nearside


Age of Driver


Breath test Negative


19


1


No tow / articulationSWEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Male1 19Vehicle: 1


Seatbelt


6Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


16134348 26/11/2016 Time 2045  1  1Vehicles Casualties


Fine without high winds


Dry


Darkness: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373391  292263N: First Road: A 458
Speed limit: 60 Junction Detail: Not within 20m of junction


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Aggressive driving


Impaired by alcohol


Loss of control


Poor turn or manoevre


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


BOUNDED TO THE NEARSIDE.  RIDER HAS BECOME DETACHED FROM HIS MOTORCYCLE.    


ALCOHOL SUSPECTED.


VEH 01 HAS BEEN TRAVELLING ALONG THE A458 STOURBRIDGE ROAD FROM THE BRIDGNORTH 


DIRECTION TOWARDS STOURBRIDGE.    VEH 01 HAS BEEN IN THE PROCESS OF NEGOTIATING A LEFT 


HAND BEND, FAILED TO DO SO AND COLLIDED WITH A SOLID ROCK WALL ON HIS OFFSIDE AND RE


Occurred on STOURBRIDGE ROAD,STANMORE A458


Vehicle Reference Motorcycle over 500cc Going ahead left bend


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Not applicable


36


1


No tow / articulationNENWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: 11


O/S & rebounded Male


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Male1 36Vehicle: 1


Seatbelt


7Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18263874 30/01/2018 Time 1245  2  2Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372140  292340N: First Road: A 442
Speed limit: 30 Junction Detail: Roundabout Give way or controlled A 458


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Loss of control


Illness or disability, mental or physical


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


V001 TRAVELLING TOWARDS BRIDGNORTH, DRIVER IS BELIEVED TO HAVE HAD A HEART ATTACK 


CAUSING HIM TO LOSE CONTROL AND STRAY ONTO THE WRONG SIDE OF THE ROAD. SUBSEQUENTLY 


GONE HEAD ON WITH V002.


Occurred on KIDDERMINSTER ROAD A442 AT JN WITH A458


Vehicle Reference Goods vehicle - unknown weight Going ahead other


Skidded


First impact Front


Age of Driver


Breath test Not applicable


70


1


No tow / articulationNSVehicle movement from to


On main carriageway
Location at impact Cleared junction or waiting/parke Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Passenger SeriousSeverity:Female3 61Vehicle: 1


Seatbelt


Not car passenger


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


60


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male2 60Vehicle: 2


Seatbelt


8Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18294978 18/05/2018 Time 1725  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373019  293623N: First Road: A 454
Speed limit: 60 Junction Detail: Roundabout Give way or controlled B 4363


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


V001 HAS BEEN APPROACHING THE ISLAND AND HAS NOT SEEN CYCLIST. V001 HAS THEN COLLIDED 


WITH THE CYCLIST AT VERY LOW SPEED, CAUSING THE CYCLIST TO BE THROWN FROM HIS BIKE.


Occurred on WOLVERHAMPTON ROAD A454 AT JN WITH B4363


Vehicle Reference Car Starting


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Not requested


55


1


No tow / articulationESVehicle movement from to


On main carriageway
Location at impact Entering roundabout Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Pedal Cycle Going ahead other


No skidding, jack-knifing or overturning


First impact Nearside


Age of Driver


Breath test


48


2


No tow / articulationWEVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Male1 48Vehicle: 2


Seatbelt


9Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18302299 12/06/2018 Time 1355  3  2Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372138  293217N: First Road: A 442
Speed limit: 30 Junction Detail: T & Stag Jct Give way or controlled Unclassified


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Careless/Reckless/In a hurry


Failed to judge other persons path or speed


Failed to look properly


Poor turn or manoevre


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


EAD ON OF VEHICLE 3.  VEHICLE 3 ATTEMPTS TO SWERVE OUT OF THE PATH OF VEHICLE 1 


CAUSING VEHICLE 3 TO CLIP THE REAR OF VEHICLE 2 CAUSING A SPIN AND SUBSEQUENT 


COLLISION WITH VEHICLE 1.  ALL THREE VEHICLES STOPPED AT SCENE AND HAVE 


COLLISION DAMAGE.  D


VEHICLE ONE TRAVELLING FROM TELFORD DIRECTION TOWARDS BRIDGNORTH IN LINE OF TRAFFIC 


APPROACHING ROUNDABOUT WITH B4363 ATTEMPTS TO OVERTAKE ARTICULATED LORRY VEHICLE 2 IN 


FRONT OF IT CROSSING WHITE HATCH MARKINGS IN CENTRE OF ROAD AND INTO THE PATH, H


Occurred on MILL STREET A442 AT JN WITH BANDON LANE


Vehicle Reference Car Overtaking moving vehicle O/S


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


52


1


No tow / articulationSWNEVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: Oth perm objects


O/S Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 52Vehicle: 1


Seatbelt


Vehicle Reference Goods vehicle - unknown weight Going ahead other


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Negative


68


2


ArticulatedSWNEVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


10Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead other


Skidded


First impact Front


Age of Driver


Breath test Not requested


32


3


No tow / articulationNESWVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: Oth perm objects


Nearside Male


Not hit and run


Casualty Reference: Age: Passenger SeriousSeverity:Male2 31Vehicle: 3


Seatbelt


Front seat


11Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18351541 09/12/2018 Time 1115  2  2Vehicles Casualties


Fine without high winds


Wet/Damp


Daylight:street lights present


None


1


Road surface


Special Conditions at Site


Road TypeE: 372145  292323N: First Road: A 458
Speed limit: 30 Junction Detail: Roundabout Give way or controlled Unclassified


Serious


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Possible


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Exceeding speed limit


Dazzling sun


Failed to judge other persons path or speed


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


EWSBURY


V1 WAS TRAVELLING ALONG HOSPITAL STREET TOWARDS THE ISLAND WITH THE A458 INTENDING TO 


TAKE THE SECOND EXIT TO KIDDERMINSTER. AS V1 ENTERS THE ISLAND IT COLLIDED WITH V2 WHICH 


HAD ENTERED THE ISLAND HAVING TRAVELLED DOWN THE A458 FROM THE DIRECTION OF SHR


Occurred on BRIDGNORTH BYPASS ROUNDABOUT A458 AT JN WITH A442 HOSPITAL STREET


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Not requested


89


1


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Entering roundabout Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 89Vehicle: 1


Seatbelt


Vehicle Reference Motorcycle over 500cc Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Not requested


57


2


No tow / articulationEWVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SeriousSeverity:Male2 57Vehicle: 2


Seatbelt


12Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


14G402191 05/06/2014 Time 1728  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373540  293010N: First Road: A 454
Speed limit: 60 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Possible


Possible


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Loss of control


Failed to look properly


Aggressive driving


Careless/Reckless/In a hurry


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 IN PROCESS. VEH001 REAR WAS DISMOUNTED PRIOR TO COLLISION AND BIKE HAS 


SUBSEQUENTLY SKID INTO VEH002.


VEH001 HAS BEEN TRAVELLING ALONG STANMORE STRAIGHT AND HAS COMMENCED A LEGAL 


OVERTAKE ON HAZARD LINES. VEH002 TRAVELLING IN THE OPPOSITE DIRECTION IN A DIP IN THE ROAD, 


VEH001 HAS SPOTTED VEH002 COMING AND HAS APPLIED FIRM BRAKES, CLIPPING 'CATS EYE'


Occurred on A454 STANMORE STRAIGHT BRIDGNORTH,NR HERMITAGE FARM HOUSE,


Vehicle Reference Motorcycle over 500cc Overtaking moving vehicle O/S


Skidded


First impact Front


Age of Driver


Breath test Negative


24


1


No tow / articulationSENWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 24Vehicle: 1


Not a pupil Seatbelt


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


65


2


No tow / articulationNWSEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


13Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


14G402529 07/07/2014 Time 2330  1  1Vehicles Casualties


Fine without high winds


Dry


Darkness: street lights present and lit


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372160  292910N: First Road: A 442
Speed limit: 30 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None Pelican, puffin, toucan etc.Facilities:


Carriageway Hazards: None


ElsewherePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Disobeyed pedestrian crossing facility


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 STOP


IP WAS WALKING TO THE CHINESE TAKEAWAY. STOPPED AT THE PELICAN CROSSING. AFTER PRESSING 


THE BUTTON TO STOP TRAFFIC AND WHEN ALERTED TO CROSS HE STEPPED INTO THE ROAD AS A CAR 


FAILED TO STOP AND CAUGHT HIS LEG KNOCKING HIM TO THE GROUND. CAR FAILED TO


Occurred on A442 HOSPITAL ST BRIDGNORTH,25 M N J/W BERNARD ST,


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Driver not contacted


1


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Not traced


Hit and run


Casualty Reference: Age: Pedestrian SlightSeverity:Male1 18Vehicle: 1


Not a pupil Seatbelt


On Ped Crossing W bound


Driver's nearside


14Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


14F403985 21/10/2014 Time 0530  2  1Vehicles Casualties


Raining with high winds


Wet/Damp


Darkness: street lights present and lit


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372140  293040N: First Road: A 442
Speed limit: 30 Junction Detail: T & Stag Jct Give way or controlled Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Possible


Possible


Possible


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle blind spot


Spray from other vehicles


Rain, sleet, snow, or fog


Poor turn or manoevre


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


OF V002. AS V001 WAS SIDE ON ACROSS THE CARRI AGEWAY V002 HAS HIT THE SIDE OF 


V001. RIDER OF V002 HAS FA LLEN OFF HIS BIKE INTO THE CARRIAGEWAY.


 BOTH V001 AND V002 HAVE COME FROM THE DIRECTION OF THE µBA NDON ARMSã ISLAND TRAVELLING 


ALONG THE A442 TOWARDS KIDDER MINSTER. V001 HAS PULLED OVER INTO THE BUS STOP ON THE LEF 


T HAND SIDE OF THE ROAD BEFORE PROCEEDING TO DO A µUã TURN  IN THE PATH


Occurred on A442,CANN HALL ROAD ,BRIDGNORTH,JW CANN HALL DRIVE, BRIDGNORTH.


Vehicle Reference Car U-turn


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Negative


22


1


No tow / articulationNNVehicle movement from to


On main carriageway
Location at impact Entering main road Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Motorcycle over 500cc Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


44


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 44Vehicle: 2


Not a pupil Seatbelt


15Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


14G404056 29/10/2014 Time 1230  4  2Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372720  293390N: First Road: B 4363
Speed limit: 30 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Possible


Very Likely


Vehicle 3


Vehicle 3


Vehicle 1


Travelling too fast for conditions


Exceeding speed limit


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


OLLIDES HEAD ON WITH V004.


 V001 HGV CONTRAVENES MAXIMUM WEIGHT RESTRICTION OF 7.5T ON  HERMITAGE HILL. V001 COMES 


TO A STOP. V002 COMES TO A STO P BEHIND V001. V003 COMES AROUND THE BLIND BEND AND SWERVE 


S ONTO WRONG SIDE OF THE ROAD TO AVOID COLLISION WITH V002 . V003 THEN C


Occurred on  B 4363,WOLVERHAMPTON ROAD,BRIDGNORTH 200 M NE JW LODGE LANE.


Vehicle Reference Goods 7.5 tonnes mgw and over Stopping


No skidding, jack-knifing or overturning


First impact Did not impact


Age of Driver


Breath test Driver not contacted


40


1


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Not traced


Not hit and run


Vehicle Reference Car Stopping


No skidding, jack-knifing or overturning


First impact Did not impact


Age of Driver


Breath test Negative


73


2


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


16Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead left bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


75


3


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 4


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 75Vehicle: 3


Not a pupil Seatbelt


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


75


4


No tow / articulationSWNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 3


NoneHit object in road Off road: None


Nearside Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male2 75Vehicle: 4


Not a pupil Seatbelt


17Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G500612 06/02/2015 Time 1935  2  1Vehicles Casualties


Fine without high winds


Dry


Darkness: street lights present and lit


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372130  293090N: First Road: A 442
Speed limit: 30 Junction Detail: Other Give way or controlled Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Possible


Vehicle 1


Vehicle 1


Vehicle 1


Failed to judge other persons path or speed


Following too close


Exceeding speed limit


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


UT STOPPING.


 VEH002 WAS TRAVELLING FROM THE DIRECTION OF MILL STREET AL ONG CANN HILL ROAD AND HAS 


THE INTENTION OF TURNING LEFT I NTO THE ESSO GARAGE. VEH001 HAS COLLIDED WITH THE REAR OF  


VEH002 CAUSING DAMAGE AND THEN HAS DRIVEN OFF TOWARDS HOSP ITAL ST WITHO


Occurred on  CANN HALL ROAD,BRIDGNORTH,OUTSIDE ESSO GARAGE,


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Driver not contacted


44


1


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Not traced


Hit and run


Vehicle Reference Car Turning left


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Not requested


28


2


No tow / articulationENVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Female1 28Vehicle: 2


Not a pupil Seatbelt


18Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G500834 27/02/2015 Time 0805  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372150  292320N: First Road: A 458
Speed limit: 30 Junction Detail: Roundabout Give way or controlled A 442


Slight


Crossing: Control None Ped. phase at traffic signal junctionFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Inexperienced or learner driver/rider


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


SE LIGHTS. VEH001 DID NOT SEE VEH002 STATIONA RY AT THE TIME AND COLLIDED WITH 


THE REAR OF HER CAUSING M INOR INJURIES CONSISTENT WITH WHIPLASH.


 VEH001 WHO IS FAMILIAR WITH THE AREA HAS TRAVELLED AROUND  RUNDABOUT WWITH INTENTION 


OF TRAVELLING UP A458. THERE ARE  TRAFFIC LIGHTS AT THE EXIT WHICH FORM A PEDESTRIAN CROSSI 


NG. ON THIS OCCASSION THEY WERE ON RED AND VEH002 WAS STAT IONARY AT THE


Occurred on  A458 BRIDGNORTH BYPASS ,J/W A442 KIDDERMINSTER RD ISLAND.


Vehicle Reference Car Turning right


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


21


1


No tow / articulationESVehicle movement from to


On main carriageway
Location at impact Leaving roundabout Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Car Going ahead but held up


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Negative


42


2


No tow / articulationEWVehicle movement from to


On main carriageway
Location at impact Leaving roundabout Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Female1 42Vehicle: 2


Not a pupil Seatbelt


19Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G502097 10/06/2015 Time 1806  2  1Vehicles Casualties


Fine without high winds


Dry


Darkness: street lights present and lit


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372565  292446N: First Road: U
Speed limit: 40 Junction Detail: Other Stop sign Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Inexperienced or learner driver/rider


Failed to look properly


Exceeding speed limit


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


NE , LATER LOCATED BY POLICE


 VEH 1 HAS EXITED THE ROUNDABOUT OF A458 FROM OLD WORCESTER  ROAD, HAVING EXITED THE 


ROUNDABOUT AT A SPEED DEEMED EXCE SSIVE BY WITNESS, VEH 1  HAS COLLIDED WITH VEH 2 


OUTSIDE T HE JUNCTION TO AUDI SUPERMARKET.  VEH 1 HS THEN DRIVEN OFF  FROM THE SCE


Occurred on  STOURBRIDGE ROAD BRIDGNORTH,J/W ALDI SUPERMARKET TURN,


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


25


1


No tow / articulationNWSEVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Male


Hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 25Vehicle: 1


Not a pupil Seatbelt


Vehicle Reference Car Waiting to turn right


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


36


2


No tow / articulationSESWVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


20Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G502250 28/06/2015 Time 1745  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372110  293160N: First Road: A 442
Speed limit: 30 Junction Detail: Roundabout Give way or controlled B 4363


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


ElsewherePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Poor turn or manoevre


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 VEHICLE 001 HAS PULLED OUT ON A ISLAND AND CAUSED IP TO SW ERVE ON HIS BIKE AND FALL OFF.  


INJURY TO IP A LOT OF BRUI SING BUT NO BROKEN BONES.  IP HAS TWO WITNESS DETAILS, BOT H 


PARTIES EXCHANGED DETAILS.


Occurred on  A442 TR/ISLAND,BRIDGNORTH,J/W B4363 MILL ST,


Vehicle Reference Car Starting


No skidding, jack-knifing or overturning


First impact Did not impact


Age of Driver


Breath test Driver not contacted


48


1


No tow / articulationNESWVehicle movement from to


On main carriageway
Location at impact Entering roundabout Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Vehicle Reference Motor Cycle over 50 cc and up to 125cc Going ahead left bend


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Driver not contacted


17


2


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 17Vehicle: 2


Not a pupil Seatbelt


21Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15F502387 05/07/2015 Time 1120  2  2Vehicles Casualties


Fine without high winds


Dry


Daylight: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373380  292260N: First Road: A 458
Speed limit: 60 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Loss of control


Inexperienced or learner driver/rider


Sudden braking


Travelling too fast for conditions


Exceeding speed limit


Road layout (eg bend, hill etc.)


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


WEST TO TRY ALTER COURSE TO AVOID COLL.  V1 S TILL COLL/W V2 , V2 LEAVES RD TO O/S 


COLL/W THE BANK CAUSI NG INJURY TO THE RIDER


 V1 M/CYCLE TRAV EB TOWARDS TIGHT LH BEND.  THE RIDER HAS L OCKED THE FRONT BRAKE AND 


SKIDDED TOWARDS THE CORNER. WHIL ST OUT OF CONTROL V1 HAS CROSSED THE SOLID DOUBLE 


WHITE LI NES INTO THE OPP CARRIAGWAY.  THIS HAS CAUSED ONCOMING V2  M/CYCLE TRAV


Occurred on  A458 STOURBRIDGE RD BRIDGNORTH,APPROX 680 MT SW A454,


Vehicle Reference Motor Cycle over 125 cc and up to 500cc Going ahead left bend


Skidded


First impact Offside


Age of Driver


Breath test Negative


22


1


No tow / articulationNEWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 22Vehicle: 1


Not a pupil Seatbelt


Vehicle Reference Motorcycle over 500cc Going ahead right bend


No skidding, jack-knifing or overturning


First impact Nearside


Age of Driver


Breath test Negative


51


2


No tow / articulationWNEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 1


NoneHit object in road Off road: Oth perm objects


O/S Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male2 51Vehicle: 2


Not a pupil Seatbelt


22Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G503377 31/08/2015 Time 1800  1  2Vehicles Casualties


Fine without high winds


Wet/Damp


Daylight: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372680  293360N: First Road: B 4363
Speed limit: 40 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Travelling too fast for conditions


Tyres illegal, defective or under inflated


Loss of control


Road layout (eg bend, hill etc.)


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


TRUCK THE ARMCO BARRIER.


 V1 WAS TRAVELLING ALONG THE B4363 HERMITAGE HILL, V1 WAS H EADING TOWARDS THE TOWN ON 


A DOWNWARD GRADIENT, AND NEGOTI ATING A TIGHT RIGHT HAND BEND, V1 HAS THEN FOR SOME 


UNKNOW N REASON LOST CONTROL, TRAVELLED ACROSS THE OPPOSING CARRA IGEWAY, AND S


Occurred on  B4363,THE HERMITAGE,BRIDGNORTH,100 MT NE J/W LODGE LANE,


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


30


1


No tow / articulationSWNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: Near / off crash barrier


O/S & rebounded Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 30Vehicle: 1


Not a pupil Seatbelt


Casualty Reference: Age: Passenger SlightSeverity:Female2 34Vehicle: 1


Not a pupil Seatbelt


Front seat


23Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G503500 10/09/2015 Time 1840  1  1Vehicles Casualties


Fine without high winds


Dry


Daylight: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373830  292430N: First Road: A 458
Speed limit: 60 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Possible


Possible


Very Likely


Possible


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Road layout (eg bend, hill etc.)


Poor turn or manoevre


Loss of control


Impaired by drugs (illicit or medicinal)


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 V001 WAS TRAVELLING FROM BRIDGNORTH TOWARDS STOURBRIDGE AN D HIT THE ARMCO BANNER 


ON THE NEARSIDE ON THE BEND AND SPU N THE CAR ENDING UP ACROSS CARRIAGEWAY WITH FRONT 


END ON N EARSIDE VERGE.


Occurred on  A 458,STOURBRIDGE RD, STANMORE,APPROX 202 M W JW A454,


Vehicle Reference Car Going ahead right bend


Skidded


First impact Nearside


Age of Driver


Breath test Negative


43


1


No tow / articulationESWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: Near / off crash barrier


Nearside & rebounded Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 43Vehicle: 1


Not a pupil Seatbelt


24Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G503729 26/09/2015 Time 1056  3  1Vehicles Casualties


Fine without high winds


Dry


Darkness: street lights present and lit


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372140  292250N: First Road: A 442
Speed limit: 30 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Failed to look properly


Dazzling sun


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 CAUSING MINOR DAMAGE - INJURY ONLY TO OCCUPA NT OF V001.


 V2 HAS BEEN PARKED UN-OCCUPIED ON N/S OF CARRIAGEWAY/KERB  AS POSTMAN WAS DELIVERING 


POST. V001 HAS BEEN TRAVELING ON  A442 BRIDGNORTH - KIDDERMINSTER AND HAS COLLIEDED WITH 


RE AR V002 AS DAZZLED BY LOW SUN. AFTER IMPACT V001 HAS RICKO SHAED INTO V3


Occurred on  A442 KIDDERMINSTER RD BRIDGNORTH,O/S NO. 9, 40 MT S A458 ISLAN D.


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


72


1


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 2


Parked VehicleHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Female1 72Vehicle: 1


Not a pupil Seatbelt


Vehicle Reference Goods 3.5 tonnes mgw and under Parked


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Not requested


32


2


No tow / articulationParkedPark


ed


Vehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


25Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Negative


50


3


No tow / articulationNSVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


26Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


15G504037 17/10/2015 Time 1620  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372140  293140N: First Road: A 442
Speed limit: 30 Junction Detail: Roundabout Give way or controlled B 4363


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


ElsewherePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 2


Vehicle 2


Vehicle 2


Poor turn or manoevre


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 B4363 (THE HERMITAGE) TO TURN LEFT AT THE BO TTOM ONTO THE A442 TOWARDS 


KIDDERMINSTER WHRE TWO LANE LEA D TOWARD LOW TURN.  CYCLIST APPEARS TO HAVE 


VEERED IN FRON T OF VEH01 FROM THE OFFSIDE LANE INTO THE NEARSIDE LANE WH ERE 


THE CYCLIST WAS STRUCK AS H


 CYCLIST HAD TRAVELLED ALONG A442 TOWARD TELFORD ALONG CANN  HALL ROAD ON REACHING 


THE ISLAND WITH THE B4363.  THE CYC LIST WENT ROUND AND WENT TO RETURN ALONG THE A442 IN 


THE O PPOSITE DIRECTION TOWARDS KIDDERMINSTER.  VEH01 WAS TRAVEL LING DOWN THE


Occurred on  A442,CANN HALL RD,BRIDGNORTH,J/W B4363 HERMITAGE HILL,


Vehicle Reference Car Turning left


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


24


1


No tow / articulationSEVehicle movement from to


On main carriageway
Location at impact Leaving roundabout Hit vehicle: 2


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Pedal Cycle Changing lane to left


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Not applicable


73


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Leaving roundabout Hit vehicle: 1


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 73Vehicle: 2


Not a pupil Seatbelt


27Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1651258 04/02/2016 Time 1110  1  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372002  292997N: First Road: B 4363
Speed limit: 30 Junction Detail: T & Stag Jct Give way or controlled B 4363


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Loss of control


Poor turn or manoevre


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


MALE ON BICYCLE LOST CONTROL AND FELL OFF, GRAZING HIS RIGHT KNEE.


Occurred on BRIDGE STREET LOW TOWN BRIDGNORTH B4363 MILL STREET B4363


Vehicle Reference Pedal Cycle Turning left


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test


41


1


No tow / articulationNEWVehicle movement from to


On main carriageway
Location at impact Leaving main road Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 41Vehicle: 1


Seatbelt


28Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1655104 12/02/2016 Time 1145  2  2Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372065  293123N: First Road: B 4363
Speed limit: 30 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


ElsewherePlace accident reported: DfT Special Projects:


Possible


Possible


Very Likely


Very Likely


Vehicle 2


Vehicle 1


Vehicle 1


Vehicle 1


Sudden braking


Following too close


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


DRIVER V1 RAN INTO REAR OF V2 WHEN DRIVER V2 BRAKED


Occurred on MILL STREET BRIDGNORTH B4363


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Driver not contacted


64


1


No tow / articulationNESWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Car Stopping


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Driver not contacted


26


2


No tow / articulationNESWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 26Vehicle: 2


Seatbelt


Casualty Reference: Age: Passenger SlightSeverity:Female2 25Vehicle: 2


Seatbelt


Front seat


29Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1677042 16/04/2016 Time 1815  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372720  293385N: First Road: B 4363
Speed limit: 40 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 2


Vehicle 2


Vehicle 2


Vehicle 2


Vehicle 2


Poor turn or manoevre


Road layout (eg bend, hill etc.)


Careless/Reckless/In a hurry


Loss of control


Disobeyed double white line


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


TWO PASSENGERS OF V002 RAN FROM VEH.


V001 WAS TRAVELLING TOWARDS BRIDGNORTH, V002 WAS TRAVELLING TOWARDS WOLVERHAMPTON. 


V002 HAS CROSSED THE DOUBLE SOLID WHITE LINES ON THE OPPOSING CARRIAGEWAY CAUSING V001 


TO SWERVE. V002 HIT THE R/O/S WHEEL CAUSING BOTH VEHS TO BE BADLY DAMAGED. DRIVER &


Occurred on AT QUEEN'S PARLOUR HERMITAGE HILL BRIDGNORTH B4363


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Driver not contacted


43


1


No tow / articulationSWNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 43Vehicle: 1


Seatbelt


Vehicle Reference Car Going ahead left bend


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Driver not contacted


22


2


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Not traced


Hit and run


30Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1681054 11/05/2016 Time 0850  2  1Vehicles Casualties


Raining without high winds


Wet/Damp


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373026  293617N: First Road: A 454
Speed limit: 60 Junction Detail: Roundabout Give way or controlled B 4363


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Possible


Possible


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Rain, sleet, snow, or fog


Careless/Reckless/In a hurry


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


ED MINOR WHIPLASH INJURIES, DID NOT ATTEND HOSPITAL, MINOR DAMAGE TO VEH02, 


N/K DAMAGE TO VEH01


VEH-1 WAS APPROACHING ROUNDABOUT ON A454 WITH B4363.  VEH02 WAS STATIONARY AT THE 


ROUNDABOUT.  VEH01 DID NOT STOP AND COLLIDED AT LOW SPEED WITH REAR OF VEH02.  DETAILS 


EXCHANGED BETWEEN PARTIES PRIOR TO POLICE ARRIVAL HOWEVER DRIVER OF VEH02 SUSTAIN


Occurred on HERMITAGE HILL BRIDGNORTH A454 B4363


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Driver not contacted


45


1


No tow / articulationNSEVehicle movement from to


On main carriageway
Location at impact Entering roundabout Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Car Going ahead but held up


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Negative


42


2


No tow / articulationNSEVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 42Vehicle: 2


Seatbelt


31Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


1685976 03/06/2016 Time 1810  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372143  293062N: First Road: A 442
Speed limit: 30 Junction Detail: Other Give way or controlled Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


ElsewherePlace accident reported: DfT Special Projects:


Possible


Very Likely


Vehicle 2


Vehicle 1


Failed to judge other persons path or speed


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


.  BOTH PARTIES HAVE EXCHANGED DETAILS AT SCENE


VEH02 HAD EXITED ROUNDABOUT AND WAS PROCEEDING PAST GARAGE FORECOURT.  VEH01 HAS BEEN 


EXITING GARAGE FORECOURT AND HAS CUT IN FRONT OF VEH02.  THIS HAS CAUSED VEH02 TO BRAKE 


SHARPLY AND THE RIDER HAS FALLEN FROM VEHICLE CAUSING INJURY AND DAMAGE TO VEH02


Occurred on CANN HALL ROAD A442 ENT TO TESCO PETROL SERV


Vehicle Reference Car Starting


No skidding, jack-knifing or overturning


First impact Did not impact


Age of Driver


Breath test Driver not contacted


31


1


No tow / articulationSEVehicle movement from to


On main carriageway
Location at impact Entering main road Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Motor Cycle over 50 cc and up to 125cc Going ahead other


Skidded


First impact Front


Age of Driver


Breath test Driver not contacted


51


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 51Vehicle: 2


Seatbelt


32Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


17168182 19/03/2017 Time 1716  2  1Vehicles Casualties


Fine without high winds


Wet/Damp


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 371948  292996N: First Road: B 4363
Speed limit: 30 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None Pelican, puffin, toucan etc.Facilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Disobeyed pedestrian crossing facility


Careless/Reckless/In a hurry


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


V001 HAS APPROACHED TRAFFIC LIGHTS AT CROSSING ON BRIDGE STREET.  V001 HAS NOT NOTICED 


LIGHTS ON RED AND HAS CARRIED ON AND HIT CASUALTY ON CROSSING. V001 HAS THEN SWERVED 


AND HIT V002.  V001 IS AT FAULT.


Occurred on BRIDGE STREET BRIDGNORTH B4363 53 METRES WEST OF JUNCTION WITH MILL ST B4363


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


64


1


No tow / articulationWEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Pedestrian SlightSeverity:Male1 13Vehicle: 1


Seatbelt


On Ped Crossing S bound


Driver's offside


Vehicle Reference Car Stopping


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


65


2


No tow / articulationEWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


33Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


17234778 18/10/2017 Time 1635  2  4Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372714  293378N: First Road: B 4363
Speed limit: 40 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Loss of control


Disobeyed double white line


Careless/Reckless/In a hurry


Impaired by alcohol


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


ND THE TWO VEHICLES COLLIDED. V002 HAS BEEN TRAVELLING DOWN THE HLL IN THE 


OPPOSITE DIRECTION TO V001. AT THIS STAGE IT IS BELIEVED THE DRIVER OF V001 WAS ?? 


FROM ALCOHOL.


IT WOULD APPEAR THAT V001 WAS BEING DRIVEN UP THE HILL WHEN IT HAS CROSSED THEN 


DOUBLE-WHITE LINES SEPARATING THE LANES. THIS CAUSED TWO OUTER VEHICLES TO TAKE EVASIVE 


ACTION TO AVOID A COLLISION. A THIRD VEHICLE, V002, DID NOT HAVE TIME TO TAKE ACTION A


Occurred on HERMITAGE HILL B4363 NEAR JN WITH LODGE LANE


Vehicle Reference Car Going ahead left bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Positive


66


1


No tow / articulationNESWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Female1 66Vehicle: 1


Seatbelt


34Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


47


2


No tow / articulationSWNEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Female2 47Vehicle: 2


Seatbelt


Casualty Reference: Age: Passenger SlightSeverity:Female3 8Vehicle: 2


Seatbelt


Back seat


Casualty Reference: Age: Passenger SlightSeverity:Female4 10Vehicle: 2


Seatbelt


Front seat


35Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


17246072 25/11/2017 Time 0950  4  2Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372140  293062N: First Road: A 442
Speed limit: 30 Junction Detail: Other Give way or controlled Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Failed to judge other persons path or speed


Careless/Reckless/In a hurry


Poor turn or manoevre


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


V001 PULLED OUT OF TESCO FILLING STATION INTO ONCOMING TRAFFIC, COLLIDED WITH V002 WHICH 


THEN CAUSED FURTHER COLLISIONS WITH 2 OTHER VEHICLES.


Occurred on TESCO CANN HALL ROAD A442 NEAR JN WITH MILL STREET


Vehicle Reference Car Turning right


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


32


1


No tow / articulationNEVehicle movement from to


On main carriageway
Location at impact Entering main road Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


62


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Taxi/Private hire car Going ahead other


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Positive


45


3


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


36Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead other


No skidding, jack-knifing or overturning


First impact Offside


Age of Driver


Breath test Negative


52


4


No tow / articulationNSVehicle movement from to


On main carriageway
Location at impact Jct Approach Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 52Vehicle: 4


Seatbelt


Casualty Reference: Age: Passenger SlightSeverity:Female2 49Vehicle: 4


Seatbelt


Front seat


37Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18309104 02/07/2018 Time 1520  3  2Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372465  293162N: First Road: B 4363
Speed limit: 40 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Careless/Reckless/In a hurry


Distraction in vehicle


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 THIS HAS CAUSED V002 TO SPIN AND COLLIDE WITH V003, WHICH WAS TRAVELLING 


BEHIND V001. DRIVER OF V001 APPEARS TO HAVE BEEN DISTRACTED. WITNESS REPORTS 


SEEING V001 SWERVING AROUND BEFORE THE COLLISION. WHILE UNDER CAUTION AT THE 


SCENE, ON BODY CAM, DR


V001 HAS BEEN TRAVELLING TOWARDS WOLVERHAMPTON ON THE B4363. ON A LEFT HAND BEND, IT 


HAS CROSSED THE SOLID WHITE LINES AND ENCROACHED INTO THE OPPOSITE CARRIAGEWAY MAKING 


CONTACT WITH THE O/S/F OF V002, WHICH WAS TRAVELLING IN THE OPPOSITE DIRECTION.


Occurred on WOLVERHAMPTON ROAD B4363 NEAR JN WITH LODGE LANE


Vehicle Reference Goods vehicle - unknown weight Going ahead left bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


28


1


No tow / articulationNEWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


39


2


No tow / articulationWNEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


38Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead left bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


38


3


No tow / articulationNEWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Female1 38Vehicle: 3


Seatbelt


Casualty Reference: Age: Passenger SlightSeverity:Male2 11Vehicle: 3


Seatbelt


Front seat


39Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18312843 13/07/2018 Time 0812  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372720  293388N: First Road: B 4363
Speed limit: 60 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Fatigue


Poor turn or manoevre


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


NSIVE DAMAGE


V1 WAS TRAVELLING UP THE HILL OF THE WOLVERHAMPTON ROAD AWAY FROM BRIDGNORTH, V2 WAS 


TRAVELLING IN THE OPPOSITE DIRECTION. FOR REASONS UNKNOWN (AT THIS TIME) V1 HAS CROSSED 


THE DOUBLE SOLID WHITE LINE SYSTEM AND COLLIDED WITH THE FRONT OF V2 CAUSING EXTE


Occurred on WOLVERHAMPTON ROAD B4363


Vehicle Reference Car Going ahead left bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


45


1


No tow / articulationNSWVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 45Vehicle: 1


Seatbelt


Vehicle Reference Car Going ahead right bend


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


58


2


No tow / articulationSWNVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


40Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18340755 12/10/2018 Time 1000  4  2Vehicles Casualties


Raining without high winds


Wet/Damp


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372139  292441N: First Road: A 442
Speed limit: 30 Junction Detail: Crossroads Give way or controlled Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Slippery road (due to weather)


Following too close


Failed to look properly


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


 V4


IT WOULD APPEAR V4 WAS STATIONARY AT THE JUNCTION, WAITING TO TURN RIGHT INTO WELL 


MEADOW. V2 & V3  WERE STATIONARY BEHIND V4 WAITING IN LINE. V1 HAS THEN COLLIDED INTO THE 


REAR OF V2, PUSHING IT INTO THE REAR OF V3, WHICH THEN PUSHED V3 INTO THE REAR OF


Occurred on KIDDERMINSTER ROAD A442 AT JN WITH WELL MEADON


Vehicle Reference Goods vehicle - unknown weight Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


33


1


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Goods vehicle - unknown weight Going ahead but held up


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Negative


29


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 29Vehicle: 2


Seatbelt


41Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Vehicle Reference Car Going ahead but held up


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Negative


20


3


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male2 20Vehicle: 3


Seatbelt


Vehicle Reference Car Waiting to turn right


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Negative


54


4


No tow / articulationSWNVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Female


Not hit and run


42Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


18354527 11/11/2018 Time 2250  1  1Vehicles Casualties


Fine without high winds


Wet/Damp


Darkness: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 374042  292426N: First Road: A 458
Speed limit: 40 Junction Detail: Roundabout Give way or controlled A 454


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Loss of control


Fatigue


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


V1 WAS TRAVELLING ALONG THE A458 WHEN APPROACHING THE ISLAND WITH THE A454 WHEN HE HAS 


COLLIDED WITH THE ISLAND AND A TRAFFIC SIGN. HE HAS THEN CONTINUED TO A NEARBY CARAVAN 


PARK. THIS WAS DUE TO TIREDNESS BY THE DRIVER


Occurred on STOURBRIDGE ROAD A458 AT JN WITH A454


Vehicle Reference 90 Stopping


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


72


1


No tow / articulationSEWVehicle movement from to


On main carriageway
Location at impact Entering roundabout Hit vehicle:


Cent island of RdbtHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Passenger SlightSeverity:Female1 71Vehicle: 1


Seatbelt


Not car passenger


43Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


19355745 20/01/2019 Time 1253  1  1Vehicles Casualties


Fine without high winds


Wet/Damp


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372002  293014N: First Road: U
Speed limit: 30 Junction Detail: T & Stag Jct Give way or controlled B 4363


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle in course of crime


Stolen vehicle


Aggressive driving


Poor turn or manoevre


Travelling too fast for conditions


Road layout (eg bend, hill etc.)


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


ED DOWN A NARROW LANE COLLIDING WITH A PEDESTRIAN AND PINNING THEM AGAINST 


A WALL. THE VEHICLE HAS DRIVEN ANOTHER 50 METRES BEFORE THREE U/K MALES HAVE 


DE-CAMPED .


IN MY OPINION V001 (STOLEN M/V) HAS BEEN DRIVING ALONG THE B4363 WHEN IT HAS BEEN SPOOKED 


BY A MARKED POLICE VEHICLE. THE POLICE VEHICLE HAS BEEN ONE VEHICLE BEHIND AND HAS NOT 


MADE ANY ATTEMPT TO STOP IT. V001 HAS SEEM AN OPPORTUNITY TO HIDE AND SPE


Occurred on DOCTORS LANE AT JN WITH MILL ST B4363


Vehicle Reference Car Turning left


No skidding, jack-knifing or overturning


First impact Nearside


Age of Driver


Breath test Driver not contacted


19


1


No tow / articulationWSVehicle movement from to


On main carriageway
Location at impact Leaving main road Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Hit and run


Casualty Reference: Age: Pedestrian SlightSeverity:Male1 50Vehicle: 1


Seatbelt


In carr not crossing Direction Unknown


Movement U/K


44Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


19812896 30/01/2019 Time 0230  1  2Vehicles Casualties


Fine without high winds


Wet/Damp


Darkness: no street lighting


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 373998  292510N: First Road: A 454
Speed limit: 60 Junction Detail: Not within 20m of junction


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Vehicle 1


Vehicle 1


Loss of control


Careless/Reckless/In a hurry


Fatigue


Exceeding speed limit


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


D MINOR INJURIES. AMBULANCE AND FIRE SERVICE ON SCENE


V001 TRAVELLING ALONG A454 (NATIONAL SPEED LIMIT) DRIVER LOST CONTROL, VEHICLE VEERED TO 


THE RIGHT AND LEFT THE CARRIAGEWAY DRIVING UP GRASS BANK AND ROLLING OVER SEVERAL 


TIMES BEFORE COMING TO A STOP ON CARRIAGEWAY. FRONT SEAT AND REAR PASSENGER SUFFERE


Occurred on A454 STANMORE


Vehicle Reference Car Going ahead other


Skidded and overturned


First impact Front


Age of Driver


Breath test Negative


45


1


No tow / articulationNWSEVehicle movement from to


On main carriageway
Location at impact Not at, or within 20M of Jct Hit vehicle:


NoneHit object in road Off road: None


O/S & rebounded Male


Not hit and run


Casualty Reference: Age: Passenger SlightSeverity:Female1 42Vehicle: 1


Seatbelt


Back seat


Casualty Reference: Age: Passenger SlightSeverity:Female2 57Vehicle: 1


Seatbelt


Back seat


45Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


19832468 13/04/2019 Time 1040  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


Single carriageway


Road surface


Special Conditions at Site


Road TypeE: 372142  293043N: First Road: A 442
Speed limit: 30 Junction Detail: T & Stag Jct Give way or controlled Unclassified


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 2


Vehicle 1


Vehicle 1


Following too close


Poor turn or manoevre


Sudden braking


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


RE THE DRIVER OF VEH 1 HAS PERFORMED AN EMERGENCY STOP BUT HAS PULLED INTO 


THE KERB AT THE SAME TIME BLOCKING THE PATH OF THE CYCLIST WHO MAY HAVE BEEN 


TRAVELLING TOO CLOSE TO VEH 1. THIS HAS CAUSED THE CYCLIST AND VEH 1 TO COLLIDE 


CAUSING INJURIES T


IT IS BELIEVED THAT SOME SORT OF ALTERCATION HAS TAKEN PLACE BETWEEN THE DRIVER OF VEH1 


AND A GROUP OF RIDERS AS THEY HAVE ENTERED BRIDGNORTH, THIS HAS RESULTED IN THE DRIVER 


OF VEH 1 SOUNDING HIS HORN AT THE GROUP. WITNESSES DESCRIBE AN INCIDENT WHE


Occurred on CANN HALL ROAD (A442)  JUNCTION WITH CANN HALL DRIVE


Vehicle Reference Car Stopping


No skidding, jack-knifing or overturning


First impact Back


Age of Driver


Breath test Negative


42


1


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Pedal Cycle Going ahead other


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test


47


2


No tow / articulationSNVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 47Vehicle: 2


Seatbelt


46Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


19833300 16/04/2019 Time 0800  2  1Vehicles Casualties


Fine without high winds


Dry


Daylight:street lights present


None


1


Road surface


Special Conditions at Site


Road TypeE: 372144  292322N: First Road: A 442
Speed limit: 30 Junction Detail: Roundabout Give way or controlled A 458


Slight


Crossing: Control None None within 50mFacilities:


Carriageway Hazards: None


At scenePlace accident reported: DfT Special Projects:


Very Likely


Very Likely


Vehicle 1


Vehicle 1


Failed to look properly


Disobeyed Give Way or Stop sign or markings


6th:


5th:


4th:


3rd:


2nd:


1st:


Confidence:Participant:


Causation


Factor:


CYCLIST HA BEEN TURNING RIGHT ON THE ROUNDABOUT AND HAS COME FROM BRIDGNORTH BYPASS.  


AS HE IS TURNING RIGHT VEHICLE 001 HAS COME OUT FROM THE 1ST EXIT AND KNOCKED THE CYCLIST 


OFF HIS BIKE.


Occurred on KIDDERMINSTER ROAD ISLAND (A442) J/W A458 STOURBRIDGE RD BRIDGNORTH


Vehicle Reference Goods 3.5 tonnes mgw and under Turning right


No skidding, jack-knifing or overturning


First impact Front


Age of Driver


Breath test Negative


29


1


No tow / articulationWNVehicle movement from to


On main carriageway
Location at impact Entering roundabout Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Vehicle Reference Pedal Cycle Going ahead other


No skidding, jack-knifing or overturning


First impact Nearside


Age of Driver


Breath test


55


2


No tow / articulationEWVehicle movement from to


On main carriageway
Location at impact Mid Junction - on roundabout or m Hit vehicle:


NoneHit object in road Off road: None


Did not leave carr Male


Not hit and run


Casualty Reference: Age: Driver/rider SlightSeverity:Male1 55Vehicle: 2


Seatbelt


47Shropshire County CouncilRegistered to:







19/ 06/2019Run on:INTERPRETED LISTINGTRAFFMAP


(60) months


Notes:


; Refined using Accidents within selected Polygons -Consultants 


("Bridgnorth")


Selection:


andAccidents between dates 12/05/201912/05/2014


AccsMap - Accident Analysis System


Accidents involving:


Motor vehicles 


only (excluding 


2-wheels)


2-wheeled motor 


vehicles


Pedal cycles


Total


Fatal Serious Slight Total


Casualties:


Vehicle driver


Passenger


Motorcycle rider


Cyclist


Pedestrian


Total


Fatal Serious Slight Total


 40


 20 5 0  25


 10 5 5 0


 0  1  4  5


 0  11  29


 0  1  21  22


 0  2  9  11


 0  5  6  11


 0  1  4  5


 0  2  3  5


 54 43 0  11


Horses & other
Other


 0  2  3
 0  0  0  0


 5


48Shropshire County CouncilRegistered to:
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Calculation Reference: AUDIT-231601-190606-0644
TRIP RATE CALCULATION SELECTION PARAMETERS:


Land Use :  02 - EMPLOYMENT
Category :  D - INDUSTRIAL ESTATE
VEHICLES


Selected regions and areas:
02 SOUTH EAST


ES EAST SUSSEX 1 days
EX ESSEX 3 days
KC KENT 1 days


03 SOUTH WEST
DV DEVON 2 days


04 EAST ANGLIA
NF NORFOLK 1 days


05 EAST MIDLANDS
NR NORTHAMPTONSHIRE 1 days


06 WEST MIDLANDS
WK WARWICKSHIRE 2 days
WM WEST MIDLANDS 1 days
WO WORCESTERSHIRE 3 days


07 YORKSHIRE & NORTH LINCOLNSHIRE
WY WEST YORKSHIRE 5 days


08 NORTH WEST
LC LANCASHIRE 1 days


09 NORTH
TW TYNE & WEAR 1 days


This section displays the number of survey days per TRICS® sub-region in the selected set


Secondary Filtering selection:


This data displays the chosen trip rate parameter and its selected range. Only sites that fall within the parameter range
are included in the trip rate calculation.


Parameter: Gross floor area
Actual Range: 1775 to 974258 (units: sqm)
Range Selected by User: 708 to 974258 (units: sqm)


Parking Spaces Range: All Surveys Included


Public Transport Provision:
Selection by: Include all surveys


Date Range: 01/01/11 to 17/10/18


This data displays the range of survey dates selected. Only surveys that were conducted within this date range are
included in the trip rate calculation.


Selected survey days:
Monday 6 days
Tuesday 3 days
Wednesday 5 days
Thursday 3 days
Friday 5 days


This data displays the number of selected surveys by day of the week.


Selected survey types:
Manual count 22 days
Directional ATC Count 0 days


This data displays the number of manual classified surveys and the number of unclassified ATC surveys, the total adding
up to the overall number of surveys in the selected set. Manual surveys are undertaken using staff, whilst ATC surveys
are undertaking using machines.


Selected Locations:
Edge of Town 22


This data displays the number of surveys per main location category within the selected set. The main location categories
consist of Free Standing, Edge of Town, Suburban Area, Neighbourhood Centre, Edge of Town Centre, Town Centre and
Not Known.


Selected Location Sub Categories:
Industrial Zone 11
Commercial Zone 1
Development Zone 1
Residential Zone 6
Out of Town 1
No Sub Category 2
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This data displays the number of surveys per location sub-category within the selected set. The location sub-categories
consist of Commercial Zone, Industrial Zone, Development Zone, Residential Zone, Retail Zone, Built-Up Zone, Village,
Out of Town, High Street and No Sub Category.


Secondary Filtering selection:


Use Class:
Not Known 3 days
   B 1    6 days
   B 2    10 days
   B 8    2 days


This data displays the number of surveys per Use Class classification within the selected set. The Use Classes Order 2005
has been used for this purpose, which can be found within the Library module of TRICS®.


Population within 1 mile:
1,000 or Less 1 days
1,001  to 5,000 1 days
5,001  to 10,000 4 days
10,001 to 15,000 5 days
15,001 to 20,000 4 days
20,001 to 25,000 2 days
25,001 to 50,000 5 days


This data displays the number of selected surveys within stated 1-mile radii of population.


Population within 5 miles:
25,001  to 50,000 2 days
50,001  to 75,000 1 days
75,001  to 100,000 4 days
100,001 to 125,000 1 days
125,001 to 250,000 12 days
250,001 to 500,000 2 days


This data displays the number of selected surveys within stated 5-mile radii of population.


Car ownership within 5 miles:
0.6 to 1.0 7 days
1.1 to 1.5 15 days


This data displays the number of selected surveys within stated ranges of average cars owned per residential dwelling,
within a radius of 5-miles of selected survey sites.


Travel Plan:
No 22 days


This data displays the number of surveys within the selected set that were undertaken at sites with Travel Plans in place,
and the number of surveys that were undertaken at sites without Travel Plans.


PTAL Rating:
No PTAL Present 22 days


This data displays the number of selected surveys with PTAL Ratings.
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LIST OF SITES relevant to selection parameters


1 DV-02-D-06 INDUSTRIAL ESTATE DEVON
ST MODWEN ROAD
PLYMOUTH


Edge of Town
Industrial Zone
Total Gross floor area:   1 7 7 5 sqm


Survey date: TUESDAY 17/07/12 Survey Type: MANUAL
2 DV-02-D-07 INDUSTRIAL ESTATE DEVON


BITTERN ROAD
EXETER
SOWTON IND. ESTATE
Edge of Town
Industrial Zone
Total Gross floor area:   3 6 0 0 sqm


Survey date: MONDAY 03/07/17 Survey Type: MANUAL
3 ES-02-D-06 INDUSTRIAL ESTATE EAST SUSSEX


COURTLANDS ROAD
EASTBOURNE


Edge of Town
Residential Zone
Total Gross floor area:   7 5 2 5 sqm


Survey date: MONDAY 21/10/13 Survey Type: MANUAL
4 EX-02-D-03 INDUSTRIAL ESTATE ESSEX


WYNCOLLS ROAD
COLCHESTER
SEVERALLS INDUSTRIAL PK
Edge of Town
Industrial Zone
Total Gross floor area:   4 8 7 6 sqm


Survey date: FRIDAY 18/05/18 Survey Type: MANUAL
5 EX-02-D-04 INDUSTRIAL ESTATE ESSEX


PASTURE ROAD
WITHAM


Edge of Town
Industrial Zone
Total Gross floor area:  3 7 1 3 0 sqm


Survey date: THURSDAY 10/05/18 Survey Type: MANUAL
6 EX-02-D-05 INDUSTRIAL ESTATE ESSEX


HECKWORTH CLOSE
COLCHESTER
SEVERALLS INDUSTRIAL PK
Edge of Town
Industrial Zone
Total Gross floor area:   7 2 8 0 sqm


Survey date: FRIDAY 18/05/18 Survey Type: MANUAL
7 KC-02-D-02 INDUSTRIAL ESTATE KENT


SOUTHWELL ROAD
DEAL


Edge of Town
Residential Zone
Total Gross floor area:  1 0 7 1 5 sqm


Survey date: WEDNESDAY 28/11/12 Survey Type: MANUAL
8 LC-02-D-07 INDUSTRIAL ESTATE LANCASHIRE


CHAIN CAUL WAY
PRESTON
ASHTON-ON-RIBBLE
Edge of Town
Industrial Zone
Total Gross floor area:   4 7 0 0 sqm


Survey date: FRIDAY 17/11/17 Survey Type: MANUAL
9 NF-02-D-03 INDUSTRIAL ESTATE NORFOLK


BIDEWELL CLOSE
NORWICH


Edge of Town
Residential Zone
Total Gross floor area:   6 0 0 0 sqm


Survey date: MONDAY 08/10/12 Survey Type: MANUAL







 TRICS 7.6.1  290419 B19.08    Database right of TRICS Consortium Limited, 2019. All rights reserved Thursday  06/06/19
 Page  4
Phil Jones Associates     The Innovation Centre     Longbridge Technology Park Licence No: 231601


LIST OF SITES relevant to selection parameters (Cont.)


10 NR-02-D-01 INDUSTRIAL ESTATE NORTHAMPTONSHIRE
ROBINSON WAY
KETTERING


Edge of Town
Industrial Zone
Total Gross floor area:  1 2 9 0 0 sqm


Survey date: THURSDAY 23/10/14 Survey Type: MANUAL
11 TW-02-D-07 INDUSTRIAL ESTATE TYNE & WEAR


SWALWELL BANK
GATESHEAD
WHICKHAM
Edge of Town
Residential Zone
Total Gross floor area:   6 8 0 0 sqm


Survey date: FRIDAY 04/10/13 Survey Type: MANUAL
12 WK-02-D-01 INDUSTRIAL ESTATE WARWICKSHIRE


CASTLE MOUND WAY
RUGBY


Edge of Town
Industrial Zone
Total Gross floor area: 150564 sqm


Survey date: WEDNESDAY 27/06/18 Survey Type: MANUAL
13 WK-02-D-02 INDUSTRIAL ESTATE WARWICKSHIRE


OVERVIEW WAY
RUGBY


Edge of Town
Industrial Zone
Total Gross floor area: 974258 sqm


Survey date: WEDNESDAY 27/06/18 Survey Type: MANUAL
14 WM-02-D-02 INDUSTRIAL ESTATE WEST MIDLANDS


DUNLOP WAY
BIRMINGHAM


Edge of Town
Residential Zone
Total Gross floor area:  2 3 4 8 0 sqm


Survey date: WEDNESDAY 07/11/12 Survey Type: MANUAL
15 WO-02-D-01 INDUSTRIAL ESTATE WORCESTERSHIRE


SANDY LANE
STOURPORT-ON-SEVERN


Edge of Town
Commercial Zone
Total Gross floor area:   2 7 5 8 sqm


Survey date: FRIDAY 23/05/14 Survey Type: MANUAL
16 WO-02-D-02 INDUSTRIAL ESTATE WORCESTERSHIRE


WEIR LANE
WORCESTER


Edge of Town
Residential Zone
Total Gross floor area:   9 5 0 0 sqm


Survey date: MONDAY 14/11/16 Survey Type: MANUAL
17 WO-02-D-03 INDUSTRIAL ESTATE WORCESTERSHIRE


MILLENNIUM WAY
EVESHAM


Edge of Town
Out of Town
Total Gross floor area:  8 4 5 7 5 sqm


Survey date: TUESDAY 26/06/18 Survey Type: MANUAL
18 WY-02-D-04 INDUSTRIAL ESTATE WEST YORKSHIRE


LAW STREET
CLECKHEATON


Edge of Town
Industrial Zone
Total Gross floor area:  2 3 2 2 6 sqm


Survey date: THURSDAY 15/09/16 Survey Type: MANUAL
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LIST OF SITES relevant to selection parameters (Cont.)


19 WY-02-D-05 INDUSTRIAL ESTATE WEST YORKSHIRE
CARR WOOD ROAD
CASTLEFORD


Edge of Town
Development Zone
Total Gross floor area:   1 7 7 6 sqm


Survey date: MONDAY 22/05/17 Survey Type: MANUAL
20 WY-02-D-06 INDUSTRIAL ESTATE (PART) WEST YORKSHIRE


PIONEER WAY
CASTLEFORD


Edge of Town
Industrial Zone
Total Gross floor area:   4 3 2 8 sqm


Survey date: TUESDAY 23/05/17 Survey Type: MANUAL
21 WY-02-D-07 INDUSTRIAL ESTATE WEST YORKSHIRE


THUNDERHEAD RIDGE RD
CASTLEFORD
GLASSHOUGHTON
Edge of Town
No Sub Category
Total Gross floor area:   3 1 9 1 sqm


Survey date: MONDAY 15/05/17 Survey Type: MANUAL
22 WY-02-D-08 INDUSTRIAL ESTATE WEST YORKSHIRE


MILL LANE
HALIFAX


Edge of Town
No Sub Category
Total Gross floor area:  1 1 3 0 5 sqm


Survey date: WEDNESDAY 17/10/18 Survey Type: MANUAL


This section provides a list of all survey sites and days in the selected set. For each individual survey site, it displays a
unique site reference code and site address, the selected trip rate calculation parameter and its value, the day of the
week and date of each survey, and whether the survey was a manual classified count or an ATC count.
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TRIP RATE for Land Use 02 - EMPLOYMENT/D - INDUSTRIAL ESTATE
VEHICLES
Calculation factor: 100 sqm
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days GFA Rate Days GFA Rate Days GFA Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


22 63285 0.099 22 63285 0.026 22 63285 0.12507:00 - 08:00
22 63285 0.125 22 63285 0.048 22 63285 0.17308:00 - 09:00
22 63285 0.091 22 63285 0.056 22 63285 0.14709:00 - 10:00
22 63285 0.072 22 63285 0.059 22 63285 0.13110:00 - 11:00
22 63285 0.073 22 63285 0.067 22 63285 0.14011:00 - 12:00
22 63285 0.074 22 63285 0.085 22 63285 0.15912:00 - 13:00
22 63285 0.092 22 63285 0.080 22 63285 0.17213:00 - 14:00
22 63285 0.064 22 63285 0.086 22 63285 0.15014:00 - 15:00
22 63285 0.058 22 63285 0.084 22 63285 0.14215:00 - 16:00
22 63285 0.054 22 63285 0.100 22 63285 0.15416:00 - 17:00
22 63285 0.034 22 63285 0.120 22 63285 0.15417:00 - 18:00
22 63285 0.025 22 63285 0.048 22 63285 0.07318:00 - 19:00


19:00 - 20:00
20:00 - 21:00
21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.861   0.859   1.720


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at the
foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the stated
time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the stated
calculation factor (shown just above the table and abbreviated here as FACT). So, the method is: COUNT/TRP*FACT. Trip
rates are then rounded to 3 decimal places.
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The survey data, graphs and all associated supporting information, contained within the TRICS Database are published
by TRICS Consortium Limited ("the Company") and the Company claims copyright and database rights in this published
work. The Company authorises those who possess a current TRICS licence to access the TRICS Database and copy the
data contained within the TRICS Database for the licence holders' use only. Any resulting copy must retain all copyrights
and other proprietary notices, and any disclaimer contained thereon.


The Company accepts no responsibility for loss which may arise from reliance on data contained in the TRICS Database.
[No warranty of any kind, express or implied, is made as to the data contained in the TRICS Database.]


Parameter summary


Trip rate parameter range selected: 1775 - 974258 (units: sqm)
Survey date date range: 01/01/11 - 17/10/18
Number of weekdays (Monday-Friday): 22
Number of Saturdays: 0
Number of Sundays: 0
Surveys automatically removed from selection: 0
Surveys manually removed from selection: 0


This section displays a quick summary of some of the data filtering selections made by the TRICS® user. The trip rate
calculation parameter range of all selected surveys is displayed first, followed by the range of minimum and maximum
survey dates selected by the user. Then, the total number of selected weekdays and weekend days in the selected set of
surveys are show.  Finally, the number of survey days that have been manually removed from the selected set outside of
the standard filtering procedure are displayed.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.







TRICS 7.6.1  290419 B19.08    Database right of TRICS Consortium Limited, 2019. All rights reserved Thursday  06/06/19
Page  9


Phil Jones Associates     The Innovation Centre     Longbridge Technology Park Licence No: 231601


This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 02 - EMPLOYMENT/D - INDUSTRIAL ESTATE
TAXIS
Calculation factor: 100 sqm
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days GFA Rate Days GFA Rate Days GFA Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


22 63285 0.000 22 63285 0.000 22 63285 0.00007:00 - 08:00
22 63285 0.001 22 63285 0.001 22 63285 0.00208:00 - 09:00
22 63285 0.000 22 63285 0.000 22 63285 0.00009:00 - 10:00
22 63285 0.000 22 63285 0.000 22 63285 0.00010:00 - 11:00
22 63285 0.000 22 63285 0.000 22 63285 0.00011:00 - 12:00
22 63285 0.000 22 63285 0.000 22 63285 0.00012:00 - 13:00
22 63285 0.000 22 63285 0.000 22 63285 0.00013:00 - 14:00
22 63285 0.000 22 63285 0.000 22 63285 0.00014:00 - 15:00
22 63285 0.000 22 63285 0.000 22 63285 0.00015:00 - 16:00
22 63285 0.000 22 63285 0.000 22 63285 0.00016:00 - 17:00
22 63285 0.000 22 63285 0.000 22 63285 0.00017:00 - 18:00
22 63285 0.000 22 63285 0.000 22 63285 0.00018:00 - 19:00


19:00 - 20:00
20:00 - 21:00
21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.001   0.001   0.002


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 02 - EMPLOYMENT/D - INDUSTRIAL ESTATE
OGVS
Calculation factor: 100 sqm
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days GFA Rate Days GFA Rate Days GFA Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


22 63285 0.006 22 63285 0.004 22 63285 0.01007:00 - 08:00
22 63285 0.007 22 63285 0.008 22 63285 0.01508:00 - 09:00
22 63285 0.011 22 63285 0.009 22 63285 0.02009:00 - 10:00
22 63285 0.009 22 63285 0.009 22 63285 0.01810:00 - 11:00
22 63285 0.009 22 63285 0.009 22 63285 0.01811:00 - 12:00
22 63285 0.010 22 63285 0.010 22 63285 0.02012:00 - 13:00
22 63285 0.009 22 63285 0.008 22 63285 0.01713:00 - 14:00
22 63285 0.009 22 63285 0.008 22 63285 0.01714:00 - 15:00
22 63285 0.008 22 63285 0.009 22 63285 0.01715:00 - 16:00
22 63285 0.006 22 63285 0.007 22 63285 0.01316:00 - 17:00
22 63285 0.005 22 63285 0.004 22 63285 0.00917:00 - 18:00
22 63285 0.004 22 63285 0.004 22 63285 0.00818:00 - 19:00


19:00 - 20:00
20:00 - 21:00
21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.093   0.089   0.182


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 02 - EMPLOYMENT/D - INDUSTRIAL ESTATE
PSVS
Calculation factor: 100 sqm
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days GFA Rate Days GFA Rate Days GFA Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


22 63285 0.000 22 63285 0.000 22 63285 0.00007:00 - 08:00
22 63285 0.000 22 63285 0.000 22 63285 0.00008:00 - 09:00
22 63285 0.000 22 63285 0.000 22 63285 0.00009:00 - 10:00
22 63285 0.000 22 63285 0.000 22 63285 0.00010:00 - 11:00
22 63285 0.000 22 63285 0.000 22 63285 0.00011:00 - 12:00
22 63285 0.000 22 63285 0.000 22 63285 0.00012:00 - 13:00
22 63285 0.000 22 63285 0.000 22 63285 0.00013:00 - 14:00
22 63285 0.000 22 63285 0.000 22 63285 0.00014:00 - 15:00
22 63285 0.000 22 63285 0.000 22 63285 0.00015:00 - 16:00
22 63285 0.000 22 63285 0.000 22 63285 0.00016:00 - 17:00
22 63285 0.000 22 63285 0.000 22 63285 0.00017:00 - 18:00
22 63285 0.000 22 63285 0.000 22 63285 0.00018:00 - 19:00


19:00 - 20:00
20:00 - 21:00
21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.000   0.000   0.000


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 02 - EMPLOYMENT/D - INDUSTRIAL ESTATE
CYCLISTS
Calculation factor: 100 sqm
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days GFA Rate Days GFA Rate Days GFA Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


22 63285 0.003 22 63285 0.001 22 63285 0.00407:00 - 08:00
22 63285 0.003 22 63285 0.000 22 63285 0.00308:00 - 09:00
22 63285 0.001 22 63285 0.000 22 63285 0.00109:00 - 10:00
22 63285 0.000 22 63285 0.001 22 63285 0.00110:00 - 11:00
22 63285 0.000 22 63285 0.000 22 63285 0.00011:00 - 12:00
22 63285 0.001 22 63285 0.000 22 63285 0.00112:00 - 13:00
22 63285 0.001 22 63285 0.001 22 63285 0.00213:00 - 14:00
22 63285 0.001 22 63285 0.002 22 63285 0.00314:00 - 15:00
22 63285 0.001 22 63285 0.003 22 63285 0.00415:00 - 16:00
22 63285 0.001 22 63285 0.002 22 63285 0.00316:00 - 17:00
22 63285 0.002 22 63285 0.004 22 63285 0.00617:00 - 18:00
22 63285 0.001 22 63285 0.001 22 63285 0.00218:00 - 19:00


19:00 - 20:00
20:00 - 21:00
21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.015   0.015   0.030


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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Calculation Reference: AUDIT-231601-200219-0226
TRIP RATE CALCULATION SELECTION PARAMETERS:


Land Use :  03 - RESIDENTIAL
Category :  A - HOUSES PRIVATELY OWNED
VEHICLES


Selected regions and areas:
04 EAST ANGLIA


NF NORFOLK 1 days
05 EAST MIDLANDS


NR NORTHAMPTONSHIRE 1 days


This section displays the number of survey days per TRICS® sub-region in the selected set


Secondary Filtering selection:


This data displays the chosen trip rate parameter and its selected range. Only sites that fall within the parameter range
are included in the trip rate calculation.


Parameter: Number of dwellings
Actual Range: 102 to 297 (units: )
Range Selected by User: 6 to 4334 (units: )


Parking Spaces Range: All Surveys Included


Bedrooms per Dwelling Range: All Surveys Included


Percentage of dwellings privately owned: All Surveys Included


Public Transport Provision:
Selection by: Include all surveys


Date Range: 01/01/11 to 25/09/19


This data displays the range of survey dates selected. Only surveys that were conducted within this date range are
included in the trip rate calculation.


Selected survey days:
Saturday 1 days
Sunday 1 days


This data displays the number of selected surveys by day of the week.


Selected survey types:
Manual count 1 days
Directional ATC Count 1 days


This data displays the number of manual classified surveys and the number of unclassified ATC surveys, the total adding
up to the overall number of surveys in the selected set. Manual surveys are undertaken using staff, whilst ATC surveys
are undertaking using machines.


Selected Locations:
Suburban Area (PPS6 Out of Centre) 1
Edge of Town 1


This data displays the number of surveys per main location category within the selected set. The main location categories
consist of Free Standing, Edge of Town, Suburban Area, Neighbourhood Centre, Edge of Town Centre, Town Centre and
Not Known.


Selected Location Sub Categories:
Residential Zone 1
Out of Town 1


This data displays the number of surveys per location sub-category within the selected set. The location sub-categories
consist of Commercial Zone, Industrial Zone, Development Zone, Residential Zone, Retail Zone, Built-Up Zone, Village,
Out of Town, High Street and No Sub Category.


Secondary Filtering selection:


Use Class:
   C 3    2 days


This data displays the number of surveys per Use Class classification within the selected set. The Use Classes Order 2005
has been used for this purpose, which can be found within the Library module of TRICS®.
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Secondary Filtering selection (Cont.):


Population within 1 mile:
1,001  to 5,000 1 days
20,001 to 25,000 1 days


This data displays the number of selected surveys within stated 1-mile radii of population.


Population within 5 miles:
25,001  to 50,000 1 days
125,001 to 250,000 1 days


This data displays the number of selected surveys within stated 5-mile radii of population.


Car ownership within 5 miles:
1.1 to 1.5 2 days


This data displays the number of selected surveys within stated ranges of average cars owned per residential dwelling,
within a radius of 5-miles of selected survey sites.


Travel Plan:
Yes 1 days
No 1 days


This data displays the number of surveys within the selected set that were undertaken at sites with Travel Plans in place,
and the number of surveys that were undertaken at sites without Travel Plans.


PTAL Rating:
No PTAL Present 2 days


This data displays the number of selected surveys with PTAL Ratings.
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LIST OF SITES relevant to selection parameters


1 NF-03-A-07 MIXED HOUSES & FLATS NORFOLK
SILFIELD ROAD
WYMONDHAM


Edge of Town
Out of Town
Total Number of dwellings:    2 9 7


Survey date: SUNDAY 22/09/19 Survey Type: DIRECTIONAL ATC COUNT
2 NR-03-A-01 HOUSES NORTHAMPTONSHIRE


BOUGHTON GREEN ROAD
NORTHAMPTON
KINGSTHORPE
Suburban Area (PPS6 Out of Centre)
Residential Zone
Total Number of dwellings:    1 0 2


Survey date: SATURDAY 22/09/12 Survey Type: MANUAL


This section provides a list of all survey sites and days in the selected set. For each individual survey site, it displays a
unique site reference code and site address, the selected trip rate calculation parameter and its value, the day of the
week and date of each survey, and whether the survey was a manual classified count or an ATC count.
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TRIP RATE for Land Use 03 - RESIDENTIAL/A - HOUSES PRIVATELY OWNED
VEHICLES
Calculation factor: 1 DWELLS
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days DWELLS Rate Days DWELLS Rate Days DWELLS Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


2 200 0.023 2 200 0.050 2 200 0.07307:00 - 08:00
2 200 0.050 2 200 0.125 2 200 0.17508:00 - 09:00
2 200 0.065 2 200 0.153 2 200 0.21809:00 - 10:00
2 200 0.143 2 200 0.165 2 200 0.30810:00 - 11:00
2 200 0.135 2 200 0.185 2 200 0.32011:00 - 12:00
2 200 0.133 2 200 0.193 2 200 0.32612:00 - 13:00
2 200 0.201 2 200 0.211 2 200 0.41213:00 - 14:00
2 200 0.218 2 200 0.183 2 200 0.40114:00 - 15:00
2 200 0.193 2 200 0.133 2 200 0.32615:00 - 16:00
2 200 0.228 2 200 0.118 2 200 0.34616:00 - 17:00
2 200 0.165 2 200 0.135 2 200 0.30017:00 - 18:00
2 200 0.128 2 200 0.113 2 200 0.24118:00 - 19:00


19:00 - 20:00
20:00 - 21:00
21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   1.682   1.764   3.446


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at the
foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the stated
time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the stated
calculation factor (shown just above the table and abbreviated here as FACT). So, the method is: COUNT/TRP*FACT. Trip
rates are then rounded to 3 decimal places.


The survey data, graphs and all associated supporting information, contained within the TRICS Database are published
by TRICS Consortium Limited ("the Company") and the Company claims copyright and database rights in this published
work. The Company authorises those who possess a current TRICS licence to access the TRICS Database and copy the
data contained within the TRICS Database for the licence holders' use only. Any resulting copy must retain all copyrights
and other proprietary notices, and any disclaimer contained thereon.


The Company accepts no responsibility for loss which may arise from reliance on data contained in the TRICS Database.
[No warranty of any kind, express or implied, is made as to the data contained in the TRICS Database.]


Parameter summary


Trip rate parameter range selected: 102 - 297 (units: )
Survey date date range: 01/01/11 - 25/09/19
Number of weekdays (Monday-Friday): 0
Number of Saturdays: 2
Number of Sundays: 1
Surveys automatically removed from selection: 0
Surveys manually removed from selection: 0


This section displays a quick summary of some of the data filtering selections made by the TRICS® user. The trip rate
calculation parameter range of all selected surveys is displayed first, followed by the range of minimum and maximum
survey dates selected by the user. Then, the total number of selected weekdays and weekend days in the selected set of
surveys are show.  Finally, the number of survey days that have been manually removed from the selected set outside of
the standard filtering procedure are displayed.
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Calculation Reference: AUDIT-231601-190606-0601
TRIP RATE CALCULATION SELECTION PARAMETERS:


Land Use :  03 - RESIDENTIAL
Category :  A - HOUSES PRIVATELY OWNED
VEHICLES


Selected regions and areas:
02 SOUTH EAST


ES EAST SUSSEX 3 days
EX ESSEX 1 days
HC HAMPSHIRE 2 days
KC KENT 2 days
SC SURREY 1 days
WS WEST SUSSEX 5 days


03 SOUTH WEST
DC DORSET 1 days
SM SOMERSET 1 days


04 EAST ANGLIA
NF NORFOLK 1 days
SF SUFFOLK 1 days


05 EAST MIDLANDS
DS DERBYSHIRE 1 days


06 WEST MIDLANDS
SH SHROPSHIRE 2 days
ST STAFFORDSHIRE 2 days
WK WARWICKSHIRE 1 days


07 YORKSHIRE & NORTH LINCOLNSHIRE
NE NORTH EAST LINCOLNSHIRE 1 days
NY NORTH YORKSHIRE 3 days


08 NORTH WEST
CH CHESHIRE 1 days
GM GREATER MANCHESTER 1 days
LC LANCASHIRE 1 days


This section displays the number of survey days per TRICS® sub-region in the selected set


Secondary Filtering selection:


This data displays the chosen trip rate parameter and its selected range. Only sites that fall within the parameter range
are included in the trip rate calculation.


Parameter: Number of dwellings
Actual Range: 10 to 805 (units: )
Range Selected by User: 6 to 4334 (units: )


Parking Spaces Range: All Surveys Included


Percentage of dwellings privately owned: All Surveys Included


Public Transport Provision:
Selection by: Include all surveys


Date Range: 01/01/11 to 20/11/18


This data displays the range of survey dates selected. Only surveys that were conducted within this date range are
included in the trip rate calculation.


Selected survey days:
Monday 5 days
Tuesday 4 days
Wednesday 9 days
Thursday 9 days
Friday 4 days


This data displays the number of selected surveys by day of the week.


Selected survey types:
Manual count 31 days
Directional ATC Count 0 days


This data displays the number of manual classified surveys and the number of unclassified ATC surveys, the total adding
up to the overall number of surveys in the selected set. Manual surveys are undertaken using staff, whilst ATC surveys
are undertaking using machines.


Selected Locations:
Edge of Town 31


This data displays the number of surveys per main location category within the selected set. The main location categories
consist of Free Standing, Edge of Town, Suburban Area, Neighbourhood Centre, Edge of Town Centre, Town Centre and
Not Known.
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This data displays the number of surveys per location sub-category within the selected set. The location sub-categories
consist of Commercial Zone, Industrial Zone, Development Zone, Residential Zone, Retail Zone, Built-Up Zone, Village,
Out of Town, High Street and No Sub Category.


Secondary Filtering selection:


Use Class:
   C 3    31 days


This data displays the number of surveys per Use Class classification within the selected set. The Use Classes Order 2005
has been used for this purpose, which can be found within the Library module of TRICS®.


Population within 1 mile:
1,000 or Less 1 days
1,001  to 5,000 3 days
5,001  to 10,000 5 days
10,001 to 15,000 13 days
15,001 to 20,000 5 days
20,001 to 25,000 3 days
25,001 to 50,000 1 days


This data displays the number of selected surveys within stated 1-mile radii of population.


Population within 5 miles:
5,001   to 25,000 3 days
25,001  to 50,000 2 days
50,001  to 75,000 4 days
75,001  to 100,000 9 days
100,001 to 125,000 1 days
125,001 to 250,000 8 days
250,001 to 500,000 3 days
500,001 or More 1 days


This data displays the number of selected surveys within stated 5-mile radii of population.


Car ownership within 5 miles:
0.6 to 1.0 8 days
1.1 to 1.5 23 days


This data displays the number of selected surveys within stated ranges of average cars owned per residential dwelling,
within a radius of 5-miles of selected survey sites.


Travel Plan:
Yes 8 days
No 23 days


This data displays the number of surveys within the selected set that were undertaken at sites with Travel Plans in place,
and the number of surveys that were undertaken at sites without Travel Plans.


PTAL Rating:
No PTAL Present 30 days
2 Poor 1 days


This data displays the number of selected surveys with PTAL Ratings.
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LIST OF SITES relevant to selection parameters


1 CH-03-A-09 TERRACED HOUSES CHESHIRE
GREYSTOKE ROAD
MACCLESFIELD
HURDSFIELD
Edge of Town
Residential Zone
Total Number of dwellings:     2 4


Survey date: MONDAY 24/11/14 Survey Type: MANUAL
2 DC-03-A-08 BUNGALOWS DORSET


HURSTDENE ROAD
BOURNEMOUTH
CASTLE LANE WEST
Edge of Town
Residential Zone
Total Number of dwellings:     2 8


Survey date: MONDAY 24/03/14 Survey Type: MANUAL
3 DS-03-A-02 MIXED HOUSES DERBYSHIRE


RADBOURNE LANE
DERBY


Edge of Town
Residential Zone
Total Number of dwellings:    3 7 1


Survey date: TUESDAY 10/07/18 Survey Type: MANUAL
4 ES-03-A-02 PRIVATE HOUSING EAST SUSSEX


SOUTH COAST ROAD
PEACEHAVEN


Edge of Town
Residential Zone
Total Number of dwellings:     3 7


Survey date: FRIDAY 18/11/11 Survey Type: MANUAL
5 ES-03-A-03 MIXED HOUSES & FLATS EAST SUSSEX


SHEPHAM LANE
POLEGATE


Edge of Town
Residential Zone
Total Number of dwellings:    2 1 2


Survey date: MONDAY 11/07/16 Survey Type: MANUAL
6 ES-03-A-04 MIXED HOUSES & FLATS EAST SUSSEX


NEW LYDD ROAD
CAMBER


Edge of Town
Residential Zone
Total Number of dwellings:    1 3 4


Survey date: FRIDAY 15/07/16 Survey Type: MANUAL
7 EX-03-A-02 DETACHED & SEMI-DETACHED ESSEX


MANOR ROAD
CHIGWELL
GRANGE HILL
Edge of Town
Residential Zone
Total Number of dwellings:     9 7


Survey date: MONDAY 27/11/17 Survey Type: MANUAL
8 GM-03-A-10 DETACHED/SEMI GREATER MANCHESTER


BUTT HILL DRIVE
MANCHESTER
P R E S T W I C H 
Edge of Town
Residential Zone
Total Number of dwellings:     2 9


Survey date: WEDNESDAY 12/10/11 Survey Type: MANUAL
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LIST OF SITES relevant to selection parameters (Cont.)


9 HC-03-A-21 TERRACED & SEMI-DETACHED HAMPSHIRE
PRIESTLEY ROAD
BASINGSTOKE
HOUNDMILLS
Edge of Town
Residential Zone
Total Number of dwellings:     3 9


Survey date: TUESDAY 13/11/18 Survey Type: MANUAL
10 HC-03-A-22 MIXED HOUSES HAMPSHIRE


BOW LAKE GARDENS
NEAR EASTLEIGH
BISHOPSTOKE
Edge of Town
Residential Zone
Total Number of dwellings:     4 0


Survey date: WEDNESDAY 31/10/18 Survey Type: MANUAL
11 KC-03-A-04 SEMI-DETACHED & TERRACED KENT


KILN BARN ROAD
AYLESFORD
DITTON
Edge of Town
Residential Zone
Total Number of dwellings:    1 1 0


Survey date: FRIDAY 22/09/17 Survey Type: MANUAL
12 KC-03-A-07 MIXED HOUSES KENT


RECULVER ROAD
HERNE BAY


Edge of Town
Residential Zone
Total Number of dwellings:    2 8 8


Survey date: WEDNESDAY 27/09/17 Survey Type: MANUAL
13 LC-03-A-31 DETACHED HOUSES LANCASHIRE


GREENSIDE
PRESTON
COTTAM
Edge of Town
Residential Zone
Total Number of dwellings:     3 2


Survey date: FRIDAY 17/11/17 Survey Type: MANUAL
14 NE-03-A-02 SEMI DETACHED & DETACHED NORTH EAST LINCOLNSHIRE


HANOVER WALK
SCUNTHORPE


Edge of Town
No Sub Category
Total Number of dwellings:    4 3 2


Survey date: MONDAY 12/05/14 Survey Type: MANUAL
15 NF-03-A-03 DETACHED HOUSES NORFOLK


HALING WAY
THETFORD


Edge of Town
Residential Zone
Total Number of dwellings:     1 0


Survey date: WEDNESDAY 16/09/15 Survey Type: MANUAL
16 NY-03-A-07 DETACHED & SEMI DET. NORTH YORKSHIRE


CRAVEN WAY
BOROUGHBRIDGE


Edge of Town
No Sub Category
Total Number of dwellings:     2 3


Survey date: TUESDAY 18/10/11 Survey Type: MANUAL
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LIST OF SITES relevant to selection parameters (Cont.)


17 NY-03-A-10 HOUSES AND FLATS NORTH YORKSHIRE
BOROUGHBRIDGE ROAD
RIPON


Edge of Town
No Sub Category
Total Number of dwellings:     7 1


Survey date: TUESDAY 17/09/13 Survey Type: MANUAL
18 NY-03-A-11 PRIVATE HOUSING NORTH YORKSHIRE


HORSEFAIR
BOROUGHBRIDGE


Edge of Town
Residential Zone
Total Number of dwellings:     2 3


Survey date: WEDNESDAY 18/09/13 Survey Type: MANUAL
19 SC-03-A-04 DETACHED & TERRACED SURREY


HIGH ROAD
BYFLEET


Edge of Town
Residential Zone
Total Number of dwellings:     7 1


Survey date: THURSDAY 23/01/14 Survey Type: MANUAL
20 SF-03-A-05 DETACHED HOUSES SUFFOLK


VALE LANE
BURY ST EDMUNDS


Edge of Town
Residential Zone
Total Number of dwellings:     1 8


Survey date: WEDNESDAY 09/09/15 Survey Type: MANUAL
21 SH-03-A-05 SEMI-DETACHED/TERRACED SHROPSHIRE


SANDCROFT
TELFORD
SUTTON HILL
Edge of Town
Residential Zone
Total Number of dwellings:     5 4


Survey date: THURSDAY 24/10/13 Survey Type: MANUAL
22 SH-03-A-06 BUNGALOWS SHROPSHIRE


ELLESMERE ROAD
SHREWSBURY


Edge of Town
Residential Zone
Total Number of dwellings:     1 6


Survey date: THURSDAY 22/05/14 Survey Type: MANUAL
23 SM-03-A-01 DETACHED & SEMI SOMERSET


WEMBDON ROAD
BRIDGWATER
NORTHFIELD
Edge of Town
Residential Zone
Total Number of dwellings:     3 3


Survey date: THURSDAY 24/09/15 Survey Type: MANUAL
24 ST-03-A-07 DETACHED & SEMI-DETACHED STAFFORDSHIRE


BEACONSIDE
STAFFORD
MARSTON GATE
Edge of Town
Residential Zone
Total Number of dwellings:    2 4 8


Survey date: WEDNESDAY 22/11/17 Survey Type: MANUAL
25 ST-03-A-08 DETACHED HOUSES STAFFORDSHIRE


SILKMORE CRESCENT
STAFFORD
MEADOWCROFT PARK
Edge of Town
Residential Zone
Total Number of dwellings:     2 6


Survey date: WEDNESDAY 22/11/17 Survey Type: MANUAL
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LIST OF SITES relevant to selection parameters (Cont.)


26 WK-03-A-02 BUNGALOWS WARWICKSHIRE
NARBERTH WAY
COVENTRY
POTTERS GREEN
Edge of Town
Residential Zone
Total Number of dwellings:     1 7


Survey date: THURSDAY 17/10/13 Survey Type: MANUAL
27 WS-03-A-04 MIXED HOUSES WEST SUSSEX


HILLS FARM LANE
HORSHAM
BROADBRIDGE HEATH
Edge of Town
Residential Zone
Total Number of dwellings:    1 5 1


Survey date: THURSDAY 11/12/14 Survey Type: MANUAL
28 WS-03-A-06 MIXED HOUSES WEST SUSSEX


ELLIS ROAD
WEST HORSHAM
S BROADBRIDGE HEATH
Edge of Town
Residential Zone
Total Number of dwellings:    8 0 5


Survey date: THURSDAY 02/03/17 Survey Type: MANUAL
29 WS-03-A-08 MIXED HOUSES WEST SUSSEX


ROUNDSTONE LANE
ANGMERING


Edge of Town
Residential Zone
Total Number of dwellings:    1 8 0


Survey date: THURSDAY 19/04/18 Survey Type: MANUAL
30 WS-03-A-09 MIXED HOUSES & FLATS WEST SUSSEX


LITTLEHAMPTON ROAD
WORTHING
WEST DURRINGTON
Edge of Town
Residential Zone
Total Number of dwellings:    1 9 7


Survey date: THURSDAY 05/07/18 Survey Type: MANUAL
31 WS-03-A-10 MIXED HOUSES WEST SUSSEX


TODDINGTON LANE
LITTLEHAMPTON
WICK
Edge of Town
Residential Zone
Total Number of dwellings:     7 9


Survey date: WEDNESDAY 07/11/18 Survey Type: MANUAL


This section provides a list of all survey sites and days in the selected set. For each individual survey site, it displays a
unique site reference code and site address, the selected trip rate calculation parameter and its value, the day of the
week and date of each survey, and whether the survey was a manual classified count or an ATC count.
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TRIP RATE for Land Use 03 - RESIDENTIAL/A - HOUSES PRIVATELY OWNED
VEHICLES
Calculation factor: 1 DWELLS
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days DWELLS Rate Days DWELLS Rate Days DWELLS Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


31 126 0.079 31 126 0.314 31 126 0.39307:00 - 08:00
31 126 0.128 31 126 0.380 31 126 0.50808:00 - 09:00
31 126 0.141 31 126 0.167 31 126 0.30809:00 - 10:00
31 126 0.125 31 126 0.149 31 126 0.27410:00 - 11:00
31 126 0.134 31 126 0.150 31 126 0.28411:00 - 12:00
31 126 0.150 31 126 0.142 31 126 0.29212:00 - 13:00
31 126 0.156 31 126 0.149 31 126 0.30513:00 - 14:00
31 126 0.159 31 126 0.180 31 126 0.33914:00 - 15:00
31 126 0.256 31 126 0.178 31 126 0.43415:00 - 16:00
31 126 0.270 31 126 0.160 31 126 0.43016:00 - 17:00
31 126 0.332 31 126 0.140 31 126 0.47217:00 - 18:00
31 126 0.300 31 126 0.162 31 126 0.46218:00 - 19:00
1 97 0.062 1 97 0.052 1 97 0.11419:00 - 20:00
1 97 0.031 1 97 0.021 1 97 0.05220:00 - 21:00


21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   2.323   2.344   4.667


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at the
foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the stated
time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the stated
calculation factor (shown just above the table and abbreviated here as FACT). So, the method is: COUNT/TRP*FACT. Trip
rates are then rounded to 3 decimal places.
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The survey data, graphs and all associated supporting information, contained within the TRICS Database are published
by TRICS Consortium Limited ("the Company") and the Company claims copyright and database rights in this published
work. The Company authorises those who possess a current TRICS licence to access the TRICS Database and copy the
data contained within the TRICS Database for the licence holders' use only. Any resulting copy must retain all copyrights
and other proprietary notices, and any disclaimer contained thereon.


The Company accepts no responsibility for loss which may arise from reliance on data contained in the TRICS Database.
[No warranty of any kind, express or implied, is made as to the data contained in the TRICS Database.]


Parameter summary


Trip rate parameter range selected: 10 - 805 (units: )
Survey date date range: 01/01/11 - 20/11/18
Number of weekdays (Monday-Friday): 31
Number of Saturdays: 0
Number of Sundays: 0
Surveys automatically removed from selection: 0
Surveys manually removed from selection: 0


This section displays a quick summary of some of the data filtering selections made by the TRICS® user. The trip rate
calculation parameter range of all selected surveys is displayed first, followed by the range of minimum and maximum
survey dates selected by the user. Then, the total number of selected weekdays and weekend days in the selected set of
surveys are show.  Finally, the number of survey days that have been manually removed from the selected set outside of
the standard filtering procedure are displayed.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 03 - RESIDENTIAL/A - HOUSES PRIVATELY OWNED
TAXIS
Calculation factor: 1 DWELLS
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days DWELLS Rate Days DWELLS Rate Days DWELLS Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


31 126 0.003 31 126 0.003 31 126 0.00607:00 - 08:00
31 126 0.004 31 126 0.003 31 126 0.00708:00 - 09:00
31 126 0.002 31 126 0.002 31 126 0.00409:00 - 10:00
31 126 0.003 31 126 0.003 31 126 0.00610:00 - 11:00
31 126 0.002 31 126 0.002 31 126 0.00411:00 - 12:00
31 126 0.002 31 126 0.002 31 126 0.00412:00 - 13:00
31 126 0.002 31 126 0.002 31 126 0.00413:00 - 14:00
31 126 0.003 31 126 0.003 31 126 0.00614:00 - 15:00
31 126 0.005 31 126 0.005 31 126 0.01015:00 - 16:00
31 126 0.004 31 126 0.004 31 126 0.00816:00 - 17:00
31 126 0.002 31 126 0.002 31 126 0.00417:00 - 18:00
31 126 0.002 31 126 0.002 31 126 0.00418:00 - 19:00
1 97 0.031 1 97 0.041 1 97 0.07219:00 - 20:00
1 97 0.021 1 97 0.010 1 97 0.03120:00 - 21:00


21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.086   0.084   0.170


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 03 - RESIDENTIAL/A - HOUSES PRIVATELY OWNED
OGVS
Calculation factor: 1 DWELLS
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days DWELLS Rate Days DWELLS Rate Days DWELLS Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


31 126 0.001 31 126 0.001 31 126 0.00207:00 - 08:00
31 126 0.001 31 126 0.000 31 126 0.00108:00 - 09:00
31 126 0.003 31 126 0.002 31 126 0.00509:00 - 10:00
31 126 0.003 31 126 0.002 31 126 0.00510:00 - 11:00
31 126 0.001 31 126 0.002 31 126 0.00311:00 - 12:00
31 126 0.001 31 126 0.002 31 126 0.00312:00 - 13:00
31 126 0.003 31 126 0.001 31 126 0.00413:00 - 14:00
31 126 0.001 31 126 0.002 31 126 0.00314:00 - 15:00
31 126 0.001 31 126 0.001 31 126 0.00215:00 - 16:00
31 126 0.001 31 126 0.001 31 126 0.00216:00 - 17:00
31 126 0.001 31 126 0.000 31 126 0.00117:00 - 18:00
31 126 0.000 31 126 0.000 31 126 0.00018:00 - 19:00
1 97 0.000 1 97 0.000 1 97 0.00019:00 - 20:00
1 97 0.000 1 97 0.000 1 97 0.00020:00 - 21:00


21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.017   0.014   0.031


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.







TRICS 7.6.1  290419 B19.08    Database right of TRICS Consortium Limited, 2019. All rights reserved Thursday  06/06/19
Page  19


Phil Jones Associates     The Innovation Centre     Longbridge Technology Park Licence No: 231601


This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 03 - RESIDENTIAL/A - HOUSES PRIVATELY OWNED
PSVS
Calculation factor: 1 DWELLS
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days DWELLS Rate Days DWELLS Rate Days DWELLS Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


31 126 0.001 31 126 0.001 31 126 0.00207:00 - 08:00
31 126 0.000 31 126 0.000 31 126 0.00008:00 - 09:00
31 126 0.000 31 126 0.000 31 126 0.00009:00 - 10:00
31 126 0.000 31 126 0.000 31 126 0.00010:00 - 11:00
31 126 0.001 31 126 0.001 31 126 0.00211:00 - 12:00
31 126 0.000 31 126 0.000 31 126 0.00012:00 - 13:00
31 126 0.000 31 126 0.000 31 126 0.00013:00 - 14:00
31 126 0.000 31 126 0.000 31 126 0.00014:00 - 15:00
31 126 0.001 31 126 0.001 31 126 0.00215:00 - 16:00
31 126 0.000 31 126 0.000 31 126 0.00016:00 - 17:00
31 126 0.000 31 126 0.000 31 126 0.00017:00 - 18:00
31 126 0.000 31 126 0.000 31 126 0.00018:00 - 19:00
1 97 0.000 1 97 0.000 1 97 0.00019:00 - 20:00
1 97 0.000 1 97 0.000 1 97 0.00020:00 - 21:00


21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.003   0.003   0.006


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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TRIP RATE for Land Use 03 - RESIDENTIAL/A - HOUSES PRIVATELY OWNED
CYCLISTS
Calculation factor: 1 DWELLS
BOLD print indicates peak (busiest) period


ARRIVALS DEPARTURES TOTALS
No. Ave. Trip No. Ave. Trip No. Ave. Trip


Time Range Days DWELLS Rate Days DWELLS Rate Days DWELLS Rate
00:00 - 01:00
01:00 - 02:00
02:00 - 03:00
03:00 - 04:00
04:00 - 05:00
05:00 - 06:00
06:00 - 07:00


31 126 0.005 31 126 0.009 31 126 0.01407:00 - 08:00
31 126 0.005 31 126 0.013 31 126 0.01808:00 - 09:00
31 126 0.000 31 126 0.003 31 126 0.00309:00 - 10:00
31 126 0.001 31 126 0.004 31 126 0.00510:00 - 11:00
31 126 0.003 31 126 0.004 31 126 0.00711:00 - 12:00
31 126 0.003 31 126 0.005 31 126 0.00812:00 - 13:00
31 126 0.004 31 126 0.004 31 126 0.00813:00 - 14:00
31 126 0.003 31 126 0.003 31 126 0.00614:00 - 15:00
31 126 0.006 31 126 0.004 31 126 0.01015:00 - 16:00
31 126 0.009 31 126 0.007 31 126 0.01616:00 - 17:00
31 126 0.014 31 126 0.008 31 126 0.02217:00 - 18:00
31 126 0.009 31 126 0.007 31 126 0.01618:00 - 19:00
1 97 0.031 1 97 0.000 1 97 0.03119:00 - 20:00
1 97 0.031 1 97 0.010 1 97 0.04120:00 - 21:00


21:00 - 22:00
22:00 - 23:00
23:00 - 24:00


Total Rates:   0.124   0.081   0.205


This section displays the trip rate results based on the selected set of surveys and the selected count type (shown just
above the table). It is split by three main columns, representing arrivals trips, departures trips, and total trips (arrivals
plus departures). Within each of these main columns are three sub-columns. These display the number of survey days
where count data is included (per time period), the average value of the selected trip rate calculation parameter (per
time period), and the trip rate result (per time period). Total trip rates (the sum of the column) are also displayed at
the foot of the table.


To obtain a trip rate, the average (mean) trip rate parameter value (TRP) is first calculated for all selected survey days
that have count data available for the stated time period. The average (mean) number of arrivals, departures or totals
(whichever applies) is also calculated (COUNT) for all selected survey days that have count data available for the
stated time period. Then, the average count is divided by the average trip rate parameter value, and multiplied by the
stated calculation factor (shown just above the table and abbreviated here as FACT). So, the method is:
COUNT/TRP*FACT. Trip rates are then rounded to 3 decimal places.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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This graph is a visual representation of the trip rate calculation results screen. The same time periods and trip rates
are displayed, but in addition there is an additional column showing the percentage of the total trip rate by individual
time period, allowing peak periods to be easily identified through observation. Note that the type of count and the
selected direction is shown at the top of the graph.
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Appendix C Trip Distribution and Assignment 
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Appendix D Junction Modelling Outputs 







 


 


Filename: J3 A442 A458 Stourbridge Rd.j9 


Path: C:\PJA\Phil Jones Associates\SharedData - 04151 Stanmore Garden Village, Bridgnorth\3. Technical\3.2 Modelling 


Report generation date: 11/03/2020 08:57:22  


»2019 Base, AM 
»2019 Base, PM 
»2019 Base, Saturday 
»2019 + Dev, AM 
»2019 + Dev, PM 
»2019 + Dev, Saturday 


Summary of junction performance 


 


 


 


Junctions 9
ARCADY 9 - Roundabout Module


Version: 9.5.0.6896  


© Copyright TRL Limited, 2018 


For sales and distribution information, program advice and maintenance, contact TRL: 


+44 (0)1344 379777     software@trl.co.uk     www.trlsoftware.co.uk


The users of this computer program for the solution of an engineering problem are in no way relieved of their responsibility for the correctness of the 


solution


  AM PM Saturday


  Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS


  2019 Base


Arm 1 0.3 4.13 0.21 A 0.3 3.91 0.21 A 0.3 4.01 0.24 A


Arm 2 0.5 5.34 0.32 A 1.4 8.28 0.59 A 1.0 6.89 0.51 A


Arm 3 0.1 4.24 0.05 A 0.1 4.03 0.08 A 0.0 3.62 0.03 A


Arm 4 0.3 2.64 0.22 A 0.2 2.49 0.16 A 0.2 2.37 0.17 A


  2019 + Dev


Arm 1 0.3 4.24 0.22 A 0.3 4.05 0.22 A 0.3 4.06 0.24 A


Arm 2 0.6 5.95 0.39 A 1.7 9.14 0.63 A 1.2 7.31 0.54 A


Arm 3 0.1 4.41 0.05 A 0.1 4.14 0.08 A 0.0 3.68 0.03 A


Arm 4 0.3 2.72 0.24 A 0.2 2.61 0.20 A 0.2 2.41 0.18 A


Values shown are the highest values encountered over all time segments. Delay is the maximum value of average delay per arriving vehicle. 


File summary 


File Description 


Title  


Location  


Site number  


Date 02/03/2020


Version  


Status (new file)


Identifier  


Client  


Jobnumber  


Enumerator PJA\jane.overton


Description  
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Units 


Analysis Options 


Demand Set Summary 


Analysis Set Details 


Distance units Speed units Traffic units input Traffic units results Flow units Average delay units Total delay units Rate of delay units


m kph Veh Veh perHour s -Min perMin


Calculate Queue Percentiles Calculate residual capacity RFC Threshold Average Delay threshold (s) Queue threshold (PCU)


    0.85 36.00 20.00


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D1 2019 Base AM ONE HOUR 07:45 09:15 15


D2 2019 Base PM ONE HOUR 16:45 18:15 15


D3 2019 Base Saturday ONE HOUR 10:45 12:15 15


D4 2019 + Dev AM ONE HOUR 07:45 09:15 15


D5 2019 + Dev PM ONE HOUR 16:45 18:15 15


D6 2019 + Dev Saturday ONE HOUR 10:45 12:15 15


ID Network flow scaling factor (%)


A1 100.000
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2019 Base, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Arms 


Arms 


Roundabout Geometry 


Slope / Intercept / Capacity 


Roundabout Slope and Intercept used in model 


The slope and intercept shown above include any corrections and adjustments. 


Traffic Demand 


Demand Set Details 


 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 3.96 A


Driving side Lighting


Left Normal/unknown


Arm Name Description


1 untitled  


2 untitled  


3 untitled  


4 untitled  


Arm
V - Approach road half-


width (m)


E - Entry width 


(m)


l' - Effective flare 


length (m)


R - Entry radius 


(m)


D - Inscribed circle 


diameter (m)


PHI - Conflict (entry) 


angle (deg)


Exit 


only


1 3.30 9.60 4.4 66.5 50.6 44.8  


2 3.70 9.80 11.4 3.2 50.6 61.9  


3 4.10 4.70 2.1 357.0 50.6 17.5  


4 3.50 9.10 17.5 31.0 50.6 34.2  


Arm Final slope Final intercept (PCU/hr)


1 0.529 1319


2 0.395 1140


3 0.586 1457


4 0.645 1904


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D1 2019 Base AM ONE HOUR 07:45 09:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00
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Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ü 215 100.000


2   ü 284 100.000


3   ü 42 100.000


4   ü 345 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 131 23 61


 2  38 0 0 246


 3  8 15 0 19


 4  44 273 28 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 1 4 0


 2  8 0 0 11


 3  0 33 0 53


 4  0 8 0 0


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS


1 0.21 4.13 0.3 A


2 0.32 5.34 0.5 A


3 0.05 4.24 0.1 A


4 0.22 2.64 0.3 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 162 237 1171 0.138 161 0.2 3.565 A


2 214 84 1001 0.214 213 0.3 4.563 A


3 32 258 952 0.033 31 0.0 3.911 A


4 260 46 1759 0.148 259 0.2 2.398 A
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08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


09:00 - 09:15 


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 284 1144 0.169 193 0.2 3.785 A


2 255 101 995 0.257 255 0.3 4.864 A


3 38 310 928 0.041 38 0.0 4.043 A


4 310 55 1753 0.177 310 0.2 2.494 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 237 348 1108 0.214 236 0.3 4.130 A


2 313 123 987 0.317 312 0.5 5.335 A


3 46 379 895 0.052 46 0.1 4.239 A


4 380 67 1745 0.218 380 0.3 2.637 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 237 348 1108 0.214 237 0.3 4.133 A


2 313 123 987 0.317 313 0.5 5.341 A


3 46 380 895 0.052 46 0.1 4.240 A


4 380 67 1745 0.218 380 0.3 2.637 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 284 1144 0.169 194 0.2 3.788 A


2 255 101 995 0.257 256 0.3 4.876 A


3 38 311 927 0.041 38 0.0 4.046 A


4 310 55 1753 0.177 310 0.2 2.497 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 162 238 1170 0.138 162 0.2 3.573 A


2 214 84 1001 0.214 214 0.3 4.580 A


3 32 260 951 0.033 32 0.0 3.916 A


4 260 46 1759 0.148 260 0.2 2.402 A
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2019 Base, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 5.80 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D2 2019 Base PM ONE HOUR 16:45 18:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ü 224 100.000


2   ü 568 100.000


3   ü 70 100.000


4   ü 254 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 97 18 109


 2  100 0 0 468


 3  20 20 0 30


 4  64 180 10 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 2 6 1


 2  1 0 0 2


 3  0 5 0 7


 4  0 6 10 0


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


17:45 - 18:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS


1 0.21 3.91 0.3 A


2 0.59 8.28 1.4 A


3 0.08 4.03 0.1 A


4 0.16 2.49 0.2 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 169 158 1208 0.140 168 0.2 3.459 A


2 428 103 1079 0.396 425 0.6 5.482 A


3 53 507 1106 0.048 53 0.0 3.416 A


4 191 105 1754 0.109 191 0.1 2.303 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 201 189 1191 0.169 201 0.2 3.636 A


2 511 123 1071 0.477 510 0.9 6.401 A


3 63 608 1049 0.060 63 0.1 3.650 A


4 228 126 1741 0.131 228 0.2 2.379 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 247 231 1168 0.211 246 0.3 3.906 A


2 625 151 1060 0.590 623 1.4 8.205 A


3 77 743 971 0.079 77 0.1 4.025 A


4 280 154 1723 0.162 279 0.2 2.492 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 247 231 1168 0.211 247 0.3 3.908 A


2 625 151 1060 0.590 625 1.4 8.281 A


3 77 745 970 0.079 77 0.1 4.030 A


4 280 154 1723 0.162 280 0.2 2.493 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 201 189 1191 0.169 202 0.2 3.638 A


2 511 123 1071 0.477 513 0.9 6.471 A


3 63 611 1047 0.060 63 0.1 3.658 A


4 228 126 1741 0.131 229 0.2 2.382 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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18:00 - 18:15 


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 169 158 1208 0.140 169 0.2 3.467 A


2 428 103 1079 0.396 429 0.7 5.545 A


3 53 511 1104 0.048 53 0.1 3.424 A


4 191 106 1754 0.109 191 0.1 2.304 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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2019 Base, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 4.95 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D3 2019 Base Saturday ONE HOUR 10:45 12:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ü 256 100.000


2   ü 502 100.000


3   ü 26 100.000


4   ü 277 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 152 2 102


 2  94 0 1 407


 3  13 9 0 4


 4  73 203 1 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 2 0 0


 2  1 0 0 2


 3  0 11 0 0


 4  0 0 0 0


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


11:45 - 12:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS


1 0.24 4.01 0.3 A


2 0.51 6.89 1.0 A


3 0.03 3.62 0.0 A


4 0.17 2.37 0.2 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 160 1219 0.158 192 0.2 3.503 A


2 378 79 1089 0.347 376 0.5 5.031 A


3 20 452 1145 0.017 20 0.0 3.198 A


4 209 87 1847 0.113 208 0.1 2.196 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 230 191 1203 0.191 230 0.2 3.700 A


2 451 94 1083 0.417 451 0.7 5.683 A


3 23 541 1094 0.021 23 0.0 3.362 A


4 249 104 1836 0.136 249 0.2 2.268 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 282 234 1180 0.239 282 0.3 4.005 A


2 553 115 1075 0.514 551 1.0 6.854 A


3 29 662 1024 0.028 29 0.0 3.615 A


4 305 127 1821 0.168 305 0.2 2.374 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 282 235 1180 0.239 282 0.3 4.007 A


2 553 116 1075 0.514 553 1.0 6.890 A


3 29 664 1023 0.028 29 0.0 3.618 A


4 305 128 1820 0.168 305 0.2 2.375 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 230 192 1203 0.191 230 0.2 3.702 A


2 451 95 1083 0.417 453 0.7 5.721 A


3 23 544 1092 0.021 23 0.0 3.369 A


4 249 105 1836 0.136 249 0.2 2.270 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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12:00 - 12:15 


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 160 1219 0.158 193 0.2 3.510 A


2 378 79 1089 0.347 379 0.5 5.071 A


3 20 455 1143 0.017 20 0.0 3.203 A


4 209 87 1847 0.113 209 0.1 2.199 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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2019 + Dev, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 4.29 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D4 2019 + Dev AM ONE HOUR 07:45 09:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ü 215 100.000


2   ü 346 100.000


3   ü 42 100.000


4   ü 381 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 131 23 61


 2  38 0 0 308


 3  8 15 0 19


 4  44 309 28 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 1 4 0


 2  8 0 0 11


 3  0 33 0 53


 4  0 8 0 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS


1 0.22 4.24 0.3 A


2 0.39 5.95 0.6 A


3 0.05 4.41 0.1 A


4 0.24 2.72 0.3 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 162 264 1155 0.140 161 0.2 3.620 A


2 260 84 1000 0.260 259 0.3 4.850 A


3 32 305 930 0.034 31 0.0 4.007 A


4 287 46 1757 0.163 286 0.2 2.446 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 316 1126 0.172 193 0.2 3.860 A


2 311 101 994 0.313 311 0.5 5.263 A


3 38 365 901 0.042 38 0.0 4.168 A


4 343 55 1751 0.196 342 0.2 2.556 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 237 387 1085 0.218 236 0.3 4.239 A


2 381 123 986 0.386 380 0.6 5.938 A


3 46 447 863 0.054 46 0.1 4.408 A


4 419 67 1742 0.241 419 0.3 2.721 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 237 388 1085 0.218 237 0.3 4.242 A


2 381 123 986 0.386 381 0.6 5.950 A


3 46 448 862 0.054 46 0.1 4.410 A


4 419 67 1742 0.241 419 0.3 2.721 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 317 1125 0.172 194 0.2 3.865 A


2 311 101 994 0.313 312 0.5 5.283 A


3 38 367 901 0.042 38 0.0 4.173 A


4 343 55 1750 0.196 343 0.2 2.559 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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09:00 - 09:15 


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 162 265 1155 0.140 162 0.2 3.629 A


2 260 84 1000 0.261 261 0.4 4.875 A


3 32 307 929 0.034 32 0.0 4.014 A


4 287 46 1757 0.163 287 0.2 2.449 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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2019 + Dev, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 6.21 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D5 2019 + Dev PM ONE HOUR 16:45 18:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ü 224 100.000


2   ü 605 100.000


3   ü 70 100.000


4   ü 307 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 97 18 109


 2  100 0 0 505


 3  20 20 0 30


 4  64 233 10 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 2 6 1


 2  1 0 0 2


 3  0 5 0 7


 4  0 6 10 0


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


17:45 - 18:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS


1 0.22 4.05 0.3 A


2 0.63 9.14 1.7 A


3 0.08 4.14 0.1 A


4 0.20 2.61 0.2 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 169 197 1186 0.142 168 0.2 3.534 A


2 455 103 1079 0.422 453 0.7 5.722 A


3 53 534 1090 0.048 52 0.1 3.468 A


4 231 105 1750 0.132 231 0.2 2.367 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 201 236 1165 0.173 201 0.2 3.735 A


2 544 123 1071 0.508 543 1.0 6.801 A


3 63 641 1030 0.061 63 0.1 3.722 A


4 276 126 1737 0.159 276 0.2 2.463 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 247 289 1136 0.217 246 0.3 4.047 A


2 666 151 1060 0.629 664 1.6 9.026 A


3 77 783 948 0.081 77 0.1 4.131 A


4 338 154 1720 0.197 338 0.2 2.605 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 247 290 1135 0.217 247 0.3 4.049 A


2 666 151 1060 0.629 666 1.7 9.137 A


3 77 786 947 0.081 77 0.1 4.138 A


4 338 154 1719 0.197 338 0.2 2.605 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 201 237 1165 0.173 202 0.2 3.738 A


2 544 123 1071 0.508 546 1.0 6.899 A


3 63 644 1028 0.061 63 0.1 3.731 A


4 276 126 1737 0.159 276 0.2 2.466 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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18:00 - 18:15 


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 169 198 1186 0.142 169 0.2 3.542 A


2 455 103 1079 0.422 457 0.7 5.798 A


3 53 539 1088 0.048 53 0.1 3.477 A


4 231 106 1750 0.132 231 0.2 2.370 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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2019 + Dev, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 5.17 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D6 2019 + Dev Saturday ONE HOUR 10:45 12:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ü 256 100.000


2   ü 529 100.000


3   ü 26 100.000


4   ü 297 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 152 2 102


 2  94 0 1 434


 3  13 9 0 4


 4  73 223 1 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 2 0 0


 2  1 0 0 2


 3  0 11 0 0


 4  0 0 0 0


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


11:45 - 12:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS


1 0.24 4.06 0.3 A


2 0.54 7.31 1.2 A


3 0.03 3.68 0.0 A


4 0.18 2.41 0.2 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 175 1211 0.159 192 0.2 3.530 A


2 398 79 1089 0.366 396 0.6 5.176 A


3 20 472 1133 0.017 20 0.0 3.231 A


4 224 87 1847 0.121 223 0.1 2.217 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 230 209 1193 0.193 230 0.2 3.736 A


2 476 94 1083 0.439 475 0.8 5.909 A


3 23 565 1080 0.022 23 0.0 3.407 A


4 267 104 1836 0.145 267 0.2 2.294 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 282 256 1169 0.241 282 0.3 4.057 A


2 582 115 1075 0.542 581 1.2 7.261 A


3 29 692 1007 0.028 29 0.0 3.677 A


4 327 127 1821 0.180 327 0.2 2.409 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 282 257 1169 0.241 282 0.3 4.059 A


2 582 116 1075 0.542 582 1.2 7.307 A


3 29 694 1006 0.028 29 0.0 3.681 A


4 327 128 1820 0.180 327 0.2 2.410 A


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 230 210 1193 0.193 230 0.2 3.742 A


2 476 95 1083 0.439 477 0.8 5.956 A


3 23 568 1078 0.022 23 0.0 3.412 A


4 267 105 1836 0.145 267 0.2 2.297 A


Generated on 11/03/2020 08:57:33 using Junctions 9 (9.5.0.6896)
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12:00 - 12:15 


 


 


Arm
Total Demand 


(Veh/hr)


Circulating flow 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


1 193 176 1211 0.159 193 0.2 3.535 A


2 398 79 1089 0.366 399 0.6 5.224 A


3 20 475 1131 0.017 20 0.0 3.239 A


4 224 87 1847 0.121 224 0.1 2.219 A
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Junctions 9
ARCADY 9 - Roundabout Module


Version: 9.5.0.6896  


© Copyright TRL Limited, 2018 


For sales and distribution information, program advice and maintenance, contact TRL: 


+44 (0)1344 379777     software@trl.co.uk     www.trlsoftware.co.uk


The users of this computer program for the solution of an engineering problem are in no way relieved of their responsibility for the correctness of the 


solution


  AM PM Saturday


  Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS


  2019 Base


Arm 1 1.5 10.14 0.60 B 2.8 14.44 0.74 B 1.2 7.88 0.54 A


Arm 2 0.5 4.86 0.33 A 1.7 9.03 0.63 A 0.7 5.03 0.42 A


Arm 3 0.8 5.85 0.44 A 1.3 9.31 0.57 A 0.8 5.93 0.44 A


Arm 4 1.2 5.48 0.55 A 0.9 4.97 0.49 A 0.6 3.68 0.37 A


  2019 + Dev


Arm 1 1.6 10.71 0.62 B 3.1 16.36 0.76 C 1.2 8.06 0.54 A


Arm 2 0.6 5.31 0.39 A 2.0 10.05 0.67 B 0.8 5.22 0.44 A


Arm 3 0.8 6.26 0.45 A 1.4 9.92 0.59 A 0.8 6.09 0.45 A


Arm 4 1.4 5.83 0.58 A 1.1 5.41 0.53 A 0.6 3.75 0.38 A


Values shown are the highest values encountered over all time segments. Delay is the maximum value of average delay per arriving vehicle. 


File summary 


File Description 


Title  


Location  


Site number  


Date 02/03/2020


Version  


Status (new file)


Identifier  


Client  


Jobnumber  


Enumerator PJA\jane.overton


Description  
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Units 


Analysis Options 


Demand Set Summary 


Analysis Set Details 


Distance units Speed units Traffic units input Traffic units results Flow units Average delay units Total delay units Rate of delay units


m kph Veh Veh perHour s -Min perMin


Vehicle length 


(m)


Calculate Queue 


Percentiles


Calculate detailed queueing 


delay


Calculate residual 


capacity


RFC 


Threshold


Average Delay 


threshold (s)


Queue threshold 


(PCU)


5.75       0.85 36.00 20.00


ID
Scenario 


name


Time Period 


name


Traffic profile 


type


Start time 


(HH:mm)


Finish time 


(HH:mm)


Time period length 


(min)


Time segment length 


(min)


Run 


automatically


D1 2019 Base AM ONE HOUR 07:45 09:15   15 ü


D2 2019 Base PM ONE HOUR 16:45 18:15   15 ü


D3 2019 Base Saturday FLAT 10:45 12:15 90 15 ü


D4 2019 + Dev AM ONE HOUR 07:45 09:15   15 ü


D5 2019 + Dev PM ONE HOUR 16:45 18:15   15 ü


D6 2019 + Dev Saturday FLAT 10:45 12:15 90 15 ü


ID Include in report Network flow scaling factor (%) Network capacity scaling factor (%)


A1 ü 100.000 100.000
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2019 Base, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Arms 


Arms 


Roundabout Geometry 


Slope / Intercept / Capacity 


Roundabout Slope and Intercept used in model 


The slope and intercept shown above include any corrections and adjustments. 


Traffic Demand 


Demand Set Details 


 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 6.60 A


Driving side Lighting


Left Normal/unknown


Arm Name Description


1 untitled  


2 untitled  


3 untitled  


4 untitled  


Arm
V - Approach road half-


width (m)


E - Entry width 


(m)


l' - Effective flare 


length (m)


R - Entry radius 


(m)


D - Inscribed circle 


diameter (m)


PHI - Conflict (entry) 


angle (deg)


Exit 


only


1 3.30 7.90 6.9 8.1 40.0 53.9  


2 3.20 7.00 25.3 17.4 40.0 37.3  


3 4.10 7.70 6.4 18.7 40.0 47.4  


4 4.20 7.50 10.9 44.1 40.0 35.3  


Arm Final slope Final intercept (PCU/hr)


1 0.499 1221


2 0.630 1690


3 0.588 1528


4 0.663 1795


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D1 2019 Base AM ONE HOUR 07:45 09:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00
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Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 489 100.000


2   ONE HOUR ü 337 100.000


3   ONE HOUR ü 432 100.000


4   ONE HOUR ü 731 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 25 241 223


 2  109 0 29 199


 3  230 22 0 180


 4  276 291 164 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 32 6 3


 2  14 0 21 8


 3  4 32 0 6


 4  3 3 4 0


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.60 10.14 1.5 B 449 673


2 0.33 4.86 0.5 A 309 464


3 0.44 5.85 0.8 A 396 595


4 0.55 5.48 1.2 A 671 1006


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 368 92 358 976 0.377 366 461 0.0 0.6 5.878 A


2 254 63 470 1243 0.204 253 253 0.0 0.3 3.630 A


3 325 81 398 1202 0.271 324 325 0.0 0.4 4.093 A


4 550 138 271 1550 0.355 548 451 0.0 0.5 3.585 A
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08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


09:00 - 09:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 440 110 428 941 0.467 439 552 0.6 0.9 7.149 A


2 303 76 563 1188 0.255 303 303 0.3 0.3 4.065 A


3 388 97 477 1155 0.336 388 389 0.4 0.5 4.688 A


4 657 164 324 1513 0.434 656 540 0.5 0.8 4.199 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 538 135 524 894 0.602 536 676 0.9 1.5 9.988 A


2 371 93 689 1114 0.333 370 371 0.3 0.5 4.837 A


3 476 119 583 1092 0.436 475 476 0.5 0.8 5.821 A


4 805 201 397 1462 0.551 803 661 0.8 1.2 5.449 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 538 135 525 893 0.603 538 677 1.5 1.5 10.135 B


2 371 93 691 1112 0.334 371 372 0.5 0.5 4.855 A


3 476 119 585 1091 0.436 476 478 0.8 0.8 5.848 A


4 805 201 397 1461 0.551 805 663 1.2 1.2 5.481 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 440 110 430 940 0.468 442 554 1.5 0.9 7.261 A


2 303 76 567 1186 0.255 304 305 0.5 0.3 4.084 A


3 388 97 479 1154 0.337 389 392 0.8 0.5 4.717 A


4 657 164 325 1512 0.435 659 543 1.2 0.8 4.228 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 368 92 360 975 0.378 369 464 0.9 0.6 5.954 A


2 254 63 474 1241 0.204 254 255 0.3 0.3 3.650 A


3 325 81 401 1200 0.271 326 328 0.5 0.4 4.120 A


4 550 138 272 1549 0.355 551 454 0.8 0.6 3.613 A
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2019 Base, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 9.46 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D2 2019 Base PM ONE HOUR 16:45 18:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 639 100.000


2   ONE HOUR ü 623 100.000


3   ONE HOUR ü 474 100.000


4   ONE HOUR ü 626 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 28 268 343


 2  159 0 67 397


 3  264 17 0 193


 4  213 205 208 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 11 1 3


 2  3 0 1 2


 3  3 0 0 2


 4  3 4 4 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


17:45 - 18:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.74 14.44 2.8 B 586 880


2 0.63 9.03 1.7 A 572 858


3 0.57 9.31 1.3 A 435 652


4 0.49 4.97 0.9 A 574 862


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 481 120 322 1028 0.468 478 477 0.0 0.9 6.501 A


2 469 117 613 1267 0.370 467 187 0.0 0.6 4.486 A


3 357 89 673 1095 0.326 355 406 0.0 0.5 4.854 A


4 471 118 330 1515 0.311 469 698 0.0 0.4 3.437 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 574 144 386 996 0.577 573 571 0.9 1.3 8.467 A


2 560 140 734 1190 0.471 559 224 0.6 0.9 5.694 A


3 426 107 806 1016 0.419 425 487 0.5 0.7 6.080 A


4 563 141 395 1472 0.382 562 837 0.4 0.6 3.954 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 704 176 472 952 0.739 698 698 1.3 2.7 13.884 B


2 686 171 896 1088 0.631 683 275 0.9 1.7 8.826 A


3 522 130 984 911 0.573 520 595 0.7 1.3 9.128 A


4 689 172 482 1414 0.487 688 1021 0.6 0.9 4.946 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 704 176 473 952 0.739 703 700 2.7 2.8 14.443 B


2 686 171 901 1084 0.633 686 275 1.7 1.7 9.030 A


3 522 130 990 908 0.575 522 598 1.3 1.3 9.309 A


4 689 172 484 1413 0.488 689 1027 0.9 0.9 4.973 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 574 144 387 995 0.577 580 574 2.8 1.4 8.779 A


2 560 140 742 1185 0.473 563 225 1.7 0.9 5.816 A


3 426 107 814 1012 0.421 429 491 1.3 0.7 6.197 A


4 563 141 398 1470 0.383 564 845 0.9 0.6 3.979 A
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18:00 - 18:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 481 120 324 1027 0.468 483 480 1.4 0.9 6.640 A


2 469 117 619 1263 0.371 470 189 0.9 0.6 4.547 A


3 357 89 679 1091 0.327 358 410 0.7 0.5 4.917 A


4 471 118 332 1513 0.311 472 705 0.6 0.5 3.461 A
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2019 Base, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 5.59 A


Driving side Lighting


Left Normal/unknown


ID
Scenario 


name


Time Period 


name


Traffic profile 


type


Start time 


(HH:mm)


Finish time 


(HH:mm)


Time period length 


(min)


Time segment length 


(min)


Run 


automatically


D3 2019 Base Saturday FLAT 10:45 12:15 90 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   FLAT ü 530 100.000


2   FLAT ü 518 100.000


3   FLAT ü 475 100.000


4   FLAT ü 573 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 26 235 269


 2  120 0 55 343


 3  193 27 0 255


 4  161 224 188 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 0 1 2


 2  2 0 0 1


 3  2 0 0 0


 4  2 0 1 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.54 7.88 1.2 A 530 795


2 0.42 5.03 0.7 A 518 777


3 0.44 5.93 0.8 A 475 712


4 0.37 3.68 0.6 A 573 860


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 437 987 0.537 525 471 0.0 1.1 7.719 A


2 518 130 687 1237 0.419 515 276 0.0 0.7 4.966 A


3 475 119 727 1085 0.438 472 475 0.0 0.8 5.846 A


4 573 143 338 1553 0.369 571 861 0.0 0.6 3.653 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 439 987 0.537 530 474 1.1 1.1 7.881 A


2 518 130 692 1234 0.420 518 277 0.7 0.7 5.025 A


3 475 119 732 1082 0.439 475 478 0.8 0.8 5.931 A


4 573 143 340 1552 0.369 573 867 0.6 0.6 3.677 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 439 987 0.537 530 474 1.1 1.2 7.885 A


2 518 130 692 1234 0.420 518 277 0.7 0.7 5.025 A


3 475 119 732 1082 0.439 475 478 0.8 0.8 5.931 A


4 573 143 340 1552 0.369 573 867 0.6 0.6 3.677 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 439 987 0.537 530 474 1.2 1.2 7.885 A


2 518 130 692 1234 0.420 518 277 0.7 0.7 5.025 A


3 475 119 732 1082 0.439 475 478 0.8 0.8 5.931 A


4 573 143 340 1552 0.369 573 867 0.6 0.6 3.677 A
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11:45 - 12:00 


12:00 - 12:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 439 987 0.537 530 474 1.2 1.2 7.885 A


2 518 130 692 1234 0.420 518 277 0.7 0.7 5.025 A


3 475 119 732 1082 0.439 475 478 0.8 0.8 5.931 A


4 573 143 340 1552 0.369 573 867 0.6 0.6 3.677 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 439 987 0.537 530 474 1.2 1.2 7.885 A


2 518 130 692 1234 0.420 518 277 0.7 0.7 5.025 A


3 475 119 732 1082 0.439 475 478 0.8 0.8 5.931 A


4 573 143 340 1552 0.369 573 867 0.6 0.6 3.677 A
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2019 + Dev, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 6.96 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D4 2019 + Dev AM ONE HOUR 07:45 09:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 489 100.000


2   ONE HOUR ü 399 100.000


3   ONE HOUR ü 432 100.000


4   ONE HOUR ü 767 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 25 241 223


 2  109 0 29 261


 3  230 22 0 180


 4  276 327 164 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 32 6 3


 2  14 0 21 8


 3  4 32 0 6


 4  3 3 4 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.62 10.71 1.6 B 449 673


2 0.39 5.31 0.6 A 366 549


3 0.45 6.26 0.8 A 396 595


4 0.58 5.83 1.4 A 704 1056


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 368 92 385 963 0.382 366 461 0.0 0.6 6.005 A


2 300 75 470 1249 0.241 299 280 0.0 0.3 3.785 A


3 325 81 444 1174 0.277 324 325 0.0 0.4 4.225 A


4 577 144 271 1550 0.372 575 497 0.0 0.6 3.682 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 440 110 461 925 0.475 438 552 0.6 0.9 7.377 A


2 359 90 563 1193 0.301 358 336 0.3 0.4 4.309 A


3 388 97 532 1122 0.346 388 389 0.4 0.5 4.899 A


4 690 172 324 1513 0.456 689 596 0.6 0.8 4.361 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 538 135 563 875 0.616 536 676 0.9 1.6 10.536 B


2 439 110 688 1119 0.393 438 411 0.4 0.6 5.284 A


3 476 119 651 1051 0.452 474 476 0.5 0.8 6.227 A


4 844 211 397 1462 0.578 842 729 0.8 1.3 5.788 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 538 135 565 874 0.616 538 677 1.6 1.6 10.714 B


2 439 110 691 1117 0.393 439 412 0.6 0.6 5.310 A


3 476 119 653 1050 0.453 476 478 0.8 0.8 6.263 A


4 844 211 397 1462 0.578 844 731 1.3 1.4 5.832 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 440 110 463 924 0.476 442 554 1.6 0.9 7.504 A


2 359 90 567 1191 0.301 360 337 0.6 0.4 4.336 A


3 388 97 535 1120 0.347 390 392 0.8 0.5 4.934 A


4 690 172 325 1512 0.456 692 599 1.4 0.8 4.398 A
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09:00 - 09:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 368 92 387 962 0.383 369 464 0.9 0.6 6.090 A


2 300 75 474 1246 0.241 301 282 0.4 0.3 3.808 A


3 325 81 447 1172 0.277 326 328 0.5 0.4 4.257 A


4 577 144 272 1549 0.373 578 501 0.8 0.6 3.711 A
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2019 + Dev, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 10.37 B


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D5 2019 + Dev PM ONE HOUR 16:45 18:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 639 100.000


2   ONE HOUR ü 660 100.000


3   ONE HOUR ü 474 100.000


4   ONE HOUR ü 679 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 28 268 343


 2  159 0 67 434


 3  264 17 0 193


 4  213 258 208 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 11 1 3


 2  3 0 1 2


 3  3 0 0 2


 4  3 4 4 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


17:45 - 18:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.76 16.36 3.1 C 586 880


2 0.67 10.05 2.0 B 606 908


3 0.59 9.92 1.4 A 435 652


4 0.53 5.41 1.1 A 623 935


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 481 120 362 1008 0.477 477 476 0.0 0.9 6.741 A


2 497 124 613 1267 0.392 494 227 0.0 0.6 4.644 A


3 357 89 700 1079 0.331 355 406 0.0 0.5 4.962 A


4 511 128 329 1515 0.338 509 726 0.0 0.5 3.572 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 574 144 434 972 0.591 572 571 0.9 1.4 8.966 A


2 593 148 734 1190 0.499 592 272 0.6 1.0 6.004 A


3 426 107 839 997 0.427 425 487 0.5 0.7 6.286 A


4 610 153 395 1472 0.415 610 870 0.5 0.7 4.173 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 704 176 531 923 0.762 697 697 1.4 3.0 15.538 C


2 727 182 895 1088 0.668 723 333 1.0 1.9 9.748 A


3 522 130 1024 888 0.588 519 594 0.7 1.4 9.688 A


4 748 187 482 1414 0.529 746 1061 0.7 1.1 5.374 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 704 176 532 922 0.763 703 700 3.0 3.1 16.357 C


2 727 182 901 1084 0.670 726 334 1.9 2.0 10.048 B


3 522 130 1030 884 0.590 522 598 1.4 1.4 9.918 A


4 748 187 484 1413 0.529 748 1068 1.1 1.1 5.412 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 574 144 435 971 0.592 581 575 3.1 1.5 9.378 A


2 593 148 743 1185 0.501 597 273 2.0 1.0 6.170 A


3 426 107 848 991 0.430 429 492 1.4 0.8 6.426 A


4 610 153 398 1469 0.415 612 879 1.1 0.7 4.207 A
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18:00 - 18:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 481 120 364 1007 0.478 483 480 1.5 0.9 6.906 A


2 497 124 619 1263 0.393 498 229 1.0 0.7 4.717 A


3 357 89 707 1075 0.332 358 410 0.8 0.5 5.032 A


4 511 128 332 1513 0.338 512 733 0.7 0.5 3.599 A


Generated on 11/03/2020 09:09:36 using Junctions 9 (9.5.0.6896)


17







2019 + Dev, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 5.71 A


Driving side Lighting


Left Normal/unknown


ID
Scenario 


name


Time Period 


name


Traffic profile 


type


Start time 


(HH:mm)


Finish time 


(HH:mm)


Time period length 


(min)


Time segment length 


(min)


Run 


automatically


D6 2019 + Dev Saturday FLAT 10:45 12:15 90 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   FLAT ü 530 100.000


2   FLAT ü 545 100.000


3   FLAT ü 475 100.000


4   FLAT ü 593 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 26 235 269


 2  120 0 55 370


 3  193 27 0 255


 4  161 244 188 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 0 1 2


 2  2 0 0 1


 3  2 0 0 0


 4  2 0 1 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.54 8.06 1.2 A 530 795


2 0.44 5.22 0.8 A 545 818


3 0.45 6.09 0.8 A 475 712


4 0.38 3.75 0.6 A 593 890


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 457 978 0.542 525 471 0.0 1.2 7.881 A


2 545 136 687 1238 0.440 542 296 0.0 0.8 5.152 A


3 475 119 754 1069 0.444 472 475 0.0 0.8 5.998 A


4 593 148 338 1554 0.382 591 888 0.0 0.6 3.728 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 459 977 0.543 530 474 1.2 1.2 8.055 A


2 545 136 692 1234 0.442 545 297 0.8 0.8 5.221 A


3 475 119 759 1066 0.446 475 478 0.8 0.8 6.091 A


4 593 148 340 1552 0.382 593 894 0.6 0.6 3.751 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 459 977 0.543 530 474 1.2 1.2 8.057 A


2 545 136 692 1234 0.442 545 297 0.8 0.8 5.221 A


3 475 119 759 1066 0.446 475 478 0.8 0.8 6.091 A


4 593 148 340 1552 0.382 593 894 0.6 0.6 3.752 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 459 977 0.543 530 474 1.2 1.2 8.059 A


2 545 136 692 1234 0.442 545 297 0.8 0.8 5.221 A


3 475 119 759 1066 0.446 475 478 0.8 0.8 6.091 A


4 593 148 340 1552 0.382 593 894 0.6 0.6 3.752 A
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11:45 - 12:00 


12:00 - 12:15 


 


 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 459 977 0.543 530 474 1.2 1.2 8.059 A


2 545 136 692 1234 0.442 545 297 0.8 0.8 5.221 A


3 475 119 759 1066 0.446 475 478 0.8 0.8 6.091 A


4 593 148 340 1552 0.382 593 894 0.6 0.6 3.752 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 530 133 459 977 0.543 530 474 1.2 1.2 8.059 A


2 545 136 692 1234 0.442 545 297 0.8 0.8 5.221 A


3 475 119 759 1066 0.446 475 478 0.8 0.8 6.091 A


4 593 148 340 1552 0.382 593 894 0.6 0.6 3.752 A
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Filename: J5 St John Street_Cann Hall St.j9 


Path: C:\PJA\Phil Jones Associates\SharedData - 04151 Stanmore Garden Village, Bridgnorth\3. Technical\3.2 Modelling 


Report generation date: 11/03/2020 09:14:22  


»2019 Base, AM 
»2019 Base, PM 
»2019 Base, Saturday 
»2019 + Dev, AM 
»2019 + Dev, PM 
»2019 + Dev, Saturday 


Summary of junction performance 


 


 


 


Junctions 9
PICADY 9 - Priority Intersection Module


Version: 9.5.0.6896  


© Copyright TRL Limited, 2018 


For sales and distribution information, program advice and maintenance, contact TRL: 


+44 (0)1344 379777     software@trl.co.uk     www.trlsoftware.co.uk


The users of this computer program for the solution of an engineering problem are in no way relieved of their responsibility for the correctness of the 


solution


  AM PM Saturday


  Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS


  2019 Base


Stream B-AC 0.0 0.00 0.00 A 0.0 0.00 0.00 A 0.0 0.00 0.00 A


Stream C-AB 52.1 321.56 1.12 F 284.0 1866.01 1.45 F 6.4 48.33 0.87 E


  2019 + Dev


Stream B-AC 0.0 0.00 0.00 A 0.0 0.00 0.00 A 0.0 0.00 0.00 A


Stream C-AB 83.0 539.22 1.18 F 366.8 2202.80 1.55 F 7.4 53.74 0.88 F


Values shown are the highest values encountered over all time segments. Delay is the maximum value of average delay per arriving vehicle. 


File summary 


Units 


File Description 


Title  


Location  


Site number  


Date 02/03/2020


Version  


Status (new file)


Identifier  


Client  


Jobnumber  


Enumerator PJA\jane.overton


Description  


Distance units Speed units Traffic units input Traffic units results Flow units Average delay units Total delay units Rate of delay units


m kph Veh Veh perHour s -Min perMin
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Analysis Options 


Demand Set Summary 


Analysis Set Details 


Calculate Queue Percentiles Calculate residual capacity RFC Threshold Average Delay threshold (s) Queue threshold (PCU)


    0.85 36.00 20.00


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time period length (min) Time segment length (min)


D1 2019 Base AM ONE HOUR 07:45 09:15   15


D2 2019 Base PM ONE HOUR 16:45 18:15   15


D3 2019 Base Saturday FLAT 10:45 12:15 90 15


D4 2019 + Dev AM ONE HOUR 07:45 09:15   15


D5 2019 + Dev PM ONE HOUR 16:45 18:15   15


D6 2019 + Dev Saturday FLAT 10:45 12:15 90 15


ID Network flow scaling factor (%)


A1 100.000
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2019 Base, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Arms 


Arms 


Major Arm Geometry 


Geometries for Arm C are measured opposite Arm B. Geometries for Arm A (if relevant) are measured opposite Arm D. 


Minor Arm Geometry 


Slope / Intercept / Capacity 


Priority Intersection Slopes and Intercepts 


The slopes and intercepts shown above do NOT include any corrections or adjustments. 


Streams may be combined, in which case capacity will be adjusted. 


Values are shown for the first time segment only; they may differ for subsequent time segments. 


Traffic Demand 


Demand Set Details 


 


Junction Name Junction type Major road direction Use circulating lanes Junction Delay (s) Junction LOS


1 untitled T-Junction Two-way   123.08 F


Driving side Lighting


Left Normal/unknown


Arm Name Description Arm type


A untitled   Major


B untitled   Minor


C untitled   Major


Arm
Width of carriageway 


(m)


Has kerbed central 


reserve


Has right turn 


bay


Width for right turn 


(m)


Visibility for right turn 


(m)
Blocks?


Blocking queue 


(PCU)


C 7.70   ü 2.80 87.0 ü 22.00


Arm Minor arm type Lane width (m) Visibility to left (m) Visibility to right (m)


B One lane 2.20 0 0


Junction Stream
Intercept


(Veh/hr)


Slope


for  


A-B


Slope


for  


A-C


Slope


for  


C-A


Slope


for  


C-B


1 B-A 440 0.074 0.187 0.118 0.268


1 B-C 574 0.081 0.206 - -


1 C-B 665 0.239 0.239 - -


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D1 2019 Base AM ONE HOUR 07:45 09:15 15
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Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


A   ü 750 100.000


B   ü 0 100.000


C   ü 1026 100.000


Demand (Veh/hr) 


  To


From


   A   B   C 


 A  0 251 499


 B  0 0 0


 C  575 451 0


Heavy Vehicle Percentages 


  To


From


   A   B   C 


 A  10 7 4


 B  0 10 0


 C  6 3 10


Stream Max RFC Max Delay (s) Max Queue (Veh) Max LOS


B-AC 0.00 0.00 0.0 A


C-AB 1.12 321.56 52.1 F


C-A        


A-B        


A-C        


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 285 0.000 0 0.0 0.000 A


C-AB 340 508 0.668 332 1.9 19.663 C


C-A 433     433      


A-B 189     189      


A-C 376     376      
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08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


09:00 - 09:15 


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 233 0.000 0 0.0 0.000 A


C-AB 416 495 0.842 407 4.3 37.364 E


C-A 506     506      


A-B 226     226      


A-C 449     449      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 149 0.000 0 0.0 0.000 A


C-AB 1130 1008 1.121 1058 22.1 89.063 F


C-A 0     0      


A-B 276     276      


A-C 549     549      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 132 0.000 0 0.0 0.000 A


C-AB 1130 1012 1.116 1011 51.7 165.956 F


C-A 0     0      


A-B 276     276      


A-C 549     549      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 188 0.000 0 0.0 0.000 A


C-AB 416 497 0.832 493 32.7 321.559 F


C-A 506     506      


A-B 226     226      


A-C 449     449      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 249 0.000 0 0.0 0.000 A


C-AB 340 509 0.668 461 2.3 116.372 F


C-A 433     433      


A-B 189     189      


A-C 376     376      
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2019 Base, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Major road direction Use circulating lanes Junction Delay (s) Junction LOS


1 untitled T-Junction Two-way   1020.73 F


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D2 2019 Base PM ONE HOUR 16:45 18:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


A   ü 727 100.000


B   ü 0 100.000


C   ü 1395 100.000


Demand (Veh/hr) 


  To


From


   A   B   C 


 A  0 302 425


 B  0 0 0


 C  817 578 0


Heavy Vehicle Percentages 


  To


From


   A   B   C 


 A  10 5 16


 B  0 10 0


 C  12 3 10
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


Stream Max RFC Max Delay (s) Max Queue (Veh) Max LOS


B-AC 0.00 0.00 0.0 A


C-AB 1.45 1866.01 284.0 F


C-A        


A-B        


A-C        


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 230 0.000 0 0.0 0.000 A


C-AB 458 531 0.863 439 4.8 34.210 D


C-A 592     592      


A-B 227     227      


A-C 320     320      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 150 0.000 0 0.0 0.000 A


C-AB 1254 1138 1.102 1191 20.7 77.278 F


C-A 0     0      


A-B 271     271      


A-C 382     382      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 4 0.000 0 0.0 0.000 A


C-AB 1536 1060 1.449 1067 138.0 281.222 F


C-A 0     0      


A-B 333     333      


A-C 468     468      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 1536 1060 1.449 1060 257.1 653.101 F


C-A 0     0      


A-B 333     333      


A-C 468     468      
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17:45 - 18:00 


18:00 - 18:15 


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 1254 1151 1.089 1151 282.9 1319.038 F


C-A 0     0      


A-B 271     271      


A-C 382     382      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 458 531 0.824 527 265.6 1866.012 F


C-A 592     592      


A-B 227     227      


A-C 320     320      


Generated on 11/03/2020 09:14:37 using Junctions 9 (9.5.0.6896)
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2019 Base, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Major road direction Use circulating lanes Junction Delay (s) Junction LOS


1 untitled T-Junction Two-way   12.94 B


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time period length (min) Time segment length (min)


D3 2019 Base Saturday FLAT 10:45 12:15 90 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


A   ü 592 100.000


B   ü 0 100.000


C   ü 1165 100.000


Demand (Veh/hr) 


  To


From


   A   B   C 


 A  0 271 321


 B  0 0 0


 C  714 451 0


Heavy Vehicle Percentages 


  To


From


   A   B   C 


 A  10 3 2


 B  0 10 0


 C  2 0 10
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


Stream Max RFC Max Delay (s) Max Queue (Veh) Max LOS


B-AC 0.00 0.00 0.0 A


C-AB 0.87 48.33 6.4 E


C-A        


A-B        


A-C        


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 230 0.000 0 0.0 0.000 A


C-AB 478 551 0.867 458 4.9 33.723 D


C-A 687     687      


A-B 271     271      


A-C 321     321      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 224 0.000 0 0.0 0.000 A


C-AB 478 551 0.867 475 5.6 44.654 E


C-A 687     687      


A-B 271     271      


A-C 321     321      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 223 0.000 0 0.0 0.000 A


C-AB 478 551 0.867 476 6.0 46.530 E


C-A 687     687      


A-B 271     271      


A-C 321     321      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 223 0.000 0 0.0 0.000 A


C-AB 478 551 0.867 477 6.1 47.433 E


C-A 687     687      


A-B 271     271      


A-C 321     321      
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11:45 - 12:00 


12:00 - 12:15 


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 223 0.000 0 0.0 0.000 A


C-AB 478 551 0.867 477 6.3 47.971 E


C-A 687     687      


A-B 271     271      


A-C 321     321      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 222 0.000 0 0.0 0.000 A


C-AB 478 551 0.867 477 6.4 48.330 E


C-A 687     687      


A-B 271     271      


A-C 321     321      


Generated on 11/03/2020 09:14:37 using Junctions 9 (9.5.0.6896)
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2019 + Dev, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Major road direction Use circulating lanes Junction Delay (s) Junction LOS


1 untitled T-Junction Two-way   209.22 F


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D4 2019 + Dev AM ONE HOUR 07:45 09:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


A   ü 780 100.000


B   ü 0 100.000


C   ü 1106 100.000


Demand (Veh/hr) 


  To


From


   A   B   C 


 A  0 251 529


 B  0 0 0


 C  638 468 0


Heavy Vehicle Percentages 


  To


From


   A   B   C 


 A  10 7 4


 B  0 10 0


 C  6 3 10
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


Stream Max RFC Max Delay (s) Max Queue (Veh) Max LOS


B-AC 0.00 0.00 0.0 A


C-AB 1.18 539.22 83.0 F


C-A        


A-B        


A-C        


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 271 0.000 0 0.0 0.000 A


C-AB 353 503 0.701 344 2.2 21.582 C


C-A 480     480      


A-B 189     189      


A-C 398     398      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 213 0.000 0 0.0 0.000 A


C-AB 458 517 0.886 445 5.5 43.048 E


C-A 536     536      


A-B 226     226      


A-C 476     476      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 118 0.000 0 0.0 0.000 A


C-AB 1218 1029 1.184 1095 36.2 116.891 F


C-A 0     0      


A-B 276     276      


A-C 582     582      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 84 0.000 0 0.0 0.000 A


C-AB 1218 1032 1.179 1033 82.5 259.233 F


C-A 0     0      


A-B 276     276      


A-C 582     582      
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08:45 - 09:00 


09:00 - 09:15 


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 135 0.000 0 0.0 0.000 A


C-AB 458 518 0.876 513 68.9 539.224 F


C-A 536     536      


A-B 226     226      


A-C 476     476      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 188 0.000 0 0.0 0.000 A


C-AB 353 503 0.700 503 31.2 373.954 F


C-A 480     480      


A-B 189     189      


A-C 398     398      
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2019 + Dev, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Major road direction Use circulating lanes Junction Delay (s) Junction LOS


1 untitled T-Junction Two-way   1220.01 F


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min)


D5 2019 + Dev PM ONE HOUR 16:45 18:15 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


A   ü 781 100.000


B   ü 0 100.000


C   ü 1451 100.000


Demand (Veh/hr) 


  To


From


   A   B   C 


 A  0 302 479


 B  0 0 0


 C  849 602 0


Heavy Vehicle Percentages 


  To


From


   A   B   C 


 A  10 5 13


 B  0 10 0


 C  12 3 10
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


Stream Max RFC Max Delay (s) Max Queue (Veh) Max LOS


B-AC 0.00 0.00 0.0 A


C-AB 1.55 2202.80 366.8 F


C-A        


A-B        


A-C        


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 211 0.000 0 0.0 0.000 A


C-AB 538 589 0.914 512 6.5 38.576 E


C-A 554     554      


A-B 227     227      


A-C 361     361      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 122 0.000 0 0.0 0.000 A


C-AB 1304 1115 1.171 1184 36.6 110.261 F


C-A 0     0      


A-B 271     271      


A-C 431     431      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 1598 1029 1.553 1030 178.5 384.592 F


C-A 0     0      


A-B 333     333      


A-C 527     527      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 1598 1029 1.553 1029 320.8 846.097 F


C-A 0     0      


A-B 333     333      


A-C 527     527      
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17:45 - 18:00 


18:00 - 18:15 


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 1304 1126 1.159 1125 365.6 1285.717 F


C-A 0     0      


A-B 271     271      


A-C 431     431      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 0 0.000 0 0.0 0.000 A


C-AB 538 589 0.881 641 339.8 2202.799 F


C-A 554     554      


A-B 227     227      


A-C 361     361      
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2019 + Dev, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Major road direction Use circulating lanes Junction Delay (s) Junction LOS


1 untitled T-Junction Two-way   14.56 B


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time period length (min) Time segment length (min)


D6 2019 + Dev Saturday FLAT 10:45 12:15 90 15


Vehicle mix source PCU Factor for a HV (PCU)


HV Percentages 2.00


Arm Linked arm Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


A   ü 613 100.000


B   ü 0 100.000


C   ü 1197 100.000


Demand (Veh/hr) 


  To


From


   A   B   C 


 A  0 271 342


 B  0 0 0


 C  742 455 0


Heavy Vehicle Percentages 


  To


From


   A   B   C 


 A  10 3 2


 B  0 10 0


 C  2 0 10
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


Stream Max RFC Max Delay (s) Max Queue (Veh) Max LOS


B-AC 0.00 0.00 0.0 A


C-AB 0.88 53.74 7.4 F


C-A        


A-B        


A-C        


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 220 0.000 0 0.0 0.000 A


C-AB 497 563 0.883 476 5.4 35.277 E


C-A 700     700      


A-B 271     271      


A-C 342     342      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 213 0.000 0 0.0 0.000 A


C-AB 497 563 0.883 494 6.4 48.199 E


C-A 700     700      


A-B 271     271      


A-C 342     342      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 212 0.000 0 0.0 0.000 A


C-AB 497 563 0.883 496 6.8 50.891 F


C-A 700     700      


A-B 271     271      


A-C 342     342      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 211 0.000 0 0.0 0.000 A


C-AB 497 563 0.883 496 7.1 52.281 F


C-A 700     700      


A-B 271     271      


A-C 342     342      
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11:45 - 12:00 


12:00 - 12:15 


 


 


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 211 0.000 0 0.0 0.000 A


C-AB 497 563 0.883 497 7.3 53.146 F


C-A 700     700      


A-B 271     271      


A-C 342     342      


Stream
Total Demand 


(Veh/hr)
Capacity (Veh/hr) RFC


Throughput 


(Veh/hr)
End queue (Veh) Delay (s)


Unsignalised 


level of service


B-AC 0 211 0.000 0 0.0 0.000 A


C-AB 497 563 0.883 497 7.4 53.737 F


C-A 700     700      


A-B 271     271      


A-C 342     342      
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Filename: J6 Mill Street_B4364_A442_no lane sim.j9 


Path: C:\PJA\Phil Jones Associates\SharedData - 04151 Stanmore Garden Village, Bridgnorth\3. Technical\3.2 Modelling 


Report generation date: 11/03/2020 09:17:18  


»2019 Base, AM 
»2019 Base, PM 
»2019 Base, Saturday 
»2019 + Dev, AM 
»2019 + Dev, PM 
»2019 + Dev, Saturday 


Summary of junction performance 


 


 


 


Junctions 9
ARCADY 9 - Roundabout Module


Version: 9.5.0.6896  


© Copyright TRL Limited, 2018 


For sales and distribution information, program advice and maintenance, contact TRL: 


+44 (0)1344 379777     software@trl.co.uk     www.trlsoftware.co.uk


The users of this computer program for the solution of an engineering problem are in no way relieved of their responsibility for the correctness of the 


solution


  AM PM Saturday


  Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS Queue (Veh) Delay (s) RFC LOS


  2019 Base


Arm 1 0.9 6.01 0.49 A 1.6 8.01 0.61 A 0.6 4.56 0.36 A


Arm 2 0.7 5.02 0.40 A 1.1 7.21 0.53 A 0.7 5.20 0.42 A


Arm 3 0.5 3.59 0.35 A 0.4 3.27 0.29 A 0.2 2.84 0.20 A


Arm 4 1.0 4.54 0.50 A 0.9 4.10 0.48 A 0.8 3.54 0.44 A


  2019 + Dev


Arm 1 1.0 6.57 0.51 A 2.4 11.14 0.71 B 0.6 4.83 0.38 A


Arm 2 1.2 6.77 0.55 A 1.7 9.25 0.63 A 0.9 5.82 0.48 A


Arm 3 0.6 3.95 0.39 A 0.5 3.55 0.33 A 0.3 2.95 0.21 A


Arm 4 1.2 5.34 0.55 A 1.1 4.59 0.52 A 0.8 3.71 0.45 A


Values shown are the highest values encountered over all time segments. Delay is the maximum value of average delay per arriving vehicle. 


File summary 


File Description 


Title  


Location  


Site number  


Date 02/03/2020


Version  


Status (new file)


Identifier  


Client  


Jobnumber  


Enumerator PJA\jane.overton


Description  
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Units 


Analysis Options 


Demand Set Summary 


Analysis Set Details 


Distance units Speed units Traffic units input Traffic units results Flow units Average delay units Total delay units Rate of delay units


m kph Veh Veh perHour s -Min perMin


Vehicle length 


(m)


Calculate Queue 


Percentiles


Calculate detailed queueing 


delay


Calculate residual 


capacity


RFC 


Threshold


Average Delay 


threshold (s)


Queue threshold 


(PCU)


5.75       0.85 36.00 20.00


ID
Scenario 


name


Time Period 


name


Traffic profile 


type


Start time 


(HH:mm)


Finish time 


(HH:mm)


Time period length 


(min)


Time segment length 


(min)


Run 


automatically


D1 2019 Base AM ONE HOUR 07:45 09:15   15 ü


D2 2019 Base PM ONE HOUR 16:45 18:15   15 ü


D3 2019 Base Saturday FLAT 10:45 12:15 90 15 ü


D4 2019 + Dev AM ONE HOUR 07:45 09:15   15 ü


D5 2019 + Dev PM ONE HOUR 16:45 18:15   15 ü


D6 2019 + Dev Saturday FLAT 10:45 12:15 90 15 ü


ID Include in report Network flow scaling factor (%) Network capacity scaling factor (%)


A1 ü 100.000 100.000
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2019 Base, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Arms 


Arms 


Roundabout Geometry 


Slope / Intercept / Capacity 


Roundabout Slope and Intercept used in model 


The slope and intercept shown above include any corrections and adjustments. 


Traffic Demand 


Demand Set Details 


 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 4.77 A


Driving side Lighting


Left Normal/unknown


Arm Name Description


1 untitled  


2 untitled  


3 untitled  


4 untitled  


Arm
V - Approach road half-


width (m)


E - Entry width 


(m)


l' - Effective flare 


length (m)


R - Entry radius 


(m)


D - Inscribed circle 


diameter (m)


PHI - Conflict (entry) 


angle (deg)


Exit 


only


1 3.60 6.90 12.6 18.2 43.0 19.6  


2 3.80 6.90 18.2 27.2 43.0 44.9  


3 3.60 5.90 23.8 23.3 43.0 29.9  


4 6.50 6.50 0.0 23.8 43.0 12.2  


Arm Final slope Final intercept (PCU/hr)


1 0.641 1686


2 0.621 1691


3 0.623 1635


4 0.735 2107


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D1 2019 Base AM ONE HOUR 07:45 09:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00
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Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 513 100.000


2   ONE HOUR ü 431 100.000


3   ONE HOUR ü 493 100.000


4   ONE HOUR ü 726 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 58 455 0


 2  58 0 373 0


 3  345 148 0 0


 4  243 283 200 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 3 6 0


 2  3 0 2 0


 3  4 1 0 0


 4  4 1 6 0


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.49 6.01 0.9 A 471 706


2 0.40 5.02 0.7 A 395 593


3 0.35 3.59 0.5 A 452 679


4 0.50 4.54 1.0 A 666 999


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 386 97 473 1301 0.297 385 485 0.0 0.4 3.920 A


2 324 81 491 1339 0.242 323 367 0.0 0.3 3.537 A


3 371 93 43 1559 0.238 370 771 0.0 0.3 3.026 A


4 547 137 413 1735 0.315 545 0 0.0 0.5 3.022 A
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08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


09:00 - 09:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 461 115 567 1243 0.371 461 580 0.4 0.6 4.596 A


2 387 97 588 1277 0.303 387 439 0.3 0.4 4.043 A


3 443 111 52 1553 0.285 443 923 0.3 0.4 3.242 A


4 653 163 495 1675 0.390 652 0 0.5 0.6 3.518 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 565 141 694 1164 0.485 563 710 0.6 0.9 5.980 A


2 475 119 720 1192 0.398 474 538 0.4 0.7 5.003 A


3 543 136 64 1546 0.351 542 1129 0.4 0.5 3.584 A


4 799 200 606 1593 0.502 798 0 0.6 1.0 4.516 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 565 141 695 1163 0.485 565 711 0.9 0.9 6.012 A


2 475 119 721 1191 0.398 475 538 0.7 0.7 5.022 A


3 543 136 64 1546 0.351 543 1132 0.5 0.5 3.587 A


4 799 200 607 1593 0.502 799 0 1.0 1.0 4.535 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 461 115 568 1242 0.371 463 582 0.9 0.6 4.625 A


2 387 97 590 1275 0.304 388 440 0.7 0.4 4.061 A


3 443 111 52 1553 0.285 444 927 0.5 0.4 3.248 A


4 653 163 496 1674 0.390 654 0 1.0 0.6 3.536 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 386 97 476 1300 0.297 387 487 0.6 0.4 3.947 A


2 324 81 494 1338 0.243 325 369 0.4 0.3 3.558 A


3 371 93 44 1559 0.238 372 775 0.4 0.3 3.033 A


4 547 137 415 1733 0.315 547 0 0.6 0.5 3.036 A
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2019 Base, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 5.73 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D2 2019 Base PM ONE HOUR 16:45 18:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 645 100.000


2   ONE HOUR ü 512 100.000


3   ONE HOUR ü 405 100.000


4   ONE HOUR ü 750 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 24 621 0


 2  50 0 462 0


 3  294 111 0 0


 4  172 309 269 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 0 3 0


 2  2 0 0 0


 3  4 2 0 0


 4  1 0 3 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


17:45 - 18:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.61 8.01 1.6 A 592 888


2 0.53 7.21 1.1 A 470 705


3 0.29 3.27 0.4 A 372 557


4 0.48 4.10 0.9 A 688 1032


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 486 121 517 1312 0.370 483 387 0.0 0.6 4.333 A


2 385 96 667 1262 0.305 384 333 0.0 0.4 4.090 A


3 305 76 37 1557 0.196 304 1013 0.0 0.2 2.871 A


4 565 141 341 1824 0.310 563 0 0.0 0.4 2.852 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 580 145 619 1248 0.465 579 463 0.6 0.9 5.374 A


2 460 115 799 1178 0.391 459 399 0.4 0.6 5.004 A


3 364 91 45 1553 0.234 364 1213 0.2 0.3 3.027 A


4 674 169 409 1773 0.380 674 0 0.4 0.6 3.272 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 710 178 758 1160 0.612 707 567 0.9 1.5 7.910 A


2 564 141 977 1065 0.530 562 488 0.6 1.1 7.133 A


3 446 111 55 1547 0.288 446 1484 0.3 0.4 3.269 A


4 826 206 500 1704 0.485 824 0 0.6 0.9 4.085 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 710 178 759 1159 0.613 710 568 1.5 1.6 8.012 A


2 564 141 980 1063 0.531 564 489 1.1 1.1 7.214 A


3 446 111 55 1547 0.288 446 1488 0.4 0.4 3.270 A


4 826 206 501 1704 0.485 826 0 0.9 0.9 4.099 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 580 145 620 1246 0.465 583 465 1.6 0.9 5.446 A


2 460 115 803 1175 0.392 462 400 1.1 0.6 5.062 A


3 364 91 45 1553 0.235 364 1220 0.4 0.3 3.032 A


4 674 169 410 1772 0.380 676 0 0.9 0.6 3.284 A
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18:00 - 18:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 486 121 519 1310 0.371 487 389 0.9 0.6 4.376 A


2 385 96 671 1259 0.306 386 335 0.6 0.4 4.126 A


3 305 76 38 1557 0.196 305 1020 0.3 0.2 2.875 A


4 565 141 343 1822 0.310 565 0 0.6 0.5 2.864 A
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2019 Base, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 4.05 A


Driving side Lighting


Left Normal/unknown


ID
Scenario 


name


Time Period 


name


Traffic profile 


type


Start time 


(HH:mm)


Finish time 


(HH:mm)


Time period length 


(min)


Time segment length 


(min)


Run 


automatically


D3 2019 Base Saturday FLAT 10:45 12:15 90 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   FLAT ü 437 100.000


2   FLAT ü 497 100.000


3   FLAT ü 312 100.000


4   FLAT ü 794 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 23 414 0


 2  62 0 435 0


 3  214 98 0 0


 4  184 244 366 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 0 0 1


 2  2 0 1 0


 3  1 1 0 0


 4  0 0 2 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.36 4.56 0.6 A 437 656


2 0.42 5.20 0.7 A 497 745


3 0.20 2.84 0.2 A 312 468


4 0.44 3.54 0.8 A 794 1191


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 437 109 705 1229 0.356 435 458 0.0 0.5 4.524 A


2 497 124 776 1191 0.417 494 364 0.0 0.7 5.144 A


3 312 78 62 1580 0.197 311 1209 0.0 0.2 2.836 A


4 794 198 373 1813 0.438 791 0 0.0 0.8 3.513 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 437 109 708 1227 0.356 437 460 0.5 0.6 4.556 A


2 497 124 780 1189 0.418 497 365 0.7 0.7 5.201 A


3 312 78 62 1580 0.198 312 1215 0.2 0.2 2.839 A


4 794 198 374 1812 0.438 794 0 0.8 0.8 3.536 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 437 109 708 1227 0.356 437 460 0.6 0.6 4.556 A


2 497 124 780 1189 0.418 497 365 0.7 0.7 5.201 A


3 312 78 62 1580 0.198 312 1215 0.2 0.2 2.839 A


4 794 198 374 1812 0.438 794 0 0.8 0.8 3.536 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 437 109 708 1227 0.356 437 460 0.6 0.6 4.556 A


2 497 124 780 1189 0.418 497 365 0.7 0.7 5.201 A


3 312 78 62 1580 0.198 312 1215 0.2 0.2 2.839 A


4 794 198 374 1812 0.438 794 0 0.8 0.8 3.536 A
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11:45 - 12:00 


12:00 - 12:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 437 109 708 1227 0.356 437 460 0.6 0.6 4.556 A


2 497 124 780 1189 0.418 497 365 0.7 0.7 5.201 A


3 312 78 62 1580 0.198 312 1215 0.2 0.2 2.839 A


4 794 198 374 1812 0.438 794 0 0.8 0.8 3.536 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 437 109 708 1227 0.356 437 460 0.6 0.6 4.556 A


2 497 124 780 1189 0.418 497 365 0.7 0.7 5.201 A


3 312 78 62 1580 0.198 312 1215 0.2 0.2 2.839 A


4 794 198 374 1812 0.438 794 0 0.8 0.8 3.536 A
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2019 + Dev, AM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 5.67 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D4 2019 + Dev AM ONE HOUR 07:45 09:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 526 100.000


2   ONE HOUR ü 598 100.000


3   ONE HOUR ü 523 100.000


4   ONE HOUR ü 751 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 71 455 0


 2  145 0 453 0


 3  345 178 0 0


 4  243 308 200 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 3 6 0


 2  3 0 2 0


 3  4 1 0 0


 4  4 1 6 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


07:45 - 08:00 


08:00 - 08:15 


08:15 - 08:30 


08:30 - 08:45 


08:45 - 09:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.51 6.57 1.0 A 483 724


2 0.55 6.77 1.2 A 549 823


3 0.39 3.95 0.6 A 480 720


4 0.55 5.34 1.2 A 689 1034


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 396 99 515 1277 0.310 394 550 0.0 0.4 4.071 A


2 450 113 491 1338 0.336 448 418 0.0 0.5 4.036 A


3 394 98 109 1520 0.259 392 831 0.0 0.3 3.188 A


4 565 141 501 1672 0.338 563 0 0.0 0.5 3.242 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 473 118 616 1214 0.390 472 658 0.4 0.6 4.849 A


2 538 134 588 1276 0.421 537 500 0.5 0.7 4.865 A


3 470 118 130 1506 0.312 470 995 0.3 0.5 3.470 A


4 675 169 600 1600 0.422 674 0 0.5 0.7 3.887 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 579 145 754 1128 0.513 578 805 0.6 1.0 6.519 A


2 658 165 719 1191 0.553 656 612 0.7 1.2 6.708 A


3 576 144 159 1488 0.387 575 1217 0.5 0.6 3.942 A


4 827 207 734 1501 0.551 825 0 0.7 1.2 5.309 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 579 145 755 1127 0.514 579 807 1.0 1.0 6.569 A


2 658 165 721 1190 0.553 658 613 1.2 1.2 6.771 A


3 576 144 160 1488 0.387 576 1220 0.6 0.6 3.946 A


4 827 207 735 1500 0.551 827 0 1.2 1.2 5.345 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 473 118 618 1212 0.390 474 661 1.0 0.6 4.889 A


2 538 134 591 1274 0.422 540 502 1.2 0.7 4.914 A


3 470 118 131 1506 0.312 471 999 0.6 0.5 3.481 A


4 675 169 602 1598 0.422 677 0 1.2 0.7 3.915 A
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09:00 - 09:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 396 99 517 1275 0.311 397 553 0.6 0.5 4.103 A


2 450 113 494 1336 0.337 451 420 0.7 0.5 4.073 A


3 394 98 109 1519 0.259 394 836 0.5 0.4 3.202 A


4 565 141 504 1670 0.339 566 0 0.7 0.5 3.262 A
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2019 + Dev, PM 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 7.36 A


Driving side Lighting


Left Normal/unknown


ID Scenario name Time Period name Traffic profile type Start time (HH:mm) Finish time (HH:mm) Time segment length (min) Run automatically


D5 2019 + Dev PM ONE HOUR 16:45 18:15 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   ONE HOUR ü 720 100.000


2   ONE HOUR ü 611 100.000


3   ONE HOUR ü 459 100.000


4   ONE HOUR ü 764 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 99 621 0


 2  93 0 518 0


 3  294 165 0 0


 4  172 323 269 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 0 3 0


 2  2 0 0 0


 3  4 2 0 0


 4  1 0 3 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


16:45 - 17:00 


17:00 - 17:15 


17:15 - 17:30 


17:30 - 17:45 


17:45 - 18:00 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.71 11.14 2.4 B 661 991


2 0.63 9.25 1.7 A 561 841


3 0.33 3.55 0.5 A 421 632


4 0.52 4.59 1.1 A 701 1052


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 542 136 568 1283 0.422 539 419 0.0 0.7 4.819 A


2 460 115 667 1261 0.365 458 440 0.0 0.6 4.469 A


3 346 86 70 1540 0.224 344 1055 0.0 0.3 3.008 A


4 575 144 414 1770 0.325 573 0 0.0 0.5 3.002 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 647 162 680 1212 0.534 646 502 0.7 1.1 6.333 A


2 549 137 798 1177 0.467 548 527 0.6 0.9 5.713 A


3 413 103 83 1532 0.269 412 1263 0.3 0.4 3.216 A


4 687 172 496 1709 0.402 686 0 0.5 0.7 3.517 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 793 198 832 1116 0.710 788 614 1.1 2.4 10.810 B


2 673 168 975 1064 0.632 669 645 0.9 1.7 9.040 A


3 505 126 102 1520 0.332 505 1543 0.4 0.5 3.543 A


4 841 210 607 1626 0.517 840 0 0.7 1.1 4.568 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)


Unsignalised 


level of 


service


1 793 198 833 1115 0.711 793 615 2.4 2.4 11.143 B


2 673 168 980 1062 0.634 673 646 1.7 1.7 9.249 A


3 505 126 102 1520 0.332 505 1550 0.5 0.5 3.547 A


4 841 210 608 1625 0.518 841 0 1.1 1.1 4.590 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 647 162 682 1211 0.534 652 504 2.4 1.2 6.498 A


2 549 137 805 1173 0.468 553 529 1.7 0.9 5.831 A


3 413 103 84 1531 0.269 413 1273 0.5 0.4 3.223 A


4 687 172 497 1708 0.402 688 0 1.1 0.7 3.538 A
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18:00 - 18:15 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 542 136 571 1282 0.423 544 421 1.2 0.7 4.889 A


2 460 115 672 1258 0.366 461 443 0.9 0.6 4.527 A


3 346 86 70 1540 0.224 346 1063 0.4 0.3 3.015 A


4 575 144 416 1769 0.325 576 0 0.7 0.5 3.019 A
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2019 + Dev, Saturday 


Data Errors and Warnings 
No errors or warnings 


Junction Network 


Junctions 


Junction Network Options 


Traffic Demand 


Demand Set Details 


 


Demand overview (Traffic) 


Origin-Destination Data 


Vehicle Mix 


Junction Name Junction type Use circulating lanes Arm order Junction Delay (s) Junction LOS


1 untitled Standard Roundabout   1, 2, 3, 4 4.39 A


Driving side Lighting


Left Normal/unknown


ID
Scenario 


name


Time Period 


name


Traffic profile 


type


Start time 


(HH:mm)


Finish time 


(HH:mm)


Time period length 


(min)


Time segment length 


(min)


Run 


automatically


D6 2019 + Dev Saturday FLAT 10:45 12:15 90 15 ü


Vehicle mix varies over turn Vehicle mix varies over entry Vehicle mix source PCU Factor for a HV (PCU)


ü ü HV Percentages 2.00


Arm Linked arm Profile type Use O-D data Average Demand (Veh/hr) Scaling Factor (%)


1   FLAT ü 466 100.000


2   FLAT ü 570 100.000


3   FLAT ü 333 100.000


4   FLAT ü 797 100.000


Demand (Veh/hr) 


  To


From


   1   2   3   4 


 1  0 52 414 0


 2  102 0 468 0


 3  214 119 0 0


 4  184 247 366 0


Heavy Vehicle Percentages 


  To


From


   1   2   3   4 


 1  0 0 0 1


 2  2 0 1 0


 3  1 1 0 0


 4  0 0 2 0
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Results 


Results Summary for whole modelled period 


 


 


 


 


 


Main Results for each time segment 


10:45 - 11:00 


11:00 - 11:15 


11:15 - 11:30 


11:30 - 11:45 


Arm Max RFC Max Delay (s) Max Queue (Veh) Max LOS
Average Demand 


(Veh/hr)


Total Junction 


Arrivals (Veh)


1 0.38 4.83 0.6 A 466 699


2 0.48 5.82 0.9 A 570 855


3 0.21 2.95 0.3 A 333 500


4 0.45 3.71 0.8 A 797 1196


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 466 117 729 1213 0.384 464 498 0.0 0.6 4.786 A


2 570 142 776 1191 0.479 566 416 0.0 0.9 5.733 A


3 333 83 101 1555 0.214 332 1241 0.0 0.3 2.940 A


4 797 199 433 1768 0.451 794 0 0.0 0.8 3.683 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 466 117 732 1212 0.385 466 500 0.6 0.6 4.828 A


2 570 142 780 1188 0.480 570 418 0.9 0.9 5.820 A


3 333 83 102 1554 0.214 333 1248 0.3 0.3 2.946 A


4 797 199 435 1767 0.451 797 0 0.8 0.8 3.711 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 466 117 732 1212 0.385 466 500 0.6 0.6 4.828 A


2 570 142 780 1188 0.480 570 418 0.9 0.9 5.820 A


3 333 83 102 1554 0.214 333 1248 0.3 0.3 2.946 A


4 797 199 435 1767 0.451 797 0 0.8 0.8 3.711 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 466 117 732 1212 0.385 466 500 0.6 0.6 4.828 A


2 570 142 780 1188 0.480 570 418 0.9 0.9 5.820 A


3 333 83 102 1554 0.214 333 1248 0.3 0.3 2.946 A


4 797 199 435 1767 0.451 797 0 0.8 0.8 3.711 A
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11:45 - 12:00 


12:00 - 12:15 


 


 


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 466 117 732 1212 0.385 466 500 0.6 0.6 4.828 A


2 570 142 780 1188 0.480 570 418 0.9 0.9 5.820 A


3 333 83 102 1554 0.214 333 1248 0.3 0.3 2.946 A


4 797 199 435 1767 0.451 797 0 0.8 0.8 3.711 A


Arm


Total 


Demand 


(Veh/hr)


Junction 


Arrivals 


(Veh)


Circulating 


flow (Veh/hr)


Capacity 


(Veh/hr)
RFC


Throughput 


(Veh/hr)


Throughput 


(exit side) 


(Veh/hr)


Start 


queue 


(Veh)


End 


queue 


(Veh)


Delay (s)
Unsignalised 


level of service


1 466 117 732 1212 0.385 466 500 0.6 0.6 4.828 A


2 570 142 780 1188 0.480 570 418 0.9 0.9 5.820 A


3 333 83 102 1554 0.214 333 1248 0.3 0.3 2.946 A


4 797 199 435 1767 0.451 797 0 0.8 0.8 3.711 A
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1. Introduction  


1.1 Hatch Regeneris was commissioned by The Apley Estate to carry out an economic study 
of Bridgnorth.  The purpose of the study is to explore the key challenges (current and future) 
facing the town and its employers, together with opportunities for growth and future 
development.  There is a particular focus in the report on Stanmore Industrial Estate 
(recently renamed Stanmore Business Park) which is the main location for higher value 
manufacturing in the town and crucial employment site for the local area.  For consistency 
the report refers to Stanmore Industrial Estate throughout.   


1.2 The Apley Estate and other landowners are seeking the allocation of land at Stanmore in 
the Shropshire Local Plan, currently identified in the Local Plan Review (Preferred Site 
Allocations) as a potential location for 850 homes, 16 hectares of employment land, 
community facilities and green infrastructure.  The study also considers the potential 
contribution that a development of this scale and type could make to the local economy, 
and to addressing key issues highlighted in this report.   
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2. Economic Challenges and Opportunities 


2.1 The first task for this study is to understand the key economic challenges facing Bridgnorth 
in its Shropshire context.  These relate both to the characteristics of the local economy and 
how it has changed, including employment and business activity, and to social 
characteristics including the town’s resident population and labour force.   


2.2 As far as possible, the analysis in this section is based on a combination of the Bridgnorth 
Place Plan definition for the town using Office for National Statistics geographic data units 
(lower layer super-output areas) and including the slightly wider area that covers Stanmore 
Industrial Estate. where this is relevant.  Comparators includes Shropshire as a whole, 
Telford & Wrekin and Wolverhampton, along with England.     


Population  


2.3 Bridgnorth’s total population stood at 12,420 in Bridgnorth in 2017.  Recent population 
growth in Bridgnorth has been on par with the national and averages for Telford and Wrekin 
and Wolverhampton, and slightly ahead of that of Shropshire.  However, longer-term past 
growth data shows that Bridgnorth’s population increased at a much slower rate than other 
areas.      


Table 2.1 Past Population Growth   
2001-17 2013-17 


Bridgnorth 5.8% 3.2% 
Shropshire 12.1% 2.7% 
Telford and Wrekin 10.8% 4.2% 
Wolverhampton 9.2% 3.3% 
England 12.5% 3.3% 
Source: Office for National Statistics, Mid Year Population Estimates 


2.4 Both Bridgnorth and Shropshire have a population that is markedly older on average than 
that of England, Telford and Wrekin and Wolverhampton, as Figure 2.1 shows.   
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Figure 2.1 Percentage of 65+ year olds in the population, 2017 (Local Area)  


 
Source: Office for National Statistics, Mid Year Population Estimates 


2.5 Conversely, the proportion of people between the ages of 16 and 64 is significantly lower 
at 57% in Bridgnorth compared with other areas.  This is regarded as the core of the 
working age population, and so is an indicator of the relative size of the resident workforce 
of an area.   


Figure 2.2 Percentages of 16-64 Age Group in Population   


 
Source: Office for National Statistics, Mid Year Population Estimates and Census 2001 


2.6 Since 2001, Bridgnorth has seen its population aged 16-64 decrease by 8% compared with 
increases of 6-10% in the comparator areas listed in Table 2.2 below. This is symptomatic 
of an area experience a marked ageing of its population.   


  


0% 5% 10% 15% 20% 25% 30% 35%


Local Area


Shropshire


Wolverhampton


Telford and Wrekin


England


54% 56% 58% 60% 62% 64%


Local Area


Shropshire


Wolverhampton


Telford and Wrekin


England
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Table 2.2 16-64 Population Change, 2001-17  
2001 2017 Change 2001-


17 
% Change  


Bridgnorth 7,710 7,084 -626 -8% 
Shropshire 177,942 188,989 11,047 6% 
Telford and Wrekin 103,549 110,237 6,688 6% 
Wolverhampton 148,613 162,405 13,792 9% 
England 31,705,826 34,950,948 3,245,122 10% 


2.7 Over the shorter period since 2013, Bridgnorth has seen its 16-64 population contract by 
137 people (1.9%), but Shropshire has seen a much slower rate of increase (0.4%) than 
the longer-term rate of growth, and it lags the faster growth rates of Telford and Wrekin, 
Wolverhampton and the national growth rate.  


Table 2.3 16-64 Population Change, 2013-17  
2013 2017 Change 2013-


17 
% Change 


Bridgnorth 7,221 7,084 -137 -1.9% 
Shropshire 188,143 188,989 846 0.4% 
Telford and Wrekin 107,819 110,237 2418 2.2% 
Wolverhampton 159,320 162,405 3085 1.9% 
England 34,351,400 34,950,948 599548 1.7% 


2.8 Bridgnorth has also apparently seen a much sharper fall in the proportion of 16-64 year 
olds in its population than other areas.  In 2001, Census data indicate that the town had a 
66% of 16-64 year olds in its population.  By 2017, this had fallen to 57%, a reduction of 9 
percentage points.   


Table 2.4 Change in Proportion of 16-64 Year Olds, 2001-17  
2001 2017 Change % points 


Local Area 66% 57% -9 
Shropshire 63% 60% -3 
Telford and Wrekin 65% 63% -2 
Wolverhampton 62% 62% 0 
England 64% 63% -1 
Source: Office for National Statistics, Mid Year Population Estimates and 2001 Census 


2.9 Both Bridgnorth and Shropshire have larger cohorts of older people in their 16-64 
populations.  At 51% and 49%, the proportions of people aged 45-64 compares with figures 
of 41%, 39% and 40% for Telford and Wrekin, Wolverhampton and England respectively.   







Stanmore Village: Economic Study 


  
  5  


 


Figure 2.3 Age Cohorts in 16-64 Population  


 
Source: Office for National Statistics, Mid Year Population Estimates 


2.10 The ageing profile of Bridgnorth’s population is also reflected in its older-age dependency 
ratio.  This captures the proportion of people over age 65 relative to the 16-64 age 
population, essentially, the number of over 65s per 1,000 people aged 16-64.  The data 
shows that Bridgnorth’s older age dependency ratio was higher than those of other areas 
in 2001, and has increased very substantially with the 2017 figure far in excess of the 
national average and those of Telford and Wrekin and Wolverhampton.   


Table 2.5 Older Age Dependency Ratios, 2001 and 2017  
2001 2017 


Bridgnorth  289 505 
Shropshire 273 402 
Telford and Wrekin 183 269 
Wolverhampton 251 267 
England  228 287 
Source: Office for National Statistics, Mid Year Population Estimates and 2001 Census  


2.11 The UK Government does not produce population projections for small areas such as 
Bridgnorth.  The most recent data available is drawn from Shropshire Council’s Bridgnorth 
Market Town Profile (Autumn 2017).  This shows (p. 7) that the town’s population is 
projected to rise by 1,600 (12%) from 2016 to 2026.  This is understood to be based on the 
potential development of new housing.  No data is available on the projected age profile of 
this population. 


2.12 For Shropshire, the picture is more complex.  The Shropshire Core Strategy (2011) 
assumed that the county’s population would grow by 40,300 (or 2,015 average a year) from 
2006-26, reaching 329,600 by the final year of the plan period (para. 4.4).  This was based 
in part on population projections that pre-dated the 2011 Census, and there have since 
been several releases of updated projections by the Government, including a number 
subject to analysis in the Council’s evidence on the full, objectively assessed housing need 
(FOAHN) for Shropshire. These include:   
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• Projected population growth in a preferred scenario in a 2016 FOAHN study by the 
Council which assumed population growth of 33,900 from 2016-36 or 1,695 per 
annum. This is a substantially higher annual increase than that of the period from 
2001.  This was associated with an annual housing need of 1,259 dwellings a year.1  


• An October 2017 study by the Council which took account of the Government’s 
proposed new method for calculation housing need.  Neither the study nor the 
proposed method specify what population growth is assumed, but the annual 
FOAHN is implied as 1,270.2  The new method is based on 2014-based Government 
Sub-National Household Projections.  These indicate population growth of 1,150 to 
around 1,200 per annum depending on the start and end point, so lower than that 
assumed in the earlier study.  This is an annual growth rate of around 0.4%.  By 
comparison, the same projections give annual growth rates of 0.3% and 0.5% for 
Telford and Wrekin and Wolverhampton between 2016 and 2036.   


• More recently, the latest Government projections (2016-based) indicate growth of 
0.3% per annum or just over 1,000 people a year in Shropshire from 2016-36, so 
lower than assumed in the 2014-based projections.  By contrast, Telford’s projection 
is higher at 0.4%, and Wolverhampton lower than the earlier projection at 0.4% pa.  
The projection for England points to annual growth of around 0.5% pa, suggesting 
that Shropshire is projected to see lower growth than the national average.    


2.13 It should be noted that both of the most recent Government projections point to a projected 
fall in the 16-64 population in Shropshire of between 13,000 and 14,000 people from 2016-
36.  Wolverhampton is projected to see increases of 5,000 and 9,000, whilst Telford is 
projected to see an increase of around 1,300 in the latest projections, although the 2014-
based projections pointed to a fall of around 3,400.  Nationally, this age group is projected 
to increase, but only by around 0.1% per annum.   


2.14 In all areas, the projected rise in the numbers of people aged over 65 is very substantial as 
the past trend continues and accelerates.   


Key Challenges and Opportunities: Population 


The Bridgnorth data, and to lesser extent Shropshire population data, point to an ageing 
of the population at a faster rate than other areas. Key socio-economic implications 
include:  


• Contraction or slow growth in the core of the resident workforce (16-64) may contribute 
to more challenging recruitment for employers, higher wage costs resulting from tighter 
supply of labour v. demand, more and longer-distance in-commuting. 


• Increased reliance on older people in the resident workforce remaining in or returning 
to work past retirement age.   


• An older age dependency ratio that points to an increase in demand for the services 
required by older people, but a relatively smaller population of younger people 
available to work in services such as health and social care.   


Employment 


2.15 The latest Government employment data (Business Register and Employment Survey) 
shows that there were 5,235 total jobs in the Place Plan Bridgnorth area, and 6,735 jobs 
with the area that includes Stanmore Industrial Estate added to the total.  This is a measure 


 
1 Shropshire Council (July 2016) Full Objectively Assessed Housing Need Report, Table 25 
2 Shropshire Council (October 2017) Full Objectively Assessed Housing Need Supporting Document, Table  
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that includes some owner-proprietors of businesses, as well as employees of companies 
and organisations.   


Figure 2.4 Current Employment, Bridgnorth, 2017 


 
Source: Office for National Statistics, Business Register and Employment Survey, 2019 


2.16 The concentration of advanced manufacturing activities on Stanmore Industrial Estate 
stands out in the employment data, particularly the metal casting sector and the 
maintenance and repair of motor vehicles.  The sectors listed in Table 2.6 below represent 
around 46% of total employment in Bridgnorth.  Sectors including manufacturing and 
engineering, wholesale and distribution, professional/business services and health 
activities account for the remaining 54% of total employment in the town.   
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Table 2.6 10 Largest Sectors by Employment, 2017  
Bridgnorth 
Place Plan 
Area 


Bridgnorth 
and Rural 
Area 
Including 
Stanmore 
Industrial 
Estate  


Casting of metals 
 


600 
Manufacture of basic precious and other non-ferrous 
metals 


400 400 


Retail sale in non-specialised stores 320 320 
Restaurants and mobile food service activities 285 285 
Beverage serving activities 265 295 
Secondary education 250 250 
Residential nursing care activities 245 245 
Activities auxiliary to financial services, exc. insurance 
and pension funding 


170 170 


Primary Education 165 165 
Retail sale of other goods in specialized stores 160 165 
Maintenance and repair of motor vehicles 150 250 
Total 2,410 3,145 
Source: Office for National Statistics, Business Register and Employment Survey, 2019 


2.17 The concentration of specialised metals casting activity (600) jobs is underlined when it is 
set in the context of employment in this sub-sector in the wider area. It accounts for all of 
Shropshire’s employment in this sector, is more than sevenfold higher than jobs in these 
sectors in Wolverhampton and Telford & Wrekin, and accounts for 13% of the England total 
in the sub-sector.   


2.18 The sector’s description perhaps understates the nature of the activity carried out on 
Stanmore Industrial Estate. Grainger and Worrall, with 700 employees, is the major 
employer on the site in this sector, and is globally recognised for the development and 
machining of high specification metals for the motorsport industry, and also the defence 
and aerospace sector.  It is understood to supply Formula 1 teams.    


2.19 Changes to the survey methods for capturing employment data mean it is difficult to 
consistently compare employment change in past periods. Indicatively, indexed 
employment change from 2009 to 2017 suggests that Bridgnorth and the area including 
Stanmore Industrial Estate saw employment rise post-recession at a faster rate than the 
comparator areas, albeit from a lower based in 2013.   
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Figure 2.5 Indexed Employment Change 2009-17 (2009=100) 


 
Source: Office for National Statistics, Business Register and Employment Survey, Open Access  


2.20 The ONS data suggests that the period from 2013-17 saw employment increase by 750 
jobs in Bridgnorth and 1,100 across the area including Stanmore Industrial Estate. This 
represents growth of 17% and 20% respectively, compared with 7% across Shropshire, 9% 
in Telford and Wrekin, a fall of 9% in Wolverhampton, and 9% in England.  Much of this 
uplift in growth occurred between 2015 and 2017.    


2.21 Caution is needed with this data because of discontinuities in the Office for National 
Statistics survey, and the table below is intended to give a broad indication of the drivers 
of post-recession increases in employment.  These are the sectors where employment has 
increased (in other sectors, it has fallen).  The data point both to the importance of 
Stanmore Industrial Estate, and to a diverse range of sectors having seen gains, the latter 
a marker of economic resilience.  
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Table 2.7 Key Sectors in Employment Change, 2013-17  
Place 
Plan 
Area 


Including 
Stanmore 


Casting of metals 0 250 
Activities auxiliary to financial services, except insurance and 
pension funding 


145 145 


Maintenance and repair of motor vehicles 50 105 
Manufacture of basic precious and other non-ferrous metals 100 100 
Social work activities without accommodation for the elderly and 
disabled 


95 95 


Veterinary activities 90 90 
Beverage serving activities 55 75 
Legal activities 70 75 
Activities of call centres 70 70 
Restaurants and mobile food service activities 85 65 
Architectural and engineering activities and related technical 
consultancy 


15 60 


Source: Office for National Statistics, Business Register and Employment Survey, Open Access 


2.22 The employment data point to a local economy which is reasonably diverse in terms of the 
range of sectors that contribute jobs.  Recent work carried out for Shropshire Council on 
local economic resilience pointed to the importance of a diverse business base and one 
which provides good quality employment opportunities amongst the key characteristics of 
a resilient economy.3   


2.23 Employment on Stanmore Industrial Estate contributes to the provision of good quality 
employment in a number of ways.  First, salaries data for the West Midlands, shown in 
below, indicates that the type of employment present on the Industrial Estate is likely to 
offer higher salaries than the average for Shropshire.   


Figure 2.6 Indicative Stanmore Occupations – West Midlands Average Weekly Salaries 


 
Source: Office for National Statistics, Annual Survey of Hours and Earnings  


 
3 https://www.shropshire.gov.uk/media/8880/economic-resilience-and-community-anchor-organisations.pdf 


£0 £200 £400 £600 £800 £1,000 £1,200


plastics process operatives


Shropshire workers average salary


metal making and treating process operatives


sheet metal workers


metal machining setters and setter-operators


vehicle and parts salespersons and advisers


metal plate workers, and riveters


engineering technicians


assemblers (vehicles and metal goods)


engineering professionals n.e.c.


electrical engineers


production and process engineers


mechanical engineers


business, research and administrative professionals n.e.c.







Stanmore Village: Economic Study 


  
  11  


 


2.24 Average earnings levels are not available for Bridgnorth, but Figure 2.7 below shows that 
the implied weekly earnings of jobs at Stanmore described above are likely to significantly 
exceed the averages for the county and the comparator areas including England.  The 
large difference between the earnings of Shropshire residents (£440 per week) and those 
who work in Shropshire (£405 pw) are consistent with an area which is attractive to higher 
earning people who work outside the county.  It also reflects a county in which there is a 
large presence of comparatively lower paid work in sectors such as agriculture, retail and 
tourism.   


Figure 2.7 Median Gross Weekly Earnings, Resident and Workplace, 2018 


 
Source: Office for National Statistics, Annual Survey of Hours and Earnings 


 
2.25 A second indicator of the quality of employment revolves around gross value added (GVA). 


This is a key measure of  and is widely used as a marker of productivity: higher GVA per 
job is typically associated with higher productivity business activity. In turn, the targeting of 
higher GVA generating business sectors tends to be linked with objectives to increase the 
wealth generated by an area since it is also connected with higher paid employment.  


2.26 Figure 2.8 below shows the broad GVA per full-time equivalent job for the Local Enterprise 
Partnership (LEP) area in which Shropshire is located (The Marches).   
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Figure 2.8 Gross Value Added per Full-Time Equivalent Job, 2017 


 
Source: Office for National Statistics, Gross Value Added; Business Register and Employment Survey 


2.27 Business level GVA data are not available for individual businesses in Bridgnorth. However, 
analysis of GVA per job data for the Local Enterprise Partnership (LEP) area in which 
Shropshire is located (The Marches LEP) suggests that a high proportion of the type of 
business activity located on Stanmore Industrial Estate is likely to be at the higher end of 
the spectrum.   
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Key Challenges and Opportunities: Employment 


The key messages from a review of employment and related sectors data show that:   


• Bridgnorth has a relatively diverse economy, a key marker of local economic 
resilience.   


• Stanmore Industrial Estate, and the higher value business activity it generates, make 
an important contribution to this diversity and to the availability of good quality 
employment in the area.  


• Gross Value Added data suggests that sectors prominent on Stanmore Industrial 
Estate are amongst the higher productivity, higher value adding business base in 
Shropshire.  Increasing productivity is a priority in local and national industrial 
strategies.   


• Bridgnorth has seen recent employment growth at a faster rate than the county, 
neighbouring areas and the national average.   


• Salaries data suggests that Stanmore Industrial Estate contributes significantly to 
better paid employment in Bridgnorth and Shropshire.  This is important in addressing 
the challenge for Shropshire which sees higher earning residents tend to commute to 
other locations to work.   


Businesses 


2.28 Bridgnorth’s business base is consistent with that of Shropshire in terms of its size profile.  
As is the case in many rural areas, micro-businesses dominate with a higher proportion 
than the averages elsewhere in this category, and relatively smaller proportions of small 
and medium sized enterprises (up to 250 employees).   


Table 2.8 Percentages of Business by Size, 2018 
  Local 


area 
Shropshire Telford & 


Wrekin 
Wolverham


pton 
England 


% micro  
(Up to 9 employees) 


88% 87% 80% 82% 85% 


% small 
(10-49 employees) 


10% 11% 15% 14% 12% 


% medium 
(50-249 employees) 


2% 2% 4% 4% 3% 


% large 
(250+ employees) 


0% 0% 1% 0% 0% 


Source: Office for National Statistics, UK Business Counts  


2.29 Business growth over the 5 years since 2014 in Bridgnorth has lagged that of other areas 
including Shropshire as a whole.  The town is a much smaller geographic area than the 
comparators, and therefore has a smaller ‘pool’ of potential entrepreneurs who might start-
up business in the town.  Other factors may include the availability of suitable premises, 
the size of the local market and the availability of a local workforce. Larger urban areas 
tend to have a higher propensity to be generating new businesses driven by the volume of 
entrepreneurs and labour, the provision of start-up premises and support, and the presence 
of large customer bases.   
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Figure 2.9 Business Growth 2014-18 


 
Source: Office for National Statistics, UK Business Counts  


2.30 The relatively diverse characteristics of Bridgnorth’s economy are reflected in its business 
base.  The top 10 sectors are shown below which combined account for around 60% of 
total enterprises 585 in the town and its immediate surrounding area.  It should be noted 
that this includes businesses with a head office registered in the town, but where 
employment may be located elsewhere.   


Table 2.9 Top 10 Sectors for Enterprises, Bridgnorth, 2018 
Sector Number of 


Enterprises 
% of 
Total 


Retail trade, except of motor vehicles and motorcycles 55 10% 
Food and beverage service activities 55 10% 
Activities of head offices; management consultancy 
activities 


45 8% 


Specialised construction activities 35 6% 
Construction of buildings 30 5% 
Wholesale trade, except of motor vehicles and motorcycles 25 4% 
Computer programming, consultancy and related activities 20 4% 
Real estate activities 20 4% 
Legal and accounting activities 20 4% 
Architectural and engineering activities; technical testing 
and analysis 


10 4% 


Source: Office for National Statistics, UK Business Counts, 2019 
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Key Challenges and Opportunities: Businesses 


Analysis of the headline business data for Bridgnorth and Shropshire points to the 
following key challenges and opportunities:   


• Business base in Bridgnorth and Shropshire skewed towards the smallest (micro) 
businesses, a pattern consistent with rural areas.  This is likely to reflect the town’s 
attractiveness to people establishing themselves in business in attractive residential 
locations (so-called lifestyle businesses).  


• Recent business growth rates in Bridgnorth and Shropshire appear to have lagged 
those of other areas.  This may reflect the lack of larger urban markets, a smaller 
population of potential entrepreneurs, and possibly a relatively smaller supply of 
infrastructure including workspace and other forms of business premises compared 
with larger towns and major urban areas.   


• A broad mix of businesses in Bridgnorth, underlining the diverse nature of the town’s 
economy, a strength in terms of economic resilience. The highest numbers are 
concentrated in retail, but higher value professional services are also prominent.   


Labour Force  


2.31 The characteristics of the resident and commuting labour forces of Bridgnorth and 
Shropshire are intertwined with the evidence on the population set out above.  A key 
challenge for both areas centres on a population that has an older age profile than other 
areas, and projections which make clear that this ageing trend will strengthen.   


2.32 The latest ONS survey data (Annual Population Survey) show that Shropshire has 
significantly higher rates of economic activity and employment in the core of the working-
age population (16-64) than the comparison areas.  Data for Bridgnorth are available, but 
show very high rates (89%) which are subject to large margins of error because of the 
sample size, and weight should not be attached to the specific figure.   


2.33 The underlying message is that rates of participation by the resident population in the 
economy are high.  This is consistent with evidence in the Bridgnorth from the 2017 Market 
Town Profile which showed that at the time of the 2011 Census, around 81% of the town’s 
residents were economically active compared with 80% for Shropshire, and that both areas 
had significantly higher rates than the national average of 77%.  


2.34 High participation rates are also markers of a relatively tight labour market.  As the area’s 
population has aged, and the economy has generated additional jobs, increases in 
participation rates would be expected to follow.   







Stanmore Village: Economic Study 


  
  16  


 


Figure 2.10 Economic Activity and Employment Rates, 16-64 year olds, 2018 


 
Source: Office for National Statistics, Annual Population Survey  


2.35 Universal credit claimants, a measure of unemployment, shows that in July 2019 165 
people over the age of 16 in Bridgnorth were receiving this payment.  The figure has jumped 
from 70 (ie more than doubled) in 2014-15, but this may reflect the way Universal Credit is 
being rolled out.  Of this total, 35 were aged 16-24.    


2.36 At the time the most recent comparable population data was available for all areas (2017), 
rates of Universal Credit claimants stood at 1.2% in Bridgnorth and 1.0% in Shropshire.  
This compares with 1.8% in Telford and Wrekin, 4.1% in Wolverhampton and Telford, and 
1.8% for England.   


2.37 Alternative measures are given by the Annual Population Survey which shows that 3% of 
residents aged 16-64 are unemployed in Shropshire, compared with 4% in Telford & Wrekin 
and England, and 8% in Wolverhampton.  


2.38 Both measures of unemployment further underline the extent to which Bridgnorth and 
Shropshire appear to have a relatively tight labour market.  High rates of participation, 
combined with low unemployment, suggest that there may be little headroom available to 
employers in terms of the overall size of the local workforce.    


2.39 Data for Shropshire shows that it has markedly higher proportions of residents in 
managerial and professional occupations, associate professional and technical 
occupations, and in skilled occupations.  An up to date occupational profile of residents is 
not available for Bridgnorth, and 2011 data are used.   


2.40 This pattern of occupations is consistent with an attractive residential area which is seeing 
outflows of higher paid residents to employment in other locations.   
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Figure 2.11 Resident Occupational Profile, 2018 


 
Source: Office for National Statistics, Annual Population Survey  


2.41 These characteristics of Shropshire’s resident labour force is also reflected in qualifications 
data.  Figure 2.12 shows that the proportion of residents qualified to NVQ Level 4 or higher 
(degree level) is just under the national average at 38%, whilst the equivalent figures for 
Telford & Wrekin and Wolverhampton are markedly lower at 30% and 23% respectively.   


Figure 2.12 Qualifications of Resident Population, 2018 


 
Source: Office for National Statistics, Annual Population Survey  


 


0% 10% 20% 30% 40% 50% 60% 70% 80% 90% 100%


Bridgnorth 2011


Shropshire


Telford and Wrekin


Wolverhampton


England


Managerial/Professional Assoc. Prof/Technical Administrative
Skilled Trades Caring/Leisure/Other Services Sales/Customer Service
Operatives/Elementary


0%


5%


10%


15%


20%


25%


30%


35%


40%


45%


Shropshire Telford & Wrekin Wolverhampton England


No Qualifications


Other Qualifications


NVQ L1+


NVQ L2+


NVQ L3+


NVQ L4+







Stanmore Village: Economic Study 


  
  18  


 


2.42 Accurate data for Bridgnorth is not available for 2018.  Census 2011 data suggested that 
around 31% of the town’s population was qualified to degree level or higher in 2011, a 
figure that was higher than the then national average of 28%.  Growth in the number of 
graduates over the past decade will be reflected in higher proportions of the resident 
population being qualified to degree level or higher across much of the UK.   


2.43 Commuting data point (Census 2011) point to Bridgnorth having a lower rate of self-
containment (ie people living and working in the town) than other locations.  The data 
suggest around 39% of the town’s residents also worked in Bridgnorth, with 61% working 
elsewhere, the majority of which (51%) were commuting to locations elsewhere in 
Shropshire, with Telford and Wrekin and Wolverhampton also key out-commuting 
destinations.  This is shown visually in Figure 2.13 below, with destinations on the right side 
of the flow diagram.  


2.44 Given that a high proportion of the town’s residents commuted elsewhere in 2011, in-
commuting is therefore an important feature of how the town’s employers meet their 
workforce needs.  Around 38% of jobs in the town were taken by Bridgnorth’s residents in 
2011, implying that 62% were filled by in-commuters.  The majority of the town’s workforce 
commuted in from Shropshire, with a reasonably even split between Telford and Wrekin, 
Wolverhampton, South Staffordshire and Dudley among the other key home locations for 
the town’s workers.   


Figure 2.13 Key Commuting Data, 2011 


 
Source: Office for National Statistics, Census 2011  


2.45 The 2011 commuting data on distances travelled to work are consistent with the self-
containment figures, showing that 37% of Bridgnorth’s workforce commuted less than 5 
kilometres (c. 3.1 miles) to work, with a further 13% of the workforce working at home.   


2.46 There are notable differences between sectors, with the five sectors below selected for 
illustrative purposes.  In both public administration and the sectors that cover retail and the 
visitor economy, higher proportions of local residents are likely to have occupied jobs in the 
town.  By contrast, proportions for transport and communications, which includes the ICT 
sector, were more in line with the local average of 37%.   


2.47 There is a particularly marked difference in the manufacturing sector which saw a much 
higher percentage of its workforce (37%) travel between 6 and 18 miles to work, with only 
public administration seeing anything approaching the same proportion (30%).  
Transport/communications and the financial and professional services sectors saw the 
highest proportions of workers working from home (20 and 21% respectively).  This 
includes people who are effectively self-employed and or running businesses. 
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Table 2.10 Commuting Distances by Industry, Bridgnorth’s Workforce, 2011  
5km or 
less 


5-10km 10-30km 30+km Work at 
Home 


All Industries  37% 10% 26% 6% 13% 
Manufacturing 36% 12% 37% 6% 6% 
Retail, Distribution, Hotels, 
Restaurants 


43% 12% 24% 8% 10% 


Transport and 
Communications 


35% 7% 21% 4% 20% 


Financial, Real Estate, 
Professional & Admin 
Services 


31% 9% 25% 6% 21% 


Public Administration 40% 10% 30% 7% 8% 
Source: Office for National Statistics, 2011 Census 


2.48 There is no up-to-date source of commuting data for current commuting patterns in 
Bridgnorth.  Significant changes in commuting activity would not be expected unless there 
were either major new housing or employment developments in the area.  However, 
increases in house prices and affordability problems (as the analysis below shows) is likely 
to contribute to fewer rather than more of the town’s workforce living locally.  


Key Challenges and Opportunities: Labour Force 


The labour force data underline key messages arising from the population data, and point 
to the following main issues and opportunities for Bridgnorth and Shropshire.  


• Relatively high economic activity and employment rates, suggesting that Bridgnorth 
and Shropshire are labour markets with lower levels of surplus capacity than other 
locations.  This is consistent with a rural area that offers high living standards, but 
which also has an older than average population profile.   


• A strong resident skills base, with a higher than average proportion of residents in 
higher managerial, and skilled occupations, than the comparator locations outside 
Shropshire.   


• Evidence that there are large proportions of residents qualified to degree level or 
higher than elsewhere.  This reinforces the evidence about the occupational profile of 
residents.   


• A low rate of residents who also work in the town (low self-containment).  This may 
point to factors including better employment opportunities available elsewhere so a 
need to increase the range of employment in the town, and challenges relating to 
housing affordability meaning workers cannot afford to live in Bridgnorth.   


Housing 


Housing Stock 


2.49 At the time of the 2011 Census, there were around 5,760 dwellings in the Bridgnorth Place 
Plan area.  This area comprises the market town of Bridgnorth and 17 villages in its 
hinterland identified as the hubs and clusters (ie locations outside the town but in the Place 
Plan area). Shropshire Council’s latest Five Year Housing Land Supply Statement (Table 
13) shows completions in the market town of Bridgnorth between 2006 and 2018 totalled 
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745 or 75 per annum and commitments with planning permission at March 2018 amount to 
just 524.  The annual breakdown of completions is shown in Figure 2.14 below.   


Figure 2.14 Bridgnorth town housing completions, 2006-18 


 
Source: Shropshire Council 


2.50 Data in Table 14 of the Statement shows that, in the Hubs and Clusters of the Bridgnorth 
Place Plan area, completions from 2011-18 (ie 7 years) totalled 42 or 6 per annum.  The 
pace of new housing delivery has therefore slowed in the town since 2013-14.  Completions 
in other Place Plan areas have been faster over this period, and recent housing delivery in 
Bridgnorth is not proportionate to its status as the third largest of Shropshire’s market 
towns.   


2.51 Data supplied by Shropshire Council shows that higher completions in several years were 
driven by specific sites.  This included:  


• Wenlock Road (Tasely) which we understand was several sites combined delivering 
317 homes from 2008/9, led by Persimmon.   


• Stourbridge Road (former College site) which delivered 68 units between 2012 and 
2014 and which was also led by Persimmon.   


• A McCarthy and Stone development (older persons’ apartments) which delivered 
57 units (net) on the Rutters Garage (Salop St.) site in 2013/14.   


2.52 The data therefore suggests that, when larger sites have been available, developers have 
responded and annual completions have ranged from 81 to 167, with single years in which 
111 and 120 net units were completed.  The completions evidence is one marker of 
demand for housing in Bridgnorth, and it points to the likelihood that there is now latent 
demand following several recent years in which completions have been significantly lower 
than the period from 2008-14.     


2.53 On the type of housing present in the town, detailed information is not currently available.  
However, given the number of completions since 2011 (337, around 6% of the housing 
stock), the characteristics of the housing stock are unlikely to have fundamentally changed.  
At the time of the 2011 Census, Bridgnorth had a lower proportion of detached dwellings 
than Shropshire or Telford and Wrekin, but a significantly higher proportion than either 


 
4 Shropshire Council (2019) Five Year Housing Land Supply Statement, Table 13 
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Wolverhampton or the England average.  It’s semi-detached stock was on par with that of 
Shropshire, whilst its terraced stock was higher than that of all areas other than England.   


Figure 2.15 Housing by Type, 2011 


 
Source: Office for National Statistics, 2011 Census  


2.54 Data on dwellings by the number of bedrooms in the 2011 Census does not suggest 
anything distinctive about Bridgnorth.  It had slightly higher proportions of 1 and 2 bedroom 
households than Shropshire, a type more likely to be required by younger and smaller 
households, and possibly by older persons households which tend to be smaller than family 
households.     
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Figure 2.16 Proportion of Households by Number of Bedrooms 


 
Source: Office for National Statistics, Census 2011  


2.55 Tenure data (2011 Census) shows that Bridgnorth was similar to Shropshire in 2011.  
Owner occupied households accounted for more than 70% of all households, with social 
rented and private sector tenures split relatively evenly.  In both cases, these are different 
tenure patterns to comparator areas and England.  This pattern is consistent with an 
attractive rural area which tends to attract higher earners, and where the provision of 
market housing in the overall stock of housing has offered opportunities for home 
ownership.   


Table 2.11 Tenure of Households, 2011  
Bridgnorth Shropshire Telford & 


Wrekin 
Wolverha-
mpton  


England  


Owner Occ. (incl 
Shared Ownership) 


71% 70% 64% 57% 64% 


Social Rented 12% 13% 20% 28% 18% 
Private Rented 15% 15% 15% 13% 17% 
Rent Free 2% 2% 1% 2% 1% 
Source: Office for National Statistics, 2011 Census  
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Affordability 


2.56 Shropshire Council regularly assesses housing affordability (market house prices) for its 
Place Plan areas and Parishes. Data for Bridgnorth based on prices paid (recorded by the 
Land Registry) indicates that:   


• Median average house prices increased from £188,250 in 2016 to £230,000 in 2019, 
an increase of 22%.  This compares to a national average of £230,000 in 2018 and 
is substantially higher than the average for Shropshire of £200,000 in 2018.   This 
is a further marker of the strength of demand for housing in the town.   


• Lower quartile average prices, the indicator of the most affordable part of the market 
for home ownership, increased from £155,125 in 2016 to £178,000 in 2019.  This is 
higher than the England average of £150,000 and Shropshire at £152,000.   


2.57 On both measures, average prices are considerably higher than those of Telford and 
Wrekin and Wolverhampton.   


2.58 Housing affordability has therefore worsened in Bridgnorth.  Whilst the rate at which this 
worsening has occurred is both higher and lower than that of other areas of Shropshire, 
the underlying point is that home ownership is likely to be absorbing a larger share of 
income in the town than was the case even three years ago.   


2.59 This is illustrated in Shropshire Council’s data on household incomes, and what this means 
for affordability (the affordability ratio.  Table 2.12 below shows median gross household 
incomes and affordability ratios for Bridgnorth and other Place Plan areas in Shropshire.  
The data shows that the town has seen a jump in its affordability ratio, implying that 
increases in household income since 2016 have been outstripped by house price 
increases.   


Table 2.12 Median Household Income and Affordability Ratio, 2016 and 2019  
Median Gross 
Household 
Income 2016 


Affordability 
Ratio 2016 


Median Gross 
Household 
Income 2019 


Affordability 
Ratio 2019 


Albrighton £33,850 5.7 £35,477 6.8 
Bishop's Castle £29,590 7.4 £33,107 7.6 
Bridgnorth £35,022 5.4 £36,142 6.4 


Broseley £27,984 7.5 £31,273 6.0 
Church Stretton £32,714 7 £36,063 8.1 
Cleobury Mortimer £34,512 5.5 £36,742 6.7 
Craven Arms £30,365 5.2 £33,284 6.9 
Ellesmere £29,518 5.3 £31,600 5.5 
Highley £25,350 6 £28,417 6.2 
Ludlow £26,811 6.8 £30,475 6.9 
Market Drayton £30,432 5.2 £31,786 6.9 
Much Wenlock £35,513 7.9 £33,123 6.6 
Oswestry £28,067 5.3 £37,338 4.4 
Shifnal £30,944 7.5 £32,579 8.5 
Shrewsbury £29,931 6.3 £32,474 6.5 
Wem £31,076 5.3 £33,619 6.8 
Whitchurch £27,109 6.4 £29,116 7.2 
Source: Shropshire Council, Bridgnorth Market Town Profile 2016 and Data Supplied 2019 
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2.60 On the lower quartile, measure, the data shows that Bridgnorth has also seen a worsening 
of its affordability ratio since 2016, although the increase is more modest.  At 8.4, the ratio 
is far above the level typically considered to be affordable (4.0).  It should be noted also 
that Bridgnorth’s status as a town attracting higher earning residents working elsewhere is 
probably reflected in household income data which put it at the high end of the Place Plan 
areas.   


Table 2.13 Lower Quartile Household Income and Affordability Ratio, 2016 and 2019  
LQ Gross 
Household 
Income 2016 


Affordability 
Ratio 2016 


LQ Gross 
Household 
Income 2019 


Affordability 
Ratio 2019 


Albrighton £18,602 8.1 £20,629 9.5 
Bishop's Castle £16,988 8.4 £19,632 9.2 
Bridgnorth £19,413 8 £21,157 8.4 


Broseley £15,339 9.9 £17,775 8.7 
Church Stretton £18,191 9.3 £20,954 9.9 
Cleobury Mortimer £19,630 6.6 £21,902 8.2 
Craven Arms £17,010 7.1 £19,167 8.3 
Ellesmere £16,578 7.6 £18,201 8.0 
Highley £14,540 8.7 £16,521 8.6 
Ludlow £14,899 8.7 £17,465 9.1 
Market Drayton £16,805 7.5 £18,208 8.5 
Much Wenlock £19,755 11.1 £18,854 9.7 
Oswestry £15,662 7.5 £21,855 5.9 
Shifnal £16,783 10.1 £18,411 10.6 
Shrewsbury £16,540 9.1 £18,562 8.6 
Wem £17,406 7.8 £19,484 8.2 
Whitchurch £15,207 8.2 £16,827 8.1 
Source: Shropshire Council, Bridgnorth Market Town Profile 2016 and Data Supplied 2019 


2.61 By comparison, comparator areas had the following affordability ratios in 2018:  


• Shropshire: Median 7.43 and LQ 7.41.  This implies that Bridgnorth is less affordable 
than the county average for those on a lower income (LQ), but more affordable for 
those on median household incomes.  Higher median incomes in Bridgnorth are 
likely to be the key factor here.   


• Telford and Wrekin: 5.98 and 5.88.  Bridgnorth’s figures are substantially higher, 
and Telford & Wrekin is likely to be amongst the neighbouring areas where people 
working in the town choose to live to secure more affordable housing.  


• Wolverhampton:  5.63 and 5.86.  Wolverhampton offers similarly more affordable 
housing relative to incomes.   


• England: 7.7 and 7.05.  Bridgnorth has a median ratio lower than that of England, 
but its LQ ratio is considerably higher at 8.4.  


2.62 Household income data are not available for workers in Bridgnorth.  Earnings data 
presented in Figure 2.7 above shows that workplace gross earnings are significantly lower 
than resident earnings.  The assumption must therefore be that housing in Bridgnorth is 
less affordable still for the town’s workforce.     
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2.63 Worsening housing affordability is an issue across much of England. It has wide ranging 
impacts on the economy including:  


• Impacts on labour mobility.  The choice exercised by people to ‘follow the work’ is 
constrained by their ability to afford housing.  The most obvious examples are found 
in key workers in the public sector across London and large parts of the South East, 
and in agricultural workers (for example, Cumbria) where employers have resorted 
to temporary accommodation to provide housing.   


• Difficulties recruiting. As house prices have continued to rise, this has increasingly 
affected workers in higher skilled and higher paid occupations.  It is understood that 
some of the students at the Marches Centre of Manufacturing and Technology 
(Stanmore Industrial Estate) travel into the facility from the Black Country because 
of high housing costs in the town and surrounding area.   


• Lost opportunities to capture the benefits of household spending.  With housing 
costs (mortgages, rents) absorbing a rising share of household income, this imposes 
constraints on the spending available to be captured in a local area, and the 
business and employment this supports.  With retail and high streets generally under 
pressure, poor housing affordability contributes to their long term sustainability.  


• Barriers to attracting and retaining younger people.  Poor housing affordability is 
also a constraint to younger people seeking entry level housing to buy or rent.  With 
younger households typically on lower than average incomes, this limits their ability 
both to move to an area and to remain in an area.  This is a widely recognised issue 
for much of Shropshire.  


2.64 Nationally, housing delivery rates which have failed to keep pace with need are one 
amongst several factors behind sustained house price inflation over the past two decades.  
In attractive locations such as Bridgnorth where evidence suggests that housing demand 
is strong, low rates of new housing development are unlikely to contribute to the easing of 
house price inflation.   


Affordable Housing Need  


2.65 Data supplied by Shropshire Council on the latest housing waiting list for Bridgnorth provide 
a useful view of affordable housing need in the town, and one which is locally specific in 
that it includes residents living and working in the town.  The key figures are:   


• A total waiting list of 195 households seeking affordable housing in the town who 
currently live in Bridgnorth.   


• Of this total, 108 are living in private rented accommodation or with family and 
friends.    


• Of households who identify a current Bridgnorth address, 60 applicants work in the 
town, 10 in the wider West Midlands, 6 in the rest of Shropshire and 6 in Telford & 
Wrekin.  This suggests that a substantial proportion of Bridgnorth residents seeking 
affordable housing are in work.  A further 31 are retired, pointing to what is likely to 
become a growing need for housing geared to meeting the needs of an elderly 
population (for example, sheltered accommodation, extra-care).    


• In all, 350 households on the waiting list identify a preference for Bridgnorth, 
implying that a further 165 live outside the town in rural Shropshire.   


2.66 The data underline the challenge that residents and the workforce of Bridgnorth are likely 
to have in securing affordable housing.   A total of 350 households seeking affordable 
homes in the town equates to around 6% of the town’s current housing stock.   







Stanmore Village: Economic Study 


  
  26  


 


Future Housing  


2.67 Briefly, the Shropshire Council’s Preferred Options identifies a proposed Bridgnorth 
requirement of 1,500 additional homes from 2016-36, around 5% of Shropshire’s total 
requirement.5  Taking account of planning consents, prior approvals and site allocations 
(565 dwellings), there is a residual requirement of 912 dwellings to 2036, or around 9% of 
the residual requirement for Shropshire.  Delivery at this level has the potential to contribute 
substantially to local affordable needs.  


Key Challenges and Opportunities: Housing 


Analysis of the evidence on housing and the housing market points to the following key 
socio-economic challenges and opportunities: 


• A Bridgnorth housing stock with characteristics which are certainly consistent with 
those of the wider Shropshire area, and are skewed more towards owner occupied 
tenures than the urban areas of Telford & Wrekin and Wolverhampton, and to the 
national average.   


• Past completions which ranged from 80 to 167 in single years between 2008 and 2014 
but which have fallen sharply since 2013-14.  The completions data suggests that, 
when larger sites are available, developers are responding to strong demand for 
homes in Bridgnorth.  It also implies that there is likely to be some latent demand as 
recent completion rates in the period post-2014 have fallen sharply in the town.   


• Data on the size of properties (bedrooms) does not immediately point to a substantial 
difference (and possibly therefore a shortfall) in the types of housing in the stock 
compared with other areas.   


• However, affordability data clearly point to worsening affordability and to challenges 
for Bridgnorth’s workforce in buying homes in the town.  Prices have risen substantially 
even over the period since 2016, and affordability ratios are worsening with a lower 
quartile affordability ratio now exceeding 8.0.  Anecdotal evidence points to examples 
of young people working or training in the town choosing to live in lower cost locations 
and commute in to the town.  


• Housing waiting list data suggest there are 350 households seeking affordable 
housing in the town, of which 195 are current residents.  A substantial proportion of 
these households are in work, with at least 60 working in the town itself.  This is a 
further pointer to evidence that people working in the town may be struggling to find 
affordable homes.   


Employment Development   


2.68 Analysis of commercial database information on commercial property transactions in 
Bridgnorth indicates the following pattern over the past few years:   


• Very low vacancy rates for industrial property currently, with very little space 
available.  This is lower than Shropshire, Telford & Wrekin and Wolverhampton  
which the data suggest themselves have vacancy rates of only 2%, and this points 
to robust demand and a lack of supply in the town currently.   


• An office vacancy rate of 4% which is on par with Wolverhampton (where there is 
limited supply of good quality modern stock available) but lower than Shropshire 
(6%) and Telford & Wrekin (7%).   


 
5 Shropshire Council, Shropshire Local Plan Review: Consultation on Preferred Sites November 2018 
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• Average rental values at £9.41 per sq ft for offices and £4.90 per sq ft for industrial 
space.  These are broad averages, and do not indicate the level of premium rents 
being achieved, although the highest figure in the data reviewed is £13 per sq ft for 
offices, and an outlier of £8.70 per sq ft for industrial.   


• A very low level of transactions recorded for both office and industrial space over 
the last 5 years.    


2.69 Employment land completions data from Shropshire Council’s most recent Annual 
Monitoring Report (AMR, 2016-17) show a total of 6.5 hectares of employment land 
completed between 2007 and 2017, averaging 0.65 years per annum.6  This is in a total of 
108 hectares completed across Shropshire during this period, with completions in 
Bridgnorth representing 6% of total completions.   


2.70 This is broadly consistent with the overall pattern of employment in Shropshire in which 
Bridgnorth accounted for 5% of total employment in the county in 2017.   


2.71 The AMR shows that, over the period since the UK economy emerged from its most recent 
recession (2013), completions totalled 3.32 in Bridgnorth, a slightly higher average of 0.83 
ha per annum than that of the longer-term period.    


2.72 Employment land completions since 2006 are concentrated in B2 (larger industrial) and B8 
(warehousing) uses, which are typically land hungry use classes.  It is important to note 
that the town has also seen completions of both office (B1a) and light industrial (B1c), both 
of which are typically associated with higher value service sector and manufacturing 
activity.    


Figure 2.17 B Use Class Completions, 2006-17 (Hectares)  


 
Source: Shropshire Council, Authority’s Monitoring Report, March 2018 


 
6 Shropshire Council, Authority’s Monitoring Report 2016-17, March 2018 
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2.73 Shropshire Council’s Local Plan Review: Consultation on Preferred Sites indicates that an 
additional 16 ha of employment land is the requirement for Bridgnorth from 2016-36 to align 
with housing growth.7  With committed land with planning consents or site allocations 
totalling 12 hectares, a residual requirement of 4 ha remains to 2026.   


2.74 However the Preferred Sites Consultation document notes that Bridgnorth’s size and 
potential to attract new employment to achieve a better balance of workers and housing in 
the town, and to enable existing employers to expand, had been recognised as issues in 
the examination of the SAMDev Plan (adopted 2015).  This has given rise to a 
recommendation by Shropshire Council that a further 12 ha of employment land should be 
allocated, giving a revised residual requirement of 16 ha.  


Key Challenges and Opportunities:  Commercial Development 


The following key points emerge from a review of the data on the commercial property 
market in Bridgnorth and related employment land data:   


• Apparently very low levels of vacancy in the town, particularly for industrial property, 
pointing to robust demand and limited availability of supply.   


• Rental price data which does not point to a premium on Bridgnorth as an employment 
centre, but which are in line with (and for office space higher) than equivalent uses in 
Shropshire, Telford & Wrekin and Wolverhampton.  


• Employment land take-up which is consistent with Bridgnorth’s share of Shropshire’s 
economy over the past 12 years. The data confirms that there has been demand for 
light industrial, larger industrial and warehousing development.   


• An emerging requirement figure in the Local Plan Review which indicates that a total 
of 16 ha of additional land should be earmarked for the town to support future growth 
and to strengthen Bridgnorth’s role as an employment centre, encouraging both the 
expansion of existing businesses and new inward investment.   


    


 
7 3.73 Shropshire Council’s Local Plan Review: Consultation on Preferred Sites  
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3. Impacts of Stanmore Village 


3.1 Shropshire Council’s Preferred Sites Consultation sets out (Table 6.21) the potential 
capacity of land at Stanmore to contribute to future housing and employment growth for 
Bridgnorth.  At the centre of the proposed allocation is the potential for a mixed-use 
settlement delivering a substantial number of homes, employment land (and floorspace), 
community facilities and services, and green infrastructure.  The capacity of the site for the 
Plan period is as follows:   


• 850 dwellings, with the Consultation document suggesting in broad terms a mix of 
starter homes, key worker and employee housing geared to meeting local priorities.   


• 16 hectares of employment land, referencing its potential to accommodate existing 
occupiers of Stanmore Industrial Estate, together with start-up and expansion space 
for local firms, and space for inward investors.   


• 5 hectares of space for a local centre to provide facilities and infrastructure for the 
local area (both residents of the proposed development and surrounding area in 
Bridgnorth).   


• 36 hectares of green infrastructure.   
3.2 At this stage, the potential impacts of the proposed development can be assessed in broad 


terms using the headline figures described above.  Each of the key impacts are considered 
in this section against the socio-economic challenges and opportunities described above.   


Population 


3.3 The size and characteristics of the population that 850 homes could accommodate will 
ultimately be determined by the mix of housing that is planned and delivered.  There are 
several ways of assessing the likely size and age profile of the future population:   


• Average household size Bridgnorth at Census 2011 (2.2).  Using a very simple 
average household size for Bridgnorth, 850 homes could accommodate 1,870 
residents assuming full completion and occupancy.   


• Average household size 2.25 Shropshire in latest Government household 
projections.  This gives an estimated total of 1,910 residents.  


• The mix of homes is likely to range from small starter homes to larger market 
housing.  Hatch Regeneris’s work with residential developers across the country 
suggests that average household sizes in new developments where a broad range 
of types are provided can be as high as 2.6.  Taking this figure as the top of the 
range, the population generated would be 2,210 residents. 


3.4 The indicative range is therefore a low of 1,870 to a high of 2,210 residents.   
3.5 Simply set against the town’s current population of 12,420, this range would represent a 


15-18% increase, a substantial uplift in a town that has seen much lower population growth 
than average for the county and other areas since 2001.  In this regard, it contributes both 
to achieving higher rates of population growth in the town compared with the past, and to 
meeting Shropshire’s need to accommodate projected population growth.  The potential 
benefits and implications of population growth are discussed later in this section.   


3.6 It should be noted that the emphasis on meeting local need in housing is likely to see the 
Stanmore Village absorb residents of Bridgnorth and the surrounding area who already live 
in the area.  This would be a beneficial effect of the development in its own right, 
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contributing to meeting demand for housing from local residents.  It implies also that the 
1,870-2,210 residents would not all be net additional population to the town.    


Working Age Population  


3.7 Taking the 16-64 population as the core working age population, the development of 850 
homes could generate:  


• 1,065 to 1,120 people aged 16-64 based on the current proportion (57%) of 16-64 
year olds in Bridgnorth. 


• 1,260 to 1,330 people aged 16-64 based on the 60% of 16-64 year olds in 
Shropshire’s population.   


3.8 However, Hatch Regeneris’s work on new residential developments suggests that new 
schemes tend to attract younger resident populations, based in part on the lower propensity 
of older people to move and the tough conditions facing younger people in securing homes 
to buy or rent (ie higher demand).   


3.9 Assuming that 65% of the population were in the 16-64 age cohort, the figure increases to 
a range from 1,215 to 1,440.   


3.10 It is recognised that a growing cohort of older people is likely to remain in work past the 
age of 64, driven in part by changes in the state pension age (SPA), improving health in 
older people, and financial factors. In practice, the ‘working age’ population is likely to be 
larger than that described above.   


3.11 Even allowing for some working age residents to be currently living in the area, this level of 
growth in the working age population would directly address challenges described in 
Section 3 of this report, including:   


• Addressing recent declines in the working age population in Bridgnorth, and 
sluggish growth in Shropshire.  A 16-64 estimated population of 1,065 to 1,440 
would amount to 15-20% of the town’s current population of this age, and just under 
1% of Shropshire’s population this cohort.   


• Providing the platform for the future growth of the town’s resident workforce, with an 
inability to retain and attract younger working age people acknowledged to be an 
important issue for Bridgnorth’s economic sustainability.   


• Tackling the rising dependency ratio, with an increase in the town’s younger 
population assisting both in generating demand that sustains private and public 
facilities in the town, and potentially in providing part of the workforce that will 
support growing demand for health and social care services.   


Resident Labour Force  


3.12 Economic activity and employment rates tend to be high in new residential developments, 
driven partly by the age profile of their populations and by the income requirements 
necessary to buy or rent new homes.   


3.13 Taking current rates in Shropshire as a guide (85% economically active, 82% employed in 
16-64 population), this would imply that:   


• 900-1,220 residents would be economically active.  


• 875-1,175 residents would be employed.   
3.14 Increases in the resident labour force at this level would also be a substantial increase (15-


20%) on the town’s current position.  It would directly address the challenge identified in 
the evidence relating to the future availability of labour for the town’s employers, and in turn 
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is likely to support reductions in the volume of in-commuting in the longer-term, assuming 
additional jobs are created in and around the town.  In this regard it would contribute to 
increasing self-containment and therefore supporting a more sustainable pattern of travel-
to-work into and out of Bridgnorth 


3.15 The occupational profile of Stanmore Village’s residents will be driven by the mix of 
housing, where residents move from, and their working pattern on moving to the 
development.  However, taking the town’s current resident occupational profile as a starting 
point, this might be the indicative spread of occupations in the 16-64 population.   


Table 3.1 Potential Occupational Profile, Stanmore Village Residents  
Occupations  Range in 16-64 Year 


Olds (850 dwellings) 


1. Managers, directors and senior officials 142 192 
2. Professional occupations 185 250 
3. Associate professional and technical occupations 120 163 
4. Administrative and secretarial occupations 112 151 
5. Skilled trades occupations 140 189 
6. Caring, leisure and other service occupations 93 126 
7. Sales and customer service occupations 72 97 
8. Process plant and machine operatives 76 103 
9. Elementary occupations 126 170 


3.16 These are potentially significant contributions to issues facing the town including the need 
to secure skilled workers for existing employers, the need to support the town’s visitor 
economy which remains a prominent feature of the local economy, and the importance of 
higher-skilled workers to deliver objectives for the growth of advanced manufacturing and 
engineering, and other high-value sectors in the town and the wider Shropshire area.  


Employment and Commercial Development  


3.17 An indicative employment land allocation of 16 ha has been identified for Stanmore Village.  
At this point in time, the mix of potential uses this would accommodate has not been 
determined for the masterplan, although it is anticipated that a substantial majority would 
be expected to be in ‘B’ class uses (ie office, R&D, light industrial, larger industrial and 
warehousing).  Meeting the expansion needs of employers on Stanmore Industrial Estate 
is explicitly identified in guidelines with the proposed allocation.   


3.18 Without a schedule of employment uses for the 16 ha allocation, it is difficult to estimate 
the likely volume and type of future employment the site would accommodate.  However, 
two approaches are used here to provide broad estimates.   


3.19 Jobs per hectare:  A simple ‘jobs per hectare’ assumption can be applied, with Hatch 
Regeneris having seen a variety of assumptions of this type used in other evidence we 
have reviewed.  At 120 jobs per hectare, a figure used in some studies, total employment 
would sum to around 1,900 jobs.  A lower density (80 per ha) would generate around 1,300 
jobs.  By comparison, current employment on Stanmore Industrial Estate lies somewhere 
between these figures.   


3.20 Indicative mix of B class uses:  An alternative approach is to make some broad 
assumptions about the likely mix of uses the site could accommodate. Evidence on the 
commercial property market and employment land in Section 3 suggests that there is 
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strength in the industrial market, and allocations for B1c (light industrial space) along with 
larger (B2) space would be consistent with sector priorities for Shropshire, Bridgnorth’s 
existing employment base, and the mix of businesses operating on Stanmore Industrial 
Estate currently.  Whilst there is some evidence of the take-up of office space, it is not clear 
that a major B1a office development (or B1b R&D) would reflect demand and the 
characteristics of Bridgnorth as an employment location currently. Smaller scale, modern 
office provision, and start-up/workspace type units are likely to be better suited to the 
current market and objectives for the future.  On B8, any large scale provision of 
warehousing would be inconsistent with a residential-led development of this type.  
However, smaller scale storage to meet the needs of employers might be appropriate.  


3.21 The table below provides a simple, indicative illustration of the number of full-time 
equivalent jobs that the configuration of B uses across 56,000 sq m of floorspace outlined 
below might generate.  Employment densities from the latest Homes and Communities 
Guidance, and industry standard assumptions about gross and net floor areas, together 
with plot ratios, are applied to give the figures.   


Table 3.2 FTE Jobs Based on Basic Indicative B Use Class Mix   
Proportion of Floorspace  FTE jobs 


B1a/b 10% 476 
B1c 45% 509 
B2 30% 467 
B8 15% 120 
Total  1,572 


3.22 Despite its small scale, office employment is reasonably substantial since it assumes the 
highest density in terms of space per FTE job.  An assumption that this element of the 
employment space would be developed for incubator/workspace type uses would reduce 
the total to around 1,200 jobs, with around 120 in B1a/b uses.   


3.23 The two approaches yield a range of jobs figures from a low of 1,200 to a high of 1,900.  In 
addition to this, additional employment would be supported by both the residential and 
commercial development as follows:    


• Multiplier effects, meaning jobs supported elsewhere as a result of supply chain 
expenditure by businesses on the site, and salary expenditure by the workforce 
employed there.  These effects could support a further 100-200 jobs across 
Shropshire and areas to the east, with some activity supported in Bridgnorth.  
Benchmark multipliers from Homes and Communities Guidance are used to 
estimate this effect, and a conservative assumption is used at this early stage.   


• Household spending:  How much household expenditure from 850 homes is 
available for capture by local businesses would depend on the characteristics of 
households and their populations, including income levels, places of work and a 
wide range of other factors.  Average family spending based on ONS figures stood 
at around £20,500 in 2018, a figure which covers an extensive range of household 
goods and services.   Applied to 850 homes, this would imply around £17.5 million 
a year of total spending, of which a portion would be captured by local businesses 
supporting employment in Bridgnorth and the wider Shropshire area.  At a 
conservative assumption that 10% is retained locally, this would represent 
expenditure annually of £1.75 million.   


• Provision of a local centre.  At this stage, the mix of services and facilities that 
Stanmore Village could provide is not established, but the development of facilities 
such as small retail and leisure units for local purposes, community facilities, health 
facilities and schools would serve the twin purposes of delivering valuable social 
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and community infrastructure and employment.  A single form entry primary school 
(210 pupils), for example, would be expected to have a workforce of around 25-30.    


3.24 Provision of employment land on this scale would meet in full the future requirement 
identified for Bridgnorth in the Local Plan Review’s Preferred Options Consultation, and 
would significantly boost the capacity of the town to accommodate business investment 
and employment.  In effect the figures described above represent a doubling of Stanmore 
Industrial Estate’s current contribution to the town, with the potential to bring additional 
skilled and well-paid employment.  The wider employment that the proposed development 
could support would further enhance this effect.   


3.25 These employment impacts would directly (and potentially significantly) address the 
challenge that Bridgnorth faces in delivering more and better quality work so that it retains 
more of its resident workforce currently commuting elsewhere to work.   


Businesses  


3.26 Alongside employment creation, Stanmore Village is also likely to contribute to business 
growth in Bridgnorth, addressing what appears to be a rate of business growth that lags 
that of other areas.  With a base of manufacturing, retail, leisure and professional services 
business present in the town, an influx of new residents is likely to include entrepreneurs 
who may establish new businesses in the town (for example, simply working as a sole 
trader from home, or establishing a start-up in the local area).   


3.27 At this point, there is no means of estimating the scale of this impact. However, the 
provision of employment space geared to start-up businesses as part of Stanmore Village 
would add to Shropshire’s infrastructure of this type, and provide encouragement for 
business formation and new inward investment in the town.   


Housing 


3.28 The provision of 850 homes in Stanmore Village would deliver a major contribution both to 
the proposed residual requirement of 912 homes for Bridgnorth to 2036, and to 
Shropshire’s annual housing need.   


3.29 No housing mix has yet been proposed as part of the masterplan, although the Preferred 
Sites Consultation includes guidelines that local needs should be met, including those likely 
to be generated by young people (starter homes), key workers (likely to include people 
unable to afford to buy or rent currently) and employees working locally.   


3.30 In practice, this points the need for a broad range of housing that would probably include:   


• A mix of market homes for outright purchase, possibly shared ownership homes and 
affordable rented properties and social housing.   


• The inclusion of 1 and 2 bedroom homes, possibly including flats, in the mix, since 
these are types typically sought by younger people and the incomes they have 
available, as well as to smaller households on lower incomes.   


• Family housing (ie 3+ bedrooms), which reflects Bridgnorth’s qualities as a 
residential location, its existing market position, and the need to ensure that local 
residents have ‘grow on’ space to enable them to remain in the town.    


• Housing geared towards the needs of older people, with potential to configure 
housing for retired living, extra-care and other forms of specialist housing targeting 
people in retirement and what will be a growing population of people living 
independently through their 80s and 90s.   
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3.31 How the housing mix is ultimately configured will depend on a wide range of factors 
including demand and need, funding to support the development of specialist housing, site 
constraints and viability (amongst others).  However, with an affordable need currently at 
350 households for Bridgnorth, the delivery of a major residential development has the 
potential to make a significant contribution to addressing this issue.   


Fiscal Benefits  


3.32 Stanmore Village would generate fiscal benefits to Shropshire Council and other public 
sector organisations both through residential and employment development. Income 
retained by the Council from these sources would be available to support further investment 
in Bridgnorth, and to support the delivery of Council priorities in the town.   


New Homes Bonus  


3.33 The delivery of 850 homes would generate New Homes Bonus payments from the 
Government’s scheme to reward the delivery of new housing by local authorities.  
Indicatively, a housing mix which was consistent with Shropshire’s current profile of housing 
by Council Tax band would generate NHB payments of £550,000 in a year, and around 
£2.2 million over the 4 year reward period.   


3.34 This assumes that the 850 homes would be net additional to the area’s housing stock.  


Community Infrastructure Levy and Section 106  


3.35 The development of 850 homes and commercial floorspace would also generate 
Community Infrastructure Levy payments and Section 106 contributions.  Given the scale 
of development, these are likely to be substantial at a time when Shropshire Council and 
many local authorities across the country continue to face significant funding constraints.   


Business Rates 


3.36 New employment development would increase the receipts generated by non-domestic 
rates (Business Rates), a proportion of which is retained by Shropshire Council and 
benefits other public sector organisations in the area.  The potential collectible business 
rates yielded by around 56,000 sq m of floorspace is not possible to estimate accurately at 
this point in time, but a simple average of rateable values taken from a review of Valuation 
Office Agency (VOA) data gives a local average of around £50-60.  This would imply around 
£2.8-3.4 million of additional collectible business rates per annum.    


Summary 


3.37 The detailed description of the potential impacts of Stanmore Village, and its contribution 
to addressing the challenges and opportunities described in Section 3 of the report, are 
summarised in the table below.   
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Table 3.3 Impacts and Contribution  
Impact  Indicative Scale  Contribution 


Population 1,870 – 2,210 • Accommodating projected population 
growth 


• Boosting town’s population after period of 
slow growth  


Working Age 
Population 


1,065-1,440 • Reversing decline in working age 
population of the town  


• Addressing rising dependency ratio  
• Platform for local workforce growth  


Labour Force 
(Economically 
Active)  


900-1,220  • Significant boost to resident workforce  
• Would span full range of occupational/skill 


levels  
• Addresses issue of in-commuting labour 


force and difficulties recruiting for 
employers  


Employment  1,200-1,900 jobs • Significant boost to job numbers in 
Bridgnorth  


• Including key target sectors in advanced 
engineering, knowledge intensive 
businesses  


• Key condition for encouraging more local 
living and working, reversing out-
commuting and retaining more of benefits 
of working residents in the town  


Employment 
Development  


16 ha  
Potentially 56,000 


sqm 


• Tackles shortage in availability of good 
quality, modern industrial space  


• Opportunity to provide space for start-up 
businesses, workspace targeted at micro-
businesses  


• Enables expansion and retention of 
existing businesses at Stanmore Industrial 
Estate and in  


• Increases attractiveness and choice to 
inward investors  


Housing  850 homes • Key contribution to future requirement for 
Bridgnorth (residual of 912 dwellings)  


• Potential to provide wide range of homes 
including starter homes, affordable (rent, 
social housing), older persons living  


Fiscal  £2.3 million NHB 
£2.8-£3.3 million 


business rates 


• Boost to public sector revenue at a time 
when spending restraints are significant 


• Potential to reinvest revenues elsewhere in 
Bridgnorth  
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4. Conclusions  


Challenge and Opportunities for Bridgnorth  


4.1 The review of socio-economic data for Bridgnorth and Shropshire highlights a series of 
linked messages about key challenges and opportunities for the town and its economy, 
including the contribution that Stanmore Industrial Estate makes to the area:   


• Slow growth in the population, a falling working age population and projections 
suggesting that an ageing trend will accelerate have adverse implications for the 
economy of Bridgnorth and Shropshire.  Some are already becoming evident, 
including challenges for employers in recruiting and retaining staff locally.  Others 
are likely to materialise in future, including the risk that employers locate (or choose 
not to invest in Bridgnorth) preferring areas with a larger workforce available.   


• Evidence of a well-qualified and diverse local resident workforce in terms of skill 
levels, reflected in resident wage levels that are somewhat higher than earnings of 
workers in the town.  The potential to retain more of this population, with more jobs 
and increased better paid work is evident, in turn addressing the low-level of self-
containment in the town.   


• A business growth rate that has lagged that of other areas, despite a resident 
population in occupations and at skill levels more likely to be associated with 
entrepreneurship.  A boost to the town’s population and employment would 
contribute to making it more attractive to people considering starting or bringing a 
business to the town.   


• An employment base which is relatively diverse and with strong representation of 
higher value, higher productivity and better paid employment in sectors including 
advanced manufacturing and engineering.  Stanmore Industrial Estate makes a key 
contribution in this regard, with a nationally significant occupier in engineering for  
for the automotive sector.  This sector (and others) have demonstrated their 
potential to grow in recent years, and there is an opportunity to retain and expand 
this further.   


• Clear evidence that housing affordability is a problem in Bridgnorth, and that the 
situation is worsening, particularly in the lower quartile segment of the market which 
adversely affects households on lower incomes.  This is contributing to barriers to 
workers living in Bridgnorth, particularly younger people and those on lower incomes 
who are having to commute into the town, and is therefore becoming a problem for 
employers in the town to recruit and retain staff.  


• Related evidence that the rate at which Bridgnorth has developed new housing 
(either market or affordable housing) has slowed sharply since in the last few years.   
In a town with strong demand for housing as an attractive residential area, this is 
amongst the factors that will be fuelling affordability problems.   


• Evidence also of substantial affordable housing need in Bridgnorth, with around 350 
local area households currently on the waiting list and seeking homes in the town.  
This underlines the challenge facing residents with connections to the area, include 
people working in the town, in accessing affordable housing.   


• A commercial property market which suggests that the supply of industrial space 
has become very limited, and which in the round appears to be performing 
comparatively well and is on par with surrounding areas.   
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How Stanmore Village Would Respond  


4.2 The indicative impact assessment of the potential allocation of 850 homes, 16 ha of 
employment land, 5 ha of land for a local centre and 36 ha of green infrastructure on land 
at Stanmore has the potential to make significant contributions to addressing the 
challenges and capitalising on the opportunities described above by: 


• Accommodating a population of up to 2,210 people, of which up to 1,440 could be 
of working age, and 1,200 economically active.  This would provide a significant 
boost to the town’s population, helping to sustain services and facilities in the town, 
increase its attractiveness to investors, and provide resilience in terms of the 
availability of a workforce for the town’s employers.   


• Providing the employment space which could accommodate up to 1,900 jobs.  This 
would further increase the breadth and quality of jobs in the town, and support the 
growth of key sectors for Shropshire, including major employers located at 
Stanmore Industrial Estate and elsewhere in the town. It could be a key factor in 
addressing the long-standing challenge of enabling the town to retain more of its 
resident workforce.   


• Delivering housing that would make a major contribution to much needed new 
housing delivery in Shropshire, diversifying the town’s housing supply and 
contributing significantly to affordable housing provision.  In turn, this would address 
one of the barriers to attracting and retaining working people in the town.   


• Generating additional resources that the Shropshire Council and its partners could 
invest in Bridgnorth.   


4.3 These are the initial findings, and the impact assessment will be refined as the masterplan 
for Stanmore Village is developed.   
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