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Non-Technical Summary

Introduction

Transport for the South East is a newly established shadow sub-national transport body
representing 16 Local Transport Authorities and five Local Enterprise Partnerships in the South
East.

Transport for the South East has developed a Transport Strategy to realise its vision and
strategic priorities for enhancing transport in the South East. The Transport Strategy identifies
key transport corridors, journey types and types of initiatives that will be required to help the
South East realise this economic potential, whilst ensuring the principles of sustainable
development are followed to maximise social and environmental benefits.

An Integrated Sustainability Appraisal has been undertaken alongside the preparation of the
Transport Strategy. Its role is to promote sustainable development by assessing
environmental, social and economic impacts, as well as mitigating any potential adverse
effects that the Transport Strategy might otherwise have.

This Integrated Sustainability Appraisal Report, including non-technical summary, represents
the second stage of the Integrated Sustainability Appraisal process, following a Scoping Report
which determined the issues to be included in the Integrated Sustainability Appraisal.

Integrated Sustainability Appraisal Methodology
The Integrated Sustainability Appraisal combines the following assessment processes:
Strategic Environmental Assessment

Strategic Environmental Assessment is an iterative process of gathering data and evidence,
assessment of environmental effects, developing mitigation measures and making
recommendations to refine plans or programmes in view of the predicted environmental
effects.

Health Impact Assessment

Health Impact Assessment is a process to identify the likely health effects of plans, policies or
development and to implement measures to avoid negative impacts and / or promote
opportunities to maximise the benefits.

Habitats Regulations Assessment

‘Screening’ under the Habitats Regulations has been undertaken alongside the development of
the Transport Strategy in order to identify likely significant effects on European sites for nature
conservation, i.e. Special Areas of Conservation, Special Protection Areas, and Ramsar sites
(wetlands of international importance).

Equalities Impact Assessment

The Equalities Impact Assessment process focuses on assessing and recording the likely
equalities effects as a result of a policy, project or plan. It seeks to ensure that the policy,
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project or plan does not discriminate or disadvantage people, and enables consideration of
how equality can be improved or promoted.

Community Safety Audit

Community Safety Audits are used to identify where potential community safety issues could
arise, e.g. through level of use, accessibility, vehicle speed, or proximity to sensitive receptors.

Natural Capital Approach

Natural capital is used to describe the natural environment in terms of the benefits it provides
to people (also known as ecosystem services), including food, recreation, and clean air and
water. These ecosystem services fall across many sustainability topics. A natural capital
approach is therefore useful for understanding the inter-dependencies between nature,
people, the economy and society, and ensuring that natural capital is considered as an
integrated system.

Environmental Baseline
Biodiversity

The South East is a key area for a range of priority habitats, including ancient woodland;
broadleaved, mixed and yew woodland; lowland heath habitats; and coastal habitats such as
vegetated shingle and offshore chalk exposure. The Transport for the South East study area
also contains a wealth of protected sites, including:

e One UNESCO World Biosphere Reserves (Brighton & Lewes Downs);
e 51 Special Areas of Conservation;

e 22 Special Protection Areas;

e 16 Wetlands of International Importance (Ramsar sites);

e 559 Sites of Special Scientific Interest;

e 48 National Nature Reserves; and

e 13 Marine Conservation Areas.

Historic Environment

The historic environment encompasses buried heritage assets (archaeological and
palaeoenvironmental remains) and above ground assets (standing buildings, structures,
monuments and designed landscapes of historic interest and their setting). Designated
historical sites in the South East region include:

e World Heritage Sites — there is one in the region; Canterbury Cathedral. Canterbury is also
listed as one of five nationally designated Areas of Archaeological Importance.

e Scheduled Monuments —there are 2,657 scheduled monuments across the region.

e Statutorily Listed Buildings — the South East has the second highest density of listed
buildings of all England’s regions with a total of 76,799 listed buildings, of which 1,743 are
Grade | listed, 3,946 are Grade I1* listed and 71,110 are Grade Il listed.

e Registered Battlefields — there are six within the region, including the Battle of Hastings,
Battle of Lewes, and Battle of Cheriton.

e Registered Parks and Gardens —there are 376 listed parks and gardens across the region.
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e Heritage Coasts — these include areas on the Isle of Wight, near Eastbourne and near
Folkestone.

Landscape and Townscape
Designated landscapes in the Transport for the South East study area include:

e National Parks — there are two (New Forest and the South Downs) which cover
approximately 20% of the total South East area.

e Areas of Outstanding Natural Beauty — there are eight: Chichester Harbour, Chilterns,
Cranbourne Chase & West Wiltshire Downs, High Weald, Isle of Wight, Kent Downs, North
Wessex Downs, and Surrey Hills.

Soils and Resources

Much of the agricultural land in the South East is rated as of good to moderate quality (grades
3a-3b), whilst land in the far east of the region and around Chichester is of excellent quality
(grade 1). There is a prevalence of aggregate (including marine) deposits in the South East,
with quarries producing crushed rock, sand and gravel. Clays, silica sand and chalk are also
common in the region, particularly in East Sussex, West Sussex, Hampshire, Surrey and Kent;
whilst Robertsbridge in East Sussex has the largest known gypsum deposit in the UK. The UK
generated 222.9 million tonnes of total waste in 2016, with England responsible for 85% of the
UK total. Construction, demolition and excavation waste makes up around 60% of the entire
amount of waste produced by the UK each year, making this the country’s largest waste
stream.

Water Environment

There are a number of ‘main rivers’ across the South East; these predominantly drain
eastwards/ southwards. The Water Framework Directive sets an objective of aiming to achieve
at least ‘good ecological status’ for all waterbodies by 2021, however by 2015, 77% of the
region’s rivers and canals were predicted to have still not have achieved overall good status.
According to the Environment Agency, there are almost 900,000 properties at risk of one or
more forms of flooding in the South East as a whole, with an estimated 668,900 at risk from
surface water flooding. Areas with particular flood risk concerns in the South East include:
London, Medway, Brighton & Hove, Portsmouth, Eastbourne, urban areas in the north west of
Surrey, and the rural coastal authorities of Swale, Arun and Shepway. Maintaining water
supplies as the climate changes and water becomes more scarce will be particularly
challenging in the South East, especially in the Thames river basin region.

Air Quality

The Clean Air Strategy 2019 reports that road transport and other transport modes (including
rail and shipping) contributed 34% and 17% respectively to total national nitrogen oxide
emissions in 2016, and 12% to particulate matter emissions. Where air quality objectives are
not likely to be achieved an Air Quality Management Area must be declared. These are
predominantly associated with nitrogen dioxide emissions from vehicles. In the Transport for
the South East area, there are currently 149 Air Quality Management Areas, of which 123 are
declared for nitrogen dioxide, 11 are declared for both nitrogen dioxide and particulate
matter, two are declared for particulate matter alone, and two for sulphur dioxide. The urban
areas of Southampton, Bournemouth and Portsmouth failed to comply with the limit value for
annual mean nitrogen dioxide in 2017.
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Climate Change and Greenhouse Gases

Transport is the largest single contributor to greenhouse gas emissions in the UK, accounting
for 27% in 2017. Greenhouse gas emissions from transport activities include carbon dioxide,
methane and nitrous oxide. Road transport — particularly passenger cars —is the most
significant source of greenhouse gas emissions in this sector. However, emissions from
passenger cars have decreased since the early 2000s due to lower petrol consumption
outweighing an increase in diesel consumption and, more recently, improvements in fuel
efficiency — particularly for petrol cars. The last four years have also seen a remarkable surge
in demand for electric vehicles in the UK — new registrations of ‘plug-in’ all-electric and
electric-hybrid cars increased from 3,500 in 2013 to more than 195,000 by the end of February
2019. However, since 2013 there has been a small increase in emissions due to an increase in
total vehicle kilometres travelled. A number of local authorities in the South East have
declared ‘climate emergencies’, including committing to setting targets for zero net carbon
emissions by 2050.

In terms of climate change impacts, there were approximately 2,000 more deaths in England
and Wales during the August 2003 heatwave than for the same period averaged between
1998 and 2002. Most of these were concentrated in the South East and London, particularly
among those over 75 years old. By 2040, more than half of summers are expected to exceed
2003 temperatures. The character of UK rainfall has also changed, with days of very heavy rain
becoming more frequent. What in the 1960s and 1970s might have been a 1-in-125 day
rainfall event is now considered to be a 1-in-85 day event. The key climate change-related
challenges for the South East include: increased risk of flooding; water scarcity; health issues
during increasingly frequent extreme weather events, such as heatwaves; the ability of
infrastructure to cope with changing demand and use; organisational resilience to climate
change; and changes to natural systems.

Noise and Vibration

Increased noise pollution affects quality of life and has been linked to health problems. Noise
Important Areas have been identified throughout the South East in areas where transport
noise is considered to be a problem. These are mainly located along roads and railways, with
the majority of road Noise Important Areas located on motorways. The latter create significant
noise with noise levels over 55 dBb in areas within 1km of the source. In addition, significant
noise is generated by rail/road traffic connecting with the South East’s busy ports and airports.
The activities at airports, including take-off and landing, also generate high noise levels, whilst
there is noise associated with the flight paths to and from these airports that will affect
receptors in the South East. Recent vehicle innovations such as hybrid and electric cars have
led to quieter vehicles. As these make up a greater proportion of vehicles on the road,
associated noise levels will start to fall. Aircraft are also becoming quieter; however, it is
anticipated that passenger numbers will continue to increase in the years ahead resulting in
more flights and potential for increased noise levels.

Population and Equalities

The South East has the largest population of any government region of England, at almost 10
million. The districts in the South East generally have a high proportion of people over the age
of 65, compared to the UK average. The population between 2019 and 2041 in the South East
is expected to increase by 10% - particularly amongst the over 75s — with the greatest increase
projected in Medway, and the smallest in West Berkshire. In terms of ethnicity, 91% of the
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region is considered to be white, with just 9.3% from Black, Asian, and minority ethnic groups,
which is considerably lower than the national average of 13%. In the South East, 95.1% of
people identify as heterosexual, and 1.3% consider themselves to be lesbian, gay, bisexual and
transgender, which are similar to the national figures. 65% of the population in the South East
are religious, of which 92% state their religion as Christianity. The second largest religious
group are Muslims, who make up 3.6% of the religious population.

Despite the relative prosperity of the region, 850,000 people (especially children and the over-
60s) are living in the top 20% of income deprived areas in the country. According to the 2015
Index of Multiple Deprivation, Portsmouth is considered to be the most deprived of the eleven
authority areas in the region, ranking 63 most deprived out of 326 authorities in England.
20.4% of people in the region live in rural areas, which is above the national average of 18.8%.
There is a considerable disparity between higher and lower performing rural areas in the
region, in terms of household income, labour market skills, unemployment claimants and job
density. In general, the lowest performing rural local authorities are located on or near to the
coast.

Health

The South East region generally has a better life expectancy for both males and females when
compared to the national average. Of the eleven authorities, West Sussex has the greatest life
expectancy for males (80.6 years), whilst Surrey has the greatest life expectancy for females
(84.6 years). Medway has the lowest life expectancy for both males (78.5 years) and females
(82.2 years), both of which are below the national average. In general, the overall health of
residents across the South East is good, with Hampshire, Surrey, West Berkshire and West
Sussex all bettering the national average. However, the overall health of residents in
Southampton and Portsmouth is described as being worse than the national average. When
looking at disabilities and impairments, 6.9% of the population stated that their day to day
activities are ‘limited a lot’ and 8.8% described it as ‘limited a little’. On the whole, the South
East has good levels of physical activity, which is reflected in the low levels of obesity. Despite
this, the region has a high number of people diagnosed with diabetes, with six of the eleven
authorities having significantly higher diagnoses than the national average. The proportion of
people living with dementia in East Sussex, Hampshire, West Sussex and the Isle of Wight is
significantly higher than the national average.

Community Safety

Between 2015 — 2017, there were 49.1 road traffic accidents (where somebody was either
killed or seriously injured) per 100,000 people in the region. This is higher than the national
average of 40.8. Of the eleven authority areas, the Isle of Wight had the highest number of
accidents at 57.7 per 100,000, whilst Medway had the lowest (31.4 per 100,000). In 2017
there were 267 fatalities from road traffic accidents in the region (5% fewer than in 2016);
however, this remains higher than any other region in the UK. Six of the top ten higher risk
roads in the UK are in the South East. In 2017/2018, the number of reported sexual offences
committed on public transport in the UK, increased by 16% (60% of these assaults were
against females). The number of violent offences increased by 26%. Delays caused by
disrupted behaviour also increased.

Economy

The South East is home to the UK’s most important international and national transport
assets, including the busiest airports serving the most destinations, ports on the main
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international shipping line, and cross channel services from Dover and through Eurotunnel.
Initially drawn by strong connectivity to international markets, businesses have clustered
around international gateways and are now benefitting from proximity to other businesses in
their sector. With marine, maritime and defence industry concentrated around the ports of
Portsmouth and Southampton, and the ‘Gatwick Diamond’ being a focus for the professional
services sector, international gateways are economic hubs in their own right. The economy of
the South East is further driven by five large sectors which account for nearly 29% of the total
output. These sectors are construction, education, health, business support (e.g. office
administration services), and retail. In addition, tourism is vital to the rural and coastal
economies of the South East contributing over £7.5 billion per year. However, a ratio of
median house price to median earnings of nearly 9.5 compared to the national average of 7.5
puts into sharp focus the affordability constraints facing the South East.

Integrated Sustainability Appraisal

Other than schemes already under planning and development including those led by Local
Enterprise Partnerships, Highways England and National Rail, further transport interventions
are not specified in the Transport Strategy — these will follow in later corridor studies and in
the forthcoming Strategic Investment Plan.

The Integrated Sustainability Appraisal therefore covers the following key aspects of the
Transport Strategy:

e The 23 strategic corridors considered to have the greatest potential for sustainability
enhancements and economic growth (representing the ‘spatial alternatives’); and

e General transport interventions that would help address the challenges faced by the six
journey types (representing the ‘policy alternatives’).

Assessment of Strategic Corridors

The assessment of each of the 23 corridors has been undertaken using spatial indicators for
each of the Sustainability Objectives. The sensitivities/constraints and opportunities within a
set distance buffer of the central point of each transport corridor have been identified, and
the potential for significant effects highlighted. In summary, the assessment shows that:

e The economic indicators are the most susceptible to potential positive effects of future
development across the corridors. Where new economic developments are proposed and
where existing major international companies, economic assets and priority sector areas
are located within the corridors, positive effects have been recorded.

e Positive effects on a growing population have also been identified for those corridors
where housing developments are proposed.

e Interms of deprivation, (including overall deprivation, health deprivation and crime
deprivation) those corridors that are considered significantly deprived, have been
identified as being more sensitive to the negative effects arising from future
developments. Corridors with low levels of deprivation have potential to be more resilient
change, whilst those with mixed levels of deprivation have potential to be more sensitive
to both negative and positive effects of future development.
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Health across the 23 corridors is varied, and the assessment has highlighted the
opportunities of future development to both improve health as well as worsen the
current situation. Those corridors where excess weight and physical inactivity is
significantly worse than the national average, have been identified as being more
sensitive to negative effects of development, than those that significantly outperform the
national average.

The number of high risk roads and the number of people who are killed or seriously
injured, varies across the corridors. Sensitivities of these receptors will be dependent
upon where development takes place and the opportunities for improving safety related
to each intervention.

The water environment across the corridors is likely to be sensitive to the negative effects
associated with future developments. All corridors intersect multiple flood zones, and the
majority intersect ground source protection zones, which are sensitive to contamination.
Eleven corridors intersect flood risk areas, which are high risk areas for people, critical
services and commercial and public assets from surface water flooding and potential
negative effects have been identified.

The South East area is heavily designated for its biodiversity, landscape and heritage. All
designated areas and sites that have been intersected by the corridor and its buffer, have
been considered highly sensitive to the negative effects that could arise from future
transport development.

National trails across the regions have potential to benefit from both the negative and
positive effects of development, depending on the nature of proposals that come
forward.

The agricultural land across the corridors is highly diverse, with combinations of poor
quality and non-agricultural land surrounding urban areas, with rural areas composing of
higher quality versatile soils. Given the variation, the sensitivity of agricultural land is
highly dependent upon where development takes place and the type of transport
intervention.

Assessment of General Interventions

The general categories of transport interventions — mentioned through the Transport
Strategy’s ‘types of initiatives’ as ways of addressing the challenges faced by the region’s six
journey types — have been assessed as having the following predicted impacts:

New highways are likely to result in large impacts on biodiversity due to the expected
impacts arising from habitat loss and severance, including potential loss or damage to
irreplaceable habitats in the region, as well as loss of ecosystem service provision. The
scale of new roads and the magnitude of impacts means that residual impacts are likely
and opportunities for biodiversity net gain are likely to be challenging. Negative effects
are expected from new roads on the historic environment, particularly with regards to
buried archaeology and setting of heritage assets. There would be both direct and indirect
negative effects on landscape, relating to visual amenity, character, quality and
tranquillity, all of which are under pressure from development throughout the region.
New roads would also have a negative effect on air quality and noise in the region, as well
as increased carbon emissions, as an increase in traffic volume is anticipated as a result,
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although they have the potential to relieve impacts in congested areas. Embodied carbon,
i.e. supply chain emissions associated with the construction of new roads and
manufacture of their constituent parts, will also increase. Finally, permanent damage to
and loss of soil can occur as a result of new road building. Positive impacts are expected to
include improved road safety, improved accessibility and more reliable journey times.

e Highway improvements would have a lesser impact than new roads on biodiversity,
archaeology and landscape, as the extent of land take would be limited by the nature and
scale of the schemes. There is potential for a large impact on climate change to arise from
highway improvement schemes, as they can increase road capacity and thus result in an
increase in greenhouse gases, however, vulnerability to flood risk and other climatic
factors will vary on a site-specific basis and depend on design achievable in the setting.
While increased capacity could lead to negative air quality and noise impacts, road users
are likely to experience more reliable journey times and increased accessibility.

e Non-infrastructure highway options are likely to have a negligible or no effect on most
environmental objectives, with the exception of landscape and townscape where
potential negative effects may occur from features such as signage, signals and other
traffic management in regard to visual amenity, character, quality and setting, although
this is much reduced from new highways infrastructure. Potential positive effects on
population, health and community safety could occur from traffic management and road
signage options.

e New railway lines have the potential for significant negative effects on biodiversity in a
similar way to new roads but additionally may fragment or degrade farmland and result in
the loss of agricultural land. Permanent damage to and loss of soil can also occur as a
result of new railways. The loss of soil and habitats are likely to result in a reduction of
ecosystem service provision. There is potential for significant negative effects on the
historic environment and landscape because they could impact on the setting of historic
assets and archaeology and would introduce new linear features into the landscape,
which may affect its quality and character.

e Improving existing rail infrastructure will have reduced environmental impacts compared
to new railway lines and stations. The largest beneficial effects from these improvements
would occur in relation to population, health and community safety due to the potential
for an increase in rail passenger number as a result, and the improved experience and
safety of travel for them.

e Improvements to other public transport services such as buses and light rail would have
the largest beneficial effect on population and equalities due to the likely increased
uptake of public transport travel by elderly and disadvantaged people and the
improvement in accessibility between communities and rural areas with towns. Modal
shift as a result of the improvements would also result in beneficial effects on air, noise,
climate change, health and community safety. The economy is also likely to benefit from
the introduction of light rail in urban areas, as it is often used as a means of regeneration.
However, there could potentially be adverse effects on townscape and cultural heritage if
not sensitively designed, whilst the development phase could disturb contaminated soil.

e New and improved walkways and cycleways would have the largest beneficial effects on
the ISA Sustainability Objectives, with a significant beneficial effect expected on health
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due to the active, physical nature of the mode — assuming that walkways and cycleways
are well connected, and maintained in good condition. Enhancements or opportunities in
respect to biodiversity, air quality, climate change, noise, population and community
safety are likely from the creation of new or improved walking and cycling routes. This is
due predominantly to the connectivity for and between communities and employment
areas, accessibility to and reliability of the routes and the potential enhancements to
biodiversity through the protection or creation of green corridors. However, these policy
alternatives are unlikely to provide economic benefit in relation to long distance
movement of people and freight.

e Similarly, the provision of ‘other interventions’ —information, congestion charging,
ticketing — would mostly result in the same objectives being benefited. Potential negative
effects from ‘other interventions’ may occur in regard to the historic environment and
landscape and townscape if the installation of features to support the provisions impacted
on the character, quality or setting of the historic or landscape environments.

Health Impact Assessment

The general transport interventions were assessed against the following determinants of
health: air quality, noise, physical activity, road safety, economy and employment, and access
and accessibility. The assessment identified that interventions related to highways, including
new roads, road improvements and other non-infrastructure related improvements, are likely
to result in negative health outcomes, particularly in relation to air quality. The other
interventions related to rail, bus, walking and cycling, and behaviour change are all likely to
result in some positive health outcomes, particularly in relation to physical activity.

Habitats Regulations Assessment

A Habitats Regulation Screening Assessment was undertaken to consider whether the
Transport Strategy may have significant impacts upon European sites. The assessment was
based solely upon the preliminary information available in relation to the locations of the
strategic corridors, rather than specific transport schemes. Through screening for potential
impacts, it was not possible to categorically demonstrate that the Transport Strategy will not
have any impacts upon European sites.

Given the possibility of significant effects associated with the Transport Strategy, further,
detailed assessment through Appropriate Assessment is considered necessary to satisfy the
requirements of the Habitats Regulations. It will only be possible to undertake this level of
assessment once specific schemes are proposed and/or once sufficient detail is available at
the plan level to enable a thorough and robust analysis to be carried out.

Equalities Impact Assessment

The Equalities Impact Assessment considered the impact that the general transport
interventions might have on persons, or groups of persons, who share characteristics which
are protected under the Equality Act 2010, and also includes others considered to be
vulnerable in society such as low-income groups. The assessment found that the interventions
are likely to result in a positive impact on protected characteristics, particularly age and
deprivation. Improvements to the transport network, including pedestrian and cycleways,
should result in more reliable and comfortable journeys, encouraging users to move away
from private vehicles.
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Community Safety Audit

There are a number of considerations for community safety for the Transport Strategy and
subsequent development of transport in the Region. These include:

e Improving the feeling of safety particularly after dark.

e Reducing congestion, managing flows through improved road and cycleway infrastructure
and taking into consideration the site-specific issues for bus stops, light rail stops or train
stations to reduce conflict between users.

e Incorporation of safety features (barriers etc), traffic control measures including widening,
improved signage, junction improvements, separation of pedestrians and cyclists and
incorporation of green infrastructure to reduce the risk of accidents on the road, public
transport, foot or cycleways.

Mitigation

Mitigation measures have been proposed to avoid or reduce the effects identified as
potentially negative through the corridor and policy assessments on the Sustainability
Objectives. These include a number of measures including embedding environmental and
social priorities into the Strategy and further assessment at project level. :

Monitoring

The purpose of monitoring is to provide an important measure of the sustainability outcomes
of the Transport Strategy, and to measure the performance of the Strategy against
environmental objectives and targets. Monitoring is also used to manage uncertainty, improve
knowledge, enhance transparency and accountability, and to manage environmental
information.

Transport for the South East will use a set of Key Performance Indicators to monitor the
outcomes of the Transport Strategy in advancing the Economic, Social and Environmental
Strategic Priorities. Given the potential for adverse effects predicted by the Integrated
Sustainability Appraisal for many of the environmental topics, as well as some of the social
topics, these are particularly important to monitor.
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1 Introduction

1.1.1 Transport for the South East (TfSE) is a newly established shadow sub-national transport body
representing 16 Local Transport Authorities (LTAs) and five Local Enterprise Partnerships
(LEPs) in the South East (SE), as shown in Figure 1.1, and listed in Table 1.1.

Berkshire Local Transport Body

Surrey
Hampshire
Southampton
West Sussex
Portsmouth
Brighton
and Hove
Isle of
Wight

Figure 1.1: Study Area

Table 1.1: LTAs and LEPs represented by TfSE

Medway

Kent

East Sussex

Transport rorme
South East

e Berkshire Local Transport Body, comprising:
—  Bracknell Forest
—  Reading
—  Royal Borough of Windsor and Maidenhead;
—  Slough
—  West Berkshire
—  Wokingham

e Brighton & Hove City Council

e  East Sussex County Council

e Hampshire County Council

e Isle of Wight Council

e Kent County Council

e Medway Council

e  Portsmouth City Council

e  Southampton City Council

e  Surrey County Council

e West Sussex County Council

e Coast to Capital

e Enterprise M3

e Solent

e South East

e Thames Valley Berkshire
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The key mechanism for expressing how TfSE will realise its vision and strategic priorities will be
through its Transport Strategy. An Economic Connectivity Review! was completed as the first
stage in the development of the Transport Strategy. This identified the key transport corridors
which are economically important and the additional uplift in economic activity that could be
realised from increased infrastructure investment.

The TfSE Transport Strategy has now been drafted to identify the journey types and types of
initiatives that will be required to help realise this economic potential, whilst ensuring the
principles of sustainable development are followed to maximise social and environmental
benefits.

More detail is provided on the Transport Strategy in Chapter 2.

An Integrated Sustainability Appraisal (ISA) has been undertaken alongside the preparation of
the Transport Strategy. Its role is to promote sustainable development by assessing
environmental, social and economic impacts, as well as mitigating any potential adverse
effects that the Transport Strategy might otherwise have.

The ISA (as set out in Figure 1.2) combines the following assessment processes:

e  Strategic Environmental Assessment (SEA);
e Health Impact Assessment (HIA);

e Habitats Regulations Assessment (HRA);

e  Equalities Impact Assessment (EqlA); and

e Community Safety Audits (CSA).

INTEGRATED
SUSTAINABILITY
APPRAISAL

TRANSPORT
STRATEGY

WebTAG
ENVIRONMENTAL
APPRAISALS

Figure 1.2: ISA and Component Processes

With the exception of the Health Impact Assessment (HIA) and Community Safety Audits
(CSA), the component assessment processes are all required by separate legislation. While it is

1 Transport for the South East. 2018. Economic Connectivity Review Final Report.
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important that these assessments are undertaken according to legal requirements, they also
feed into the ISA as the main tool to assess the Transport Strategy.

WebTAG (Web-based Transport Analysis Guidance) is the Department for Transport’s (DfT)
guidance for appraising individual transport schemes, i.e. highways and other public transport
interventions including rail and aviation. This includes guidance on conducting ‘social impact
appraisal’, ‘wider economic impacts appraisal’, and ‘environmental impact appraisal’, the
latter of which is intended to build on the baseline data and impact assessment work carried
out as part of an EIA% As the Transport Strategy does not detail specific new transport
interventions, this level of appraisal has not been required as part of the ISA.

More detail is provided on the ISA methodology in Chapter 3.

This ISA Report sets out the second stage of the ISA process, following a Scoping Report which
determined the issues to be included in the SA. This report sets out:

e Information on the Transport Strategy (Chapter 2);

e The methodology used for the ISA and its constituent processes (Chapter 3);

e A summary of the sustainability issues and opportunities identified during scoping
(Chapter 4);

e The results of the ISA assessments, along with proposed mitigation and monitoring
(Chapter 5); and

e The next steps in the ISA process (Chapter 6).

2 Department for Transport. 2015. TAG Unit A3. Environmental Impact Appraisal. Available from:
https://www.gov.uk/government/publications/webtag-tag-unit-a3-environmental-impact-appraisal-december-2015
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2 Transport Strategy

2.1

2,11

2.1.2

Purpose of the Transport Strategy

Transport for the South East’s vision for the region is:

By 2050, the South East of England will be a leading global region for
emission-free, sustainable economic growth, where integrated transport,
digital and energy networks have delivered a step-change in connectivity
and environmental quality.

A high-quality, reliable, safe and accessible transport network will offer
seamless door-to-door journeys enabling our businesses to compete and
trade more effectively in the global marketplace, giving our residents and
visitors the highest quality of life in the country.

The Transport Strategy provides the key mechanism for expressing how TfSE will realise its
vision, and the strategic goals and priorities that underpin it. These goals and priorities (set out
in Table 2.1) help to translate the vision into more targeted and tangible actions.

Table 2.1: Strategic goals and priorities

Strategic Goals Strategic Priorities

Economic e Better connectivity between our major economic hubs,

Improve productivity international gateways (ports, airports and rail terminals) and their
and attract investment markets.

to grow our economy e  More reliable journeys for people and goods travelling between
and better compete in the South East’s major economic hubs and to and from

the global marketplace. international gateways.

e Atransport network that is more resilient to incidents, extreme
weather and the impacts of a changing climate.

e A new approach to planning that helps our partners across the SE
meet future housing, employment and regeneration needs
sustainably.

e A'‘smart’ transport network that uses digital technology to manage
transport demand, encourage shared transport and make more
efficient use of our roads and railways.

Social e A network that promotes active travel and active lifestyles to
Improve health, safety, improve our health and wellbeing.

wellbeing, quality of life, e Improved air quality supported by initiatives to reduce congestion
and access to and encourage further shifts to public transport.

opportunities for e An affordable, accessible transport network for all that promotes
everyone. social inclusion and reduces barriers to employment, learning,

social, leisure, physical and cultural activity.
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e Aseamless, integrated transport network with passengers at its
heart, making journey planning, paying for and using different
forms of transport simpler and easier.

e Asafely planned, delivered and operated transport network with
no fatalities or serious injuries among transport users, workforce or
the wider public.

Environmental e Avreduction in carbon emissions to net zero by 2050 and minimise
Protect and enhance the the contribution of transport and travel to climate change.

South East’s unique e Avreduction in the need to travel, particularly by private car, to
natural and historic reduce the impact of transport on people and the environment.
environment. e Atransport network that protects and enhances our natural, built

and historic environments.

e Use of the principle of ‘biodiversity net gain’ in all transport
initiatives.

e  Minimisation of transport’s consumption of resources and energy.

The strategy development process has provided the opportunity to take a different
perspective on the transport requirements in the SE. This involved taking a strategic spatial
view and focusing on transport’s role in supporting and driving the economy, whilst ensuring
the principles of sustainable development are followed to maximise social and environmental
benefits (or mitigate dis-benefits).

The strategy development process has also taken advantage of the opportunities provided by
the regional perspective, by considering transformative change in transport and development
rather than just focussing on the operational challenges of the current system and current
development patterns specified in Borough and District Local Plans. Consequently, a key
function of the Transport Strategy is to articulate the benefits of proposed policy initiatives or
investment in the region in terms of the role it can play in helping to unlock and enable its
wider economic potential.

In outline, the Transport Strategy sets out:

e The purpose of the Strategy;

e Background information on the characteristics of the SE region and its transport networks;

e The vision, goals and principles of the Strategy, and how these will be applied;

e The Strategy itself, organised around six thematic journey types;

e How the Strategy will be implemented, including funding and financing, monitoring and
evaluation, and governance; and

e Next steps, including a future programme of studies.

Elements of the Transport Strategy

The SE is served by a relatively dense network of highways and railways. It is also home to
some of the largest international gateways in the UK. TfSE has designed the Transport Strategy
to focus on multi-modal strategic transport corridors, as shown in Figure 2.1 below.
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Figure 2.1: Strategic corridors in the South East

2.2.2 There are 23 strategic corridors, as follows:

e SE1-M2/A2/Chatham Main Line (Dartford — Dover)

e SE2-—A28/A299/Chatham Main Line (Faversham — Ramsgate)

e SE3 - M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup)

e  SE4 — A21/Hastings Line (Hastings — Sevenoaks)

e SC1-A22/A264/0xted Line (Crawley — Eastbourne)

e SC2-M23/A23/Brighton Main Line (Brighton — Coulsdon)

e SC3-A24/A264/Arun Valley Line (Crawley — Fontwell)

e SW1-A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton)

e SW2-M3/M27/M271/A33/A326/South Western Main Line (Southampton — Sunbury)
e SW3 - A33/Basingstoke — Reading Line (Basingstoke — Reading)

e SW4 - A34/South Western Main Line/Basingstoke — Reading Line (Reading — Winchester)
e SWS5 - A36/Wessex Main Line (New Forest)

e SW6 — A303/West of England Main Line (Andover — Basingstoke)

e SW7-M4/Great Western Main Line/Reading — Taunton Line (Newbury — Slough)

e 101 - M25 (Dartford — Slough)

e 102 -A228/A249/A278/A289/Chatham Main Line/Sheerness Line (Medway Ports)

e 103 -A228/A229/Medway Valley Line (Maidstone — Medway Towns)

e 104 —Redhill - Tonbridge Line/South Eastern Main Line (Ashford — Redhill)

e 105 - A25/North Downs Line (Guildford — Redhill)

e 106 -A31/A322/A329/A331/North Downs Line (Guildford — Reading)

e 001-A28/A290/A291 (Canterbury — Whitstable)

e 002-A27/A259/A2070/East Coastway Line/Marshlink Line (Ashford — Brighton)

e 003-M27/A27/A31/West Coastway Line/East Coastway Line (Brighton — Ringwood)
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2.2.3 Each corridor has diverse challenges and opportunities. The Transport Strategy does not seek
to prescribe a solution to each individual corridor. However, it does examine different ‘journey
types’. The Transport Strategy also indicates the types of initiatives (schemes and/or policies)
that TfSE believes will help the region to address the challenges. The six thematic journey
types and their associated ‘types of initiatives’ are shown in Table 2.2.

2.2.4 Note that these ‘types of initiatives’ include short term interventions which are already in
development, for example by Local Enterprise Partnerships, Highways England and Network
Rail. The Transport Strategy does not set out new scheme proposals in specific locations.
Instead it gives examples of the sort of general transport interventions — such as junction
improvements, lowering speed limits, new railways, or improved bus services — that might be
appropriate for addressing the challenges faced by each journey type across the region.
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Table 2.2: Thematic journey types and initiatives

Thematic Journey Types

Radial

Radial journeys are longer distance
passenger journeys between the
South East and Greater London
area and, in the case of Berkshire
and Hampshire, between the
South East and the South West /
South Midlands. These journeys
typically use the Strategic Road
Network that radiates from the
M25 towards the South Coast and
West of England and/or Main Line
railways that terminate in Central
London.

Types of Initiatives

Provide additional capacity and resilience on radial railways, particularly the busiest corridors
such as the South Western Main Line and Brighton Main Line (addresses Challenges 3 and 5).
Improve the resilience of the Strategic Road Network, potentially by adopting demand
management policies (addresses Challenges 3 and 5).

Improve connectivity by both road and rail to deprived communities — particularly potential ‘left-
behind towns’ in Swale, Thanet and Hastings (addresses Challenges 1 and 2).

Extend radial routes (e.g. Crossrail from Abbey Wood to Ebbsfleet, and/or extend South Eastern
franchise passenger services to the Isle of Grain) that serve particularly large new housing
developments (addresses Challenge 1).

Facilitate an increase in radial journeys by public transport, particularly to/from Outer London
and to/from Heathrow Airport (addresses Challenge 6).

Reduce human exposure to noise and poor air quality from radial roads, particularly where these
run through urban areas such as Guildford and Portsmouth (e.g. by lowering speed limits,
reallocating road space to cleaner transport modes, moving routes underground and/or away
from urban areas, and/or supporting the uptake of cleaner technologies such as Electric Vehicles
(addresses Challenge 4).

G

Orbital and
coastal

Orbital and coastal journeys
describe longer distance passenger
journeys that use corridors that
run perpendicular to the radial
corridors described previously. The
roads and railways serving these
flows are sparser and have lower
capacity and speeds than most
radial corridors. They provide
important links between economic
hubs across the South East but
have perhaps not received the
level of investment that their
function warrants in recent years.

In the longer term, introduce demand management policies on congested high-capacity corridors
such as the M25, ideally when alternative public transport options are available (addresses
Challenge 1).

Deliver the Lower Thames Crossing, which will provide an alternative route around the north of
the M25, avoiding the South West Quadrant (addresses Challenge 1).

Encourage the wider electrification of the network and/or wider use of bi-mode trains across the
south east to enable more direct, longer distance services on orbital corridors such as the North
Downs Line (addresses Challenge 2).

Provide capacity enhancements at bottlenecks where orbital railways cross busy radial routes,
such as at Redhill (addresses Challenge 2).

Improve long distance rail connectivity and capacity between the Midlands and North of England
into the region along orbital corridors and support the introduction of more direct east-west
services to Gatwick Airport (addresses Challenge 2).

Transport
South East
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Interurban

e
W
==

Local

Inter-urban journeys describe
medium-distance passenger
journeys between economic hubs
and the Strategic Road Network.
These journeys are predominantly
served by the region’s Major Road
Network and any railways that
mirror these corridors.

Local journeys are short distance
journeys that are typically
undertaken at the beginning or
end of an individual journey to or
from a transportation hub or
service to a destination. Local
journeys can take be undertaken
by almost any mode of transport,
including walking and cycling. In
rural areas, where the bus network

Build a consensus on a way forward for the M27/A27/A259/East Coastway/West Coastway
Corridor based on a multi-modal approach that seeks to reduce conflicts between different users
on this corridor (addresses Challenge 3).

Improve orbital connectivity between Gatwick Airport and Hampshire and Kent (addresses
Challenge 4).

Improve orbital links between the M3 and M4, ideally in a way that avoids directing heavy traffic
through urban areas such as Bracknell (addresses Challenges 4 and 5 — and potentially Challenge
1 by relieving pressure on the M25 South West quadrant).

Reduce the exposure to the adverse environmental impacts of road traffic on orbital corridors
that pass through urban centres such as Gosport, Hastings, Portsmouth and Worthing, which may
include lowering speed limits, reallocating road space to cleaner transport modes, and/or
supporting the uptake of cleaner technology such as Electric Vehicles (addresses Challenge 5).
Deliver better public transport alternatives on the M25 Corridor, such as extending Crossrail 1
into North Kent (addresses Challenge 6).

Support existing Major Road Network and Large Local Majors schemes (e.g. A22 junction
improvements) that bring secondary routes up to an appropriate standard for these routes
(addresses Challenges 1 and 4).

Support initiatives that enhance, or at the very least, maintain the viability of bus services on
inter-urban corridors (addresses Challenge 2).

Deliver better inter-urban rail connectivity, such as direct rail services from Brighton/Lewes to
Uckfield (addresses Challenge 3).

Adopt a holistic approach to each corridor to ensure that traffic is not displaced form the
Strategic Network onto the Major Road Network or local network (addresses Challenge 5).

Develop high-quality public transport services on urban corridors, such as Bus Rapid Transit and
Light Rail Transit, where there is a viable business case (addresses Challenges 1 and 2).

Improve air quality on urban corridors by, for example, lowering speed limits, reallocating road
space to cleaner transport modes, and/or supporting the uptake of cleaner technology such as
Electric Vehicles (addresses Challenge 2).

Prioritise the needs of pedestrians and cyclists over the private car (addresses Challenges 1 and
2).

Invest (or encourage others to invest) in integrated passenger information systems to provide
passengers with dynamic, multi-modal travel information (addresses Challenge 3).
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International
Gateways and
freight

N\ dm,
~

is much sparser than in urban
areas, the choice of mode for
these journeys may be more
limited.

The SE is home to many of the
most important and busiest
international gateways in the
country. These gateways serve
both passenger and freight
markets. Many of the people who
use and who benefit from these
gateways live outside the SE and,
indeed, outside the UK. These
international gateways are
therefore critically important for
the whole country.

Develop integrated transport hubs (bus, rail, park and ride, new mobility and cycle parking),
integrated smart ticketing, and integrated timetables, where feasible (addresses Challenge 3).
Lobby government to protect and enhance funding for socially necessary bus services in rural
areas (addresses Challenges 4 and 5).

Lobby government to freeze rail fares in real terms and provide lower off-peak fares in the longer
term (addresses Challenge 5).

Improve public transport access to Heathrow Airport through delivering the Western and
Southern rail access schemes (addresses Challenge 1).

Support the use of demand management policies at Heathrow, such as high car access charges, to
minimise traffic growth arising from expansion at this airport (addresses Challenge 1).

Provide appropriate links and improvements to the highways and railway networks at expanding
and/or relocating ports in the South East (addresses Challenges 2 and 3). This should include
improvements to the A34 (serving Southampton) and A2 (serving Dover).

Deliver Lower Thames Crossing and improvements the A229, Junction 3 of the M2 and Junction 5
of the M20 (addresses Challenge 3 and 4).

Implementing rail freight schemes, such as electrification and gauge enhancements, to increase
capacity on strategic routes and encourage modal shift from road to rail (addresses Challenges 5
and 6).

Improve the efficiency of freight vehicle operations through adoption of new technologies
(addresses Challenge 7).

Help international gateways adapt to changes in trade patterns. This may include investing in
facilities to customs checkpoints away from bottlenecks at locations such as Dover (addresses
Challenge 8).

Develop a Freight Strategy and Action Plan for the South East to improve the efficiency of freight
journeys (addresses all challenges).

Transport
South East
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Future journeys encompass any
journey type that

may be facilitated by an emerging
technology. This is an exciting

and rapidly developing area of
transport that has the potential to
deliver significant change to all
aspects of mobility.

Z

Future

‘Future-proof’ the digital and energy infrastructure within the South East by making provision for
accelerated future uptake (addresses Challenge 1).

Incorporate ‘Mobility as a Service’ into the current public transport network, to provide better
accessibility for a wider range of the population (addressing Challenges 2, 3, 4 and 5).

Encourage consistency in the smart ticketing arrangements across the South East, seek the use of
Pay as you go and contactless payment (addresses Challenge 4).

Develop a Future Mobility Strategy for the South East to enable Transport for the South East to
influence the roll out of future journey initiatives in a way that will meet Transport for the South
East’s vision (helps to address all challenges).

Transport
South East
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ISA Methodology

Component Processes

The ISA combines the following assessment processes:

e  Strategic Environmental Assessment (SEA);
e Health Impact Assessment (HIA);

e Habitats Regulations Assessment (HRA);

e Equalities Impact Assessment (EqlA); and
e Community Safety Audits (CSA).

Detail on each of these, and how they fit into the ISA of the Transport Strategy, is set out
below.

Strategic Environmental Assessment

SEA is used to describe the application of environmental assessment to plans and programmes
in accordance with European Council Directive 2001/42/EC.2 The SEA Directive is enacted in
England through the “Environmental Assessment of Plans and Programmes Regulations” (S|
2004/1633, known as the SEA Regulations).?

An SEA is mandatory for plans and programmes which are prepared for agriculture, forestry,
fisheries, energy, industry, transport, waste or water management, telecommunications,
tourism, town and country planning or land use, and which set the framework for future
development consent of projects listed in the EIA Directive.

SEA is an iterative process of gathering data and evidence, assessment of environmental
effects, developing mitigation measures and making recommendations to refine plans or
programmes in view of the predicted environmental effects. The effects predicted at this stage
will remain at a strategic level.

The approach adopted for the SEA of the Transport Strategy follows that set out in the
Practical Guide to SEA® and the Planning Practice Guidance to SEA®. It involves the

3 Directive 2001/42/EC. Available from: http://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX:32001L0042

4 512004 No. 1633, The Environmental Assessment of Plans and Programmes Regulations 2004. Available from:
http://www.legislation.gov.uk/uksi/2004/1633/pdfs/uksi_20041633_en.pdf

5, Office of the Deputy Prime Minister (2005) A Practical Guide to the Strategic Environmental
Assessment Directive [online] available at:
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/7657/practicalgui
desea.pdf (Accessed December 2015).

6. Department for Communities and Local Government (2015) Strategic environmental assessment and
sustainability appraisal [online] available at:
http://planningguidance.communities.gov.uk/blog/guidance/strategic-environmental-assessment-
and-sustainability-appraisal/ (Accessed January 2016).
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http://planningguidance.communities.gov.uk/blog/guidance/strategic-environmental-assessment-and-sustainability-appraisal/
http://planningguidance.communities.gov.uk/blog/guidance/strategic-environmental-assessment-and-sustainability-appraisal/
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development of an assessment framework comprising a series of SA objectives, assessment
criteria and indicators. This framework is developed from an understanding of environmental
problems and opportunities identified through a review of existing baseline information and a
review of other plans, programmes and environmental protection objectives relevant to the
plan area (i.e. SE England) and subject matter (transport).

The key stages of the SEA process are the following:

e Stage A: Setting the context and objectives, establishing the baseline and deciding on scope;

e Stage B: Developing and refining strategic alternatives and assessing their effects;

e Stage C: Preparing the Environmental Report;

e Stage D: Consulting on the draft plan or programme and the Environmental Report; and

e Stage E: Monitoring the significant effects of implementing the plan or programme on the
environment.

Health Impact Assessment

HIA is a process to identify the likely health effects of plans, policies or development and to
implement measures to avoid negative impacts and / or promote opportunities to maximise
the benefits.

There is no adopted formal methodology for HIA although there is a body of practice and
guidance at policy level. Assessment of health can be undertaken as a discrete process within
an HIA and can also be embedded within environmental assessments.

The approach adopted for the HIA of the Transport Strategy is therefore to combine it with the
SEA process, with ‘health’ included as a topic for assessment alongside the environmental
topics. There is also a separate HIA provided in Appendix C to provide further context for the
assessment.

Habitats Regulations Assessment

Under Article 6 (3) of the EU Habitats Directive as transposed into the UK law by the Habitats
Regulations’, an assessment (referred to as a Habitats Regulations Assessment or HRA) needs
to be undertaken in respect of any plan or project which:

e Either alone or in combination with other plans or projects would be likely to have a
significant effect on a site designated within the Natura 2000 network — these are Special
Areas of Conservation (SACs), candidate SACs (cSACs), and Special Protection Areas
(SPAs). In addition, Ramsar sites (wetlands of international importance), potential SPAs
(pSPA) and in England possible SACs (pSACs), are considered in this process as a matter of
law or Government policy. [These sites are collectively termed ‘European sites’ in HRA];
and

e Is notdirectly connected with, or necessary to, the management of the site.

7 The Conservation of Habitats and Species Regulations 2017. Available from:
http://www.legislation.gov.uk/uksi/2017/1012/contents/made
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Guidance on the Habitats Directive sets out four distinct stages for assessment under the
Directive:

e Stage 1: Screening: the process which initially identifies the likely impacts upon a Natura
2000 site of a plan or project, either alone or in combination with other plans or projects,
and considers whether these impacts are likely to be significant;

e Stage 2: Appropriate Assessment: the detailed consideration of the impact on the
integrity of the Natura 2000 sites of the plan or project, either alone or in combination
with other plans or projects, with respect to the site’s conservation objectives and its
structure and function. This is to determine whether there will be adverse effects on the
integrity of the site;

e Stage 3: Assessment of alternative solutions: the process which examines alternative ways
of achieving the objectives of the plans or projects that avoid adverse impacts on the
integrity of the Natura 2000 site; and

e Stage 4: Assessment where no alternative solutions exist and where adverse impacts
remain: an assessment of whether the development is necessary for imperative reasons
of overriding public interest (IROPI) and, if so, of the compensatory measures needed to
maintain the overall coherence of the Natura 2000 network.

The first stage of the HRA — Screening — has been undertaken alongside the development of
the Transport Strategy in order to identify likely significant effects on European sites, as
required by the legislation. Whilst feeding in to the SEA process (specifically the ‘biodiversity’
topic), the HRA Screening has been undertaken as a standalone assessment and is attached at
Appendix F.

Stages 2 to 4 of the HRA have not been progressed due to the strategic nature of the
Transport Strategy, and the associated absence of specific transport interventions.

Equalities Assessment

The Equality Act 2010 includes a public-sector equality duty which requires public
organisations and those delivering public functions to show due regard to the need to
eliminate unlawful discrimination, harassment, victimisation; to advance equality of
opportunity; and to foster good relations between communities.

The Equality Impact Assessment (EglA) process focuses on assessing and recording the likely
equalities effects as a result of a policy, project or plan. It seeks to ensure that the policy,
project or plan does not discriminate or disadvantage people, and enables consideration of
how equality can be improved or promoted. The equality duty came into force in April 2011
and covers the following Personal Protected Characteristics:

o Age;
e Disability;
e Gender;

e Gender reassignment;

e Marriage & civil partnership;
e  Pregnancy & maternity;

e Race;
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e Religion or belief; and
e Sexual orientation.

The approach adopted for the EqlA of the Transport Strategy has been to combine it with the

SEA process, with ‘equalities’ included as a topic for assessment alongside the environmental

topics. There is also a separate EqlA provided at Appendix D to provide further context for the
assessment.

Community Safety Audit

CSAs are used to identify where potential community safety issues could arise, e.g. through
level of use, accessibility, vehicle speed, or proximity to sensitive receptors. Recommendations
can also be made regarding future option development such as lighting or visibility in design
that may help reduce accidents and/or crime.

There is no statutory requirement nor any adopted formal methodology for CSA of plans or
programmes. However, there is relevant guidance on Road Safety Audits for significant County
Council and developer promoted highway schemes.

The approach adopted for the CSA of the Transport Strategy has been to combine it with the
SEA process, with ‘community safety’ included as a topic for assessment alongside the
environmental topics. There is also a separate CSA provided at Appendix E to provide further
context for the assessment.

Natural Capital Approach

Natural capital is used to describe the natural environment in terms of the benefits it provides
to people (also known as ecosystem services), including food, recreation, and clean air and
water. These ecosystem services fall across many sustainability topics. A natural capital
approach is therefore useful for understanding the inter-dependencies between nature,
people, the economy and society, and ensuring that natural capital is considered as an
integrated system.

In 2011, the Government stated, through Commitment 32 of the Natural Environment White
Paper, that it would “work with its transport agencies and key delivery partners to contribute
to the creation of coherent and resilient ecological networks.” In response to this, Natural
England published a report in 2014 investigating how land within or adjacent to transport
corridors (the ‘soft estate’) can be used or enhanced for green infrastructure that delivers
biodiversity gain, ecological connectivity and ecosystem services?.

A £3 million pilot project followed in 2015-2017, drawing together Natural England, Highways
England, Network Rail, and Nature Improvement Area (NIA) partnerships in northern England®.
The aim of the pilot was to ensure that transport corridors not only accommodate more

8 Davies, H., Frandsen, M. & Hockridge, B. 2014. NEWP32 Transport green corridors: literature review, options appraisal and
opportunity mapping. Natural England Commissioned Reports, Number 168. Available from:
http://publications.naturalengland.org.uk/publication/5752930789490688

% Natural England, Defra and Highways England. 2014. Available from: https://www.gov.uk/government/news/greener-transport-
network-to-provide-highways-for-wildlife
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wildlife (especially pollinators), but to benefit transport users and the wider public by making
infrastructure more resilient to the growing impacts of climate change, such as increased
flooding and winter storms.

Its findings and recommendations have helped influence the recent Varley review into
Network Rail lineside vegetation management, the establishment of the Linear Infrastructure
Network (LINet)!°, and Natural England’s work on developing an eco-metric tool (in
collaboration with project partners including WSP). The pilot has also had an ongoing impact
within Highways England and with the Office of Road and Rail (ORR), and a similar approach is
desired for transport corridors across the country. Other research has also been published by
Natural England on green bridges®?.

The UK National Ecosystem Assessment (UK NEA)*? revealed that the loss, fragmentation and
deterioration of natural habitats in the UK since the 1940s has caused a decline in the
provision of many ecosystem services. The national ‘State of Nature 2019’ report®® shows that
this declining trend is continuing. Though not the key cause, transport networks have
nevertheless contributed to this decline; however, they also have the potential to improve
ecosystem service delivery.

The UK’s natural capital accounts'* show that approximately 20-25 million tonnes of carbon
has been sequestered by vegetation in the UK each year between 2007 and 2015, whilst
around 1.5 million tonnes of air pollutants have been removed each year. This equates to a
monetary value of approximately £1.5 billion for carbon sequestration and £1 billion for
pollution removal in 2015. Natural capital therefore has a mitigating effect on the emissions of
carbon and air pollutants associated with transport. Natural capital within or adjacent to
transport corridors (the ‘soft estate’) can be used to enhance delivery of other ecosystem
services, such as water purification, flood reduction, and provision of habitat for wildlife. In
addition, the greening of transport routes (especially walking and cycling routes) can enhance
people’s physical and mental health and wellbeing, for example by reducing stress levels.

The UK Government has developed WebTAG guidance for environmental impact appraisal of
transport schemes?. This sets out a natural capital style approach for appraising the WebTAG
environmental topics of Landscape, Townscape, Historic Environment, Biodiversity, and Water

10 Linear Infrastructure Network (no date) Available from: https://www.tcpa.org.uk/linear-infrastructure-network.
LINet seeks to maximise linear infrastructure resilience, environmental performance and return on investment.

11 Land Use Consultants. 2015. Green Bridges: A literature review. Natural England Commissioned Reports, Number
181. Available from: http://publications.naturalengland.org.uk/publication/6312886965108736

12 UK National Ecosystem Assessment (2011) The UK National Ecosystem Assessment Technical Report. UNEP-
WCMC, Cambridge

13 State of Nature. 2019. Available from: https://www.rspb.org.uk/our-work/state-of-nature-report/
14 Office for National Statistics (ONS)

15 Department for Transport. 2015. TAG Unit A3. Environmental Impact Appraisal. Available from:
https://www.gov.uk/government/publications/webtag-tag-unit-a3-environmental-impact-appraisal-december-2015
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Environment?®, using a methodology developed by Natural England, Historic England, and the
Environment Agency, in collaboration with the DfT. The methodology is based around
gualitative assessment of natural capital resources that cut across these environmental topics.

The WebTAG guidance for environmental impact appraisal does not incorporate assessments
explicitly for soils and/or resources; however, the guidance on Biodiversity includes
consideration of earth heritage (geological) interests. Furthermore, soils and natural resources
are key natural capital assets in themselves. The sustainability topic Soils and Resources is
therefore included in the natural capital approach for this ISA. Other sustainability topics
within this ISA are linked to ecosystem services where appropriate.

ISA of the Transport Strategy

The ISA of the Transport Strategy has followed the stages required for Strategic Environmental
Assessment (SEA). The Scoping Report therefore represented Stage A, whilst this report is the
product of Stages B and C. These stages are described in more detail below.

Stage A: Scoping

A Scoping Report was issued to stakeholders on 24 April 2019 and represents Stage A of the
process. This report set the context and scope of the ISA through:

e Identifying likely options for delivery of the Transport Strategy (Chapter 2 of the Scoping
Report);

e Review of relevant policies, baseline information and future trends (Chapter 3 of the
Scoping Report);

e Identifying key issues and opportunities for the Transport Strategy, reflecting for example
the increased pressure of development on the natural environment or the beneficial
health effects of active travel (Chapter 4 of the Scoping Report);

e Identifying Sustainability Objectives to feed into an overall framework for appraisal of
options (Chapter 4 of the Scoping Report); and

e Setting out next steps (Chapter 5 of the Scoping Report).

A summary of the results from Scoping is provided in Chapter 4 of this Report. The appraisal
framework against which the Transport Strategy has been assessed is provided in Section 4.4.

Consultation on the ISA Scope

A five-week consultation on the scope of the ISA was undertaken with the three statutory
consultees (the Environment Agency, Historic England and Natural England) in addition to
other stakeholders representing environmental and social interests. These organisations were
consulted between 25 April 2019 and 30 May 2019. The full suite of responses from statutory
consultees and other stakeholders is provided in Appendix G, along with a comment on how

16 The WebTAG guidance for environmental impact appraisal does not incorporate assessments explicitly for soils and/or
resources; however, the guidance on Biodiversity includes consideration of earth heritage (geological) interests. As such —and
because of the important of soils and natural resources for the provision of ecosystem services — the sustainability topic Soils and
Resources is included in the natural capital approach for this ISA.

ANewt: steer v\ S



Integrated Sustainability Appraisal

they have been accounted for in the preparation of this ISA Report. The main themes for
comments raised included:

e Additional local environmental designations to be considered in addition to importance of
undesignated receptors;

e The importance of natural capital and use of ecosystems services assessment at
subsequent stages of assessment;

e The importance of walking and cycling as modes of transport;

e  Support for promoting biodiversity and environmental net gain; and

e The importance of avoiding greenhouse gas emissions in the Transport Strategy.

Stage B: Assessment

3.35 The ISA assessment covers two key elements of the Transport Strategy:

e The 23 strategic corridors (i.e. the ‘spatial alternatives’) — these have been individually
assessed by identifying sensitivities/constraints and opportunities, generally within 2km of
the central point of each transport corridor, to identify where there is potential for
significant effects on each of the ISA Sustainability Objectives.

e The general transport interventions likely to be delivered through the ‘types of initiatives’
for each of the Strategy’s thematic journey types (i.e. the ‘policy alternatives’) — these
have been assessed against each of the ISA Sustainability Objectives to identify where
there is potential for significant effects.

3.3.6 The listed schemes already under planning and development by Local Enterprise Partnerships,
Highways England and National Rail have previously been assessed as part of the Appraisal of
Sustainability for the NN NPS, and so have not been appraised individually in the ISA.

3.3.7 The assessments (presented in Sections 5.3 and 5.4 of this report) for the corridors and
general interventions are presented in a table format using the colour coding shown in
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3.3.8 Table 3.1 and Table 3.2, along with an accompanying narrative description of the assessment
findings.
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Table 3.1: Key to potential sensitivity to significant effect

Key to Potential Sensitivities

Likely to be sensitive to positive effect

Negligible or no effect

Likely to be sensitive to negative effect

Likely to be sensitive to both positive and negative effects

Table 3.2: Key to effects of generic interventions

Key to Effects of Generic Interventions

Potential for significant positive effects

Potential for minor positive effects +

Potential for minor negative effects -

Potential for significant negative effects -

Potential for both positive and negative effects +/-

Negligible or no effect 0

Following on from the findings of the assessments, Section 5.7 of this report includes a list of
proposed mitigation and enhancement measures for any negative or positive significant
effects that have been predicted.

Stages C and D: Reporting and Consultation

This report sets out the results of the ISA — incorporating the SEA, HIA, EqglA, CSA, and a
summary of the HRA Screening — and constitutes the ‘Environmental Report’ under the SEA
Regulations.

This ISA Report will be issued to consultees in Autumn 2019 for a twelve-week consultation
period, alongside the Transport Strategy.

An ISA Statement will be prepared following the consultation period to summarise how
responses to consultation and the ISA have influenced the development of the Transport
Strategy.

Stage E: Monitoring

This report sets out recommendations for monitoring the social, environmental and economic
effects of implementing the Transport Strategy in Section 5.8 of this report.

Limitations and Assumptions
The SEA Regulations require that limitations and assumptions should be described.

The ISA covers the whole of the TfSE region (the study area), though the assessment of spatial
alternatives generally focuses on the area within 2km of the central point of each strategic
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corridor. It is considered that this is sufficient to capture significant effects over large
geographic areas at a strategic level, although it is acknowledged that for assessment of
specific schemes at subsequent stages of development, study areas will need to be re-defined.
In some cases, the corridor needed to be extended beyond the 2km in order to cover both the
rail and road infrastructure within the corridor. Where this is the case, it has been recorded in
Appendix A. It should be noted that the exercise was undertaken in order to establish
sensitivity of corridors and differs from defining geographic areas in Step 4 of the Corridor
Study.

For the HRA, potential effects beyond 2km are considered where appropriate, in particular for
European sites designated for their bat or bird species, or for those with hydrological
connectivity to the transport corridors.

The specific transport interventions set out in the Transport Strategy are being delivered by
other organisations, including Highways England and Network Rail. Although they form part of
the Transport Strategy, TfSE is not the authority responsible for their development and
delivery. The policy framework for the delivery of these major schemes is the National
Networks National Policy Statement!” (NN NPS) and as such these major schemes have been
assessed within the related Appraisal of Sustainability®®. As such, these schemes have not been
individually assessed as part of the ISA, they are assessed as part of policy interventions
described below. The NN NPS, in addition to Local Transport Plans are also considered in
terms of cumulative effects.

The Transport Strategy does not contain new transport interventions for each of the corridors
— these will be developed through the forthcoming Area Studies. As such, only high-level
assessments of the broad corridors (spatial alternatives) and the general (non-spatial)
transport interventions (policy alternatives) have been undertaken for the ISA. It is noted that
a Multi Criteria Assessment Framework (MCAF) tool has been developed for the initial sifting
of options for prioritising strategic interventions in a corridor. The framework is consistent
with the requirements of the Department for Transport’s (DfT) guidance, WebTAG and also
reflects the Sustainability Objectives of this ISA. It has also been assumed that relevant design
and safety standards will be applied to the development of transport interventions
subsequent to the Strategy.

17 DfT, 2014, National Policy Statement for National Networks

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/38
7222/npsnn-print.pdf

18 Ramboll, 2014, The National Networks National Policy Statement: Appraisal of Sustainability

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/38
7692/aos-report.pdf
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Introduction

This section sets out the sustainability policy context and the current baseline, future trends,
and issues and opportunities for the Transport Strategy. It also sets out the appraisal
framework, against which the Transport Strategy is assessed.

Policy Context

The sustainability legislation and overarching policy documents of relevance to the ISA of the
Transport Strategy are set out in the ISA Scoping Report. Transport policy and context has also
been reviewed for the Transport Strategy.

Overview of Baseline

The following section provides an overview of the baseline, taken from the ISA Scoping Report.
Note that transport trends and future scenarios have also been considered as part of the
Transport Strategy.

Biodiversity

According to the SE England Biodiversity Forum?®, the SE is a key area for a range of priority
habitats. For example, the SE holds over 40% of England’s Ancient Woodland, making this
important habitat more common in the SE than most other regions of the UK. The SE also
holds more than 30% of England’s broadleaved, mixed and yew woodland; and more than 40%
of its lowland heath habitats. Coastal habitats are also well represented in the region. For
example, the SE holds more than 60% of the nation’s vegetated shingle resource; and more
than 40% of Europe’s offshore chalk exposure, with the South Downs and the cliffs of Dover
being obvious examples.

The TfSE study area also contains a wealth of protected sites:

e One UNESCO World Biosphere Reserves (Brighton & Lewes Downs);
e 51 Special Areas of Conservation (SAC);

e 22 Special Protection Areas (SPA);

e 16 Wetlands of International Importance (Ramsar sites);

e 559 Sites of Special Scientific Interest (SSSI);

e 48 National Nature Reserves (NNR); and

e 13 Marine Conservation Areas.

19 Climate UK. 2012. A Summary of Climate Change Risks for South East England. Available from:
https://www.arun.gov.uk/download.cfm?doc=docm93jijm4n1708.pdf&ver=1350
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In addition to sites listed above, local designations such as Local Wildlife Sites and
undesignated biodiversity is also present throughout the region.

Studies such as the ‘State of Nature 2019’ report?® and Defra’s 25 Year Environment Plan?!
have shown that nationally biodiversity has been declining despite the prevalence of
conservation efforts, and approximately 15% of all species across the UK are under threat of
extinction. The most important habitats (those for which the UK has a European level
responsibility) also remain in relatively poor condition (71% unfavourable for the UK versus an
EU average of 30%).

Historic Environment

The historic environment encompasses buried heritage assets (archaeological and
palaeoenvironmental remains) and above ground assets (standing buildings, structures,
monuments and designed landscapes of historic interest and their setting).

The numbers of assets provided below are derived from the Historic England Fact Sheet??, and
so apply to the SE region as a whole:

e World Heritage Sites — there is one in the region; Canterbury Cathedral. Canterbury is also
listed as one of five nationally designated Areas of Archaeological Importance.

e Scheduled Monuments —there are 2,657 scheduled monuments across the region.

e  Statutorily Listed Buildings — the SE has the second highest density of listed buildings of all
England’s regions with a total of 76,799 listed buildings, of which 1,743 are Grade | listed,
3,946 are Grade I1* listed and 71,110 are Grade Il listed.

e Registered Battlefields — there are six within the region, including the Battle of Hastings,
Battle of Lewes, and Battle of Cheriton.

e Registered Parks and Gardens —there are 376 listed parks and gardens across the region.

e Heritage Coasts —these include areas on the Isle of Wight, near Eastbourne and near
Folkestone.

Whilst direct (physical) impacts on designated historical sites are strongly restricted, adverse
effects on the setting of designated heritage assets does still occur, for example relating to
visual intrusion, or aspects such as traffic, lighting and noise. This can be a sensitive planning
issue. Conversely, asset enhancement has the potential to lead to an increase in tourism and
associated revenue, learning and access opportunities associated with the region’s cultural
heritage.

Landscape and Townscape
Designated landscapes in the study area include:

e National Parks — there are two (New Forest and the South Downs) which cover
approximately 20% of the total SE area.

20 state of Nature. 2019. Available from: https://www.rspb.org.uk/our-work/state-of-nature-report/

21 HM Government. 2018. A Green Future: Our 25 Year Plan to Improve the Environment Annex 1: Supplementary evidence
report

22 Historic England. 2018. Listing Fact Sheet
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e Areas of Outstanding Natural Beauty (AONB) — there are eight: Chichester Harbour,
Chilterns, Cranbourne Chase & West Wiltshire Downs, High Weald, Isle of Wight, Kent
Downs, North Wessex Downs, and Surrey Hills.

Designated landscapes such as National Parks, AONBs, and Special Landscape Areas are
afforded some protection against development within their boundaries, however they may
still be impacted indirectly through changes to setting. Major roads and railway lines such as
the M3, A3 and A24 pass through and close to important designated sites such as the South
Downs National Park. Gatwick — the second busiest airport in the UK by total passenger traffic
—is surrounded by Areas of Outstanding Natural Beauty, including the Surrey Hills AONB, Kent
Hills AONB, and the High Weald AONB.

Landscape and townscape character and quality is particularly vulnerable to development
(including the construction and operation of transport infrastructure), for example through
loss of tranquillity, increased lighting, and visual intrusion, as well as the incremental loss of
landscape features.

Soils and Resources

According to Natural England’s Agricultural Land Classification, much of the agricultural land in
the SE is rated as of good to moderate quality (grades 3a-3b). Land in the far east of the region
and around Chichester, is of the best and most versatile in the region, rated excellent (grade
1).

There is a prevalence of aggregate (including marine) deposits in the SE. There are
approximately 100 sites in the region, 17 of which are quarries producing crushed rock, whilst
the remainder are worked for sand and gravel®. Clays, silica sand and chalk are also common
in the region, particularly in East Sussex, West Sussex, Hampshire, Surrey and Kent; whilst
Robertsbridge in East Sussex has the largest known gypsum deposit in the UK.

The UK generated 222.9 million tonnes of total waste in 2016, with England responsible for
85% of the UK total. Construction, demolition and excavation (CDE) waste makes up around
60% of the entire amount of waste produced by the UK each year, making this the country’s
largest waste stream. However, once hazardous waste and navigational dredging spoil is
excluded, 76% of CDE waste is currently being recovered and recycled for alternative uses?.
This exceeds the EU target of 70%, which the UK must meet by 2020.%

Water Environment

There are a number of ‘main rivers’ across the SE; these predominantly drain eastwards/
southwards. The Water Framework Directive (WFD) sets an objective of aiming to achieve at
least ‘good ecological status’ for all waterbodies by 2021. The SE River Basin Management

23 South East of England Aggregates Working Party. 2012. South East Aggregates Monitoring Report

24 MRW. 2019. CDE recycling levels. Available from: https://www.mrw.co.uk/knowledge-centre/do-the-numbers-reflect-true-cde-
recycling-levels/10040434.article

25 Defra. 2018. UK Statistics on Waste. Available from: https://www.gov.uk/government/statistical-data-sets/env23-uk-waste-
data-and-management
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Plan, published in 2009%, stated that, by 2015, 18% of the region’s rivers and canals will have
improved in quality, but that 77% would still not have achieved overall good status. This was
stated to be due to “limited understanding of pressures on the water environment, their
sources, and the action required to tackle them”.

National Flood Zone data tends to correlate with the location of Environment Agency Main
Rivers and ordinary watercourses as areas with the greatest risk of flooding. According to the
Environment Agency, there are almost 900,000 properties at risk of one or more forms of
flooding in the SE as a whole, with an estimated 668,900 at risk from surface water flooding?’.
Defra’s national level mapping of key Flood Risk Areas includes three areas within the SE:
London, Medway, and Brighton & Hove. In addition, the SE Regional Climate Change
Vulnerability Assessment (RVA) found that Portsmouth, Eastbourne, and urban areas in the
north west of Surrey, as well as the rural coastal authorities of Swale, Arun and Shepway, have
particularly high numbers of properties in high flood risk areas.

Maintaining water supplies as the climate changes will be particularly challenging in the SE,
particularly in the Thames river basin region. The SE is considered a water stressed area by the
Environmental Agency?®, five of the six water companies which supply water to the SE (South
East Water, Affinity Water (previously Veolia Water South East and Folkestone & Dover
Water), Southern Water, Thames Water, and Sutton and East Surrey Water) are classified as
being under ‘serious’ levels of water stress. The future implications of climate change
projections for the SE include: increased coastal and flood-plain flood events leading to
damage to property and disruption to economic activity; water shortages; and higher
incidence of damage to transportation, utilities and communications infrastructure caused by
an increase in the number of extreme weather events (e.g. heat, high winds and flooding).

Air Quality

The Clean Air Strategy 2019 reports that road transport and other transport modes (including
rail and shipping) contributed 34% and 17% respectively to total national nitrogen oxide (NO)
emissions in 2016, and 12% to particulate matter (PM,s) emissions. The adverse impact of
ports on air quality arises mainly through the ships themselves, whilst the effect of airports is
principally from surface access via road transport. Currently, the most challenging pollutant in
terms of limit value compliance is nitrogen dioxide (NO;). A Defra statistical release in April
2018 revealed that whilst concentrations of NO, at roadside sites decreased between 1997
and 2011, levels have since plateaued.

26 Defra & Environment Agency. 2009. Available from: https://www.gov.uk/government/publications/south-east-river-basin-
management-plan

27 Environment Agency. 2010. State of the Environment — South East England. Available from: https://www.secouncils.gov.uk/wp-
content/uploads/pdfs/_publications/1_SoE_Feb_2010.pdf

28 Environment Agency. 2013. Water stressed areas- final classification. Available from:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/244333/water-stressed-
classification-2013.pdf

29 Defra. 2018. Defra National Statistics Release: Air Quality statistics in the UK 1987 to 2017
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Where air quality objectives are not likely to be achieved an Air Quality Management Area
(AQMA) must be declared. These are predominantly associated with NO, emissions from
vehicles. As such, AQMAs are mostly located within urban areas and sections of the road
network which are heavily trafficked and frequently congested. In the TfSE area, there are
currently 149 AQMAs, of which 123 are declared for NO,, 11 are declared for both NO; and
PMio, two AQMAs are declared for PMjpalone, and two for sulphur dioxide (SO).

Defra has reported the following zones within the TfSE study area as failing to comply with the
limit value for annual mean NO; in 2017: Southampton Urban Area, Bournemouth Urban Area,
and Portsmouth Urban Area®’. The only compliant zone for annual mean NO; is Littlehampton.
For PMyo and PM; s limit values, compliance is reported for all zones>!.

Climate Change and Greenhouse Gases

Transport is the largest single contributor to greenhouse gas (GHG) emissions in the UK. GHG
emissions from transport activities include carbon dioxide (CO,), methane (CH4) and nitrous
oxide (N,0). In 2017, transport accounted for 124.2 MtCO,, equivalent to 27% of total GHG
emissions in the UK, compared to 24% from energy supply, 17% from business, and 15% from
the residential sector.3? Whilst GHG emissions from the latter sectors have declined since
2016, emissions from the land-based transport sector are broadly unchanged, and remain
similar to 1990 levels. The Paris Agreement 2015 will require future Future Carbon budgets
prepared under the Climate Change Act to keep global temperature rise to well below 2°C and
pursue efforts to limit temperature increase even further to 1.5°C.

Road transport is the most significant source of GHG emissions in this sector, in particular
passenger cars. Emissions from passenger cars have decreased since the early 2000s due to
lower petrol consumption outweighing an increase in diesel consumption and, more recently,
improvements in fuel efficiency — particularly for petrol cars, and to a lesser extent diesel
cars.® The last four years have also seen a remarkable surge in demand for electric vehicles in
the UK — new registrations of ‘plug-in’ all-electric and electric-hybrid cars increased from 3,500
in 2013 to more than 195,000 by the end of February 2019.3* However, since 2013 there has
been a small increase in emissions due to an increase in total vehicle kilometres travelled.?®

30 Defra. 2018. Air Pollution in the UK 2017. Available from: https://uk-air.defra.gov.uk/library/annualreport/

31 NB - this does not reflect local authorities annual status reports, where there are exceedances of the annual
mean NO2 objective at monitoring locations.

32 Department for Business, Energy & Industrial Strategy. 2017. UK Greenhouse Gas Emissions. Available from:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/776083/2017_Final_emissio
ns_statistics_one_page_summary.pdf

33 Department for Transport. 2018. TAG data book. Available from: https://www.gov.uk/government/publications/tag-data-book
34 Electric car market statistics. 2019. Available from: https://nextgreencar.com/electric-cars/statistics/

35 Department for Business, Energy & Industrial Strategy. 2018. Available from:

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/695930/2017_Provisional_E
missions_statistics_2.pdf
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In terms of climate change impacts, the average temperature in central England has risen by
about 1°C since the 1970s, and research by the Met Office3® reveals that the risk of a heatwave
exceeding the temperatures experienced in the European heatwave of 2003 has at least
doubled. During the August 2003 heatwave there were an estimated 2,000 more deaths in
England and Wales than for the same period averaged between 1998 and 2002. Most of these
were concentrated in the SE and London, particularly among those over 75 years old. By 2040,
more than half of summers are expected to exceed 2003 temperatures.

The character of UK rainfall has also changed, with days of very heavy rain becoming more
frequent. What in the 1960s and 1970s might have been a 1-in-125 day rainfall event is now
considered to be a 1-in-85 day event. An extended period of extreme winter rainfall as was
experienced in December 2015 is now thought to be seven times more likely as a result of
anthropogenic emissions of GHG.

The South East has the greatest end-user carbon dioxide emissions compared to other regions
in England, with transport being the greatest contributing sector®’. A number of local
authorities in the South East® have declared ‘climate emergencies’, including committing to
setting targets for zero net carbon emissions by 2050. The key climate change-related
challenges for the SE include: increased risk of flooding; water scarcity; health issues during
increasingly frequent extreme weather events, such as heatwaves; the ability of infrastructure
to cope with changing demand and use; organisational resilience to climate change; and
changes to natural systems®,

Noise and Vibration

Increased noise pollution affects quality of life and has been linked to health problems.
Following the strategic noise mapping undertaken to satisfy the EU Environmental Noise
Directive, noise action plans have been developed. These provide a framework to manage
environmental noise and its effects, with Noise Important Area (NIAs) being identified in areas
where transport noise is considered to be a problem. Noise action plans also aim to protect
quiet areas in agglomerations (large urban areas) where noise quality is good.

There are numerous NIAs throughout the SE. These are either located along either roads or
railways with the majority of road NIAs located on trunk roads. Data from the England Noise
Map Viewer® shows that roads such as motorways create significant noise with noise levels
over 55 dBb in areas within 1km of the source (Lqen, 24-hour annual average noise level with

36 Environment Agency. 2016. Adapting to a changing climate. Available from:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/526000/climate-adrep-
environment-agency.pdf

37 Department for Business, Energy & Industrial Strategy. 2019. UK local authority carbon dioxide emissions estimates 2017.
Available from:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/812139/Local_authority_20
17_greenhouse_gas_emissions_statistical_release.pdf

38 As of June 2019: Brighton and Hove, Hastings, Lewes, Maidstone, Portsmouth, and Reigate & Banstead.

39 Climate UK. 2012. A Summary of Climate Change Risks for South East England. Available from:
https://www.arun.gov.uk/download.cfm?doc=docm93jijm4n1708.pdf&ver=1350

40 Extrium. 2012. England Noise Map Viewer. Available from: http://www.extrium.co.uk/noiseviewer.html
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weightings applied for the evening and night periods). Areas affected are exacerbated where
roads along the Major Route Network merge or where rail noise is also recorded. Road traffic
noise levels are higher than the UK average across the SE in part due to the population density
compared to other UK regions.

In addition, significant noise is generated by rail/road traffic connecting with the SE’s busy
ports and airports. The activities at airports, including take-off and landing, also generate high
noise levels, whilst there is noise associated with the flight paths to and from these airports
that will affect receptors in the SE.

Recent vehicle innovations such as hybrid and electric cars have led to quieter vehicles. As
these make up a greater proportion of vehicles on the road, associated noise levels will start to
fall. Aircraft are also becoming quieter; however, it is anticipated that passenger numbers will
continue to increase in the years ahead resulting in more flights and potential for increased
noise levels.

Population and Equalities

The SE has the largest population of any government region of England. According to the latest
ONS population projections, the current population of the SE stands at 9,214,300*'. The
districts in the SE generally have a high proportion of people over the age of 65, compared to
the UK average. The population between 2019 and 2041 in the SE is expected to increase by
10%, with the greatest increases seen in the over 75s, although there is some level of
uncertainty associated with population predictions. Of the eleven authorities, the largest
population increase is projected in Medway, with an increase of 13.5%, whilst the smallest
population increase is projected in West Berkshire at 5.6%. The population increases within
the Isle of Wight, Portsmouth, Southampton, Hampshire, Surrey and West Berkshire are all
below the regional and national averages, of 10%*.

91% of the region is considered to be white and 85% are British nationals. 9.3% of the SE
population come from BAME (Black, Asian, and minority ethnic) groups, which is considerably
lower than the national average of 13%*. However, following the national trend, the region is
likely to become increasingly diverse.

In the SE, 95.1% of people identify as heterosexual, 1% higher than the national average, and
1.3% considered themselves to be LGBT (lesbian, gay, bisexual and transgender), which is
slightly lower than the national average of 1.6%*. According to the national LGBT Survey, 65%
of the responders stated they avoided being open about their sexual orientation whilst using
public transport for fear of a negative reaction from others®.

41 ONS. 2016. 2016-Based Subnational Population Projections for Local Authorities and Higher Administrative Areas in England
42 ONS. 2016. 2016-Based Subnational Population Projections for Local Authorities and Higher Administrative Areas in England

43 Elevation Networks. 2016. UK BME Population, Briefing Paper. Available from: www.elevationnetworks.org/wp.../UK-BME-
Population-Briefing-Paper-Mar2016.pdf

4 ONS. 2017. Annual Population Survey, Sexual Identity

4 Government Equalities Office. 2018. National LGBT Survey, Research Report
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65% of the population in the SE are religious, of which 92% state their religion as Christianity.
The second largest religious group are Muslims, who make up 3.6% of the religious population.
The least represented religious group are Jewish, making up just 0.3% of the religious
population.

Despite the relative prosperity of the region, 850,000 people (especially children and the over-
60s) are living in the top 20% of income deprived areas in the country*®. According to the 2015
Index of Multiple Deprivation, Portsmouth is considered to be the most deprived of the eleven
authority areas in the region, ranking 63 most deprived out of 326 authorities in England®’.

20.4% of people in the region live in rural areas, which is the fourth highest of the national
regions and above the national average of 18.8%*. There is a considerable disparity between
higher and lower performing rural areas in the region, in terms of household income, labour
market skills, unemployment claimants and job density. In general, the lowest performing
rural local authorities are located on or near to the coast*.

Health

The SE region generally has a better life expectancy for both males and females when
compared to the national average. On average, males in the region have a life expectancy of
80.6 years, which is 0.9 years higher than the national average, whilst women have an average
life expectancy of 84 years, which is 1.1 years higher than the national average. Of the eleven
authorities, West Sussex has the greatest life expectancy for males (80.6 years), whilst Surrey
has the greatest life expectancy for females (84.6 years). Medway has the lowest life
expectancy for both males (78.5 years) and females (82.2 years), both of which are below the
national average®.

In general, the overall health of residents across the SE is good, with Hampshire, Surrey, West
Berkshire and West Sussex all bettering the national average. However, the overall health of
residents in Southampton and Portsmouth is described as being worse than the national
average. According to the 2011 Census, 49% of people in the region described their health as
very good, whilst 4.4% of the population describe their health as either bad or very bad, which
is similar to the national average®. When looking at disabilities and impairments, 6.9% of the
population stated that their day to day activities are ‘limited a lot’ and 8.8% described it as
‘limited a little’™°.

On the whole, the SE has good levels of physical activity, which is reflected in the low levels of
obesity. Despite this, the region has a high number of people diagnosed with diabetes, with six
of the eleven authorities having significantly higher diagnoses than the national average®.

46 South East England Councils. 2011. Deprivation and Public Sector Reliance in the South East, A Briefing Paper from South East
England Councils.

47 ONS. 2015. Index of Multiple Deprivation

48 South East England Intelligent Network. 2008. The Rural South East: An Evidence Base
49 Public Health England. 2016. Local Authority Health Profiles, South East Region

50 Nomis. 2011. 2011 Census
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The proportion of people living with dementia in East Sussex, Hampshire, West Sussex and the
Isle of Wight is significantly higher than the national average. Due to an ageing population, the
number of people living with dementia is likely to increase, as will the number of people with
physical and sensory impairments. There will also be more people living longer with multiple
long-term conditions.

Community Safety

Between 2015 — 2017, there were 49.1 road traffic accidents (where somebody was either

killed or seriously injured) per 100,000 people in the region. This is higher than the national
average of 40.8. Of the eleven authority areas, the Isle of Wight had the highest number of
accidents at 57.7 per 100,000, whilst Medway had the lowest (31.4 per 100,000)*. In 2017
there were 267 fatalities from road traffic accidents in the region (5% fewer than in 2016);

however, this remains higher than any other region in the UK>..

According to British EurorRAP Results 2017°?, the SE region is the worst performing region in
the UK, with regards to road safety. The average risk of a serious crash on single carriageways
in the SE, is nearly twice that of the West Midlands. According to the report, six out the top
ten higher risk roads in the UK were in the SE>2.

In 2017/2018, the number of reported sexual offences committed on public transport in the
UK, increased by 16% (60% of these assaults were against females). The number of violent
offences increased by 26% to 11,711 in 2017/18. Delays caused by disrupted behaviour also
increased from 1,432,726 to 1,548,462°3.

Economy

The SE is home to the UK’s most important international and national transport assets — the
busiest airports serving the most destinations, ports on the main international shipping line,
and cross channel services from Dover and through Eurotunnel providing capacity equivalent
to a second Gatwick. As a result, the SE has become a powerhouse in the transport and
logistics sector with a Gross Value Added (GVA) of over £8 billion per year.

The SE is at the leading edge of research into the future of the transport and logistics sector
with institutions such as the Transport Research Laboratory in Wokingham, backed up by high
quality research facilities at the University of Portsmouth, Canterbury Christ Church University
and Southampton Solent University.

The economy of the SE is further driven by five large sectors which account for nearly 29% of
the total output®. These sectors are construction, education, health, business support (e.g.
office administration services), and retail. In addition, tourism is vital to the rural and coastal
economies of the SE contributing over £7.5 billion in GVA per year.

51 Department for Transport. 2017. Reported Road Casualties Great Britain: Annual report
52 British European Road Assessment Program (EuroRAP). 2017. Cutting The Cost Of Dangerous Roads
53 British Transport Police. 2018. Annual Report 2017 -2018

54 Cambridge Econometrics. 2017. Local Economic Forecasting Model
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Initially drawn by strong connectivity to international markets, businesses have clustered
around international gateways and are now benefitting from proximity to other businesses in
their sector. With marine, maritime and defence industry concentrated around the ports of
Portsmouth and Southampton, and the ‘Gatwick Diamond’ being a focus for the professional
services sector, international gateways are economic hubs in their own right.

A ratio of median house price to median earnings of nearly 9.5 compared to the national
average of 7.5 puts into sharp focus the affordability constraints facing the SE. However, the
SE is proactively responding to its low levels of housing affordability to prevent it from
becoming a constraint on the future growth of the economy.

Sustainability Appraisal Framework

While not specifically required by the SEA Regulations, sustainability objectives are a
recognised way of considering the environmental, social and economic effects of a plan or
programme, and comparing the effects of alternatives.

The sustainability objectives (set out in Table 4.1 below) were developed using:

e The review of key policy documents;

e The baseline data collation;

e An assessment of future trends; and

e The identification of sustainability issues and opportunities.
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Table 4.1: Sustainability Appraisal Framework

Key Sustainability Issues Identified

Sustainability Objective

. Transport

South East

Natural Capital
and Ecosystem

Deterioration in quality, and severance/loss of connectivity of ecosystems.
Effects on ecosystems with high (potential) ecosystem services provision,

To maintain and enhance the provision of ecosystem
services from the region’s natural capital, and deliver

Services and/or those close to centres of population. environmental net gain.

Biodiversity Loss, damage or fragmentation of statutory and non-statutory wildlife sites, To protect and enhance protected habitats, species,
habitats and wildlife corridors. valuable ecological networks and ecosystem functionality in
Impacts on protected species and wider biodiversity. the region, and deliver biodiversity net gain.

Historic Direct and indirect impacts on internationally, nationally and locally To protect and minimise harm to the historic environment,

Environment

designated heritage assets, including their settings.

and to maximise opportunities for enhancement.

Landscape and

Direct and indirect impacts on designated landscapes, including their settings.

To protect and enhance the quality of the region’s

Townscape Erosion of the character and quality of the SE’s landscapes. distinctive landscapes, townscapes and visual amenity.
Soils and Deterioration in quality of, and loss of soils, including the best and most To promote the use of brownfield land and existing
Resources versatile agricultural land. infrastructure in the region, protect geologically/
Use of resources and production and disposal of waste in transport-related agriculturally important land, promote the sustainable use
construction. of resources and natural assets, and seek opportunities to
deliver a circular economy.
Water Increasing development associated with a rising population (including To protect and enhance surface and groundwater quality;

Environment

Air Quality

Climate Change
and GHG
Emissions

Noise and
Vibration

transport infrastructure) affecting surface water runoff and can increase
flood risk on a local and catchment scale.
Increased traffic flows can add to contamination of surface water runoff.

Increased usage of highways adding to local and regional air pollution.
Increased usage of ports and airports adding to local and regional air
pollution.

Transport is the largest contributor to the UK’s GHG emissions.
Climate change (extreme heat, flooding and storms) can impact on the
quality and safety of transport infrastructure.

Increased use of transport adding to noise impacts on human health due to
stress and sleep disturbance, as well as annoyance.

reduce and manage flood risk from all sources and coastal
erosion risks by locating infrastructure in lower risk areas.

To protect and enhance air quality by reducing transport
related emissions.

To eliminate GHG emissions (including through encouraging
modal shift, electric vehicle uptake, low carbon
construction), and maximise resilience to climate change.

To reduce exposure to transport related noise and
vibration, including noise pollution and annoyance.
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Increased use of transport adding to noise impacts on wildlife and designated
sites.

Transport trends changing future noise profiles and climate change affecting
impact on population.

Population and
Equalities

Health

Community
Safety

Economy

A growing population and associated increase in demand for travel.
Public transport provision for those in rural areas, for the elderly, for those in
areas of deprivation, and for those who are socially isolated.

An ageing population, with restricted access to private transport.
Increasing problems of physical inactivity and obesity.
Increasing use of private vehicles adding to air and noise pollution.

Increasing crime levels on public transport.

High levels of serious injuries and fatalities on the SE road network compared
to the rest of the UK.

Safety concerns for pedestrians and cyclists.

Links between transport and productivity in the SE region.
Uncertainty around future demand for and supply of infrastructure, as well as
the spatial and temporal distribution of movement.

To increase the capacity and efficiency of the
transportation network to support demographic changes,
including improving access by equalities groups and
deprived communities.

To protect and enhance physical and mental health through
active travel, access to public transport, and reductions in
pollution.

To promote safe transport through reducing accidents and
improving security, as well as through regeneration of
areas.

To promote a strong economy through the transport
network with opportunities for the population to access
centres of employment, reliable journey times and
increasing trade?

South East
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Sustainability Appraisal

Introduction

Other than schemes already under planning and development including those led by Local
Enterprise Partnerships, Highways England and National Rail, further transport interventions
are not specified in the Transport Strategy — these will follow in later corridor studies and in
the forthcoming Strategic Investment Plan. The location-specific schemes specified in the
Transport Strategy have thus already been assessed as part of the Appraisal of Sustainability
for the NN NPS and will not be appraised individually in the ISA.

This section therefore presents the findings of the assessment covering two key aspects of the
Transport Strategy:

e The 23 strategic corridors (i.e. the ‘spatial alternatives’); and
e General transport interventions that would help address the challenges faced by the six
journey types (i.e. the ‘policy alternatives’).

Mitigation and enhancement measures for negative or positive significant effects are set out
below in Section 5.7.

Consideration of Alternatives
Consideration of reasonable alternatives is a key feature of the SEA process.

The purpose of the Transport Strategy is to assess which major transport corridors across the
SE region have the greatest potential for sustainability enhancements and economic growth,
and to prioritise corridors for the subsequent development of transport interventions. The ISA
has informed the development of the Transport Strategy by identifying potentially significant
constraints and opportunities for each of these corridors from an environmental and social
perspective. As such, the 23 strategic corridors represent the ‘spatial alternatives’ assessed
through the ISA process.

The Transport Strategy also considers broad ‘types of initiatives’ for addressing the challenges
faced by each of the six thematic journey types, aimed at facilitating economic growth in the
region, whilst simultaneously enhancing social and environmental benefits. These ‘types of
initiatives’ each comprise at least one different category of general transport intervention —
for example new or improved highways or railways, or enhancements to bus or cycling routes
— all of which would result in different impacts on the environment, economy and society.
These general transport interventions therefore represent the ‘policy alternatives’ assessed
through the ISA process.

Assessment of Strategic Corridors
The 23 corridors included in this assessment are labelled as follows:

e SE1-M2/A2/Chatham Main Line (Dartford — Dover)
e SE2—A28/A299/Chatham Main Line (Faversham — Ramsgate)
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SE3 —M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup)

SE4 — A21/Hastings Line (Hastings — Sevenoaks)

SC1 - A22/A264/0Oxted Line (Crawley — Eastbourne)

SC2 — M23/A23/Brighton Main Line (Brighton — Coulsdon)

SC3 — A24/A264/Arun Valley Line (Crawley — Fontwell)

SW1 —A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton)

SW2 —M3/M27/M271/A33/A326/South Western Main Line (Southampton — Sunbury)
SW3 — A33/Basingstoke — Reading Line (Basingstoke — Reading)

SW4 — A34/South Western Main Line/Basingstoke — Reading Line (Reading — Winchester)
SW5 — A36/Wessex Main Line (New Forest)

SW6 — A303/West of England Main Line (Andover — Basingstoke)

SW7 — M4/Great Western Main Line/Reading — Taunton Line (Newbury — Slough)

101 — M25 (Dartford — Slough)

102 — A228/A249/A278/A289/Chatham Main Line/Sheerness Line (Medway Ports)
103 — A228/A229/Medway Valley Line (Maidstone — Medway Towns)

104 — Redhill — Tonbridge Line/South Eastern Main Line (Ashford — Redhill)

105 — A25/North Downs Line (Guildford — Redhill)

106 — A31/A322/A329/A331/North Downs Line (Guildford — Reading)

001 - A28/A290/A291 (Canterbury — Whitstable)

002 - A27/A259/A2070/East Coastway Line/Marshlink Line (Ashford — Brighton)
003 —M27/A27/A31/West Coastway Line/East Coastway Line (Brighton — Ringwood)

The assessment of each of the 23 corridors has been undertaken using spatial indicators for
each of the ISA Sustainability Objectives, as shown in Table 5.1 below.

South East

. Transport
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Table 5.1: Spatial indicators used in the assessment of strategic corridors

ISA Objective Spatial Indicators

Natural Capital & Ecosystem | Natural capital (and therefore ecosystem service provision) is

Services represented through spatial indicators B1-6, HE1-5, L1-5, S1, and
W1-2 below (following the approach set out in Section 3.2 of this
report).

Biodiversity B1 - Special Areas of Conservation (SAC)

B2 - Special Protection Areas (SPA)

B3 - Ramsar sites

B4 - Sites of Special Scientific Interest (SSSI)
B5 - National Nature Reserves (NNR)

B6 - Marine Conservation Areas

Historic Environment HE1 - World Heritage Sites
HE2 - Scheduled Monuments
HE3 - Historic Parks & Gardens
HE4 - Historic Battlefields

HES - Ancient Woodlands

Landscape & Townscape L1 - National Parks

L2 - Areas of Outstanding Natural Beauty (AONB)
L3 - Heritage coasts

L4 - Greenbelt

L5 - National trails

Soils & Resources S1 - Agricultural Land Classification
Water Environment W1 - Ground Source Protection Zone
W2 - Flood Zone
Air Quality Al - Air Quality Management Areas (AQMA)
Climate Change & CC1 - Indicative Flood Risk Areas
Greenhouse Gases CC2 - Per Capita Emissions
Noise & Vibration N1 - Noise Action Important Areas
Population & Equalities P1 - Index of Multiple Deprivation (IMD) - Overall Deprivation

P2 - Planned Housing Developments

Health H1- IMD - Health
H2 - Percent Physically Active Adults
H3 - Excess Weight in Adults

Community Safety CS1 - IMD - Crime
CS2 - KSI Casualties on England Roads
CS3 - EuroRAP Road Safety

Economy E1 - Economic Assets

E2 - Planned Major Employment Areas
E3 - International Companies

E4 - Priority Sector Areas

5.3.2 The sensitivities/constraints and opportunities within a set distance buffer of the central point
of each transport corridor have been identified, and the potential for significant effects
highlighted. The key for the assessment of potential sensitivity to significant effects is as
follows:
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Key to Potential Sensitivities

Likely to be sensitive to positive effect

Negligible or no effect

Likely to be sensitive to negative effect

Likely to be sensitive to both positive and negative effects

Where possible, the buffer around each strategic corridor has been set at 2km. However, the
spatially diverging routes of some of the road networks and railways represented by the
strategic corridors, means buffers of varying sizes (up to a maximum of 10km) have been used
in order to capture these routes. The specific buffers used for each corridor are listed in each
of the corridor assessments in Appendix A.

A summary of the assessment for each of the 23 corridors is shown in Table 5.2 below.
Individual assessments are provided in Appendix A.
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In summary Table 5.2 shows that:

The economic indicators are the most susceptible to potential positive effects of future
development across the corridors. Where new economic developments are proposed and
where existing major international companies, economic assets and priority sector areas
are located within the corridors, positive effects have been recorded.

Positive effects on a growing population have also been identified for those corridors
where housing developments are proposed (also see cumulative effects at Section 5.6
below).

In terms of deprivation, (including overall deprivation, health deprivation and crime
deprivation) those corridors that are considered significantly deprived, have been
identified as being more sensitive to the negative effects arising from future
developments. Corridors with low levels of deprivation have potential to be more resilient
change, whilst those with mixed levels of deprivation have potential to be more sensitive
to both negative and positive effects of future development.

Health across the 23 corridors is varied, and the assessment has highlighted the
opportunities of future development to both improve health as well as worsen the
current situation. Those corridors where excess weight and physical inactivity is
significantly worse than the national average, have been identified as being more
sensitive to negative effects of development, than those that significantly outperform the
national average.

The number of high risk roads and the number of people who are killed or seriously
injured, varies across the corridors. Sensitivities of these receptors will be dependent
upon where development takes place and the opportunities for improving safety related
to each intervention.

The water environment across the corridors is likely to be sensitive to the negative effects
associated with future developments. All corridors intersect multiple flood zones, and the
majority intersect ground source protection zones, which are sensitive to contamination.
Eleven corridors intersect flood risk areas, which are high risk areas for people, critical
services and commercial and public assets from surface water flooding and potential
negative effects have been identified.

The SE area is heavily designated for its biodiversity, landscape and heritage. All
designated areas and sites that have been intersected by the corridor and its buffer, have
been considered highly sensitive to the negative effects that could arise from future
transport development.

National trails across the regions have potential to benefit from both the negative and
positive effects of development, depending on the nature of proposals that come
forward.

The agricultural land across the corridors is highly diverse, with combinations of poor
quality and non-agricultural land surrounding urban areas, with rural areas composing of
higher quality versatile soils. Given the variation, the sensitivity of agricultural land is
highly dependent upon where development takes place and the type of transport
intervention, as shown in Section 5.4 below.
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Assessment of General Interventions

The general categories of transport interventions — mentioned through the ‘types of

initiatives’ as ways of addressing the challenges faced by the region’s six journey types —

include:

Highways — new roads and major widening;

Highways — improvements, i.e. junction and roundabout improvements, parking, and
minor widening;

Highways — non-infrastructure options, i.e. traffic management and road safety (signage,
signalling, visibility, traffic/speed restrictions);

Rail — new railway lines and stations;

Rail — improvements to stations, services and signalling;

Bus and Light Rail — development of urban infrastructure and transit schemes, priority
measures, and improvements to stops, services and information;

Walking and Cycling — new cycleways and new walkways, and improvements to existing
ones;

Other — technology and innovation, public transport information provision, congestion
schemes, ticketing, and behavioural change.

It should be noted that the Transport Strategy does not give equal weight to each of these

general interventions. For example:

The changing dynamics traffic flow patterns of the road network means there will always
be a need for localised improvements to address specific issues that will continue to arise.
New roads, improvements or extension of existing ones should be prioritised in the short
term but become a lower priority in the longer term. In the longer-term highways
schemes should target ports, development opportunities and deprived communities;
Railway schemes are high priority across all timelines — Brighton Main Line upgrades are
prioritised for the short term, while new Crossrail lines are a longer-term goal;
Interchanges - are a high priority across all timelines where these would facilitate multi
modal journeys and create opportunities for accessible development;

Urban transit schemes (Bus Rapid Transit and/or Light Rail Transit schemes, where
appropriate for the urban areas they serve), are high priority and generally medium to
long term;

Public transport access to airports is a high priority and, in the case of Heathrow Airport,
must be delivered alongside airport expansion;

Road and public transport access to ports is also high priority, and prioritised for delivery
in the short term;

Technology is medium priority and, in some cases, relatively long term;

Planning policy interventions are relatively high priority and short term; and

Demand management policy interventions are a much longer-term goal.

How the general categories of transport interventions relate to the ‘types of initiatives’ and
‘journey types’ is shown in
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5.4.3 Table 5.3.
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Table 5.3: General transport interventions included within the Transport Strategy

Thematic
Journey Types

Radial

Types of Initiatives

Provide additional capacity and resilience on radial railways,
particularly the busiest corridors such as the South Western
Main Line and Brighton Main Line (addresses Challenges 3
and 5).

Highways | Highways | Highways | Rail— | Rail - Bus & | Walking | Other

- new - —non- new improve | Light and
improve | infrastruc. Rail Cycling

Improve the resilience of the Strategic Road Network,
potentially by adopting demand management policies
(addresses Challenges 4 and 6).

Improve connectivity by both road and rail to deprived
communities — particularly potential ‘left-behind towns’ in
Swale, Thanet and Hastings (addresses Challenges 1 and 2).

Extend radial routes (e.g. Crossrail from Abbey Wood to
Ebbsfleet, and/or extend South Eastern franchise passenger
services to the Isle of Grain) that serve particularly large new
housing developments (addresses Challenge 1).

Facilitate an increase in radial journeys by public transport,
particularly to/from Outer London and to/from Heathrow
Airport (addresses Challenge 6).

Transport &
ASouth East

Reduce human exposure to noise and poor air quality from
radial roads, particularly where these run through urban
areas such as Guildford and Portsmouth (e.g. by lowering
speed limits, reallocating road space to cleaner transport
modes, moving routes underground and/or away from
urban areas, and/or supporting the uptake of cleaner
technologies such as Electric Vehicles (addresses Challenge
4).
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Thematic Types of Initiatives Highways | Highways | Highways Rail - Walking | Other

Journey Types — hew = —non- improve and

improve infrastruc. Cycling

In the longer term, introduce demand management policies

on congested high-capacity corridors such as the M25,
CJ ideally when alternative public transport options are
available (addresses Challenge 1).

Deliver the Lower Thames Crossing, which will provide an
°rbita|ta:\d alternative route around the north of the M25, avoiding the
coasta
South West Quadrant (addresses Challenge 1).

Encourage the wider electrification of the network and/or
wider use of bi-mode trains across the south east to enable
more direct, longer distance services on orbital corridors
such as the North Downs Line (addresses Challenge 2).

Provide capacity enhancements at bottlenecks where orbital
railways cross busy radial routes, such as at Redhill
(addresses Challenge 2).

Improve long distance rail connectivity and capacity
between the Midlands and North of England into the region
along orbital corridors and support the introduction of more
direct east-west services to Gatwick Airport (addresses
Challenge 2).

Build a consensus on a way forward for the
M27/A27/A259/East Coastway/West Coastway Corridor
based on a multi-modal approach that seeks to reduce
conflicts between different users on this corridor (addresses
Challenge 3).

Improve orbital connectivity between Gatwick Airport and
Hampshire and Kent (addresses Challenge 4).
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Thematic Types of Initiatives Highways | Highways | Highways Rail - Bus & | Walking | Other

Journey Types — hew = —non- improve and

improve infrastruc. Cycling

Improve orbital links between the M3 and M4, ideally in a
way that avoids directing heavy traffic through urban areas
such as Bracknell (addresses Challenges 4 and 5 —and
potentially Challenge 1 by relieving pressure on the M25
South West quadrant).

Reduce the exposure to the adverse environmental impacts
of road traffic on orbital corridors that pass through urban
centres such as Gosport, Hastings, Portsmouth and
Worthing, which may include lowering speed limits,
reallocating road space to cleaner transport modes, and/or
supporting the uptake of cleaner technology such as Electric
Vehicles (addresses Challenge 5).

Deliver better public transport alternatives on the M25
Corridor, such as extending Crossrail 1 into North Kent
(addresses Challenge 6).

Support existing Major Road Network and Large Local
Majors schemes (e.g. A22 junction improvements) that bring
secondary routes up to an appropriate standard for these
routes (addresses Challenges 1 and 4).

Support initiatives that enhance, or at the very least,
Interurban maintain the viability of bus services on Interurban corridors
(addresses Challenge 2).

Deliver better Interurban rail connectivity, such as direct rail
services from Brighton to Uckfield (addresses Challenge 3).

Adopt a holistic approach to each corridor to ensure that
traffic is not displaced form the Strategic Network onto the
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Thematic Types of Initiatives Highways | Highways | Highways Rail - Bus & | Walking | Other

Journey Types — hew = —non- improve and

improve infrastruc. Cycling

Major Road Network or local network (addresses Challenge
5).

Develop high-quality public transport services on urban
corridors, such as Bus Rapid Transit and Light Rail Transit,
where there is a viable business case (addresses Challenges
1and2).

Improve air quality on urban corridors by, for example,

Local lowering speed limits, reallocating road space to cleaner
transport modes, and/or supporting the uptake of cleaner
technology such as Electric Vehicles (addresses Challenge 2).

Prioritise the needs of pedestrians and cyclists over the
private car (addresses Challenges 1 and 2).

Invest (or encourage others to invest) in integrated
passenger information systems to provide passengers with
dynamic, multi-modal travel information (addresses
Challenge 3).

Develop integrated transport hubs (bus, rail, park and ride,
new mobility and cycle parking), integrated smart ticketing,
and integrated timetables, where feasible (addresses
Challenge 3).

Lobby government to protect and enhance funding for
socially necessary bus services in rural areas (addresses
Challenges 4 and 5).

Lobby government to freeze rail fares in real terms and
provide lower off-peak fares in the longer term (addresses
Challenge 5).
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Thematic Types of Initiatives Highways | Highways | Highways Rail - Bus & | Walking

Journey Types — hew = —non- improve and

improve infrastruc. Cycling

Improve public transport access to Heathrow Airport
through delivering the Western and Southern rail access

% schemes (addresses Challenge 1).
Support the use of demand management policies at
Heathrow, such as high car access charges, to minimise
traffic growth arising from expansion at this airport
International (addresses Challenge 1).
Gateways and
freight Provide appropriate links and improvements to the

highways and railway networks at expanding and/or
relocating ports in the South East (addresses Challenges 2
and 3). This should include improvements to the A34
(serving Southampton) and A2 (serving Dover).

Deliver Lower Thames Crossing and improvements the A229,
Junction 3 of the M2 and Junction 5 of the M20 (addresses
Challenges 3 and 4).

Implementing rail freight schemes, such as electrification
and gauge enhancements, to increase capacity on strategic
routes and encourage modal shift from road to rail
(addresses Challenges 5 and 6).

Improve the efficiency of freight vehicle operations through
adoption of new technologies (addresses Challenge 7).

Help international gateways adapt to changes in trade
patterns. This may include investing in facilities to customs
checkpoints away from bottlenecks at locations such as
Dover (addresses Challenge 8).
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Thematic Types of Initiatives Highways | Highways | Highways Rail - Bus & | Walking | Other

Journey Types — hew = —non- improve and

improve infrastruc. Cycling

Develop a Freight Strategy and Action Plan for the South
East to improve the efficiency of freight journeys (addresses
all challenges).

‘Future-proof’ the digital and energy infrastructure within
R the South East by making provision for accelerated future
uptake (addresses Challenge 1).

Incorporate ‘Mobility as a Service’ into the current public
transport network, to provide better accessibility for a wider
Future range of the population (addressing Challenges 2, 3, 4 and
5).

Encourage consistency in the smart ticketing arrangements
across the South East, seek the use of Pay as you go and
contactless payment (addresses Challenge 4).

Develop a Future Mobility Strategy for the South East to
enable Transport for the South East to influence the roll out
of future journey initiatives in a way that will meet
Transport for the South East’s vision (helps to address all
challenges).
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The likely impacts of these general interventions on the environment, economy and society
are described in the following paragraphs, and summarised graphically in Table 5.4.

New highways are likely to result in large impacts on biodiversity due to the expected impacts
arising from habitat loss and severance, including potential loss or damage to irreplaceable
habitats in the region, as well as loss of ecosystem service provision. The scale of new roads
and the magnitude of impacts means that residual impacts are likely and opportunities for
biodiversity net gain are likely to be challenging. Negative effects are expected from new
roads on the historic environment, particularly with regards to buried archaeology and setting
of heritage assets. There would be both direct and indirect negative effects on landscape,
relating to visual amenity, character, quality and tranquillity, all of which are under pressure
from development throughout the region. New roads would also have a negative effect on air
quality and noise in the region, as well as increased carbon emissions, as an increase in traffic
volume is anticipated as a result, although they have the potential to relieve impacts in
congested areas. Embodied carbon, i.e. supply chain emissions associated with the
construction of new roads and manufacture of their constituent parts, will also increase.
Finally, permanent damage to and loss of soil can occur as a result of new road building.
Positive impacts are expected to include improved road safety, improved accessibility and
more reliable journey times.

Highway improvements would have a lesser impact than new roads on biodiversity,
archaeology and landscape, as the extent of land take would be limited by the nature and
scale of the schemes. There is potential for a large impact on climate change to arise from
highway improvement schemes, as they can increase road capacity and thus result in an
increase in greenhouse gases, however, vulnerability to flood risk and other climatic factors
will vary on a site-specific basis and depend on design achievable in the setting. While
increased capacity could lead to negative air quality and noise impacts, road users are likely to
experience more reliable journey times and increased accessibility.

Non-infrastructure highway options are likely to have a negligible or no effect on most
environmental objectives, with the exception of landscape and townscape where potential
negative effects may occur from features such as signage, signals and other traffic
management in regard to visual amenity, character, quality and setting, although this is much
reduced from new highways infrastructure. Potential positive effects on population, health
and community safety could occur from traffic management and road signage options.

New railway lines have the potential for significant negative effects on biodiversity such as
habitat loss and severance, including potential loss or damage to irreplaceable habitats in the
region, as well as loss of ecosystem service provision. New railway lines may fragment or
degrade farmland and result in the loss of agricultural land. Permanent damage to and loss of
soil can also occur as a result of new railways. The loss of soil and habitats are likely to result in
a reduction of ecosystem service provision. There is potential for significant negative effects
on the historic environment and landscape because they could impact on the setting of
historic assets and archaeology and would introduce new linear features into the landscape,
which may affect its quality and character.
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Improving existing rail infrastructure will have reduced environmental impacts compared to
new railway lines and stations. The largest beneficial effects from these improvements would
occur in relation to population, health and community safety due to the potential for an
increase in rail passenger number as a result, and the improved experience and safety of travel
for them.

Improvements to other public transport services such as buses and light rail would have the
largest beneficial effect on population and equalities due to the likely increased uptake of
public transport travel by elderly, young and disadvantaged people and the improvement in
accessibility between communities and rural areas with towns. Modal shift as a result of the
improvements would also result in beneficial effects on air, noise, climate change, health and
community safety. The economy is also likely to benefit from the introduction of light rail in
urban areas, as it is often used as a means of regeneration. However, there could potentially
be adverse effects on townscape and cultural heritage if not sensitively designed, whilst the
development phase could disturb contaminated soil.

New and improved walkways and cycleways would have the largest beneficial effects on the
ISA Sustainability Objectives, with a significant beneficial effect expected on health due to the
active, physical nature of the mode — assuming that walkways and cycleways are well
connected, and maintained in good condition. Enhancements or opportunities in respect to
biodiversity, air quality, climate change, noise, population and community safety are likely
from the creation of new or improved walking and cycling routes. This is due predominantly
to the connectivity for and between communities and employment areas, accessibility to and
reliability of the routes and the potential enhancements to biodiversity through the protection
or creation of green corridors. However, these policy alternatives are unlikely to provide
economic benefit in relation to long distance movement of people and freight.

Similarly, the provision of ‘other interventions’ — information, congestion charging, ticketing —
would mostly result in the same objectives being benefited. Potential negative effects from
‘other interventions’ may occur in regard to the historic environment and landscape and
townscape if the installation of features to support the provisions impacted on the character,
quality or setting of the historic or landscape environments.

A summary of the (pre-mitigation) assessment for each of the general interventions by ISA
Sustainability Objective is shown below in Table 5.4. The full assessment matrix is provided in
Appendix B. The key used for this assessment is as follows:

Key to Effects of Generic Interventions

Potential for significant positive effects

Potential for minor positive effects +

Potential for minor negative effects -

Potential for significant negative effects -

Potential for both positive and negative effects +/-

Negligible or no effect 0
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Table 5.4: Summary of the assessment of general transport interventions

General Transport
Interventions

Highways — new roads and
major widening

Applicable Thematic Journey Types

Radial; Orbital & Coastal;
International Gateways & Freight

Highways —improvements to
junctions and roundabouts,
parking and minor widening

Radial; Orbital & Coastal; Inter-
urban; Local; International Gateways
& Freight

Highways — non-infrastructure
options, e.g. traffic
management and road safety

Radial; Orbital & Coastal; Inter-
urban; Local; International Gateways
& Freight

Rail — new railway lines and
stations

Radial; Orbital & Coastal; Inter-
urban; Local; International Gateways
& Freight

Rail — improvements to stations,
services and signalling

Radial; Orbital & Coastal; Inter-
urban; Local; International Gateways
& Freight; Future

Biodiversity

H B

Historic
Environment

Bus and light rail — development
of urban infrastructure, priority
measures, and improvements
to stops, services and
information

Radial; Orbital & Coastal; Inter-
urban; Local; International Gateways
& Freight; Future

Walking and cycling — new or
improved walkways and
cycleways

Local

Other — public transport
information, congestion
schemes, ticketing, behavioural
change

Radial; Orbital & Coastal; Inter-
urban; Local; International Gateways
& Freight; Future
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Interaction with other Assessments

As described in Section 3.1, in addition to SEA, there are a number of other assessments that
have been incorporated into the assessments above. These are presented in full in Appendices
C—F, and summarised below.

Health Impact Assessment

An assessment of health, population, environment and deprivation was undertaken for the
general transport interventions listed in section 5.4. The interventions were assessed against
the following determinants of health: air quality, noise, physical activity, road safety, economy
and employment, and access and accessibility.

The assessment identified that interventions related to highways, including new roads, road
improvements and other non-infrastructure related improvements, are likely to result in
negative health outcomes, particularly in relation to air quality. The other interventions
related to rail, bus, light rail, walking and cycling, and behaviour change are all likely to result
in some positive health outcomes, particularly in relation to physical activity.

Habitats Regulations Assessment

A Habitats Regulation Screening Assessment (HRSA) was undertaken to consider whether the
Transport Strategy may have significant impacts upon European sites (Natura 2000 or Ramsar
sites). The assessment was based solely upon the preliminary information available in relation
to the locations of the strategic corridors, rather than specific plans (policies) and / or projects.
Through screening for potential impacts, it was not possible to categorically demonstrate that
the Transport Strategy will not have any impacts upon European sites.

Given the possibility of significant effects associated with the Transport Strategy, further,
detailed assessment through Appropriate Assessment is considered necessary to satisfy the
requirements of the Habitats Regulations. It will only be possible to undertake this level of
assessment once specific plans and/or projects are proposed and/or once sufficient detail is
available at the plan level to enable a thorough and robust analysis to be carried out.

Equalities Impact Assessment

An Equalities Impact Assessment (EqlA) was undertaken to assess the general transport
interventions (listed in section 5.4) from an equality perspective. The EqIA has considered the
impact that these interventions might have on persons, or groups of persons, who share
characteristics which are protected under the Equality Act 2010, and also includes others
considered to be vulnerable in society such as low-income groups.

The assessment found that the interventions are likely to result in a positive impact on
protected characteristics and other considered characteristics, particularly age and
deprivation. Improvements to the transport network, including pedestrian and cycleways,
should result in more reliable and comfortable journeys, encouraging users to move away
from private vehicles.
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Community Safety Audit

There are a number of considerations for community safety for the Transport Strategy and
subsequent development of transport in the Region. These include:

e Improving the feeling of safety particularly after dark, for example through the
incorporation of lighting, CCTV or providing service information.

e Reducing congestion, managing flows through improved road and cycleway infrastructure
and taking into consideration the site-specific issues for bus stops, light rail stops or train
stations would reduce conflict between users.

e Reducing risk of accidents through design and incorporation of safety features.

Cumulative Effects

The SEA Regulations require that cumulative effects are considered when identifying likely
significant effects. Cumulative effects arise, for instance:

e Where several individual policies have a combined effect on an objective; or
e Where several plans each have insignificant effects but together have a significant effect.

A review of plans and policies identified a number of plans for cumulative effects assessment,
in addition to cumulative effects within the Transport Strategy. This is set out in Table 5.5
below.

It should be noted that at the strategic level, this list is not exhaustive and cumulative effects
arising from individual projects and plans should be revisited as part of a project level
assessment of the plan. For example, noise, dust and visual have a combined effect which can
only be determined at the project level.
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Table 5.5: Identification of Cumulative Effects

Policy or Plan

TfSE Transport Strategy

‘ Potential source of Cumulative Effects

There is potential for cumulative regional impacts on all topics from development of multiple corridors. The nature
and extent of the effects will depend on final schemes selected but, in particular, there is potential for cumulative
effects from multiple new road or rail schemes.

National Networks National Policy
Statement, DfT, 2014

The NPS sets out the need for, and
Government’s policies to deliver,
development of NSIPs on the national road
and rail networks and strategic rail freight
interchanges in England.

The National Networks NPS supports both development of major rail infrastructure (including new and re-opened
alignments) and also road improvements (including adding additional lanes to existing dual and single carriageway
trunk roads, adding new slip roads, and improving junctions). An expanded network of strategic rail freight
interchanges will also be developed.

The Appraisal of Sustainability for the National Networks NPS®> recognises that some developments will have adverse
local impacts on noise, emissions, landscape / visual amenity, loss of greenfield/ agricultural land, biodiversity, cultural
heritage and water resources.

There may be a number of additive effects where priorities identified by the TfSE Strategy are not covered by the NN
NPS.

Airports National Policy Statement, DfT,
2018

Expansion at London Heathrow in addition to making best use of existing aviation capacity (e.g. London Gatwick) is
likely to increase transport requirements for all modes.

The Appraisal of Sustainability for the Airports NPS®® identifies a number of significant adverse effects on
communities, quality of life, biodiversity, noise, soil, water, air quality, carbon, waste and resources, historic
environment and landscape.

Local Plans

Local plans are prepared by the Local Planning Authority (LPA), usually the Council or the national park authority for
the area. They provide a vision for the future of each area and a framework for addressing housing needs and other
economic, social and environmental priorities. The Local Plan documents for the SE are identified at Appendix A of the
Scoping Report. Allocations for economic and residential development are likely to stimulate transport demand and
conversely improvements in economic transport corridors are likely to stimulate development.

Sustainability Appraisals undertaken for Local Plans have similar topics to those listed for this ISA and identify
potential for significant effects.

55 Ramboll for Department for Transport, 2014, The National Policy Statement for National Networks Appraisal of Sustainability.

56 WSP for Department of Transport, 2018, Appraisal of Sustainability: Airports National Policy Statement
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Local Transport Plans

Local Transport Plans enable Local Authorities to plan for transport in their areas. They can identify both strategic
policy and implementation plans for delivering this policy. Therefore, like the Transport Strategy they identify policy
options for implementing transport improvements, including different modes of transport. They also prioritise a
number of areas and schemes for development over the plan period.

Sustainability Appraisals undertaken for Local Transport Plans have similar topics to those listed for this ISA and

identify potential for significant effects.

Transport & s
South East
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The review of plans and policies has identified a number of areas for cumulative effects:

Natural Capital and Ecosystem Services — There is potential deterioration in quality, and
severance / loss of connectivity of ecosystems and green infrastructure, with consequent
reductions in ecosystem service provision. This may be particularly prevalent where there
is development from a number of sources (e.g. from local plans) close to population
centres, or that stimulated by transport corridors.

Biodiversity — There is potential for cumulative loss, damage or fragmentation of statutory
and non-statutory wildlife sites and habitats. Although it is assumed that protected
species would be mitigated at a project level, there are wider impacts on biodiversity. Net
gain over multiple development plans may be difficult to achieve.

Historic Environment — There is potential for cumulative direct and indirect impacts on
internationally, nationally and locally designated heritage assets, including their settings.
This is in addition to cumulative effects on undesignated and unknown assets, the latter
being potentially important.

Landscape and Townscape — There is potential for cumulative direct and indirect impacts
on designated landscapes and townscapes, including their settings. There is also potential
for cumulative erosion of the character and quality of the SE’s landscapes and
townscapes.

Soils and Resources — There is potential for cumulative deterioration in quality of, and loss
of soils, including the best and most versatile agricultural land. There would be a
cumulative use of resources and production and disposal of waste in construction.

Water Environment — There is potential for cumulative increase in surface water runoff
and flood risk; and impacts on surface water and groundwater, particularly from physical
alteration as a result of development. Transport-related cumulative effects on potable
water are likely to be limited.

Air Quality — There may be cumulative benefits from transport initiatives in the SE in
improving air quality, but increased uptake of vehicular traffic (especially in the short
term) may worsen air quality in some areas.

Climate Change and Greenhouse Gases — There may be cumulative benefits from
transport initiatives in the SE in reducing greenhouse gases, but increased development is
also likely to increase transport related greenhouse gas emissions, particularly where this
leads to increases in vehicular traffic. Climate change adaptation measures are likely to
be specific to each development, but there may be cumulative benefits if implemented
region-wide.

Noise and Vibration — There are likely to be cumulative effects arising from noise of
increased development, particularly transport related development such as road and rail,
with cumulative effects on health and wellbeing, tranquillity and wildlife.

Health — There may be cumulative effects, both positive and negative (depending on
schemes implemented), from multiple transport schemes on health outcomes related to
social isolation, physical inactivity and obesity. There may also be cumulative effects on
health relating to air quality and noise.
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e Equalities — There may be cumulative benefits from the integration of multiple transport
interventions enabling more reliable and comfortable public transport, which is accessible
by walking and/or cycling.

e  Community Safety — There may be cumulative benefits (depending on scheme design) on
fear of crime and transport related accidents, due to opportunities to improve safety
standards on all forms of transport.

e Economy —there are likely to be cumulative economic benefits in relation to development
in the SE due to links between transport and productivity in the SE region.

5.7 Mitigation

5.7.1 The SEA Regulations require that mitigation measures are considered to prevent, reduce or
offset any significant adverse effects on the environment of implementing the plan. The
measures are known as ‘mitigation” measures. Mitigation measures include both proactive
avoidance of adverse effects and actions taken after potential effects are identified.

5.7.2 The mitigation measures proposed in Table 5.6 are designed to avoid or reduce the effects
identified as potentially negative through the corridor and policy assessments on the ISA
Objectives.

Table 5.6: Mitigation

ISA Topics Mitigation / Enhancement Mechanism

Air Quality, Climate New transport infrastructure or upgrade | Already embedded within
Change and GHG to existing infrastructure should include = Transport Strategy’s Strategic
Emissions, Population provisions for walking and cycling and Priorities and underpinning
and Equalities, Health. | connectivity to public transport modes. Principles

Project level Equalities or
Diversity Impact Assessment

Biodiversity, Historic Optioneering and design of new Needs to be embedded within
Environment, transport infrastructure should avoid Transport Strategy’s Strategic
Landscape and landscape/ townscape, historic Priorities and underpinning
Townscape, Soils, environment and nature conservation Principles

Noise. designations.

Area Studies: Multi Criteria
Assessment and Option
Assessment Framework

Environmental Assessments

(e.g. EIA), HRA

Natural Capital and New transport infrastructure or upgrade | Already embedded within
Ecosystem Services, to existing infrastructure should deliver Transport Strategy’s Strategic
Biodiversity a net gain in biodiversity (in line with the = Priorities; needs to be included

requirements of the Environment Bill within the underpinning

and using the net gain principles as Principles

developed by CIEEM/IEMA/CIRIA in

2016), and aim to contribute towards Area Studies

major new initiatives such as Nature
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Natural Capital and
Ecosystem Services,
Biodiversity,
Landscape, Water
Environment, Soils and
Land Use, Population
and Equalities, Health

Natural Capital and
Ecosystem Services,
Biodiversity,
Landscape, Water
Environment, Soils and
Land Use, Population
and Equalities, Health

Landscape and
townscape, historic
environment

Population and
equalities, health,
Community Safety

Recovery Networks and large scale
woodland creation ambitions of the 25
Year Environment Plan and Environment
Bill.

Design of new transport infrastructure
should retain and enhance ecosystem
functionality and green (as well as blue)
infrastructure.

Design of new transport infrastructure
should seek environmental net gain such
as pollination, flood risk management,
clean air, carbon reduction,
infrastructure resilience, and connecting
people with nature, as well as other
place-making and visitor economy
objectives. (Environmental net gain
should be underpinned by biodiversity
net gain).

Design and optioneering should consider
direct and indirect impacts such as
setting in relation to landscape quality
and the historic environment.

Community safety, health and equalities
should be considered in design, for
example, pedestrian networks, including
linking new developments into existing
infrastructure, integrating modes of
transport (both public and active),
lighting and other safety design
considerations, materials used
(contrasting colours, non-slip surfaces),
accessibility for all including those with
reduced mobility or disability, well-
being, affordability of schemes, active
travel.

Biodiversity net gain calculation
(using the Defra Metric 2.0)

Already embedded within
Transport Strategy’s Strategic
Priorities; needs to be included
within the underpinning
Principles

Area Studies

Environmental Assessments,
e.g. Landscape design and
assessment, and Ecosystem
Services Assessment

Already embedded within
Transport Strategy’s Strategic
Priorities; needs to be included
within the underpinning
Principles

Area Studies: Further Appraisal

Environmental net gain
calculation (e.g. using the
Ecometric)

Already embedded within
Transport Strategy’s Strategic
Priorities; needs to be included
within the underpinning
Principles

Area Studies: Further Appraisal
Environmental assessment

Design

Already embedded within
Transport Strategy’s Strategic
Priorities and underpinning
Principles

Project level CSA, EqlA, HIA

Transport « e
South East

steer \\\ )




573

Integrated Sustainability Appraisal

Climate change and
greenhouse gases,
Waste and resources

Climate change, Soils
and resources, Natural
capital and ecosystem
services

Natural capital and
ecosystem services,
Water Environment,
Biodiversity, Soils

Landscape and
townscape, historic
environment

Optioneering and design should seek to
achieve zero GHG emissions through
reducing the need to travel by non-
sustainable means, and efficient use of
materials, low energy and renewables in
infrastructure (e.g. lighting, provision of
vehicle charging).

Optioneering and design should seek to
adapt to climate change, in terms of:
location (avoiding areas of flood and
erosion risk);working with natural
processes (adopting natural flood risk
management measures and Sustainable
Urban Drainage Schemes alongside
transport routes); use of materials (e.g.
to with-stand extreme weather events);
and provision of transport information.

Optioneering and design should seek to
ensure environmental protection,
including avoiding damage to soils,
water resources.

Preservation in situ (of unknown assets
as well as known ones) should be
considered earlier in the design stages,
before route options are selected. The
local distinctiveness of landscapes and
heritage assets should also be
considered in design.

Already embedded within
Transport Strategy’s Strategic
Priorities and underpinning
Principles

Area Studies: Option
Assessment Framework;
Further Appraisal

Carbon Footprinting; Lifecycle
assessment; Design
Future Mobility Strategy

Needs to be embedded within
Transport Strategy’s Strategic
Priorities and underpinning
Principles

Area Studies: Option
Assessment Framework

Flood Risk Assessment;
Geotechnical Assessment;
Ecosystem Services
Assessment; Design

Needs further embedding
within Transport Strategy’s
Strategic Priorities and
underpinning Principles

Area Studies: Further Appraisal

Drainage strategy and design;
Project level design

Needs further embedding
within Transport Strategy’s
Strategic Priorities and
underpinning Principles

Area Studies: Option
Assessment Framework;

Environmental assessment;
Design

Further mitigation measures are proposed with respect to the findings of the HRA. Any

development that would be likely to have a significant effect on a European site, either alone

or in combination with other plans or projects, will be subject to assessment under part 6 of

the habitats regulations at project application stage. If it cannot be ascertained that there

would be no adverse effects on site integrity the project will have to be refused or pass the

tests of regulation 61 and 62, in which case any necessary compensatory measures will need

to be secured in accordance with regulation 66. In addition:
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o development should not be located within any European site so that no direct
habitat loss will occur;

o wherever possible works should be avoided where there is a direct transmission
pathway to European sites (such as a European site downstream of a new road);

. buffer zones should be provided between construction/improvement works and
European sites (the size and extent of which should be dependent upon the
nature of impact and the sensitivity of receptors); and

. there should be a general presumption against the permitting of
construction/improvement works which generate adverse effects in proximity
to European sites, which are sensitive to those effects — e.g. where adverse
impacts on the water environment are identified; and that improved access to
European sites will be closely monitored and managed to ensure the integrity of
the sites is not compromised.

These mitigation measures should be used to inform the subsequent development of specific
interventions along the prioritised corridors.

Once developed, these specific interventions, or schemes, will need to undergo further stages
of assessment. These assessments will require further, more detailed information to be
obtained in relation to each of the ISA topics. Potential sources of such information are set out
in Table 5.7 below.

Table 5.7: Further information requirements for future assessments

Potential sources of additional data (and tools) for subsequent WebTAG

Appraisal of specific transport interventions

Natural Capital e Non-statutory ecological and geological sites
and Ecosystem e Woodland Trust sites
Services e Environmental stewardship schemes

e  Public Rights of Way

e Local green infrastructure sites

e Biodiversity Opportunity Areas

e  Priority and BAP habitats

e Phase 1 habitats (or other detailed habitat data e.g. derived from a remote
sensing assessment using aerial imagery, LiDAR and algorithms approved by
Natural England)

e Environment Agency water quality data (e.g. river ecological status)

e Ecosystem services potential data (e.g. from Natural England)

e Outdoor Recreation Valuation Tool (ORVal)®’

e Natural Environment Valuation Online tool (NEVO)>®

57 Day, B. H., and G. Smith. 2018. Outdoor Recreation Valuation (ORVal) User Guide: Version 2.0, Land, Environment, Economics
and Policy (LEEP) Institute, Business School, University of Exeter. Available from: https://www.leep.exeter.ac.uk/orval/

58 SWEEP. 2018. Natural Environment Valuation Online tool (NEVO). Available from: https://sweep.ac.uk/portfolios/natural-
environment-valuation-online-tool-nevo/
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Eco-metric tool*®
Natural Capital Planning Tool (NCPT)®
Cultural ecosystem services assessment, e.g. using a participatory GIS tool®!

Biodiversity

Historic
Environment

Landscape and
Townscape

Water
Environment

Air Quality

Priority and BAP habitats

Non-statutory ecological designated sites

Woodland Trust sites

Protected and priority species records

Local green infrastructure sites

Environmental stewardship schemes

Local Biodiversity Partnerships data

Biodiversity Opportunity Areas

Land Cover Map data

Local wildlife sites

Phase 1 habitats (or other detailed habitat data e.g. derived from a remote
sensing assessment using aerial imagery, LiDAR and algorithms approved by
Natural England)

Defra Metric 2.0

Conservation areas

Listed Buildings

Historic England Heritage at Risk register

Historic Ordnance Survey maps

British Geological Survey data

Burial grounds

Archaeological Priority Areas

Archaeologically Sensitive Areas

Non-designated sites of sites of local and national importance

Local landscape designations, including Country Parks, Special Landscape
Areas and Areas of Great Landscape Value

Locally protected views

Local conservation areas

Locally listed sites and buildings

Public Rights of Way

National Landscape Character Area objectives

River Basin Management Plans

Strategic Flood Risk Assessments (SFRAs)

Surface Water Management Plans (SWMPs)

Aquifer designations

Groundwater Vulnerability areas

Water Framework Directive waterbody status

Environment Agency water quality data (e.g. river ecological status)

UK Government’s National Atmospheric Emissions Inventory (NAEI)
Clean Air Zone data

59 Defra. 2019. Eco-metric. Available from: https://ecosystemsknowledge.net/ecometric

60 CEEP. No date. Natural Capital Planning Tool. Available from: http://ncptool.com/

61 Natural England (2015) Participatory GIS. Available from: https://ecosystemsknowledge.net/participatory-gis-tool-pgis
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Climate Change e Local authority flood risk data
and Greenhouse e Local authority emissions data
Gases e Green Alliance data

e UK Regional Climate Change Projections 2018

Noise and e Defra’s Noise Exposure data
Vibration
Soils, Land Use, e Non-statutory geological sites, e.g. RIGS
Resources and e  Waste and mineral site allocations
Waste e Local contaminated land registers
e South East of England Aggregates Working Party data
Population and e Local authority monitoring reports
Equalities e Local transport plans

e  Public Rights of Way
e Ward demographics data from the Office for National Statistics (ONS)

Health e Data from local clinical commissioning groups (CCGs)
e Local authority public health profiles/ health reports
e  Air Quality Management Areas (AQMAs)
e Noise Action Planning Important Areas
e Llocal green infrastructure sites
e Public Rights of Way
e Sport England data
e OQutdoor Recreation Valuation Tool (ORVal)

Community e Crime data from local authorities and police
Safety e Local authority monitoring reports
Economy e Local Enterprise Partnerships data

e Local authority labour market profiles
e Key local employment/economic sites

Monitoring

The SEA Regulations require that monitoring is undertaken on a plan so that the significant
effects of implementation can be identified and remedial action imposed. The purpose of the
monitoring is to provide an important measure of the environmental outcome of the final
plan, and to measure the performance of the plan against environmental objectives and
targets. Monitoring is also used to manage uncertainty, improve knowledge, enhance
transparency and accountability, and to manage environmental information.

Specific transport interventions (other than short term interventions which are already in
development) are not specified in the Transport Strategy, but will follow in the corridor studies
and the Strategic Investment Plan.

The Transport Strategy states that a mechanism for monitoring and evaluating the progress of
the Strategy will be established. TfSE will use a set of Key Performance Indicators to monitor
the outcomes of the Transport Strategy in advancing the Strategic Priorities outlined in Section
2.1 of this ISA Report. These indicators are listed in Table 5.8 below.

Table 5.8: Monitoring via Key Performance Indicators
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Strategic Priorities
Economic

Better connectivity between our major economic
hubs, international gateways and their markets.

More reliable journeys for people and goods
travelling between the SE’s major economic hubs
and to and from international gateways.

A transport network that is more resilient to
incidents, extreme weather and the impacts of a
changing climate.

A new approach to planning that helps our
partners across the SE meet future housing,
employment and regeneration needs sustainably.

A ‘smart’ transport network that uses digital
technology to manage transport demand,
encourage shared transport and make more
efficient use of our roads and railways.

Social

A network that promotes active travel and active
lifestyles to improve our health and wellbeing.

Improved air quality supported by initiatives to
reduce congestion and encourage further shifts to
public transport.

Indicators

e The delivery of improved road and railway
links on corridors in need of investment.

e Improved public transport access to
Heathrow Airport.

e Improved long-distance rail services
(measured by journey time and service
frequency).

e Improved Journey Time Reliability on the
Strategic Road Network, Major Road
Network, and local roads (where data is
available).

e Improved operating performance on the
railway network, measured by Public
Performance Measure (PPM) and other
available passenger and freight performance
measures, where available (e.g. right time
delivery).

e  Reduced delays on the highways network
due to poor weather.

e Reduced number of days of severe
disruption on the railway network due to
poor weather.

e  Metrics delating to reduced delay on road
network suffering from Road Traffic
Collisions.

e The percentage of allocated sites in Local
Plans developed in line with Local Transport
Plans.

e Increase in the number of bus services
offering Smart Ticketing payment systems.

e Number of passengers using smart ticketing.

e Number of passengers using shared
transport.

e Increase in the length of the National Cycle
Network in the South East.

e Increase in the length of segregated
cycleways in the South East.

e Increase mode share of trips undertaken by
foot and cycle.

o Number of bikeshare schemes in operation
in the area.

e Mode share of walking and cycling.

e Reduction in NOx, SOx and particulate
pollution levels in urban areas.

An affordable, accessible transport network for all
that promotes social inclusion and reduces

e Areduction in the indicators driving the
Indices of Multiple Deprivation in the South
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Strategic Priorities

barriers to employment, learning, social, leisure,
physical and cultural activity.

A seamless, integrated transport network with
passengers at its heart, making journey planning,
paying for and using different forms of transport
simpler and easier.

‘ Indicators

East, particularly in the most deprived areas
in the SE area.

e Increase in the number of cross-modal
interchanges and/or ticketing options in the
South East.

A safely planned, delivered and operated transport
network with no fatalities or serious injuries
among transport users, workforce or the wider
public.

Environmental

e Reduction in the number of people Killed
and Seriously Injured by road and rail
transport.

A reduction in carbon emissions to net zero by
2050 to minimise the contribution of transport
and travel to climate change.

e Reduction in carbon emissions by transport.

A reduction in the need to travel, particularly by
private car, to reduce the impact of transport on
people and the environment.

e Anetreduction in the number of trip
kilometres undertaken per person each
weekday.

e Areduction in the mode share of the private
car (measured by passenger kilometres).

A transport network that protects and enhances
our natural, built and historic environments.

e No transport schemes or interventions result
in net degradation in the natural capital of
the South East, instead aiming for
environmental net gain for priority
ecosystem services (such as natural flood
risk management).

Use of the principle of ‘biodiversity net gain’ in all
transport initiatives.

e No transport schemes or interventions result
in a net loss of biodiversity, but seek to
achieve a minimum of 10% net gain in
biodiversity managed for 30 years in line
with the requirements of the Environment
Bill.

Minimisation of transport’s consumption of
resources and energy.

e Reduction in non-renewable energy
consumed by transport.

Transport & =
South East
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6 Next Steps

6.1.1

6.1.2

6.1.3

This ISA Report was issued for public consultation in Autumn 2019 for a twelve-week
consultation period, alongside the Transport Strategy. It has been updated following
consultation.

An ISA Statement will be prepared following the consultation period to summarise how
responses to consultation and the ISA have influenced the development of the Transport
Strategy.

A number of further studies are also being progressed, these include:

e Areas focussed studies, focusing on groups of corridors as shown in Figure 5.3: South Central
Area; South East Area; and South West Area; Inner Orbital Area; Outer Orbital Area.

e  Freight Strategy andAction Plan;

e  Future Mobility Strategy;

e  Mobility as a Service; and

e Smart and Integrated Ticketing.
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Table A.1: Assessment of Strategic Corridor SE1

SE1: M2/A2/Chatham Main Line (Dartford — Dover) Buffer Size: 6km
. Spatial .. Sensitivity
ISA Topic R Description
P Indicator P Score
SAC The corridor buffer intersects 12 SACs, all of which could be sensitive to potential negative effects arising
from future developments within the corridor.
The corridor buffer intersects three SPA sites; The Swale, Medway Estuary and Marshes and the Thames
SPA Estuary and Marshes. These sites could be sensitive to potential negative effects arising from future
developments within the corridor.
The corridor buffer intersects three Ramsar sites; The Swale, Medway Estuary and Marshes and the
Ramsar Thames Estuary and Marshes. These sites could be sensitive to potential negative effects arising from
- . future developments within the corridor.
Biodiversity
SsS| The corridor buffer intersects 41 SSSls, all of which could be sensitive to potential negative effects arising
from future developments within the corridor.
NNR The corridor buffer intersects six national nature reserves, all of which could be sensitive to potential
negative effects arising from future developments within the corridor.
Marine . . . - . .
. There are six marine conservation areas located within the corridor buffer. All of these sites have
Conservation . . . . . sy .
Area potential to be sensitive to the negative effects associated with future development within the corridor.
Canterbury Cathedral, The Tower of London, Palace of Westminster and Maritime Greenwich are all
World located within the corridor buffer. These sites have potential to be sensitive to the negative effects
Historic Heritage Sites arising from future developments within the corridor buffer.
Environment

Scheduled
Monuments

There are 275 scheduled monuments located within the corridor buffer all of which could be sensitive to
potential negative effects arising from future developments within the corridor.
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SE1: M2/A2/Chatham Main Line (Dartford — Dover) Buffer Size: 6km
. Spatial .. Sensitivity
ISA Topic . Description
P! Indicator L Score
Historic Parks | There are 80 historic parks and gardens located across the corridor, all which could be sensitive to
& Gardens potential negative effects arising from future developments within the corridor.
Historic There are no historic battlefields within the corridor buffer, therefore no sensitivities have been
Battlefields identified.
Ancient There are 551 ancient woodlands sites located across the corridor buffer, all of which could be sensitive
Woodlands to potential negative effects arising from future developments within the corridor.
. The corridor buffer does not go through any National Parks, therefore no sensitivities have been
National Parks | . .
identified.
The majority of the corridor buffer lies within the Kent Downs AONB, which could be sensitive to
AONB potential negative effects from future developments within the corridor, particularly if future
developments arise within their boundaries.
Heritage The north eastern edge of the corridor buffer is within the Dover to Folkestone and the South Foreland
coastsg Heritage Coast Area, which could be sensitive to potential negative effects from future developments
Landscape & within the corridor.
Townscape . . . o .
The north western section of the corridor buffer lies within the Greater London Greenbelt. This land
Greenbelt could be sensitive to potential negative effects arising from future developments within the corridor,

particularly if new developments arise within the greenbelt boundary.

National trails

The corridor buffer intersects the North Downs Way and the Thames Path National Trails. There is
potential for these trails to be sensitive to both the negative and positive effects of development,
depending on proposals that come forward. e.g. Severance will result in negative impacts, whilst
provision of greater access could result in positive impacts.
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SE1: M2/A2/Chatham Main Line (Dartford — Dover) Buffer Size: 6km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The agricultural land across the corridor buffer is varied. Low grades (grades 4, 5, urban and non
agricultural grades) are more prevalent in the urban areas of Greater London, Dartford, Rochester,
Chatham, Sittingbourne, Canterbury and Dover. Between these urban areas, the soil varies between
. grades 1-4, with the best and most versatile land lying along the north eastern edge of the corridor
Soils & Agricultural buffer.
Land +/-
Resources Classification
Sensitivity of this receptor would be highly dependent upon where development takes place and the type
of developments that come forward. Online developments that make good use of existing infrastructure
could result in positive effects, whilst new developments within areas of high agricultural land quality,
have potential to be sensitive to the negative effects associated with future development.
S;S;Jcned The corrid.or buffgr lies across 1.47 Qround Source Protection Z(‘)nej's, which includes 92 Zone 1s (areas .
Protection with the hlghest risk of contamma.tlon). Future develop.ment W‘It'hl'n these protected areas could result in
Water Zone degradation in ground water quality, therefore a negative sensitivity has been recorded.
Environment The corridor buffer intersects a large number of areas which have been designated as either Flood Zone
Flood Zone 2s or Flood Zone 3s, which are spread across the entire length of the corridor. These zones all have
potential to be sensitive to the negative effects associated with future development within the corridor.
The corridor buffer passes through 30 AQMAs, 4 of which are located outside of the South East
boundary. These sites have potential to be sensitive to both the negative and positive effects of future
. corridor development. Providing more sustainable transport modes could result in positive effects,
Air AQMA : : ) . +/-
however, road developments that could increase traffic volumes could result in a negative effect on
AQMAs, by worsening the current situation. The sensitivities of these AQMAs would be highly dependent
upon the nature of the proposals that come forward.
11
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SE1: M2/A2/Chatham Main Line (Dartford — Dover) Buffer Size: 6km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
There are two flood risk areas across the corridor. One is located in the north western section of the
Flood Risk corr.idor.buffer (London Flood .R.isk Area? and the other is I.ocated in M.edway. These areas are described
Areas as high risk areas to people, critical services and commercial and public assets from surface water
flooding. These areas have potential to be sensitive to negative effects arising from future developments
within the corridor.
The corridor buffer crosses the authority areas of Medway and Kent, where per capita emissions are
Climate either better than the national average.
Change
. Per capita emission within the corridor buffer have potential to be sensitive to both positive and negative
Per Capita .
Ermissions effects of future developments, and would highly depend upon the proposals that are brought forward. +/-
An increase in sustainable transport modes and encouragement of active travel could help to reduce per
capita emissions, whilst roads schemes that make private transport more desirable, could result increase
per capita emissions. (It should be noted that this data only includes those local authority areas located
within the south east study area)
. . The corridor buffer passes through two noise sensitive areas; Greater London Urban Area and the
Noise Action . . . . .
. Medway Towns NIA. There is potential for these NAIAs to be sensitive to both negative and positive
Noise Important o i . +/-
Areas effects of future development within the corridor and would be highly dependent upon the nature of the
proposals that come forward.
In general, the overall deprivation across the corridor buffer is varied. There are LSOAs around Chatham,
Dover, Gillingham and Greater London that are amongst the top 10% of deprived neighbourhoods in the
Population & | IMD - Overall Fountry. There are also n'eighbo.urhoods across th.e corridor buffer that are in the top 10% least deprived
Equality SeerEen in the country (surrounding Maidstone and Longfield). +/-
Those areas considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
12
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SE1: M2/A2/Chatham Main Line (Dartford — Dover) Buffer Size: 6km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score
Planned There are 24 major housing developments planned across the whole length of the corridor. These
Housing developments are likely to benefit from the potential positive effects of future developments within the
Developments | corridor.
Health Health deprivation across the corridor buffer is generally low, with pockets of high deprivation located in

Central London, Rochester, Dartford and Sittingbourne (top 10% most deprived). More of the corridor
buffer lies within areas in the top 10% least deprived neighbourhoods than the top 10% pf most

IMD - Health deprived. +/-
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.

The percentage of physically active adults in Medway is similar to the national average, whilst the

Percent percentage in Kent is significantly better than the national average.

Physically

Active Adults | There is potential for the sensitivity of this receptor to be susceptible to both negative and positive +/-

(19+yrs) effects. The plan could provide opportunities to increase recreation and active travel, but it could also

2016/17 encourage an increased reliance upon private transport. The sensitivity of this receptor would therefore
be dependent upon the types of developments that come forward.

The percentage of adult that have excess weight is significantly worse than the national average in Kent
and similar to the national average in Medway.

Excess Weight

in Adults (18+
yrs.) 2016/17

There is potential for the sensitivity of this receptor to be susceptible to both negative and positive
effects, but this would dependent upon the types of developments that come forward. However,
considering the current high levels of adults with excess weight in Kent, it is likely that the authority area
could be more sensitive to the potential negative effects of development. (It should be noted that this
data only includes those local authority areas located within the south east study area)

Transport
South East
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SE1: M2/A2/Chatham Main Line (Dartford — Dover)

Buffer Size: 6km

. Spatial .. Sensitivity
ISA Topic Indicator Description Score
The level crime deprivation across the corridor buffer is generally high. High levels of deprivation are
noted within Greater London Rochester, Sittingbourne, Dover and Dartford (top 10% most deprived).
IMD - Crime
Given the high levels of deprivation recorded across the corridor buffer those areas of considered to be
highly deprived are likely to be more sensitive to negative effects arising from future developments.
The number of people killed or seriously injured on the roads across the span of the corridor, is
KSI Casualties | significantly worse than the national average in Kent and better than the national average in Medway.
. on England
Community e . .
Safety Roads Sensitivity of this receptor would be highly dependent upon where development takes .place an(_:l the type +/-
compared to | of developments that come forward. If safety improvements are proposed, then there is potential for
England Avg that receptor to be more sensitive to the positive effects of future developments. (It should be noted
that this data excludes Greater London which is beyond the south east study area)
The corridor buffer intersects the A20, A259, A252, A274 and the A226, which are listed as some of the
EUroRAP Road highest risk roads in the UK. Sensitivity of this receptor would be highly dependent uF)on where
Safety development takes place and the type of developments that come forward. If safety improvements are +/-
proposed, then there is potential for that receptor to be more sensitive to the positive effects of future
developments.
. There are four key economic assets across the corridor, including two university campuses (University of
Economic . . . . .
Assets Kent and Canterbury Christ Church University) and two enterprise zones. These assets have potential to
benefit from the positive effects associated with future developments within the corridor.
Economy Planned There is a high number of major employment developments planned across the length of the corridor.
Major The largest of these developments (10,000+ jobs) is the Swanscombe Peninsula development located in
Employment | the north western part of the corridor. These developments have potential to benefit from the positive
Areas effects associated with future developments.

Transport
South East
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SE1: M2/A2/Chatham Main Line (Dartford — Dover) Buffer Size: 6km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score

International
Companies

There are two international companies based across the corridor; Laing o Rourke which is in the
construction sector and Kings Ferry in the transport and logistics sector. These companies have potential
to benefit from the positive effects associated with future developments.

Priority Sector
Areas

The corridor buffer is comprised of one priority sector areas (transport and logistics) which has potential
to benefit from the positive effects associated with future developments. These priority sectors have
potential to benefit from the positive effects associated with future developments.

Azt steer WS )
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Table A.2: Assessment of Strategic Corridor SE2

SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate)

Corridor Distance: 4km

Conservation
Area

Spatial
ISA Topic Description
P Indicator P
There are five SAC sites located within the corridor buffer; Stodmarsh, Blean Complex, Thanet Coast,
SAC Tankerton Slopes and Swalecliffe and Margate and Long Sands. These sites could be sensitive to potential
negative effects arising from future developments within the corridor.
There are four SPA sites located within the corridor buffer; Outer Thames Estuary, Stodmarsh, Thanet Coast
SPA & Sandwich Bay and the Swale SPAs. These sites could be sensitive to potential negative effects arising from
future developments within the corridor.
There are three Ramsar sites located within the corridor buffer; The Swale, Stodmarsh and Thaney Coast and
oL Ramsar Sandwich Bay SPAs. These sites could be sensitive to potential negative effects arising from future
Biodiversity L .
developments within the corridor.
Sss| There are eight SSSIs located within the Corridor, all of which could be sensitive to potential negative effects
arising from future developments within the corridor.
NNR There are no NNRs located within the corridor, therefore no sensitivities have been identified.
Marine There are two MCZ located within the corridor; The Swale Estuary and Thanet Coast. These two areas could

be sensitive to potential negative effects arising from future developments within the corridor.
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SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate)

Corridor Distance: 4km

Environment

] Spatial . Sensitivit

ISA Topic P . Description y
Indicator Score
\World Heritage [There are no world heritage sites located within the corridor buffer, therefore no sensitivities have been 0
Sites recorded.
Scheduled There are 30 scheduled monuments located within the corridor, which all could be sensitive to potential
Monuments |negative effects arising from future developments within the corridor.

Historic Historic Parks |Lees Court historic garden intersects the buffer along the western edge. This park could be sensitive to

& Gardens potential negative effects arising from future developments within the corridor.

Historic There are no historic battlefield sites located within the corridor, therefore no sensitivities have been
Battlefields identified.

Ancient There are 69 areas of ancient woodlands located within the corridor. These sites could be sensitive to
Woodlands potential negative effects arising from future developments within the corridor.

Landscape &
Townscape

National Parks

There are no national parks located within the corridor, therefore no sensitivities have been recorded.

AONB

arise within the AONB boundary.

The corridor buffer intersects the Kent Downs AONB in the west of the corridor. This area could be sensitive
to potential negative effects from future developments within the corridor, particularly if new developments

Heritage coasts

There are no heritage coast areas located within the corridor buffer, therefore no sensitivities have been
recorded.

steer W\ )
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SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate)

Corridor Distance: 4km

Spatial Sensitivit
ISA Topic P . Description y
Indicator Score
There are no areas of greenbelt land located within the corridor buffer, therefore no sensitivities have been
Greenbelt 0
recorded.
National trails [There are no national trails located within the corridor, therefore no sensitivities have been recorded. 0
The agricultural land across the corridor buffer is varied. The best and most versatile land (grades 1-2) are
located in Brogdale, Goodnestone, Boughton-und-Blean, Chislet, Grays and Flete. Urban grades are found in
. Faversham, Whitstable, Herne Bay, Westgate-on-Sea, Margate, Broadstairs and Ramsgate.
. Agricultural
Soils & Land +f
Resources Classification Sensitivity of this receptor would be highly dependent upon where development takes place and the type of
developments that come forward. Online developments that make good use of existing infrastructure could
result in positive effects, whilst new developments within areas of high agricultural land quality, have
potential to be sensitive to the negative effects associated with future development.
Ground Source [The corridor buffer intersects 17 ground source protection zone, of which 9 are zone 1s (Highest sensitivity
Protection to contamination). Future development within these protected areas could result in degradation in ground
Wat Zone water quality, therefore a negative sensitivity has been recorded.
ater
Envi t . . . .
nvironmen The corridor buffer intersects 44 flood zone, which are spread the length of the corridor. Of these flood
Flood Zone zones, 11 are flood zone 3s and 33 flood zone 2s. These zones have potential to be sensitive to negative
effects of future developments within the corridor.

Transport
South East
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SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate)

Corridor Distance: 4km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The corridor buffer intersects 3 AQMAs. These sites have potential to be sensitive to both the negative and
positive effects of future corridor development. Providing more sustainable transport modes could result in
ir AQMA positive effects, however, road developments that could increase traffic volumes could result in a negative +/-
effect on AQMAs, by worsening the current situation. The sensitivities of these AQMAs would be highly
dependent upon the nature of the proposals that come forward.
Flood Risk There are no flood risk areas located within the corridor buffer, therefore, no sensitivities have been 0
Areas recorded.
The corridor buffer is located in wholly in Kent where per capita emissions are better than the England
average.
Climate Change
Per Capita Per capita emission within the corridor buffer have potential to be sensitive to both positive and negative "
Emissions effects of future developments, and would highly depend upon the proposals that are brought forward. An
increase in sustainable transport modes and encouragement of active travel could help to reduce per capita
emissions, whilst roads schemes that make private transport more desirable, could result increase per capita
emissions
. . Thanet noise sensitive area is located in the east of the corridor buffer and covers the towns of Birchington-
Noise Action . . . .
. on-Sea, Westergate-on-Sea, Margate, Broadstairs and Ramsgate. There is potential for this NAIA to be
Noise Important . . N L . . +/-
Areas sensitive to both negative and positive effects of future development within the corridor and would be highly
dependent upon the nature of the proposals that come forward.
19
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SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate)

Corridor Distance: 4km

Transport
South East

Spatial
ISA Topic Description
P Indicator P
There are more areas within the corridor buffer that are considered deprived than not deprived. The highest
levels of deprivation are in Faversham, Margate and Ramsgate. There are 15 LSOAs in the buffer that feature
IMD - Overall jamongst the top 10% of most deprived neighbourhoods in the country and 17 feature in the top 20% of most
Deprivation deprived neighbourhoods in the country. Given levels of deprivation across the corridor, there is potential
Population & that those LSOAs that are significantly deprived to be more sensitive to the negative effects associated with
Equality future development.
Planned There are nine major housing developments planned across the corridor, the majority of which are located
Housing west of Ramsgate and Broadstairs. These developments have potential to benefit from the positive effects of
Developments future developments within the economic corridor.
Levels of health deprivation vary across the corridor. The highest levels of deprivation are in Herne Bay,
Margate and Ramsgate. There are 9 LSOAs in the buffer that feature amongst the top 10% of most deprived
neighbourhoods in the country and 11 that feature in the top 20% of most deprived neighbourhoods in the
country. As you move further inland, health deprivation generally lowers, with one LSOA north of
Health IMD - Health (oo nry: Asyou move Turther privation generally lowers, with +/-
Canterbury, featuring amongst the top 10% of least deprived neighbourhoods in the country.
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
20

steer W\ )



Transport Strategy for the South East: ISA Report Appendices A & B - Assessment of Strategic Corridors & General Interventions

SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate)

Corridor Distance: 4km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The buffer is located wholly within Kent, where the percentage of physically active adults is similar to the
Percent national average.
Physically
Active Adults [There is potential for the sensitivity of this receptor to be susceptible to both negative and positive effects. +/-
(19+yrs) The plan could provide opportunities to increase recreation and active travel, but it could also encourage an
2016/17 increased reliance upon private transport. The sensitivity of this receptor would therefore be dependent
upon the types of developments that come forward.
The buffer is located wholly within Kent, where the number of adults with excess weight is significantly
worse than the national average.
Excess Weight
in Adults (18+ [There is potential for the sensitivity of this receptor to be susceptible to both negative and positive effects,
yrs.) 2016/17 |but this would dependent upon the types of developments that come forward. However, considering the
high number of adults with excess weight in Kent, it is likely that the authority area could be more sensitive
to the potential negative effects of development.
Crime deprivation across the corridor buffer is high, with 19 LSOAs located amongst the top 10% of deprived
neighbourhoods in the country and 15 in the top 20% of deprived neighbourhoods. These LSOAs are located
. in Westergate, Margate, Ramsgate, Faversham and Herne Bay. There are 6 LSOAs in the top 20% of least
Community . . . .
IMD - Crime  |deprived neighbourhoods in the country.
Safety
Given levels of deprivation across the corridor, there is potential that those LSOAs that are significantly
deprived to be more sensitive to the negative effects associated with future development.

Transport
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SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate) Corridor Distance: 4km
Spatial Sensitivit
ISA Topic P . Description y
Indicator Score
KS| Casualties The buffer is located wholly within Kent, where the number of people who are killed or seriously injured on
the roads is significantly worse than the national average.
on England
Roads - . . +/-
ot Sensitivity of this receptor would be highly dependent upon where development takes place and the type of
England Av developments that come forward. If safety improvements are proposed, then there is potential for this
& & receptor to be more sensitive to the positive effects of future developments.
The A251, A254 and A255 are listed as some of the most dangerous roads in the country. Sensitivity of this
EuroRAP Road [receptor would be highly dependent upon where development takes place and the type of developments +/
Safety that come forward. If safety improvements are proposed, then there is potential for that receptor to be
more sensitive to the positive effects of future developments.
Economic The University of Kent is located within the corridor buffer, which has potential to benefit from the positive
Assets effects of future developments within the corridor.
Planned Maior There are several major employment developments planned along the corridor. The largest development
. Emplo men{c (2,500-5,000) is planned outside of Woodchurch. Smaller developments (250-2,500) are planned in Herne
e Arezs 4 Bay, Faversham and Ramsgate. These areas have potential to benefit from the positive effects associated
with future developments within the corridor.
International [There are no major international companies located within the corridor buffer, therefore, no sensitivities 0
Companies have been identified.
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SE2: A28/A299/Chatham Main Line (Faversham — Ramsgate) Corridor Distance: 4km
. Spatial o
ISAT D
SA Topic indicator escription

Priority Sector [The western part of the corridor buffer is located within the transport and logistics priority sector, which has
Areas potential to benefit from the positive effects associated with future development within the corridor.

Table A.3: Assessment of Strategic Corridor SE3

SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km
. Spatial ..
ISAT D t
opic indicator escription

AC There are eight SACs located within the corridor, all of which are located within the corridor buffer. These

sites could be sensitive to potential negative effects arising from future developments within the corridor.

The south eastern edge of the corridor buffer intersects the Dungeness, Romney Marsh and Rye Bay SPA

SPA site. This site could be sensitive to potential negative effects arising from future developments within the

Biodiversity orridor

The north western part of the corridor buffer (located outside of the south east boundary) intersects the Lee
Ramsar Valley SPA site. This site could be sensitive to potential negative effects arising from future developments
within the corridor.
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km
. Spatial ..
ISA Topic Description
P Indicator P
There are 70 SSSI sites located within the corridor buffer, of which 13 are located outside of the south east
SSSI boundary. These sites could be sensitive to potential negative effects arising from future developments
within the corridor.
There are three NNRs located within the corridor buffer; Lydden Temple Ewell, Wye and Swanscombe Skull
NNR Site. These sites all could be sensitive to potential negative effects arising from future developments within
the corridor.
Marine . . .
. The south eastern part of the corridor buffer intersects the Dover to Folkestone MCZ, which could be
Conservation . . . L. s .
Area sensitive to potential negative effects arising from future developments within the corridor.
Although located outside of the south east boundary, the corridor buffer intersects the Palace of
World Westminster, Westminster Abbey and St. Margaret's Church, the Tower of London and Maritime Greenwich,
Heritage Sites f@ll of which are listed as world heritage sites. These sites could be sensitive to potential negative effects
Historic arising from future developments within the corridor.
Environment
scheduled There are 312 scheduled monuments located within the corridor buffer, a number of which are located
outside of the south east boundary. These sites could be sensitive to potential negative effects arising from
Monuments L .
future developments within the corridor.
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km

Buffer Distance: 10km

Spatial

ISA Topic Description
P Indicator s
L There are 132 listed parks and gardens located within the corridor buffer, a number of which are located
Historic Parks . . . . . ..
2 Gardens outside of the south east boundary. These sites could be sensitive to potential negative effects arising from
future developments within the corridor.
Historic There are no historic battlefield sites located within the corridor buffer, therefore no sensitivities have been
Battlefields  [identified.
Ancient There are 742 ancient woodland sites located within the corridor buffer, all of which could be sensitive to
Woodlands |potential negative effects arising from future developments within the corridor.
. There are no national parks located within the corridor buffer, therefore no sensitivities have been
National Parks | .
identified.
The majority of the corridor buffer, which is located within the south east boundary, intersects the Kent
Landscape & AONB Downs AONB. This area could be sensitive to potential negative effects from future developments within the
Townscape corridor, particularly if new developments arise within AONB boundary.
Heritage The south eastern edge of the corridor buffer intersects the South Foreland and Dover to Folkstone heritage
coastsg coast areas, both of which could be sensitive to potential negative effects from future developments within
the corridor
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km

Buffer Distance: 10km

Spatial

ISA Topic Description
P Indicator s
The north eastern half of the corridor buffer intersects the London Area Greenbelt land. This land could be
Greenbelt sensitive to potential negative effects arising from future developments within the corridor, particularly if
new developments arise within the greenbelt boundary.
The corridor buffer intersects the North Downs Way, which has potential to benefit from both the negative
National trails and positive effects of future developments, but would be dependent on the nature of the proposals that +/
come forward e.g. Severance will result in negative impacts, whilst provision of greater access could result in
positive impacts.
The agricultural land across the corridor is varied. Non-agricultural and urban land classification are more
prominent around the towns of Maidstone, Dartford, Aylesford, Folkstone, Dover, Ashford and the Greater
London area. Between these main settlements land varies between grades 1 to 4, with the best and most
Aericultural versatile land located south west of Dartford, areas around Maidstone and between Maidstone and
Soils & : Folkstone.
Land +/-
Resources s
Classification . . .
Sensitivity of this receptor would be highly dependent upon where development takes place and the type of
developments that come forward. Online developments that make good use of existing infrastructure could
result in positive effects, whilst new developments within areas of high agricultural land quality, have
potential to be sensitive to the negative effects associated with future development.
Wat Ground Source[There are 289 ground source protection zones within the corridor buffer. Of these zone, 146 are classed as
a.er Protection zone 1s (highest sensitivity to contamination). Future development within these protected areas could result
Environment . . . . .
Zone in degradation in ground water quality, therefore a negative sensitivity has been recorded.
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km
. Spatial ..
ISA Topic Description
P Indicator s

The corridor buffer intersects 38 flood zones, which are spread the length of the corridor. Of these flood

Flood Zone zones, 18 are flood zone 3s and 20 flood zone 2s. These zones all have potential to be sensitive to the
negative effects associated with future development within the corridor.
There are 54 AQMAs located within the corridor buffer. These sites have potential to be sensitive to both the
negative and positive effects of future corridor development. Providing more sustainable transport modes

ir AQMA could result in positive effects, however, road developments that could increase traffic volumes could result +/-

in a negative effect on AQMAs, by worsening the current situation. The sensitivities of these AQMAs would
be highly dependent upon the nature of the proposals that come forward.
The corridor buffer intersects the Greater London and Medway flood risk areas. These are areas described as

Flood Risk high risk areas to people, critical services and commercial and public assets from surface water flooding.

Areas These areas have potential to be sensitive to negative effects arising from future developments within the
corridor.

Climate Change The corridor buffer is located in Kent local authority district, where per capita emissions are significantly

better than the national average.

Per Capita

Emissions Per capita emission within the corridor buffer have potential to be sensitive to both positive and negative +/-
effects of future developments, and would highly depend upon the proposals that are brought forward. An
increase in sustainable transport modes and encouragement of active travel could help to reduce per capita
emissions, whilst roads schemes that make private transport more desirable, could result increase per capita
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
emissions. (It should be noted that per capita emissions data used, does not extend beyond the south east
boundary)
Noise Action [The corridor buffer intersects the Greater London Urban and The Medway Towns noise action areas. There is
Noise Important potential for these NAIAs to be sensitive to both negative and positive effects of future development within +/-
Areas the corridor and would be highly dependent upon the nature of the proposals that come forward.
Deprivation across the corridor buffer is varied. The north western areas, located within the Greater London
Area (outside of the south east boundary) are generally more deprived than other areas within the corridor,
with a high number of LSOAs located within the top 10% of deprived neighbourhoods in the country. Areas
around Rochester, Folkstone, Dover and Maidstone also have a number of LSOAs within the top 10% of
IMD - Overall |deprived neighbourhoods in the country. Between these urban areas, deprivation is lower, with some LSOAs "
Deprivation  [located around Sittingbourne, Maidstone, Sevenoaks and Meopham within the top 10% of least deprived
Population & neighbourhoods in the country.
Equality
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
Planned . . . . . .
s There a.r(? 21 major housing developments pIa'nn.ed along the corridor, all of which are likely to benefit from
the positive effects of future developments within the corridor.
Developments
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km

Buffer Distance: 10km
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ISA Topic Spa.tlal Description Sensitivity
Indicator Score
Health deprivation across the corridor buffer is varied. The north western areas, located within the Greater
London Area (outside of the south east boundary) are generally more deprived than other areas within the
corridor, with a high number of LSOAs located within the top 10% of deprived neighbourhoods in the
country. Areas around Rochester, Folkstone, Dover and Maidstone also have a number of LSOAs within the
IMD - Health {top 10% of deprived neighbourhoods in the country. Between these urban areas, deprivation is lower, with +/-
the majority of the LSOAs amongst the top 10% of least deprived neighbourhoods in the country.
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
- developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
The buffer is located within Kent and Medway, where the percentage of physically active adults is similar to
the national average in Medway and significantly better in Kent.
Percent
Physically . . e . . . .
Active Adults There is potential for the sensitivity of this receptor to be susceptible to both negative and positive effects. "
(19+yrs) The plan could provide opportunities to increase recreation and active travel, but it could also encourage an
b016/17 increased reliance upon private transport. The sensitivity of this receptor would therefore be dependent
upon the types of developments that come forward. (It should be noted that this data only includes those
local authority areas located within the south east study area)
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km

ISA Topic

Spatial
Indicator

Description

Excess Weight
in Adults (18+
yrs.) 2016/17

The buffer is located within both Medway and Kent, where the number of adults with excess weight is
significantly worse than the national average in Kent and similar in Medway.

There is potential for the sensitivity of this receptor to be susceptible to both negative and positive effects,
but this would dependent upon the types of developments that come forward. However, considering the
high number of adults with excess weight in Kent, it is likely that the authority area could be more sensitive
to the potential negative effects of development. (It should be noted that this data only includes those local
authority areas located within the south east study area)

Community
Safety

IMD - Crime

Crime deprivation across the corridor buffer is varied. The north western areas, located within the Greater
London Area (outside of the south east boundary) are generally more deprived than other areas within the
corridor, with a high number of LSOAs located within the top 10% of deprived neighbourhoods in the
country. Areas around Dartford, Ashford, Rochester, Gravesend, Folkstone, Charing Dover and Maidstone
also have a number of LSOAs within the top 10% of deprived neighbourhoods in the country. Between these
urban areas, deprivation is generally lower, with some LSOAs located around Sittingbourne, Plaxol,
Maidstone, Kings Hill and Mersham within the top 10% of least deprived neighbourhoods in the country.

Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km
. Spatial . Sensitivity
ISA Topic Indicator Description Score
The number of people who are killed or seriously injured on the roads is significantly worse than the national
KSI Casualties javerage in Kent and significantly better in Medway.
on England
Roads Sensitivity of this receptor would be highly dependent upon where development takes place and the type of +/-
compared to [developments that come forward. If safety improvements are proposed, then there is potential for this
England Avg [receptor to be more sensitive to the positive effects of future developments. (It should be noted that this
data only includes those local authority areas located within the south east study area)
Sections of the A20 (south of Ashford) and the M20 (north of Wrotham as well as the A274, A259, A2033 and
IA2034. are listed as some of the most dangerous roads in the country.
EuroRAP Road "
Safety Sensitivity of this receptor would be highly dependent upon where development takes place and the type of
developments that come forward. If safety improvements are proposed, then there is potential for that
receptor to be more sensitive to the positive effects of future developments.
. The Ebbsflet Garden City enterprise zone, Innovation Park, Ken Medical Campus, Ford Halstead and the East
Economic . . _y . . .
Assets Malling Research Station are all located within the corridor buffer. These assets all have potential to benefit
from future developments along the corridor.
Economy
Planned Major [There are 44 major employment sites planned across the corridor, the most significant of which are located
Employment [in Swanscombe, where over 15,000 jobs could be provided. These sites have potential to be benefit from the
Areas positive effects arising from future developments along the corridor.
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SE3: M20/A20/High Speed 1/South Eastern Main Line (Dover — Sidcup) - 10km Buffer Distance: 10km

Spatial

ISA Topic
P! Indicator

Description

International |Laing o Rourke and FM Conway are the only major international companies located within the corridor
Companies buffer, both of which are likely to benefit from future developments within the corridor.

The corridor buffer is almost entirely located within the transport and logistics priority sector area. This

priority sector is likely to benefit from the positive effects associated with future developments along the
corridor.

Priority Sector
Areas
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Table A.4: Assessment of Strategic Corridor SE4

SE4: A21/South Eastern Main Line (Hastings — Sevenoaks)

Buffer Distance: 6km

. Spatial .. Sensitivity
ISA Topic R Description
P Indicator P Score
SAC The corridor buffer intersects the Hastings Cliffs SAC which could be sensitive to potential negative
effects arising from future developments within the corridor.
The south eastern edge of the corridor buffer intersects the Dungeness, Romney Marsh and Rye Bay SPA.
SPA This site could be sensitive to potential negative effects arising from future developments within the
corridor.
Ramsar There are no Ramsar sites located within the corridor buffer, therefore no sensitivities have been
s recorded.
Biodiversity - — - - — - -
SsS| 31 SSSI sites located within the corridor buffer. These sites could be sensitive to potential negative effects
arising from future developments within the corridor.
NNR There are no NNR sites located within the corridor buffer, therefore no sensitivities have been recorded.
Marine . . L
Conservation The south western edge of the corridor buffer intersects the Beachy Head MCA. This site could be
Area sensitive to potential negative effects arising from future developments within the corridor.
There are four world heritage sites located within the corridor; Tower of London, Maritime Greenwich,
World . . . . o
Heritage Sites Palace of Westminster, Westminster Abbey and St. Margaret's Church. These sites could be sensitive to
& potential negative effects arising from future developments within the corridor.
Historic Scheduled There are 130 scheduled monuments located within the corridor buffer. These monuments could be
Environment Monuments sensitive to potential negative effects arising from future developments within the corridor.

Historic Parks
& Gardens

There are 99 historic parks and gardens located within the corridor, which could be sensitive to potential
negative effects arising from future developments within the corridor.

Transport
South East

steer W\ )

33



Transport Strategy for the South East: ISA Report Appendices A & B - Assessment of Strategic Corridors & General Interventions

SE4: A21/South Eastern Main Line (Hastings — Sevenoaks) Buffer Distance: 6km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
Historic The historic battlefield of the Battle of Hastings (1066) is located within the corridor buffer. This site
Battlefields could be sensitive to potential negative effects arising from future developments within the corridor.
Ancient There are 822 ancient woodland sites located within the corridor. These woodland sites could be
Woodlands sensitive to potential negative effects arising from future developments within the corridor.

National Parks

There are no national parks located within the corridor buffer, therefore no sensitivities have been
recorded.

The corridor buffer intersects both the High Weald and the Kent Downs AONBs. These sites could be
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AONB sensitive to potential negative effects from future developments within the corridor, particularly if new
developments arise within their boundaries.
R Heritage There are no heritage coast sites located within the corridor buffer, therefore no sensitivities have been 0
Townscape coasts recorded.
The buffer intersects the London area greenbelt, which have potential to be sensitive to the negative
Greenbelt . . e .
effects associated with future development within the corridor.
The corridor buffer intersects both the North Downs Way and the Thames Path National Trails. There is
National trails potential for these national trails to be sensitive to both the negative and positive effects of +/
development, depending on proposals that come forward. e.g. Severance will result in negative impacts,
whilst provision of greater access could result in positive impacts.
Agricultural land across the corridor is varied. A high proportion of the land is classed as grade 3 (good
quality), however there are areas of grade 2 (high quality) land located outside of Tonbridge, north of
. Sevenoaks. Urban and non-agricultural land becomes more prominent in the northern parts of the
. Agricultural . . .
Soils & corridor buffer where the corridor crosses into Greater London, as well as smaller pockets around
Land . . . +/-
Resources I Sevenoaks, Royal Tonbridge Well, Tonbridge and Hastings.
Classification
Sensitivity of this receptor would be highly dependent upon where development takes place and the type
of developments that come forward. Online developments that make good use of existing infrastructure
34



Transport Strategy for the South East: ISA Report Appendices A & B - Assessment of Strategic Corridors & General Interventions

SE4: A21/South Eastern Main Line (Hastings — Sevenoaks) Buffer Distance: 6km
. Spatial . Sensitivity
ISA Topic . Description
P Indicator P Score
could result in positive effects, whilst new developments within areas of high agricultural land quality,
have potential to be sensitive to the negative effects associated with future development.
Ground . . . .
Source The corridor buffer crosses 163 ground source protections zones, of which 64 are zone 1s (Highest
. sensitivity to contamination). Future development within these protected areas could result in
Water Protection Lo . . s
degradation in ground water quality, therefore a negative sensitivity has been recorded.
Environment Zone
The corridor buffer crosses seven flood zone 2s and eight flood zone 3s. These zones have potential to be
Flood Zone o . o .
sensitive to the negative effects of future developments within the corridor.
The corridor buffer passes through 25 AQMAs, the majority of which are located outside of the south
east area, within Greater London. Just five AQMAs are located within the south east boundary.
. These sites have potential to be sensitive to both the negative and positive effects of future corridor
Air AQMA o . : o +/-
development. Providing more sustainable transport modes could result in positive effects, however, road
developments that could increase traffic volumes could result in a negative effect on AQMAs, by
worsening the current situation. The sensitivities of these AQMAs would be highly dependent upon the
nature of the proposals that come forward.
. . The corridor buffer intersects the two flood risk areas; however, it should be noted that both areas are
Climate Flood Risk . . .
Change Areas located outside of the south east boundary, in Greater London. These areas have potential to be
sensitive to the negative effects of future developments within the corridor.
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SE4: A21/South Eastern Main Line (Hastings — Sevenoaks)

Buffer Distance: 6km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The corridor buffer is located within East Sussex and Kent where per capita emissions are better than
national average.
Per capita emission within the corridor buffer have potential to be sensitive to both positive and negative
Per Capita effgcts of fu'Fure de\{elopments, and would highly depend upon the pr?posals that are brought forward.
Ermissions An increase in sustainable transport modes and encouragement of active travel could help to reduce per +/-
capita emissions, whilst roads schemes that make private transport more desirable, could result increase
per capita emissions
(It should be noted that per capita emissions data used, does not extend beyond the south east
boundary).
There are three noise sensitive areas located within the corridor buffer, two are located within Greater
Noise Action London, whilst one is located in Hastings and Bexhill.
Noise Important +/-
Areas There is potential for the NIAs to be sensitive to both negative and positive effects of future development
within the corridor and would be highly dependent upon the nature of the proposals that come forward.
Deprivation across the corridor buffer is varied. The middle section deprivation is low with some LSOAs
amongst the least deprived neighbourhoods in the country. However, as the buffer extends towards
Hastings in the south east and Greater London in the north west, high levels of deprivation become more
IMD - Overall | prominent. A high number of these LSOAs are amongst the top 10% of most deprived neighbourhoods in "
. Deprivation the country.
Population &
Equality . . . . . .
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
Planned There is one major housing development planned (250-1,000 new homes) on the outskirts of Bexhill. This
Housing development has potential to benefit from the positive effects associated with future development

Developments

within the corridor.
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SE4: A21/South Eastern Main Line (Hastings — Sevenoaks)

Buffer Distance: 6km
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. Spatial .. Sensitivit
ISA Topic P . I Description IHVITY
Indicator Score
Health deprivation across the corridor buffer is varied. The middle section deprivation is low with some
LSOAs amongst the least deprived neighbourhoods in the country. However, as the buffer extends
towards Hastings in the south east and Greater London in the north west, high levels of deprivation
become more prominent. A high number of these LSOAs are amongst the top 10% of most deprived
IMD - Health ) . +/-
neighbourhoods in the country.
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
Health The corridor buffer is located within East Sussex and Kent. Physical activity levels in East Sussex is similar
to the national average, whereas Kent is significantly better than the national average.
Percent . . e . . . -,
Phvsicall There is potential for the sensitivity of this receptor to be susceptible to both negative and positive
AcZive Agults effects, but this would dependent upon the types of developments that come forward. However, "
(19+yrs) considering the current low levels of activity in Kent, it is likely that the authority area could be more
2016\//17 sensitive to the potential negative effects of development.
(It should be noted that physically the active adults data used, does not extend beyond the south east
boundary).
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SE4: A21/South Eastern Main Line (Hastings — Sevenoaks)

Buffer Distance: 6km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
Adults with excess weight in East Sussex is significantly better than the national average, whilst Kent is
significantly worse than the national average.
e R There is poten.tial for the sensitivity of this receptor to be susceptible to both negative and positive
in Adults (18+ effec.ts, k.)ut this V\{ould dependent upon 'Fhe types of d.evelf)pmentf, t.haF come forward. However, "
yrs.) 2016/17 considering the high number of adults with excess weight in Kent, it is likely that the authority area could
be more sensitive to the potential negative effects of development.
(It should be noted that the physically active adults data used, does not extend beyond the south east
boundary).
Crime deprivation across the corridor buffer is varied. In the south eastern section deprivation is low,
however, as the buffer towards Hastings high levels of deprivation become more prominent. The further
the buffer extends into greater London (outside of the south east boundary) the greater the levels of
crime deprivation become, with a high number LSOAs amongst the top 10% of most deprived
IMD - Crime neighbourhoods in the country. There are pockets of high deprivation located around Royal Tonbridge +/-
Wells and Tonbridge.
Community Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
Safety . . o . .
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
KS| Casualties The number of people killed or seriously injured on the roads in both Kent and East Sussex is significantly
worse than the national average.
on England
Roads I . . +/-
TR @ Sensitivity of this receptor would be highly dependent upon where development takes ‘place anq the typ'e
S A of developments that come forward. If safety improvements are proposed, then there is potential for this
receptor to be more sensitive to the positive effects of future developments.
38
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SE4: A21/South Eastern Main Line (Hastings — Sevenoaks)

Buffer Distance: 6km

. Spatial .. Sensitivity
ISA Topic Indicator Description Score
Sections of the A21 and A2101 are listed as some of the most high risk roads in the country.
E:ertT/AP EL Sensitivity of this receptor would be highly dependent upon where development takes place and the type +/-
of developments that come forward. If safety improvements are proposed, then there is potential for
that receptor to be more sensitive to the positive effects of future developments.
Ford Halstead Defence Science and Technology Laboratory (Dstl) Research Site is located within the
Economic corridor. This site has potential to be sensitive to the positive effects of future development within the
Assets corridor. (It should be noted that this data excludes Greater London which is beyond the south east
boundary)
Planned There are six planned major employment areas located within the corridor buffer, the majority of which
Major are located within Hastings and Bexhill. These sites have potential to benefit from the positive effects of
Economy Employment | future development within the corridor. (It should be noted that this data excludes Greater London
Areas which is beyond the south boundary)
International FM Cor.1way is the or.1I.y major interr?aftional company located within the c‘or.ridor buffgr. Thg company has
TS potential to be sensitive to the positive effects of future development within the corridor (it should be
noted that this data excludes Greater London which is beyond the south east boundary).
Priority Sector | The corridor buffer is located within the Transport and Logistics priority sector area. This area has
Areas potential to benefit from the positive effects associated with future development within the corridor.
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Table A.5: Assessment of Strategic Corridor SC1

SC1: A22/A264/0Oxted Line (Crawley — Eastbourne) Buffer Distance: 2km
. Spatial - Sensitivity
ISA Topic Indicator Description Score
SAC The corridor buffer intersects that Ashdown Forest SAC, which has potential to be sensitive to the
negative effects arising from future development within the corridor.
SPA The corridor buffer intersects that Ashdown Forest SPA, which has potential to be sensitive to the
negative effects arising from future development within the corridor.
Ramsar There are no Ramsar sites located within the corridor buffer. No sensitivity recorded.
Biodiversity | cgg There are 14 SSSI sites located within the corridor buffer, all of which have the potential to be
sensitive to the negative effects arising from future developments within the corridor buffer.
NNR There are no NNRs located within the corridor buffer. No sensitivity is recorded.
Marine . . . . .
. The southern tip of the corridor buffer intersects the Beachy Head East MCZ, which has the potential
Conservation . . . sy .
Area to be sensitive to the negative effects arising from future developments within the corridor buffer.
World There are no world heritage sites located within the corridor buffer. No sensitivity has been

Heritage Sites | recorded.

There are 39 scheduled monuments located within the corridor buffer, all of which have the

Scheduled . " . . . o
potential to be sensitive to the negative effects associated with future development within the
Monuments .
corridor buffer.
Historic Historic Parks | There are 5 historic parks and gardens located within the corridor buffer, all of which could be
Environment | & Gardens sensitive to the negative effects arising from future development within the corridor.
Historic . . . I . e
Battlefields There are no historic battlefields located within the corridor buffer. No sensitivity has been recorded.
Ancient There are 441 ancient woodland sites located within the corridor buffer, all of which have the
Woodlands potential to be sensitive to the negative effects associated with future development within the

corridor buffer.
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SC1: A22/A264/0Oxted Line (Crawley — Eastbourne)

Buffer Distance: 2km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The southern section of the corridor buffer passes through the South Downs National Park, which
National Parks | could be sensitive to potential negative effects from future developments within the corridor,
particularly if new developments arise within the park boundary.
The northern part of the corridor buffer intersects the High Weald AONB, which could be sensitive to
AONB potential negative effects from future developments within the corridor, particularly if new
developments arise within AONB boundary.
Heritage There are no heritage coast areas located within the corridor buffer, therefore no sensitivities have 0
Landscape & coasts been identified.
Townscape Greenbelt There are no areas of greenbelt located within the corridor buffer, therefore no sensitivities have 0
been identified.
The southern part of the corridor buffer intersects the South Downs Way, which has potential to
National trails benefit from both the negative and positive effects of future developments, but would be dependent i
on the nature of the proposals that come forward. e.g. Severance will result in negative impacts,
whilst provision of greater access could result in positive impacts.
The agricultural land across the corridor buffer is generally graded 3-4 (good/moderate - poor). Areas
around Crawley, Eastbourne, Wych Cross, Ringles Wood and Eastbourne are described as non-
agricultural and urban grades.
ol Agricultural
Resources Land Sensitivity of this receptor would be highly dependent upon where development takes place and the +/-
Classification | type of developments that come forward. Online developments that make good use of existing
infrastructure could result in positive effects, whilst new developments within areas of high
agricultural land quality, have potential to be sensitive to the negative effects associated with future
development.
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SC1: A22/A264/0xted Line (Crawley — Eastbourne) Buffer Distance: 2km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score
Ground There are 9 ground source protection zones within the corridor buffer. Of these zone, 3 are classed
Source as zone 1s (Highest sensitivity to contamination). Future development within these protected areas
Protection could result in degradation in ground water quality, therefore a negative sensitivity has been
Wat_er Zone recorded.
Environment -
There are 13 flood zones that cross the corridor buffer - 6 flood zone 3s and 7 flood zone 2s. These
Flood Zone zones all have potential to be sensitive to the negative effects associated with future development
within the corridor.
Air AQMA There are no AQMAs located within the corridor buffer. No sensitivities have been recorded.
Flood Risk . - . e
Areas There are no flood risk areas located within the corridor buffer. No sensitivity is recorded. 0
The corridor straddles both East and West Sussex. Per capita emissions in East Sussex are significantly
better than the national average, whilst per capita emissions are similar to the national average in
Climate West Sussex.
Change Per Capita ) . L . . . .
Ermissions Per capita emission within the corridor buffer have potential to be sensitive to both positive and +/-
negative effects of future developments, and would highly depend upon the proposals that are
brought forward. An increase in sustainable transport modes and encouragement of active travel
could help to reduce per capita emissions, whilst roads schemes that make private transport more
desirable, could result increase per capita emissions.
Noise Action The corridor buffer intersects the Crawley NAIA in the north and the Eastbourne NAIA in the south.
. There is potential for this NAIA to be sensitive to both negative and positive effects of future
Noise Important s ) . =
Areas development within the corridor and would be highly dependent upon the nature of the proposals
that come forward.
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SC1: A22/A264/0Oxted Line (Crawley — Eastbourne)

Buffer Distance: 2km

Transport
South East

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
Overall deprivation across the whole corridor buffer is low, with the majority of LSOAs being amongst
the top 10% of LSOAs in the country. There is one LSOA in Eastbourne within the top 10% of most
IMD - Overall . . . 0 . . .
. e verlen deprived nelghk?ourhoods a.nd two in thg t.op 20%. Those areas of con5|dereq to be highly dep.rlved +/-
Population are more sensitive to negative effects arising from future developments, whilst those areas with low
& Equality levels of deprivation are likely to be more resilient change.
Planned There are two planned housing developments located within the corridor buffer - one in Uckfield and
Housing one north of Eastbourne. Both developments have potential to benefit from the positive effects
Developments | associated with future development.
Health deprivation across the whole corridor buffer is low, with the majority of LSOAs being amongst
the top 10% of LSOAs in the country. There is one LSOA in Eastbourne within the top 10% of most
IMD - Health deprived neighbourhoods and three in the top 20%. Those areas of considered to be highly deprived +/-
are more sensitive to negative effects arising from future developments, whilst those areas with low
levels of deprivation are likely to be more resilient change.
The percentage of physically active adults across the corridor buffer is similar in East Sussex and
Percent significantly better in West Sussex.
Physically
Health Active Adults | There is potential for the sensitivity of this receptor to be susceptible to both negative and positive +/-
(19+yrs) effects. The plan could provide opportunities to increase recreation and active travel, but it could
2016/17 also encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward.
The percentage of adults deemed to have excess weight across the corridor buffer is significantly
Excess Weight | better in East Sussex and similar in West Sussex.
in Adults (18+ +/-
yrs.) 2016/17 | There is potential for the sensitivity of this receptor to be susceptible to both negative and positive
effects. The plan could provide opportunities to increase recreation and active travel, but it could
43
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SC1: A22/A264/0xted Line (Crawley — Eastbourne) Buffer Distance: 2km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
also encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward.
Crime deprivation cross the corridor buffer is low, with the majority of LSOAs being amongst the top
10% of LSOAs in the country. There are two LSOAs in Eastbourne within the top 10% of most
IMD - Crime deprived neighbourhoods and four in the top 20%. Those areas of considered to be highly deprived +/-
are more sensitive to negative effects arising from future developments, whilst those areas with low
levels of deprivation are likely to be more resilient change.
kS| Casualties The number of people killed or seriously injured on the roads in both East and West Sussex, is
. significantly worse than the national average.
Community | on England
Safety Roads L ) . +/-
TR Sensitivity of this receptor would be highly depend?nt upon where development takes place: and the
ERTUY type of developments that come forward. If safety improvements are proposed, then there is
potential for that receptor to be more sensitive to the positive effects of future developments.
A275 and A259 are listed as some of the most dangerous roads in the UK. Sensitivity of this receptor
EuroRAP Road | would be highly dependent upon where development takes place and the type of developments that "
Safety come forward. If safety improvements are proposed, then there is potential for that receptor to be
more sensitive to the positive effects of future developments.
Economic There are no major economic assets located within the corridor buffer. No sensitivities have been 0
Assets recorded.
Planned
Major There are two planned major housing developments within the corridor buffer. These are both likely
Economy . L. . . s .
Employment | to benefit from the positive effects associated with future development within the corridor buffer.
Areas
International | There are no major international companies located within the corridor buffer. No sensitivities have 0
Companies been recorded.
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SC1: A22/A264/0xted Line (Crawley — Eastbourne) Buffer Distance: 2km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score

Priority Sector
Areas

The northern part of the corridor buffer is located within the advanced engineering and
manufacturing and financial and professional services sectors. Both sectors are likely to benefit from
the positive effects associated with future developments within the corridor.

Table A.6: Assessment of Strategic Corridor SC2

SC2: A23-M23/Brighton Mainline

Buffer Distance: 6km

. Spatial I Sensitivity
ISA Topic Indicator Description Score

The corridor buffer intersects three SACs; Castle Hill, Lewes Downs and Mole Gap to Reigate

SAC Escarpment. These sites could be sensitive to potential negative effects arising from future
developments within the corridor.

SPA The corridor does not go through any SPAs, therefore no sensitivities have been identified.
The corridor buffer does not go through any Ramsar sites; therefore, no sensitivities have been

Ramsar . -
identified.

Biodiversity | SSs| The corridor buffer intersects 35 SSSls, all of which could be sensitive to potential negative effects

arising from future developments within the corridor.
The corridor buffer intersects two National Nature Reserves; Castle Hill and Lewes Downs (Mount

NNR Caburn), both of which could be sensitive to potential negative effects arising from future
developments within the corridor.

Marine

Conservation
Area

There is one Marine Conservation Zone located within the corridor, Beachy Head West, which could
be sensitive to potential negative effects arising from future developments within the corridor.
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SC2: A23-M23/Brighton Mainline

Buffer Distance: 6km

. Spatial .. Sensitivity
ISA Topic . Description
P Indicator P Score
World There are no world heritage sites located along the corridor, therefore no sensitivities have been 0
Heritage Sites | identified.
Scheduled There are 297 scheduled monuments located within the corridor, which could be sensitive to
Monuments potential negative effects arising from future developments within the corridor.
Historic Historic Parks | There are 96 historic parks and gardens located across the corridor, which could be sensitive to
Environment | & Gardens potential negative effects arising from future developments within the corridor.
. . There is one historic battlefield in the east of the corridor, on the outskirts of Lewes (Battle of Lewes
Historic L . .. . . ..
. 1264). This site which could be sensitive to potential negative effects arising from future
Battlefields . .
developments within the corridor.
Ancient There are 761 ancient woodlands sites across the entire length of the corridor, all of which could be
Woodlands sensitive to potential negative effects arising from future developments within the corridor.

Landscape &
Townscape

National Parks

The southern section of the corridor buffer passes through the South Downs National Park, which
could be sensitive to potential negative effects from future developments within the corridor,
particularly if new developments arise within the park boundary.

The corridor buffer passes through the High Weald AONB, and the Surrey Hills AONB. These areas

AONB could be sensitive to potential negative effects from future developments within the corridor,
particularly if new developments arise within their boundaries.
Heritage A small section in the southern section of the lies within the Sussex Heritage Coast, which could be
coasts sensitive to potential negative effects arising from future developments within the corridor.
The middle section of the corridor buffer crosses greenbelt land belonging to 7 local authorities. This
Greenbelt land could be sensitive to potential negative effects arising from future developments within the

corridor, particularly if new developments arise within the greenbelt boundary.

National trails

The corridor buffer intersects the South Downs Way National Trail, North Downs Way National Trail
and the Thames Path National Trail. There is potential for both trails to be sensitive to both the
negative and positive effects of development, depending on proposals that come forward. e.g.
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SC2: A23-M23/Brighton Mainline

Buffer Distance: 6km

Spatial

ISA Topic Indicator

Sensitivity

Description
P Score

Severance will result in negative impacts, whilst provision of greater access could result in positive
impacts.

Agricultural
Land
Classification

Soils &
Resources

The agricultural land across the corridor buffer is varied. Low grades (grades 4, 5, urban and non
agricultural grades) are more prevalent in the urban areas of Brighton, Hove, Crawley, Burgess Hill,
Haywards Heath, Horley, Reigate and Greater London. Between these areas, grades vary between 2
and 5, with the best and most versatile land lying north of Brighton.

Sensitivity of this receptor would be highly dependent upon where development takes place and the
type of developments that come forward. Online developments that make good use of existing
infrastructure could result in positive effects, whilst new developments within areas of high
agricultural land quality, have potential to be sensitive to the negative effects associated with future
development.

Ground
Source
Protection
Water Zone

There are 94 Ground Water Protection Zones across the corridor, mainly in the southern and norther
sections. These include 48 Zone 1s (areas with the highest risk of contamination). Future
development within these protected areas could result in degradation in ground water quality,
therefore a negative sensitivity has been recorded.

Environment

Flood Zone

The corridor buffer intersects a large number of areas which have been designated as either Flood
Zone 2s or Flood Zone 3s, which are spread across the entire length of the corridor. These zones all
have potential to be sensitive to the negative effects associated with future development within the
corridor.

Air AQMA

The corridor buffer passes through 34 AQMAs, the majority of which are mainly concentrated around
the London area, in the northern section of the corridor. These sites have potential to be sensitive to
both the negative and positive effects of future corridor development. Providing more sustainable
transport modes could result in positive effects, however, road developments that could increase +/-
traffic volumes could result in a negative effect on AQMAs, by worsening the current situation. The
sensitivities of these AQMAs would be highly dependent upon the nature of the proposals that come
forward.
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SC2: A23-M23/Brighton Mainline Buffer Distance: 6km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
There are Flood Risk Areas in the northern section (surrounding London) and the northern section
Flood Risk (surrounding Brighton) of the corridor. These areas are described as high risk areas to people, critical
Areas services and commercial and public assets from surface water flooding. These areas have potential to
be sensitive to negative effects arising from future developments within the corridor.
The corridor buffer passes through the authority areas of Brighton, West Sussex, East Sussex and
Climate Surrey, where per capita emissions are either better or similar to the national average.
Change
Per Capita Per capita emission within the corridor buffer have potential to be sensitive to both positive and "
Emissions negative effects of future developments, and would highly depend upon the proposals that are
brought forward. An increase in sustainable transport modes and encouragement of active travel
could help to reduce per capita emissions, whilst roads schemes that make private transport more
desirable, could result increase per capita emissions.
Noise Action The corridor buffer passes through three noise sensitive areas; Brighton and Hove, Crawley Urban
. Area and Greater London. There is potential for these NAIAs to be sensitive to both negative and
Noise Important . - ) . +/-
Areas positive effects of future development within the corridor and would be highly dependent upon the
nature of the proposals that come forward.
In general, the overall deprivation across the corridor buffer low. The majority of LSOAs are within
the top 10%, 20% and 30% least deprived neighbourhoods. However, high deprivation is noted
IMD - Overall surrounding London and Croydon.
. Deprivation s . . . . . +-
Population Those areas within Greater London considered to be highly deprived are more sensitive to negative
& Equality effects arising from future developments, whilst those areas with low levels of deprivation are likely
to be more resilient change.
Planned There are 20 planned major housing developments across the length of the corridor, the largest of
Housing which is in West Sussex aiming to deliver more than 5,001 homes. These developments are likely to
Developments | benefit from the potential positive effects of future developments within the corridor.
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SC2: A23-M23/Brighton Mainline

Buffer Distance: 6km

Transport
South East

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The majority of the corridor buffer passes through LSOAs in the top 10% and 20% of least deprived
neighbourhoods in the country, with regards to health. Higher levels of deprivation are noted within
Greater London, where a number of LSOAs are located within the top 10% of most deprived
IMD - Health neighbourhoods in the country. "
Those areas of considered to be highly deprived are more sensitive to negative effects arising from
future developments, whilst those areas with low levels of deprivation are likely to be more resilient
change.
Physical activity across the four authority areas is either similar or significantly better than the
Percent national average.
Physically . . e . . . .
el Active Adults There is potential for the sel'15|t|V|ty of thl's'recep.tor to be suscep.tlble to bot.h negative anc! positive "
(19+yrs) effects. The plan cguld provide gpportunltles .to increase recreation an.d' a.ctlve trz?\vel, but it could
also encourage an increased reliance upon private transport. The sensitivity of this receptor would
2016/17
therefore be dependent upon the types of developments that come forward. (It should be noted that
this data excludes Greater London which is beyond the south east boundary)
Adults with excess weight across the four authority areas is either similar or significantly better than
the national average.
F:Zedsjll/;/?gtt There is potential for the sel.’lsitivity of thi.s.recep'tor to be suscep.tible to bot.h negative anq positive "
yrs.) 2016/17 effects. The plan could provide opportunities to increase recreation and active travel, but it could
also encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward. (It should be noted that
this data excludes Greater London which is beyond the south east boundary)
Community The level crime deprivation across the corridor buffer is varied. High levels of deprivation are noted
Safety IMD - Crime within the London, Crawley, Blectchingly and Brighton, whilst the rest of the corridor buffer is less +/-
deprived.
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SC2: A23-M23/Brighton Mainline

Buffer Distance: 6km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
Those areas that are considered to be more deprived, have potential to be more sensitive to
negative effects arising from future developments, whilst those areas with low levels of deprivation
are likely to be more resilient change.
KSI Casualties | The number of people killed or seriously injured on the roads across the four authority areas.
on England Sensitivity of this receptor would be highly dependent upon where development takes place and the
Roads type of developments that come forward. If safety improvements are proposed, then there is +/-
compared to potential for that receptor to be more sensitive to the positive effects of future developments. (It
England Avg should be noted that this data excludes Greater London which is beyond the south boundary)
The corridor buffer intersects the A27, A217, A259, A2021 and the A264, which are listed as some of
EuroRAP Road the highest risk roads in the UK. Sensitivity of this receptor would be highly depender.]t upon where
St development takes place and the type of developments that come forward. If safety improvements +/-
are proposed, then there is potential for that receptor to be more sensitive to the positive effects of
future developments.
Economic There are fo'u'r 'key economic asset.s across the corridor, including twc? university Fampuses, one‘ ‘
A research facilities and one enterprise zone. These assets have potential to benefit from the positive
effects associated with future developments within the corridor.
E/IIZ';;fd There are ?0 major employment develqpments planned across the length of th.e corridor, Fhe largest
Economy I is quated in West Sus.sex (1,901- 2,500 jobs). These developments have potential to benefit from the
Areas positive effects associated with future developments.
. There are four international companies based across the corridor, both located just outside Crawley,
International ) . . . . . .
TS with tVYO in the fln.ance sector ans:l'wrchln the profe.55|onal .serV|ces sector. These companies have
potential to benefit from the positive effects associated with future developments.
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SC2: A23-M23/Brighton Mainline

Buffer Distance: 6km

ISA Topic

Spatial
Indicator

Sensitivity
Score

Description

Priority Sector
Areas

The corridor buffer is comprised of three priority sector areas - transport and logistics and financial
and professional services and advanced engineering and manufacturing. These priority sectors have
potential to benefit from the positive effects associated with future developments.

Table A.7: Assessment of Strategic Corridor SC3

SC3: A24/A264/Arun Valley Line (Crawley — Fontwell)

Buffer Distance: 5km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
There are two SACs located within the corridor buffer; Arun Valley and Duncton to Bignor
SAC Escarpment. Both of these sites have potential to be negatively affected by future development
across the corridor.
SPA The Arun Valley SPA site is the only SPA located within the corridor buffer. This site has the potential
to be negatively affected by future development within the corridor.
Ramsar The Arun Valley Ramsar site is the only SPA located within the corridor buffer. This site has the
Biodiversity potential to be negatively affected by future development within the corridor.
5SS There are 26 SSSI sites located within the corridor buffer. All of which have potential to be negatively
affected by future developments within the corridor.
NNR There are no NNRs located within the corridor buffer. No sensitivities have been identified.
Marine
Conservation | There are no MCAs located within the corridor buffer. No sensitivities have been identified. 0
Area
Historic World There are no world heritage sites located within the corridor buffer. No sensitivities have been

Environment

Heritage Sites

identified.

Transport
South East
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SC3: A24/A264/Arun Valley Line (Crawley — Fontwell)

Buffer Distance: 5km

ISA Topic IS::ith::or Description
Scheduled There are 73 scheduled monuments located within the corridor buffer, all of which could be
Monuments sensitive to the negative effects associated with future developments within the corridor.
Historic Parks | There are 12 historic parks and gardens located within the corridor buffer. These sites could be
& Gardens sensitive to the negative effects arising from future developments within the corridor.
Historic There are no historic battlefields located within the corridor buffer. No sensitivities have been
Battlefields identified.
Ancient There are 365 ancient woodland sites located within the corridor buffer. These sites have potential
Woodlands to be sensitive to the negative effects associated with future development.
The southern section of the corridor buffer passes through the South Downs National Park, which
National Parks | could be sensitive to potential negative effects from future developments within the corridor,
particularly if new developments arise within the park boundary.
The northern part of the corridor buffer is situated in the High Weald AONB. These areas could be
AONB sensitive to potential negative effects from future developments within the corridor, particularly if
new developments arise within their boundaries.
Heritage There are no heritage coast areas located within the corridor buffer, therefore no sensitivities have
Landscape & . Lp
Townscape coasts been identified.
The northern tip of the corridor buffer intersects part of the London Area Greenbelt. This land could
Greenbelt be sensitive to potential negative effects arising from future developments within the corridor,
particularly if new developments arise within the greenbelt boundary.
The corridor buffer intersects the South Downs Way, which has potential to benefit from both the
National trails negative and positive effects of future developments, but would be dependent on the nature of the
proposals that come forward e.g. Severance will result in negative impacts, whilst provision of
greater access could result in positive impacts.

Sensitivity
Score
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SC3: A24/A264/Arun Valley Line (Crawley — Fontwell) Buffer Distance: 5km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score

The agricultural land across the corridor buffer is varied. Areas in the north particularly around
Crawley and Horsham are described as having urban and non-agricultural grades. The best and most
versatile soils are found in the south around the areas of Barnham, Eastergate and Yapton.

. Agricultural
::ISIZE:‘CES Land Sensitivity of this receptor would be highly dependent upon where development takes place and the +/-
Classification | type of developments that come forward. Online developments that make good use of existing
infrastructure could result in positive effects, whilst new developments within areas of high
agricultural land quality, have potential to be sensitive to the negative effects associated with future
development.
Ground There are 48 ground source protection zones located within the corridor buffer. These include 19
Source Zone 1s (areas with the highest risk of contamination). Future development within these protected
Protection areas could result in degradation in ground water quality, therefore a negative sensitivity has been
Water Zone recorded.

Environment
v There are 50 flood zones that cross the corridor buffer - 24 flood zone 3s and 26 flood zone 2s.

Flood Zone These zones all have potential to be sensitive to the negative effects associated with future
development within the corridor.

There are two AQMAs located in the corridor buffer; one in Crawley and one in Storrington. These
sites have potential to be sensitive to both the negative and positive effects of future corridor
development. Providing more sustainable transport modes could result in positive effects, however,
road developments that could increase traffic volumes could result in a negative effect on AQMAs,
by worsening the current situation. The sensitivities of these AQMAs would be highly dependent
upon the nature of the proposals that come forward.

Air AQMA

Climate Flood Risk

There are no flood risk areas located within the corridor buffer. No sensitivity is recorded. 0
Change Areas
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SC3: A24/A264/Arun Valley Line (Crawley — Fontwell)

Buffer Distance: 5km

Transport
South East

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The corridor buffer is located within the West Sussex and Surrey authority areas. Per capita
emissions are similar to the national average in West Sussex and better in Surrey.
Per Capita Per capita emission within the corridor buffer have potential to be sensitive to both positive and i
Emissions negative effects of future developments, and would highly depend upon the proposals that are
brought forward. An increase in sustainable transport modes and encouragement of active travel
could help to reduce per capita emissions, whilst roads schemes that make private transport more
desirable, could result increase per capita emissions.
Noise Action The corridor buffer intersects the Brighton/Worthing/Littlehampton NAIA in the south and the
. Crawley Urban Area NAIA in the north. There is potential for these NAIAs to be sensitive to both
Noise Important ) . L . i +/-
Areas negative and positive effects of future development within the corridor and would be highly
dependent upon the nature of the proposals that come forward.
Overall deprivation is generally low across the corridor, with the majority of LSOAs being amongst
the top 10% of least deprived neighbourhoods in the country. There is one LSOA in Bognor Regis
IMD - Overall which is amongst the top 10% of most deprived neighbourhoods in the country.
. Deprivation . . . - . . +-
Population Those areas of considered to be highly deprived are more sensitive to negative effects arising from
& Equality future developments, whilst those areas with low levels of deprivation are likely to be more resilient
change.
Planned There are 16 planned housing developments across the corridor buffer, the largest developments of
Housing which are located in Bognor Regis, Littlehaven and Crawley. These developments are likely to benefit +/-
Developments | from the positive effects associated with future developments within the corridor buffer.
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SC3: A24/A264/Arun Valley Line (Crawley — Fontwell)

Buffer Distance: 5km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
Health deprivation is generally low across the corridor, with the majority of LSOAs being amongst
the top 10% of least deprived neighbourhoods in the country. There is one LSOA in Bognor Regis and
one in Littlehampton which are amongst the top 10% of most deprived neighbourhoods in the
IMD - Health | <YM +/-
Those areas of considered to be highly deprived are more sensitive to negative effects arising from
future developments, whilst those areas with low levels of deprivation are likely to be more resilient
change.
Percent The percentage of physically active adults in both West Sussex and Surrey is significantly better than
.. Physically the national average. There is potential for the sensitivity of this receptor to be susceptible to both
Active Adults | negative and positive effects. The plan could provide opportunities to increase recreation and active +/-
(19+yrs) travel, but it could also encourage an increased reliance upon private transport. The sensitivity of
2016/17 this receptor would therefore be dependent upon the types of developments that come forward.
The percentage of adults that have excess weight in West Sussex is similar to the national average,
whilst the percentage in in Surrey is significantly better than the national average.
Excess Weight
in Adults (18+ | There is potential for the sensitivity of this receptor to be susceptible to both negative and positive +/-
yrs.) 2016/17 | effects. The plan could provide opportunities to increase recreation and active travel, but it could
also encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward.
Crime deprivation is varied across the corridor. Higher levels of deprivation are seen in Crawley and
littlehampton, whilst deprivation between these main settlements is much lower.
Community .
Safety IMD - Crime Those areas that are considered to be more deprived, have potential to be more sensitive to +-
negative effects arising from future developments, whilst those areas with low levels of deprivation
are likely to be more resilient change.
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SC3: A24/A264/Arun Valley Line (Crawley — Fontwell) Buffer Distance: 5km
. Spatial .. Sensitivit
ISA Topic P . I Description VIt
Indicator Score
KSI Casualties | The percentage of people killed or seriously injured in both local authority areas is significantly
on England worse than the national average. Sensitivity of this receptor would be highly dependent upon where
Roads development takes place and the type of developments that come forward. If safety improvements +/-
compared to | are proposed, then there is potential for that receptor to be more sensitive to the positive effects of
England Avg future developments
The A27 the A272 which are listed as some of the highest risk roads in the UK. Sensitivity of this
EuroRAP Road | receptor would be highly dependent upon where development takes place and the type of i
Safety developments that come forward. If safety improvements are proposed, then there is potential for
that receptor to be more sensitive to the positive effects of future developments.
Economic There are no major economic assets located within the corridor buffer. No sensitivities have been 0
Assets recorded.
Planned : . . .
Maior There are 11 major employment developments planned across the corridor, the majority of which
EmJ lovment | @€ located around Crawley. These developments have potential to benefit from the positive effects
ploy associated with future developments.
Economy A
. There are three major international companies based in Crawley; Lloyds Bank, Grant Thornton and
International . . . i . .
Combanies KPMG. These companies have potential to benefit from the positive effects associated with future
P developments.
. The northern part of the corridor buffer is located within the advanced engineering and
Priority Sector . ) . . . .
Areas manufacturing and financial and professional services sectors. Both of these sectors are likely to
benefit from the positive effects associated with future developments within the corridor.
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Table A.8: Assessment of Strategic Corridor SW1

SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton)

Buffer Distance: 4km

] Spatial -
ISA Topic Description
P Indicator P
CAC There are 7 SACs located across the corridor buffer, all of which have the potential to be negatively
affected by future development within the corridor.
SPA There are 6 SPAs located across the corridor buffer, all of which have the potential to be negatively affected
by future development within the corridor.
Ramsar There are 4 Ramsar sites located across the corridor buffer, all of which have the potential to be negatively
affected by future development within the corridor.
Biodiversity oSS There are 35 SSSI sites located across the corridor buffer, all of which have the potential to be negatively
affected by future development within the corridor.
There are 3 NNRs located within the corridor buffer; Butster Hill, Ashford Hangers and Thursley. These sites
NNR have potential to be sensitive to the negative effects associated with future developments within the
corridor.
Marine . . . . o .
. [The very southern tip of the corridor buffer intersects the Bembridge MCA. This site has potential to be
Conservation . . . . s .
Area sensitive to the negative effects associated with future developments within the corridor.
istori World
H'St_onc . .. [There are no world heritage sites located within the corridor buffer. No sensitivity has been recorded.
EnvironmentHeritage Sites
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SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton) Buffer Distance: 4km
) Spatial ..
ISA Topic Description
P Indicator #
Scheduled There are 110 scheduled monuments located within the corridor buffer, all of which have the potential to
Monuments |poe sensitive to the negative effects associated with future development.
Historic Parks [There are 24 historic parks and gardens located within the corridor buffer, all of which have the potential to
& Gardens  |e sensitive to the negative effects associated with future development.
Historic . . . i . o . -
) There are no historic battlefields located within the corridor buffer. No sensitivities have been identified.
Battlefields
Ancient There are 200 ancient woodland sites located within the corridor buffer. These sites have potential to be
Woodlands [sensitive to the negative effects associated with future development.
The corridor buffer passes through the South Downs National Park, which could be sensitive to potential
National Parksihegative effects from future developments within the corridor, particularly if new developments arise
within the park boundary.
Landscape & The corridor buffer intersects the Surrey Hills and Isle of Wight AONBs. These areas could be sensitive to
Townscape AONB potential negative effects from future developments within the corridor, particularly if new developments
arise within their boundaries.
Heritage There are no heritage coast areas located within the corridor buffer, therefore no sensitivities have been 0
coasts identified.

ANawt: steer WS |) &



Transport Strategy for the South East: ISA Report Appendices A & B - Assessment of Strategic Corridors & General Interventions

SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton) Buffer Distance: 4km
) Spatial ..
ISA Topic Description
P Indicator #
The northern part of the corridor buffer intersects a large section of the London Area Greenbelt. This land
Greenbelt could be sensitive to potential negative effects arising from future developments within the corridor,
particularly if new developments arise within the greenbelt boundary.
The corridor buffer intersects the South Downs Way and the North Downs Way national trails, both of
. .._which have potential to benefit from both the negative and positive effects of future developments, but
National trails . . +/-
would be dependent on the nature of the proposals that come forward. e.g. Severance will result in
negative impacts, whilst provision of greater access could result in positive impacts.
Agricultural land across the corridor buffer is generally good to poor, with a prominence of non-
agricultural, urban and Grades 3, 4 and 5s. There is one small pocket south of Havent which is classed as
being a high quality (grade 1).
. Agricultural 8 gna vi(e )
Soils & Land +/-
Resources Classification Sensitivity of this receptor would be highly dependent upon where development takes place and the type
of developments that come forward. Online developments that make good use of existing infrastructure
could result in positive effects, whilst new developments within areas of high agricultural land quality, have
potential to be sensitive to the negative effects associated with future development.
Ground . i . .
There are 43 ground source protection zones located within the corridor buffer. These include 16 Zone 1s
Water Source . . . . L
) . (areas with the highest risk of contamination). Future development within these protected areas could
EnvironmentProtection . L. . . o
one result in degradation in ground water quality, therefore a negative sensitivity has been recorded.
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SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton) Buffer Distance: 4km
Spatial
ISA Topic Description
P Indicator #
There are 50 flood zones that cross the corridor buffer - 27 flood zone 3s and 23 flood zone 2s. These zones
Flood Zone pll have potential to be sensitive to the negative effects associated with future development within the
corridor.
There are eight AQMAs located within the corridor buffer, the majority of which are located in Portsmouth.
These sites have potential to be sensitive to both the negative and positive effects of future corridor
. AQVIA development. Providing more sustainable transport modes could result in positive effects, however, road +/
ir . . . . . =
developments that could increase traffic volumes could result in a negative effect on AQMAs, by worsening
the current situation. The sensitivities of these AQMAs would be highly dependent upon the nature of the
proposals that come forward.
Flood Risk . o . e
Areas There are no flood risk areas located within the corridor buffer. No sesitivity is recorded. 0
The corridor buffer intersects five local authority areas; Surrey, Hampshire, West Sussex, Portsmouth and
Climate the Isle of Wight. Per capita emissions across these authority areas is either significantly better or similar to
Change ber Caita the national average. Per capita emission within the corridor have potential to be sensitive to both positive
Emissigns and negative effects of future developments, and would highly depend upon the proposals that are +/-
brought forward. An increase in sustainable transport modes and encouragement of active travel could
help to reduce per capita emissions, whilst roads schemes that make private transport more desirable,
could result increase per capita emissions.
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SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton)

Buffer Distance: 4km

. Spatial . Sensitivity
ISA Topic indicator Description Score
. . The corridor buffer intersects the Greater London Urban Area NAIA in the north and the Portsmouth Urban
Noise Action . . . e . L
- Important Area NAIA in the south. There |s‘po.tent|al for'these NAIAs to be Sfensmve to both negative and positive iy
Areas effects of future development within the corridor and would be highly dependent upon the nature of the
proposals that come forward.
Overall deprivation in those LSOAs north of Portsmouth, is low, with a high number of the LSOAs making up
the top 10% of the least deprived neighbourhoods in the country. Conversly deprivation in Portsmouth and
IMD - Overall on the Isle of Wight is considerably higher. The corridor buffer intersects 19 LSOAs in Portsmouth and 2 on
L the Isle of Wight that are amongst the top 10% of most deprived neighbourhoods in the country. +/-
Deprivation
Population . . . .. . ..
& Equality Those areas of con.5|dered to be hlghly deprived are morc.e seﬁsmve tQ negative effects arlls.mg from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
Planned There are 12 planned housing developments located across the corridor, the majority of which are located
Housing in Portsmouth. These housing developments are likely to benefit from the positive effects associated with
Developmentsffuture development within the corridor.
Health deprivation in those LSOAs north of Portsmouth, are very low, with the majority of the LSOAs
making up the top 10% of the least deprived neighbourhoods in the country. Conversly deprivation in
Health IMD - Health |pgrtsmouth and on the Isle of Wight is considerably higher. The corridor buffer intersects 17 LSOAs in +-
Portsmouth that are amongst the top 10% of most deprived neighbourhoods in the country.
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SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton)

Buffer Distance: 4km
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Spatial Sensitivit
ISA Topic P ) Description ¥
Indicator Score
Those areas of considered to be highly deprived are more sensitive to negative effects arising from future
developments, whilst those areas with low levels of deprivation are likely to be more resilient change.
Percent The percentage of physically active adults across the five authority areas is either significantly bettter, or
Physically similar to the national average. There is potential for the sensitivity of this receptor to be susceptible to
Active Adults [both negative and positive effects. The plan could provide opportunities to increase recreation and active +/-
(19+yrs) travel, but it could also encourage an increased reliance upon private transport. The sensitivity of this
2016/17 receptor would therefore be dependent upon the types of developments that come forward.
The percentage of adults that have excess weight, across the five authority areas is either significantly
bettter, or similar to the national average.
Excess Weight
in Adults (18+ [There is potential for the sensitivity of this receptor to be susceptible to both negative and positive effects. +/-
yrs.) 2016/17 [The plan could provide opportunities to increase recreation and active travel, but it could also encourage
an increased reliance upon private transport. The sensitivity of this receptor would therefore be dependent
upon the types of developments that come forward.
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SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton) Buffer Distance: 4km
. Spatial . Sensitivity
ISAT D t
opic Indicator escription Score

Crime deprivation is varied across the corridor buffer, with pockets of deprivation found in Woking,
Guildford and Ryde. Crime deprivation is more dominant in Portsmouth and Havant, with the majority of
the LSOAs in amongst the top 10% of most deprived neighbourhoods in the country.

IMD - Crime +/-
Those areas that are considered to be more deprived, have potential to be more sensitive to negative
effects arising from future developments, whilst those areas with low levels of deprivation are likely to be
more resilient change.

Community [KSI Casualties [The number of people killed or seriously injured on the roads across the five authority areas is significantly
Safety on England  worse than the national average. Sensitivity of this receptor would be highly dependent upon where
Roads development takes place and the type of developments that come forward. If safety improvements are +/-
compared to [proposed, then there is potential for that receptor to be more sensitive to the positive effects of future
England Avg developments

The A3054, A0355, A3 and the A286 are listed as some of the most dangerous roads in the UK. Sensitivity of
EuroRAP Roadthis receptor would be highly dependent upon where development takes place and the type of

Safety developments that come forward. If safety improvements are proposed, then there is potential for that
receptor to be more sensitive to the positive effects of future developments.

The University of Portsmouth, the University of Surrey, the 5G innovation centre and the Tech Forest
Enterprise Zone are all located within the corridor buffer. These economic assets have the potential to
benefit from the positive effects associated with future development within the corridor buffer.

Economic

Economy Assets
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SW1: A3/A27/M275/Portsmouth Direct Line (Portsmouth — Surbiton) Buffer Distance: 4km
) Spatial ..
ISAT D t
opic \ndicator escription
Planned . . . . .
Maior There are 31 planned major employment areas across the corridor buffer, the highest density of which are
J located in Portsmouth and Woking. These areas are likely to benefit from the positive effects associated

Employment | . _y .
Areas with future developments within the corridor buffer.

International
Companies

There are four major international companies located within the corridor buffer; Ben Anislie Racing, GKN,
Airbus and Mott Macdonald. These companies all have the potential to benefit from the positive effects
associated with future developments within the corridor buffer.

Priority Sector
Areas

The corridor buffer intersects a number of priority sectors; marine, maritime and defence; transport and
logistics; advanced engineering and manufacturing; and IT. These sectors are likely to benefit from the
positive effects associated with future developments within the corridor.
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Table A.9: Assessment of Strategic Corridor SW2

SW2: M3/South Western Mainline Buffer Distance: 8km
. Spatial - Sensitivity
ISA Topic Indicator Description Score

SAC The corridor buffer intersects seven SACs, all of which could be sensitive to potential negative effects
arising from future developments within the corridor.
The corridor buffer intersects 5 SPAs; New Forest, Solent and Southampton Water (Within the south

SPA east boundary) Lee Valley, Thames Basin Heaths and South West London Waterbodies (outside of the
south east boundary). These sites could be sensitive to potential negative effects arising from future
developments within the corridor.
corridor buffer intersects four Ramsar sites; New Forest, Solent and Southampton Water (Within the

Ramsar south east boundary) Lee Valley and South West London Waterbodies (outside of the south east

boundary). These sites could be sensitive to potential negative effects arising from future
Biodiversity developments within the corridor.
The corridor buffer intersects 74 SSSls, all of which could be sensitive to potential negative effects

5SS arising from future developments within the corridor.

NNR There are 5 NNR located along the corridor, all of which could be sensitive to potential negative effects
arising from future developments within the corridor.
There are no designated Marine Conservation Zones within the corridor buffer, however there is a

Marine Proposed Marine Conservation Zone located in the south of the corridor (Yarmouth to Cowes).

icrngaservatlon At present the as the site remains undesignated therefore the sensitivity has been recorded as 0
negligible. However, once the site become designated, there is potential it to be sensitive to the
negative effects arising from development within the corridor.

L The Royal Botanical Gardens at Kew (outside of the south east boundary) is the only world heritage
Historic World

site located within the corridor buffer. This site could be sensitive to potential negative effects arising

Environment | Heritage Sites - )
& from future developments within the corridor buffer.
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SW2: M3/South Western Mainline

Buffer Distance: 8km

. Spatial .. Sensitivity
ISA Topic Indicator Description Score
Scheduled There are 350 scheduled monuments located within the corridor, a number of which are located
outside of the south east boundary. These sites could be sensitive to potential negative effects arising
Monuments . .
from future developments within the corridor.
Historic Parks | There are 168 historic parks and gardens located across the corridor. These sites could be sensitive to
& Gardens potential negative effects arising from future developments within the corridor.
Historic There are no historic battlefields located across the corridor buffer, therefore no sensitivity has been
Battlefields recorded.
Ancient The corridor and surrounding buffer intersects 75 areas of ancient woodland, which could be sensitive
Woodlands to potential negative effects arising from future developments within the corridor.
The corridor buffer passes through the South Downs National Park and the New Forest National Park,
National Parks | both of which could be sensitive to potential negative effects from future developments within the
corridor, particularly if new developments arise within their boundaries.
A small section at the southern end of the corridor lies within the Isle of Wight AONB, which could be
AONB sensitive to potential negative effects from future developments within the corridor, particularly if
new developments arise within AONB boundary.
T A small section of the .southern end of 'Fhe corridor bl..lffer (on .the Isle of Wﬁg‘ht) intersects a heritage
Landscape & coasts coast (Hamstead), which could be sensitive to potential negative effects arising from future
Townscape developments within the corridor.
The eastern section of the corridor buffer lies within Greenbelt land, managed by 13 local authorities.
Greenbelt This land could be sensitive to potential negative effects arising from future developments within the

corridor, particularly if new developments arise within the greenbelt boundary.

National trails

The corridor buffer intersects the South Downs Way National Trail, as well as the Thames Path. There
is potential for both trails to be sensitive to both the negative and positive effects of development,
depending on proposals that come forward. e.g. Severance will result in negative impacts, whilst
provision of greater access could result in positive impacts.

Transport
South East
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SW2: M3/South Western Mainline Buffer Distance: 8km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The agricultural land across the corridor buffer is varied. Low grades (grades 4, 5, urban and non
agricultural grades) are more prevalent around the major towns and cities of Southampton, Cowes,
Winchester, Eastleigh, Basingstoke, Fleet, Farnborough, Woking, Epsom and Greater London. The best
and most versatile land is located between Basingstoke and Southampton, which is predominantly
aila Agricultural comprised of grade 3 land, with pockets of grades 1 and 2.
Resources Land s
Classification | Sensitivity of this receptor would be highly dependent upon where development takes place and the
type of developments that come forward. Online developments that make good use of existing
infrastructure could result in positive effects, whilst new developments within areas of high
agricultural land quality, have potential to be sensitive to the negative effects associated with future
development.
Ground There are 122 Ground Water Protection Zones across the corridor, mainly located around the
Source Winchester area. These include 51 Zone 1s (areas with the highest risk of contamination). Future
Protection development within these protected areas could result in degradation in ground water quality,
Water Zone therefore a negative sensitivity has been recorded.
Environment The corridor buffer intersects a large number of areas which have been designated as either Flood
Flood Zone Zone 2s or Flood Zone 3s, which are spread across the entire length of the corridor. These zones all
have potential to be sensitive to the negative effects associated with future development within the
corridor.
The corridor buffer passes through 55 AQMAs, which are mainly concentrated around the Greater
London Area. These sites have potential to be sensitive to both the negative and positive effects of
. future corridor development. Providing more sustainable transport modes could result in positive
Air AQMA : . ) . +/-
effects, however, road developments that could increase traffic volumes could result in a negative
effect on AQMAs, by worsening the current situation. The sensitivities of these AQMAs would be
highly dependent upon the nature of the proposals that come forward.
67
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SW2: M3/South Western Mainline Buffer Distance: 8km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The eastern section of the corridor buffer lies within a large Flood Risk Area located around London.
Flood Risk These areas are described as high risk areas to people, critical services and commercial and public
Areas assets from surface water flooding. These areas have potential to be sensitive to negative effects

arising from future developments within the corridor.
The corridor buffer crosses the authority areas of the Isle of Wight, Southampton, Hampshire,
Bracknell Forest, Surrey and Windsor and Maidenhead, where per capita emissions are either better or

Climate similar to the national average.
Change
Per Capita . . . . . . .
Ermissions Per capita emission within the corridor buffer have potential to be sensitive to both positive and +/-
negative effects of future developments, and would highly depend upon the proposals that are
brought forward. An increase in sustainable transport modes and encouragement of active travel
could help to reduce per capita emissions, whilst roads schemes that make private transport more
desirable, could result increase per capita emissions.
Noise Action The corridor buffer passes through five noise sensitive areas. There is potential for these NAIAs to be
Noise Important sensitive to both negative and positive effects of future development within the corridor and would be +/-

Areas highly dependent upon the nature of the proposals that come forward.

In general, the overall deprivation across the corridor buffer quite varied. Low levels of deprivation are
noted in Winchester, Kingsworthy and Kingston Upon Thames (top 10% least deprived). However,
there are also LSOAs around London and Southampton in particular, that are amongst the top 10% of
Population | IMD - Overall | most deprived neighbourhoods in the country.

& Equality Deprivation

Those areas of considered to be highly deprived are more sensitive to negative effects arising from
future developments, whilst those areas with low levels of deprivation are likely to be more resilient
change.
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SW2: M3/South Western Mainline Buffer Distance: 8km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score
There are 28 major housing developments planned across the whole length of the corridor, the largest
Planned Ly ) L
S, of which is located outside Farnborough, delivering 1,501-2,500 new homes. All other developments

aim to deliver between 0- 1,500 new homes. These developments are likely to benefit from the
potential positive effects of future developments within the corridor.

The majority of the corridor buffer passes through LSOAs in the top 10% or 20% of least deprived
neighbourhoods in the country, with regards to health. However, areas around Southampton and
London, that feature amongst the top 10% of most deprived LSOAs in the country.

IMD - Health +/-
Those areas of considered to be highly deprived are more sensitive to negative effects arising from
future developments, whilst those areas with low levels of deprivation are likely to be more resilient
change.

Physical activity across the six authority areas is either considered similar or significantly better than
the national average.

Developments

Percent
Physically . . o . . . .
Active Adults There is potential for the sensitivity of this receptor to be susceptible to both negative and positive o
Health (19+yrs) effects. The plan could provide opportunities to increase recreation and active travel, but it could also
y encourage an increased reliance upon private transport. The sensitivity of this receptor would
2016/17
therefore be dependent upon the types of developments that come forward. (It should be noted that
this data excludes Greater London which is beyond the south east boundary)
Adults with excess weight across the six authority areas is either considered similar or significantly
better than the national average.
Excess Weight . . e . . . -
. There is potential for the sensitivity of this receptor to be susceptible to both negative and positive
in Adults (18+ P ¥ P P s P +/-

effects. The plan could provide opportunities to increase recreation and active travel, but it could also
encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward. (It should be noted that
this data excludes Greater London which is beyond the south east boundary)
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SW2: M3/South Western Mainline Buffer Distance: 8km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The level crime deprivation across the corridor buffer is varied. High levels of deprivation are noted
within London and Southampton (top 10% most deprived). Low levels of deprivation are noted in
Winchester, Upton Grey and Kingsworthy (top 10% least deprived).
IMD - Crime +/-
Those areas that are considered to be more deprived, have potential to be more sensitive to negative
effects arising from future developments, whilst those areas with low levels of deprivation are likely to
be more resilient change.
The number of people killed or seriously injured on the roads across the six authority areas varies. In
Hampshire, Surrey, Southampton and the Isle of Wight, the number is significantly worse than the
Community | KSI Casualties | national average. Bracknell Forest is significantly better than the national average, whilst Windsor and
Safety on England Maidenhead is similar.
Roads +/-
compared to | Sensitivity of this receptor would be highly dependent upon where development takes place and the
England Avg type of developments that come forward. If safety improvements are proposed, then there is potential
for that receptor to be more sensitive to the positive effects of future developments. (It should be
noted that this data excludes Greater London which is beyond the south east boundary)
The corridor buffer intersects the A272, A3054 and A335 which are listed as some of the highest risk
EuroRAP Road | roads in the UK. Sensitivity of this receptor would be highly dependent upon where development takes o
Safety place and the type of developments that come forward. If safety improvements are proposed, then
there is potential for that receptor to be more sensitive to the positive effects of future developments.
Economic The.r.e. are 15 key econgmic assets across the corridor, inclgding 5 uni\{ersity campuse.:s., 7 research
A facilities and 3 enterprise zones. These assets have potential to benefit from the positive effects
associated with future developments within the corridor.
Economy :z/llz;;lgred There a.re se\{eral major employment developments planned across the length of the corrid(.)r, the
T S largest is Basingstoke Garden Town (10,000+). These developments have potential to benefit from the
Areas positive effects associated with future developments.
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SW2: M3/South Western Mainline Buffer Distance: 8km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score

There are 5 international companies based across the corridor, of which 2 are in the marine maritime
sector, 2 in the defence sector and 1 in the Data and IT sector. These companies have potential to
benefit from the positive effects associated with future developments.

The corridor buffer is comprised of 5 priority sector areas - Marine, maritime and defence, transport
Priority Sector | and logistics and financial and professional services, advance engineering and manufacturing and IT.
Areas These priority sectors have potential to benefit from the positive effects associated with future
developments.

International
Companies

Table A.10: Assessment of Strategic Corridor SW3

SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading) Buffer Distance: 6km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score
SAC There are no SACs located within the corridor buffer, therefore no sensitivities have been identified. 0

The Thames Basin Heaths SPA is located within the corridor buffer, which has potential to be sensitive
to the negative effects associated with future developments within the corridor buffer.

There are no Ramsar sites located within the corridor buffer, therefore no sensitivities have been
Biodiversity Ramsar identified.
There are 15 SSSI sites located within the corridor buffer all of which could be sensitive to potential
negative effects arising from future developments within the corridor.
Castle Bottom NNR is located within the corridor buffer, and has potential to be sensitive to the
negative effects associated with future development within the corridor.

SPA

SSSI

NNR
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Scheduled There are 32 scheduled monuments located within the corridor buffer, all of which could be sensitive
Monuments to potential negative effects arising from future developments within the corridor.
Historic Parks | There are 18 historic parks and gardens located within the corridor buffer, that could be sensitive to

:::,ticr’:;ment & Gardens potential negative effects arising from future developments within the corridor.
Historic There are no historic battlefield sites located within the corridor buffer, therefore no sensitivities have
Battlefields been identified.
Ancient There are 229 ancient woodland sites located within the corridor buffer, all of which could be sensitive
Woodlands to potential negative effects arising from future developments within the corridor.
. There are no national parks located within the corridor buffer, therefore no sensitivities have been
National Parks | . e
identified.
A small part of the western edge of the buffer intersects the North Wessex Downs AONB, which could
AONB be sensitive to potential negative effects from future developments within the corridor, particularly if
Landscape & new developments arise within AONB boundary.
Townscape | Heritage There are no heritage coast areas located within the corridor buffer, therefore no sensitivities have
coasts been identified.

SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading) Buffer Distance: 6km
. Spatial .. Sensitivit
ISA Topic I: dicator Description Score v
Marine
Conservation | There are no MCAs located within the corridor buffer, therefore no sensitivities have been identified. 0
Area
World There are no world heritage located within the corridor buffer, therefore no sensitivities have been 0
Heritage Sites | identified.

The northern part of the corridor buffer intersects a section of the London Area Greenbelt. This land
Greenbelt could be sensitive to potential negative effects arising from future developments within the corridor,
particularly if new developments arise within the greenbelt boundary.
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SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading) Buffer Distance: 6km
ISA Topic Spa.tlal Description Sensitivity
Indicator Score
The Thames Path is intersected in the northern part of the corridor buffer. The path has potential to
National trails benefit from both the negative and positive effects of future developments, but would be dependent o
on the nature of the proposals that come forward. e.g. Severance will result in negative impacts, whilst
provision of greater access could result in positive impacts.
The agricultural land across the corridor buffer is varied. In between the urban areas of Reading and
Basingstoke, the soils vary between grades 2 and 4. The best and most versatile land is located
towards the east of Basingstoke where grades 2 can be found. Some grade 2 soils can also be found
. Pt around Bramley.
Soils & Land +/-
Resources I Sensitivity of this receptor would be highly dependent upon where development takes place and the
Classification i .
type of developments that come forward. Online developments that make good use of existing
infrastructure could result in positive effects, whilst new developments within areas of high
agricultural land quality, have potential to be sensitive to the negative effects associated with future
development.
Ground . I . .
Source Therej' are 22 gro.u.nfj source protfectu?n zones within the corridor .buffer, of which 7 are classed as zone
Protection 1s (Highest sensitivity to contamination). Future development within these protected areas could
Water Zone result in degradation in ground water quality, therefore a negative sensitivity has been recorded.
Environment
The corridor buffer intersects 53 flood zones, which are spread the length of the corridor. Of these
Flood Zone flood zones, 32 are flood zone 3s and 21 flood zone 2s. These zones have potential to be sensitive to
negative effects of future developments within the corridor.
There are three AQMAs located within the corridor buffer; one encompasses the whole of Reading,
one incorporates much of the M4 that cross cuts the corridor buffer and the other is in Wokingham.
Air AQMA These sites have potential to be sensitive to both the negative and positive effects of future corridor +/-
development. Providing more sustainable transport modes could result in positive effects, however,
road developments that could increase traffic volumes could result in a negative effect on AQMAs, by
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SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading)

Buffer Distance: 6km
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ISA Topic Spa.tlal Description Sensitivity
Indicator Score
worsening the current situation. The sensitivities of these AQMAs would be highly dependent upon
the nature of the proposals that come forward.
Flood Risk There are no flood risk areas located within the corridor buffer, therefore, no sensitivities have been 0
Areas recorded.
The corridor buffer intersects the Hampshire, West Berkshire, Reading, Wokingham, Bracknell Forest
and Winsor and Maidenhead authority areas. Per capita emissions across these authority areas is
either significantly better or similar than the national average, with the exception of West Berkshire,
Climate where per capita emissions are significantly worse than the national average.
Change Per Capita
Emissions Per capita emission within the corridor buffer have potential to be sensitive to both positive and
negative effects of future developments, and would highly depend upon the proposals that are
brought forward. An increase in sustainable transport modes and encouragement of active travel
could help to reduce per capita emissions, whilst roads schemes that make private transport more
desirable, could result increase per capita emissions
Noise Action The Reading and Wokingham NAIA is located in the north of the corridor buffer. There is potential for
Noise Important this NAIA to be sensitive to both negative and positive effects of future development within the +/-
Areas corridor and would be highly dependent upon the nature of the proposals that come forward.
Overall deprivation across the corridor buffer is relatively low, with the majority of the comprising
LSOAs being ranked within the top 10% of least deprived neighbourhoods in the country. There are
Population | IMD - Overall | two LSOAs in Reading that feature amongst the top 10% of most deprived neighbourhoods in the o
& Equality | Deprivation country.
Those areas of considered to be highly deprived are more sensitive to negative effects arising from
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SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading)

Buffer Distance: 6km

ISA Topic Spa.tlal Description Sensitivity
Indicator Score
future developments, whilst those areas with low levels of deprivation are likely to be more resilient
change.
Planned There are nine planned housing developments located within the corridor buffer, the largest of which
Housing is located in Basingstoke. These developments are likely to benefit from the positive effects associated
Developments | with future developments within the corridor.
Health deprivation across the corridor buffer is low, with the majority of the LSOAs in the corridor
buffer amongst the top 10% of least deprived neighbourhoods in the country. There is one LSOA
IMD - Health located in Reading that is amongst the top 20% of least deprived neighbourhoods in the country. It is 0
therefore deemed that neighbourhoods within the corridor will be less sensitive to changes in
transport, therefore no effects have been identified.
The number of physically active adults across the six authority areas within the buffer, is either similar
Percent or significantly better than the national average.
Physically
Health Active Adults | There is potential for the sensitivity of this receptor to be susceptible to both negative and positive +/-
(19+yrs) effects. The plan could provide opportunities to increase recreation and active travel, but it could also
2016/17 encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward.
The number of adults with excess weight across the six authority areas within the buffer, is either
Excess Weight | similar or significantly better than the national average.
in Adults (18+ +/-
yrs.) 2016/17 | There is potential for the sensitivity of this receptor to be susceptible to both negative and positive
effects. The plan could provide opportunities to increase recreation and active travel, but it could also
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SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading) Buffer Distance: 6km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score

encourage an increased reliance upon private transport. The sensitivity of this receptor would
therefore be dependent upon the types of developments that come forward.

Crime deprivation across the corridor buffer is varied. There are four LSOAs (two in Reading and two in
Basingstoke) amongst the top 10% of most deprived neighbourhoods in the country, and 9 in the top
20% of most deprived (four in Basingstoke, four in Reading and one in West Green).

IMD - Crime +/-
Those areas of considered to be highly deprived are more sensitive to negative effects arising from
future developments, whilst those areas with low levels of deprivation are likely to be more resilient

change.
Community The number of physically active adults across the six authority areas varies; West Berkshire and Winsor
Safety KSI Casualties | and Maidenhead are similar to the national average, Wokingham, Reading and Bracknell Forest is
on England better than the national average, whilst Hampshire is significantly worse than the national average.
Roads +/-

compared to | Sensitivity of this receptor would be highly dependent upon where development takes place and the
England Avg type of developments that come forward. If safety improvements are proposed, then there is potential
that this receptor will be more sensitive to the positive effects of future developments.

EuroRAP Road | There are no roads within the corridor buffer that have been identified as high risk roads in terms of

e 0
Safety safety, therefore no sensitivities have been recorded.
Economic The University of Reading and Basing View Enterprise zone are both located within the corridor, and
Assets both could benefit from future developments within the corridor buffer.
Planned . . . . .
Maior There are 11 major employment areas planned across the corridor buffer; one in Basingstoke. Two in
Economy J Chineham, one on Shinfield and six in Reading. These employment sites have potential to benefit from
Employment s .
future development within the corridor.
Areas
International | There are two major international companies based in the economic corridor; Oracle and Microsoft.
Companies Both companies are likely to benefit from future developments within the corridor.
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SW3: A33/Basingstoke — Reading Line (Basingstoke — Reading) Buffer Distance: 6km
. Spatial .. Sensitivity
ISA Topic Indicator Description Score

Priority Sector
Areas

There are three priority sectors that intersect the corridor buffer; IT, advance engineering and
manufacturing and marine. Maritime and defence. These priority sectors are likely to benefit from the
positive effects associated with future developments along the corridor.

Table A.11: Assessment of Strategic Corridor SW4

SWA4: A34/South Western Main Line/Basingstoke — Reading Line (Reading — Winchester) Buffer Distance: 10km
. Spatial A Sensitivity
ISA Topic Indicator Description Score

Biodiversity

There are six SACs located across the corridor buffer; Kennet and Lambourn Floodplain, River
Lambourn, Kennet Valley Alderwoods and River Itchen, which are located within the south east

SAC boundary, whilst Little Wittenham, and Cothill Fen are located outside of the south east boundary.
These sites could be sensitive to potential negative effects arising from future developments within
the corridor.

SPA There are no SPA sites located within the corridor buffer, therefore no sensitivities have been
identified.

Ramsar The corridor does intersect any Ramsar sites, therefore no sensitivities have been identified.

$SS| The corridor buffer intersects 58 SSSls, all of which could be sensitive to potential negative effects
arising from future developments within the corridor.

There are two NNR located within the corridor buffer; Ashford Hill is located within the south east

NNR boundary, whilst Cothill is located south of Oxford, outside of the south east boundary. These sites

could be sensitive to potential negative effects arising from future developments within the corridor.
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Buffer Distance: 10km

. Spatial .. Sensitivity
ISA Topic . Description

P Indicator P Score
Marine
Conservation There are no MCAs located within the corridor buffer, therefore no sensitivities have been recorded. 0
Area
World There are no world heritage sites located within the corridor buffer, therefore no sensitivities have 0
Heritage Sites | been recorded.
Scheduled There are 282 scheduled monuments located within the corridor, which could be sensitive to
Monuments potential negative effects arising from future developments within the corridor.

Historic There are 20 historic parks and gardens located across the corridor, with one (Nuneham Courtenay)

Environment

Historic Parks

located outside of the south east boundary. which could be sensitive to potential negative effects

(3 CRTEEE arising from future developments within the corridor.

Historic There are two historic battlefield sites locate ach)ss the corridor bl.J]ffel’S; The Bat‘tle of Chf:riton

Battlefields (1644) and The Battle of Newbury (1643). Both sites could be sensitive to potential negative effects
arising from future developments within the corridor.

Ancient There are 808 ancient woodlands sites across the entire length of the corridor, all of which could be

Woodlands sensitive to potential negative effects arising from future developments within the corridor.

National Parks

The corridor buffer passes through the South Downs National Park which could be sensitive to
potential negative effects from future developments within the corridor, particularly if new
developments arise within its boundary.

Landscape & The corridor buffer intersects the North Wessex Downs AONB. This area could be sensitive to
Townscape AONB potential negative effects from future developments within the corridor, particularly if new
developments arise within its boundary.
Heritage There are no heritage coast areas located within the corridor buffer, therefore no sensitivities have 0
coasts been identified.
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Buffer Distance: 10km

ISA Topic

Spatial
Indicator

Sensitivity
Score

Description

Greenbelt

The northern part of the corridor buffer, located outside of the south boundary, intersects part of the
Oxford Greenbelt. Despite being located outside of the south east boundary, the land could be
sensitive to potential negative effects arising from future developments within the corridor,
particularly if new developments arise within the greenbelt boundary.

National trails

The corridor buffer intersects the Ridgeway National Trail and the Thames Path in the north and the
South Downs National Trail in the south. There is potential for these trails to be sensitive to both the
negative and positive effects of development, depending on proposals that come forward e.g.
Severance will result in negative impacts, whilst provision of greater access could result in positive
impacts.

Soils &
Resources

Agricultural
Land
Classification

The agricultural land across the corridor buffer is predominantly good (grade 3), with the best and
most versatile land being located north of Newbury, where grade 3 soils are interbedded with grade 2
soils. Soils types are poorer or classed as urban and non-agricultural, around the main settlements of
Newbury, Andover and Winchester.

Sensitivity of this receptor would be highly dependent upon where development takes place and the
type of developments that come forward. Online developments that make good use of existing
infrastructure could result in positive effects, whilst new developments within areas of high
agricultural land quality, have potential to be sensitive to the negative effects associated with future
development.

Water
Environment

Ground Source
Protection
Zone

There are 89 Ground Water Protection Zones across the corridor, mainly located around the
Winchester area. These include 37 Zone 1s (areas with the highest risk of contamination). Future
development within these protected areas could result in degradation in ground water quality,
therefore a negative sensitivity has been recorded.

Transport
South East

Flood Zone

steer W)

There are five large flood zone areas located across the corridor buffer, which is comprised of both
flood zone 2 and 3 areas. These zones all have potential to be sensitive to the negative effects
associated with future development within the corridor.
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Buffer Distance: 10km

ISA Topic

Spatial
Indicator

Description

Sensitivity
Score

Air

AQMA

There are six AQMAs located within the corridor buffer; one in Eastleigh, one in Winchester, one in
Newbury, one in Thatcham and two located outside on the south east boundary in of Marcham and
Abingdon.

These sites have potential to be sensitive to both the negative and positive effects of future corridor
development. Providing more sustainable transport modes could result in positive effects, however,
road developments that could increase traffic volumes could result in a negative effect on AQMAs, by
worsening the current situation. The sensitivities of these AQMAs would be highly dependent upon
the nature of the proposals that come forward.

+/-

Climate
Change

Flood Risk
Areas

There are no flood risk areas located within the corridor buffer, therefore, no sensitivities have been
recorded.

Per Capita
Emissions

The corridor buffer is located across the authority areas of Hampshire and West Berkshire. Per capita
emissions are similar to the national average in Hampshire and significantly worse in West Berkshire.

Per capita emission within the corridor buffer have potential to be sensitive to both positive and
negative effects of future developments, and would highly depend upon the proposals that are
brought forward. An increase in sustainable transport modes and encouragement of active travel
could hel