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8E / Highways Agency (7081)

SUB-REGIONAL STRATEGY

CENTRAL OXFORDSHIRE 

8Ei Role and Economy

8Ei.1
What is the rationale for and role of the sub-region?  Does the proposed strategy strike an appropriate balance between the future potential of the sub-region and protection of the environment?

8Ei.2
Does the proposed strategy make sufficient allowance for the growth of the Oxford/Central Oxfordshire economy (Policies CO1 and 2)? 

8Ei.3
How realistic is the focus on previously developed land to accommodate employment needs in Policies CO1 and CO5?  

8Eii Housing and Green Belt

8Eii.1
Are the housing provision figures set at the most appropriate level, taking account of the economic pressures, affordability issues, and the environmental assets of the area? (Policy CO2)? 

8Eii.2
Is a level of "at least 50%” affordable housing justified and capable of being implemented (Policy CO4)?

8Eii.3
Has the potential for expansion of Oxford itself been sufficiently recognised?  Is there a case for a strategic review of the Oxford Green Belt (Policy CO3)?  

8Eii.4
How realistic is it to rely on focusing growth at Bicester, Didcot, Wantage and Grove?  Are there constraints to focusing growth here, and if so how might they be overcome (Policies CO1 & CO2)?  

8Eii.5
Does the proposed housing distribution core strategy provide sufficient housing opportunities to support the social and economic well-being of local communities outside the main locations for development (Policy CO1, last para)

8Eiii Infrastructure and Implementation

8Eiii.1
Have the water supply and waste water treatment, flood risk, and transport  implications of the growth proposals been adequately considered (including Policy CO6)? 


The district of Oxford, which contains the regional hub of Oxford city, has been allocated 7,000 houses to 2026, which is significantly lower than the allocations for Cherwell (11,800), South Oxfordshire (10,200) and Vale of White Horse (11,500) which do not contain regional hubs.  This allocation strategy appears, at face value, to conflict with the core strategy of the South East Plan of allocating development in urban areas of the region, particularly the hubs, in order to reduce distance travelled and other resource requirements.  This dispersed pattern of housing within the sub-region is likely to result in a significant impact on the trunk road network, based around our predicted increase in car-based trip-making, which assumes that current travel trends continue.  In the Highways Agency’s view, allocations at hubs are preferable as they maximise the opportunities for sustainable travel and therefore better align with the objectives of PPG13 in relation to the need to reduce the need to travel, especially by car.

According to the 2001 Workplace Statistics, about 22,000 car commuters travel into Oxford every day from the surrounding districts, with Vale of White Horse producing the highest daily trips at 6,200 followed by Cherwell at 6,000 (please see HA Library Paper 3).  In addition, West and South Oxfordshire each generate around 5,000 daily trips.  (please see Appendix B7 of HA Library Paper 3 for a map of daily commuting trips to and from Oxford City).  The statistics suggest that there is a relatively high level of car movements around the sub-region, most of which use the A34 for at least part of their trip.  This indicates that current travel patterns within the sub-region are already relatively unsustainable, and there is a risk that this trend will continue in the future unless appropriate action is taken in relation to both the development allocations and the way that the current land uses and planned growth are integrated into existing and/or future sustainable transport systems.  

It is, however, recognised that the impact of housing allocations in Central Oxfordshire is expected to be relatively well-contained within the sub-region (please see HA Library Paper 3). Current unsustainable travel behaviour, in addition to the planned dispersed pattern of housing within the sub-region, are in large part the reason for the significant predicted increase in stress on the A34 (please see HA Library Paper 3).  In 2026, the A34 is forecast to suffer from an extreme level of stress which is unlikely to be deliverable in practice taking into account the rural content of the sub-region. The stress levels predicted for the A34, particularly the Oxford Bypass and the section between the south of Oxford and Didcot, are some of the highest in the whole of the South East region.

While it is recognised that a rebalancing of homes and jobs is planned within Central Oxfordshire (for example, increased employment at Harwell combined with housing at Didcot), the scale of change in travel behaviour required in order to mitigate the forecast increase in stress on the A34 would be very substantial.  Locating large employment centres near residential areas does not guarantee that commuting patterns will change, as people’s preference about where to live and work is affected by numerous factors.  Without very substantial supporting measures in place, it is therefore difficult to see how this ‘rebalancing’ will be delivered in practice in order to manage congestion on the road network within the sub-region.  

To support this strategy, one option would be to introduce measures to influence travel behaviour (ITB).   It must, however, be recognised that this strategy will only deliver substantial benefits (perhaps around a 15% reduction in the demand for car-based travel) if there are viable alternatives available to replace car-based travel.  Commuters within Oxford City, which offers a number of public transport alternatives, already exhibit a high level of sustainability, as confirmed by the low percentage of car use at 28%.  However, in the case of smaller settlements within Central Oxfordshire, it is difficult to see how this could be achieved in a more dispersed population, given the costs that are likely to be associated with the implementation of a range of attractive, sustainable travel choices designed to provide practicable alternatives to the car.  
It is likely that mechanisms to manage traffic wishing to use the A34/M40 corridors will also need to be used, particularly Intelligent Transport Systems (ITS) strategies which pertain, for example, to access control (please see HA Library Paper 2) The updated Implementation Plan (October 2006) includes schemes that are supportive of ITS and ITB initiatives in the sub-region.  However, due to a lack of current commitment to these schemes, funding will almost certainly be a key issue.  

It is important to keep in mind that unless the above strategies (or similar) are introduced, the current and forecast stress level on the A34 can be expected to act as a constraint to future development in the sub-region.  Even with the ITB and ITS measures in place, it is difficult to determine whether the beneficial impacts of these strategies will be sufficiently substantial to reduce and manage future network stress to a level that is more acceptable.  

8Eiii.2
Are the proposals in the Implementation Plan
 (including for social and green infrastructure) clear, justified and well related to the spatial strategy?  What are the priorities?

� Updated by SEERA prior to EiP and available online at http://www.southeast-ra.gov.uk/southeastplan/key/infrastructure.html








