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[bookmark: _Toc234008388]Executive Summary
This report has been prepared to assist councilors and planning officers in understanding the cumulative transport impacts of multiple residential developments affecting the A372 corridor and the A38 / St John Street junction in Bridgwater.

Three development proposals are considered. Two schemes are currently progressing through the planning system and a third, East Bridgwater (09/23/00003), is now supported by Transport Assessment Revision A (March 2025). Individually, each development is supported by a Transport Assessment concluding that there would be no severe impact on the highway network. This report considers whether those conclusions remain robust when the cumulative effects of all three developments are considered together.
The assessment demonstrates that cumulative peak-hour impacts on the A372 corridor are material, concentrated, and sensitive to assumptions. While development is not shown to be unacceptable in principle, the findings indicate that greater clarity and confidence may reasonably be sought before reliance is placed on individual assessments alone.
[bookmark: _Toc234008389]1. Introduction and Purpose
This report has been prepared to provide a cumulative assessment of highway impacts arising from multiple residential development proposals affecting the A372 corridor and the A38 / St John Street junction in Bridgwater.

Two developments are currently progressing through the planning system and a third (09/23/00003 – East Bridgwater) is supported by a submitted Transport Assessment Revision A. Each scheme concludes that, when considered individually, the highway impacts would not be severe.

This report does not seek to re-assess those conclusions on a site-by-site basis. Instead, it examines whether conclusions of ‘no severe impact’ remain robust when the developments are considered together, recognising that cumulative effects can arise where multiple schemes rely on the same constrained sections of the road network.
[bookmark: _Toc234008390]1.2 Purpose of the Cumulative Assessment
The purpose of this report is to:
• consider the combined effect of multiple developments on a shared highway corridor;
• test the robustness of individual Transport Assessment conclusions in a cumulative context;
• provide councilor’s and officers with a clear, evidence-based understanding of potential network pressures; and
• support informed decision-making by identifying whether further clarity, testing, or safeguards may be appropriate.

The assessment is intended to be proportionate and transparent, using available observed data and published applicant information. It does not represent a worst-case forecast, nor does it advocate a predetermined planning outcome.
[bookmark: _Toc234008391]1.3 Scope and Limitations
The report focuses on highway impacts, particularly vehicle movements during peak periods, where network stress is most likely to occur. It does not seek to model all potential travel behaviour outcomes, nor does it replace the role of site-specific Transport Assessments.

Where assumptions are required, these are clearly stated and based on observed baseline traffic data, recent junction turning counts agreed with the highway authority, and information submitted by applicants.
[bookmark: _Toc234008392]2. Policy and Decision-Making Context
[bookmark: _Toc234008393]2.1 National Planning Context
National planning policy requires that development proposals should only be prevented or refused on highways grounds where there would be an unacceptable impact on highway safety or where the residual cumulative impacts on the road network would be severe.

The reference to cumulative impacts is particularly relevant where multiple developments rely on the same sections of the highway network and impacts may interact or compound rather than operate independently.
[bookmark: _Toc234008394]2.2 Local Transport and Planning Context
At a local level, transport policy places emphasis on managing growth in a way that maintains network resilience and safety, ensuring that development does not lead to unacceptable congestion or reliability issues, and considering cumulative impacts where multiple allocations affect the same transport corridors.
[bookmark: _Toc234008395]2.3 Relevance of Cumulative Assessment
Cumulative assessment is not a duplication of individual Transport Assessments, but a necessary step in understanding whether assumptions remain valid when developments overlap in time, whether mitigation relies on shared network capacity, and whether corridor-level constraints are being adequately recognised.
[bookmark: _Toc234008396]2.4 Alignment with Policy and Guidance
This cumulative assessment has been prepared in a manner consistent with the principles set out in Department for Transport, Transport Analysis Guidance (TAG). TAG emphasises that, where multiple developments interact on a shared part of the highway network, it is appropriate to consider cumulative effects rather than relying solely on isolated site-based assessments. In particular, TAG recognises that on constrained urban corridors, network performance is often governed by peak-period conditions and junction capacity, and that relatively modest increases in demand can lead to disproportionate impacts on delay and reliability once capacity thresholds are approached.
The approach taken in this report reflects TAG’s emphasis on proportionate analysis and sensitivity testing where outcomes are finely balanced. Rather than presenting a worst-case scenario, the assessment draws on observed baseline conditions, applicant-submitted trip data, and consistent assumptions to test whether conclusions of “no severe impact” remain robust when developments are considered together. This aligns with TAG guidance that decision-makers should understand the sensitivity of outcomes to reasonable variations in assumptions, particularly where cumulative effects may arise from interaction between schemes.
The assessment also reflects the intent of local transport policy, which places emphasis on understanding corridor-level impacts, cumulative development pressure, and network resilience. By focusing on peak-hour vehicle movements, junction interaction, and reliability rather than daily averages alone, the report supports informed and defensible decision-making without predetermining an outcome. It provides a transparent basis on which the authority may judge whether further cumulative testing, monitoring, or safeguards are appropriate in the context of multiple developments relying on a shared, constrained highway corridor.

[bookmark: _Toc234008397]3. Study Area and Network Characteristics
[bookmark: _Toc234008398]3.1 Study Area Definition
The study area focuses on the A372 corridor between the A38 (St John Street) and Westonzoyland, including the principal junctions that control movement along this route. The key junctions considered are:
• the A38 / St John Street junction (gateway); and
• the A372 / Bower Lane / Dunwear Lane junction (distribution point).
[bookmark: _Toc234008399]Figure 1: A372 Corridor and Key Junctions
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[bookmark: _Toc234008400]3.2 Function of the A372 Corridor
The A372 serves as a primary east–west route linking Bridgwater with Westonzoyland and surrounding settlements. There are very limited alternative routes capable of accommodating comparable volumes of traffic, meaning development traffic is channelled onto a small number of links and junctions.
[bookmark: _Toc234008401]3.3 Network Sensitivity and Constraints
The limited redundancy of the A372 corridor means relatively modest increases in peak-hour demand can have a disproportionate effect on delay and reliability. Junction performance, rather than link capacity alone, becomes the controlling factor, and cumulative effects may emerge even where individual developments appear acceptable.
[bookmark: _Toc234008402]4. Baseline Traffic Conditions
[bookmark: _Toc234008403]4.1 Baseline Year Selection
The baseline year for this cumulative assessment is 2019, selected as the last full pre-COVID ‘normal’ year and a widely accepted reference point for trend and projection analysis.
[bookmark: _Toc234008404]4.2 Observed Baseline Traffic – A372 (A38 / St John Street to Bower Lane)
Observed baseline traffic volumes are drawn from Dft Road Traffic Statistics (2019) for the A372 between the A38 (St John Street) and Bower Lane. Dft data indicates approximately 12,800 motor vehicles per day (AADF) on this link.
[bookmark: _Toc234008405]4.3 Daily Flow Profile and Peak Sensitivity
The Dft dataset includes a 24-band daily flow profile. While individual bands are not labelled as clock-hours, the highest single bands are of the order of ~700 vehicles. This indicates concentrated peak loading and supports peak-hour focus in cumulative assessment.
[bookmark: _Toc234008406]4.4 Junction Turning Behaviour – Bower Lane / Dunwear Lane
Recent SCC-scoped Manual Turning Count surveys indicate that approximately 50% of A372 traffic travels west towards Bridgwater, ~35% distributes northwards towards the A39 corridor, and ~7% continues east towards Westonzoyland.
[bookmark: _Toc234008407]4.5 Derived Baseline Traffic – A372 East of Bower Lane (towards Westonzoyland)
Dft AADF data is not available beyond Bower Lane. Applying the observed ~7% eastbound continuation rate to the 2019 AADF suggests baseline flows east of Bower Lane are of the order of ~900 motor vehicles per day.
[bookmark: _Toc234008408]4.6 Summary of Baseline Conditions and Constraints
In summary, the A372 carries substantial daily flows at the Bridgwater end and is sensitive to peak-period change. Even where absolute flows are lower east of Bower Lane, the corridor has very limited alternative routes, making it sensitive to proportional increases.
[bookmark: _Toc234008409]5. Development Overview
This section provides a factual overview of the development proposals considered within the cumulative assessment.
Table 2: Development Overview
	Scheme
	Approx. Dwellings
	Status
	Primary Corridor

	Land East of Bower Lane
	~260
	In progress
	A372

	Follett’s Farm
	~560
	In progress
	A372

	East Bridgwater (Policy B3)
	~750
	Current planning application
	A372



[bookmark: _Toc234008410]5.1 Development 1 – Land East of Bower Lane (09/17/00031)
Status: In progress. Scale: approximately 260 dwellings. The scheme connects to the A372 corridor via Bower Lane and relies on the A372 for movements towards Bridgwater and the A38 gateway.
[bookmark: _Toc234008411]5.2 Development 2 – Follett’s Farm, Bridgwater (09/21/00017)
Status: In progress. Scale: up to approximately 560 dwellings. Access arrangements connect into the A372/Bower Lane distribution junction. The TA includes updated surveys used within this cumulative assessment.

[bookmark: _Toc234008412]5.3 Development 3 – East Bridgwater (Policy B3) (09/23/00003)
Status: Current planning application.
Scale: Up to approximately 750 dwellings.
The submitted Transport Assessment (Revision A, March 2025) derives vehicle movements from person-trip forecasts using assumptions relating to mode share, journey purpose and travel behaviour. For consistency with the remainder of this cumulative assessment, the published two-way car-driver trip totals have been used as the vehicle contribution from the development.
[bookmark: _Toc234008413]6. Scenario Framework
The scenario framework provides a transparent and proportionate method for testing cumulative impacts where schemes use different reporting bases and are assessed at different times.
[bookmark: _Toc234008414]6.1 Scenario A – Applicant Position
Scenario A reflects the position presented by applicants within their submitted Transport Assessments, including trip rates, mode shares, distributions, and proposed mitigation. It provides the reference point for comparison.
[bookmark: _Toc234008415]6.2 Scenario B – Central Cumulative Test
Scenario B is a central, reasonableness-based cumulative scenario that places all developments on a consistent vehicle-trip footing using applicant-published information. It does not apply worst-case trip rates or assume mitigation failure.
[bookmark: _Toc234008416]6.3 Scenario C – Sensitivity / Resilience Test
Scenario C provides optional sensitivity testing to explore how finely balanced conclusions are to reasonable changes in assumptions (trip rates, routing/corridor loading, or mitigation timing).
[bookmark: _Toc234008417]6.4 Treatment of Peak Hours
Scenario testing focuses on AM and PM peak hours, when junction capacity is most likely to control network performance and cumulative effects are most likely to manifest.
[bookmark: _Toc234008418]7. Scenario B – Cumulative Impact Findings
Scenario B places all schemes on a consistent vehicle-based footing to quantify combined peak-hour uplift and interpret where pressure will manifest on the A372 corridor.
[bookmark: _Toc234008419]7.1 Cumulative Peak-Hour Traffic Generation
Scenario B indicates approximately 690 additional two-way car movements in the AM peak hour (08:00–09:00) and approximately 850 in the PM peak hour (17:00–18:00) across the three schemes combined.

	Metric
	AM Peak
	PM Peak

	Additional two-way vehicle movements (Scenario B)
	~690
	~850


[bookmark: _Toc234008420]7.2 Distribution of Cumulative Traffic on the Network
Applying observed turning proportions at the A372/Bower Lane junction indicates that several hundred additional peak-hour movements would load westbound towards Bridgwater/St John Street, with a smaller but material proportion continuing east towards Westonzoyland.
[bookmark: _Toc234008421]7.3 Relationship to Observed Baseline Conditions
Dft baseline indicates ~12,800 veh/day on A372 (A38–Bower Lane). The cumulative peak-hour uplift is of a similar order to the heaviest baseline flow bands, highlighting that cumulative peak impacts are not marginal.
[bookmark: _Toc234008422]7.4 Summary of Scenario B Findings
Scenario B shows that combined peak-hour demand is substantial and concentrated at constrained junctions. Outcomes are therefore sensitive to assumptions and interaction effects.
[bookmark: _Toc234008423]7.5 Scenario B – Corridor loading proxy (SB2)
To translate the cumulative peak-hour uplift into corridor pressure, an observed turning split at the A372 / Bower Lane / Dunball junction is applied as a transparent proxy. This illustrates where additional movements are likely to load (west towards Bridgwater / St John Street, north towards A39, east towards Westonzoyland, and south via Dunwear Lane).
Table 5: SB2 – Indicative additional peak-hour movements by arm (Scenario B uplift)
	Arm / direction (observed proxy split)
	AM uplift (veh/hr)
	PM uplift (veh/hr)

	A372 west (towards Bridgwater / St John Street) (~50%)
	345
	426

	North (towards A39 Bath Road / M5) (~35%)
	241
	298

	A372 east (towards Westonzoyland) (~7%)
	48
	60

	South (Dunwear Lane) (~5%)
	34
	43


[bookmark: _Toc234008424]7.6 Scenario B – Baseline comparison and indicative peak-hour flow (SB3)
DfT 2019 indicates approximately 12,804 motor vehicles/day on the A372 between the A38 (St John Street) and Bower Lane, with the busiest single flow band of the order of ~700 vehicles. Scenario B adds ~689 (AM) and ~851 (PM) two-way vehicle movements. Assuming (for corridor discussion) that this uplift loads the A38–Bower Lane gateway link in the same peak hour, the indicative combined peak-hour flow becomes ~1,389 veh/hr (AM) and ~1,551 veh/hr (PM). These are order-of-magnitude indicators to support decision discussion and highlight sensitivity to assumptions.
Table 6: SB3 – Baseline comparison and indicative peak-hour totals (Scenario B)
	Comparator
	Value

	Dft 2019 A372 A38–Bower Lane daily total
	12,804 veh/day

	Indicative busiest single band (Dft profile)
	~700 veh/hr.

	Scenario B added AM peak uplift (two-way)
	689 veh/hr.

	Scenario B added PM peak uplift (two-way)
	851 veh/hr.

	Indicative AM peak total (baseline + uplift)
	1389 veh/hr.

	Indicative PM peak total (baseline + uplift)
	1551 veh/hr.

	AM uplift as % of baseline peak band
	98.4%

	PM uplift as % of baseline peak band
	121.6%


Practical interpretation: the cumulative uplift is of a similar order to the busiest observed baseline band. On a constrained corridor, an increase of this scale can materially change queueing and reliability even if average conditions appear acceptable. Officers may therefore wish to request that applicants demonstrate cumulative performance at the A38 / St John Street gateway and the Bower Lane / Dunball junction using a single consistent model set and agreed assumptions.
Table 7: Sensitivity – Indicative gateway peak-hour totals under corridor loading assumptions (SB4)
	Corridor loading assumption
	AM uplift loading gateway (veh/hr)
	AM indicative total (veh/hr)
	PM uplift loading gateway (veh/hr)
	PM indicative total (veh/hr)

	Low (60%)
	413
	1,113
	511
	1,211

	Central (80%)
	551
	1,249
	681
	1,381

	High (100%)
	689
	1,389
	851
	1,551


This demonstrates that even under a low corridor-loading assumption, peak-hour flows on the A372 gateway increase materially relative to observed baseline conditions, with progressively greater sensitivity under central and high assumptions.
[bookmark: _Toc234008425]7.7 Indicative daily uplift – Cumulative scenario (SB5)
To provide additional context for cumulative corridor pressure, an indicative daily uplift has been derived by scaling peak-hour additions using observed DfT relationships between daily flows and the busiest flow band. This provides an order-of-magnitude indication only and is not a substitute for applicant-provided daily trip totals.

[bookmark: _Toc234008426]8. Implications for Network Performance
The cumulative uplift identified under Scenario B is sufficient to materially influence junction performance on a corridor with limited redundancy. Implications include increased delay, queue interaction risk, and reduced journey reliability, particularly in peak periods.
[bookmark: _Toc234008427]9. Planning Considerations and Reasonable Next Steps
Given the finely balanced cumulative position, it is reasonable for decision-makers to seek clearer cumulative junction modelling on a consistent basis, sensitivity testing to demonstrate resilience, and safeguards such as monitoring/phasing or mitigation triggers if assumptions do not hold in practice.
[bookmark: _Toc234008428]10. Conclusions
This cumulative assessment indicates that impacts on the A372 corridor are not negligible and are sensitive to assumptions. Ensuring cumulative effects are fully understood and appropriately managed will support robust and defensible planning decisions.


[bookmark: _Toc234008429]Technical Appendices
[bookmark: _Toc234008430]Appendix A – Data Sources and References
• Department for Transport (Dft) Road Traffic Statistics, 2019 – A372 AADF data.
• SCC-scoped Manual Turning Counts (2021–2022) cited in submitted Transport Assessments.
• Transport Assessment: Land East of Bower Lane (09/17/00031).
• Transport Assessment: Follett’s Farm (09/21/00017).
• Transport Assessment: East Bridgwater – Policy B3 (09/23/00003) Revision A (March 2025).
• Department for Transport – Transport Analysis Guidance (TAG)
• Local Plan / LTP4 / Standing Orders (policy context).
[bookmark: _Toc234008431]Appendix B – Baseline Traffic Data
Dft 2019 AADF (A372 A38–Bower Lane): ~12,804 motor vehicles/day. Vehicle mix dominated by cars/taxis and LGVs.

Turning count evidence at Bower Lane indicates ~7% continuation east towards Westonzoyland, supporting a derived baseline east of Bower Lane of ~900 vehicles/day.
[bookmark: _Toc234008432]Appendix C – Trip Rate Extraction
Applicant trip data used within Scenario B:
• Bower Lane (260 dwellings): AM 0.560 and PM 0.585 two-way vehicle trips per dwelling.
• Follett’s Farm (560 dwellings): same SCC-agreed rates carried forward.
• Policy B3 (750 dwellings): two-way car-driver peak totals taken directly from Table 9.5 of Transport Assessment Revision A (March 2025), derived from person-trip forecasts using the applicant's mode-share assumptions.
These values are used as published (no upper-quartile TRICS uplift applied in Scenario B).
[bookmark: _Toc234008433]Appendix D – Scenario B Calculations
Scenario B peak uplift (two-way):

AM Peak:
• 260 × 0.560 = 146
• 560 × 0.560 = 314
• Policy B3 car-driver peak total = 229
Total ≈ 689

PM Peak:
• 260 × 0.585 = 152
• 560 × 0.585 = 328
• Policy B3 car-driver peak total = 371
Total ≈ 851
Note: The Policy B3 trip totals have been updated to reflect the published two-way car-driver trip totals contained within Transport Assessment Revision A (March 2025).

Turning proportion application (Bower Lane):
• ~50% westbound towards Bridgwater
• ~35% northbound
• ~7% eastbound towards Westonzoyland
• remainder southbound
Table D1: Indicative baseline and cumulative uplift context – A372 (A38 St John Street ↔ Bower Lane)
	Component
	Approximate daily traffic (veh/day)
	Source / note

	Observed baseline traffic (2019)
	~12,804
	DfT Road Traffic Statistics

	Cumulative daily uplift (all schemes)
	~12,500–15,000
	Derived from Scenario B

	Indicative combined total (context only)
	~25,300–27,800
	Baseline + uplift


The indicative combined totals shown above are illustrative only and are included to demonstrate the scale of cumulative change relative to existing conditions. They should not be interpreted as forecasts of future traffic flows or as evidence of unacceptable impact in isolation. Assessment of future network performance would require detailed junction modelling using agreed assumptions and development phasing.
[bookmark: _Toc234008434]Appendix E – Sensitivity Commentary
Cumulative outcomes are sensitive to:
• corridor loading (limited east–west alternatives);
• mode share assumptions and travel plan effectiveness;
• mitigation delivery timing;
• junction interaction and blocking-back effects.

A modest change in any of these factors can materially affect peak-period reliability on constrained corridors.
[bookmark: _Toc234008435]Appendix F – Glossary and Method Notes
AADF: Annual Average Daily Flow.
AM/PM Peak: Typically, 08:00–09:00 and 17:00–18:00 weekday periods.
TRICS: Industry-standard trip generation database.
Cumulative Impact: Combined effect of multiple developments on the same network.
Scenario B: Central, reasonableness-based cumulative test used in this report.
[bookmark: _Toc234008436]Appendix G – Review of Transport Assessment Revision A (09/23/00003)
Transport Assessment Revision A has been reviewed to determine whether the East Bridgwater contribution used within Scenario B requires amendment. The revised TA continues to derive vehicle movements from total person trips, journey purpose and mode share assumptions, rather than from a direct residential vehicle trip rate.
For the full 750-dwelling scheme, the TA identifies approximately 743 two-way person trips in the AM peak and 698 in the PM peak. Following mode share and journey-purpose disaggregation, this becomes approximately 229 AM and 371 PM car-driver trips.
The Scenario B figures previously used within this cumulative assessment were approximately 223 AM and 343 PM car-driver trips. The revised figures increase the cumulative Scenario B totals from approximately 683 to 689 vehicles in the AM peak and from approximately 823 to 851 vehicles in the PM peak. Although the PM increase is more noticeable, it does not materially alter the conclusions of this cumulative assessment.
The revised TA forecasts391 AM walking trips and 162 PM walking trips, with cycling accounting for only 17 AM and 23 PM trips. The main reduction in highway impact is therefore not cycling, but the wider conversion of person trips into non-car-driver movements, especially walking, passenger trips, education-related travel and other assumed modal-share outcomes.
Accordingly, the central conclusion remains unchanged: cumulative impacts on the A372 corridor are material, concentrated and sensitive to assumptions. Decision-makers may reasonably seek assurance that the assumed modal shift and active travel outcomes are deliverable in practice, and that cumulative junction performance has been tested on a consistent basis.

Table 8: Indicative cumulative daily traffic uplift on the A372 (all schemes)
	Development
	Status
	Indicative peak-hour contribution (veh/hr)
	Indicative daily uplift (veh/day)

	Land east of Bower Lane
	In progress
	~146 (AM) / ~152 (PM)
	~2,700–2,800

	Follett’s Farm, Bridgwater
	In progress
	~314 (AM) / ~328 (PM)
	~5,700–6,000

	[bookmark: _Hlk234045948]East Bridgwater (09/23/00003)
	Current planning application
	~229 (AM) / ~371 (PM)
	~4,100–6,300

	Total cumulative uplift
	—
	—
	~12,500–15,000


The figures in Table 8 represent additional daily traffic generated by the developments and should be read as uplift above the 2019 Dft baseline, not as total future flows.
This indicative range is presented to support corridor-level discussion and should be interpreted alongside site-specific assessment and any future cumulative modelling.
Table 9: Factors influencing sensitivity of ‘no severe impact’ conclusions
	Factor
	Cumulative Relevance

	Junction interaction
	Queue blocking and spillback not fully captured in isolated assessments

	Behavioral assumptions
	Small deviations can materially affect peak performance

	Corridor constraint
	Limited alternative east–west routes on A372

	Phasing and timing
	Overlap of schemes increases cumulative risk



[bookmark: _Toc234008437]Disclaimer and Limitations
This report has been prepared as an independent cumulative assessment using publicly available data, observed traffic statistics, and information contained within submitted Transport Assessments. It does not replace site-specific Transport Assessments nor provide detailed junction modelling. The findings represent a reasonableness test of cumulative impact and do not advocate a predetermined planning outcome. Responsibility for interpretation and decision-making rests with the relevant authorities.
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