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1 Introduction

1.1 Overview

Derbyshire Dales District Council (DDDC), the local planning authority, is developing a new Local
Plan that will shape the future development of the District (outside of the Peak District National Park)
over the period to 2033.

The purpose of this Transport Evidence Base report is to identify the likely traffic impacts of this
development across the district as a whole, and to identify a mitigation strategy. It is envisaged that
individual developments would be supported by a Transport Assessment (TA) at the time any
planning application is submitted, which would consider site specific issues in more detail.

1.2 National Planning Policy Framework

The National Planning Policy Framework (NPPF, March 2012) sets out the Government’s planning
policies for England and provides a framework to develop localised planning strategies. Paragraphs
29 to 41 focus on, and emphasise, the promotion of sustainable transport. NPPF states that plans
and decisions should take account of whether:

¶ the opportunities for sustainable transport modes have been taken up depending on
the nature and location of the site, to reduce the need for major transport
infrastructure;

¶ safe and suitable access to the site can be achieved for all people; and

¶ improvements can be undertaken within the transport network that cost effectively
limit the significant impacts of the development. Development should only be
prevented or refused on transport grounds where the residual cumulative impacts of
development are ‘severe’.

The key policy test in the NPPF, therefore, is that transport impacts are not ‘severe’. This is
confirmed by the National Planning Practice Guidance (NPPG) portal which states that:

“Transport Assessments and Statements can be used to establish whether the residual transport
impacts of a proposed development are likely to be “severe”, which may be a reason for refusal, in
accordance with the National Planning Policy Framework.”

The NPPF identifies Travel Plans as being a key tool with which to secure transport-related
sustainability.

1.3 Methodology

The NPPG includes advice ‘Transport Evidence Bases in Plan Making’. This provides a high level
overview of the issues to be considered when preparing transport documents supporting a Local
Plan. Within this, the key issues, which should be considered when developing a transport evidence
base, are identified as being to:

¶ assess the existing situation and likely generation of trips over time by all modes and the
impact on the locality in economic, social and environmental terms;

¶ assess the opportunities to support a pattern of development that, where reasonable to do
so, facilitates the use of sustainable modes of transport;

¶ highlight and promote opportunities to reduce the need for travel where appropriate;

¶ identify opportunities to prioritise the use of alternative modes in both existing and new
development locations if appropriate;

¶ consider the cumulative impacts of existing and proposed development on transport
networks;
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¶ assess the quality and capacity of transport infrastructure and its ability to meet forecast
demands; and

¶ identify the short, medium and long-term transport proposals across all modes.

Transport Evidence Bases in Plan Making does not contain specific technical guidance to inform
writing a report. Notwithstanding this, the NPPF states that “all developments that generate
significant amounts of movement should be supported by a Transport Statement (TS) or TA”.
Although withdrawn in October 2014, most local highway authorities continue to use the Guidance
on Transport Assessment (GTA, Department for Transport (DfT), 2007) to establish the development
thresholds that trigger a TA and / or TS. Indeed, the GTA continues to provide the industry standard
guidance for the preparation of assessments focused on assessing the transport impact of proposed
development in planning terms.

As such, this report has been prepared in accordance with the advice provided in the GTA. In doing
so, it addresses the key issues identified in Transport Evidence Bases in Plan Making.
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2 Existing Transport Evidence

2.1 Overview
Transport Evidence Bases in Plan Making states that an assessment of the transport implications
should be undertaken at a number of stages in the preparation of a Local Plan:

¶ as part of the initial evidence base in terms of issues and opportunities;

¶ as part of the options testing; and

¶ as part of the preparation of the final submission.

In line with the above, transport work has been undertaken to support the Derbyshire Dales Local
Plan at various stages of its development. Furthermore, work has also been undertaken within the
Derbyshire Dales administrative area by Derbyshire County Council (DCC), acting in its role as local
highway authority. The purpose of this section is to summarise the work done (both) by, and on
behalf of, DDDC and DCC which is available to inform this evidence base (i.e. as part of the initial
evidence base, and as part of options testing). The remainder of this document forms the evidence
for the final submission.

In summary, Stage 1 was the ‘initial evidence base’, and Stage 2 was ‘options testing’. This report is
therefore the final and formal part of the submission.

2.2 Derbyshire Dales & High Peak LDF Stage 1 and Stage 2 Reports

In 2010, Scott Wilson Ltd. (a company now fully owned by AECOM) prepared Stage 1 and Stage 2
reports for DCC (on behalf of both DDDC and High Peak Borough Council) which examined the
potential transport impact of development being promoted under the then joint Local Development
Framework (LDF).

This work was structured in the following way:

The Stage 1 report provided advice on the broad characteristics that constituted a sustainable
development, and used these characteristics to rank locations within the High Peak and Derbyshire
Dales according to their ‘inherent’ sustainability (with the important caveat that mitigation measures
could be introduced to amend this ranking). The ranking is shown below, and was based on both
transport measures, as well as access to employment, services and facilities (such as proximity of
schools, healthcare and the number of jobs accessible by public transport, walking and cycling).
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Figure 2.1: Settlement Sustainability Ranking (Stage 1 Report, 2010)

* “Higher Sustainability” does not equate to a location being sustainable if the development does not take into consideration
measures identified within its delivery. Conversely, “Lower Sustainability” does not equate to a location being unsustainable as
the development could take action to improve its inherent character. Furthermore, the locations are ranked relative to each
other only.

Following on from the Stage 1 report, the Stage 2 report used a basic assignment tool (known as
DIAMOND) provided by the Highways Agency (now Highways England) to identify the potential
changes in traffic flow that could have been generated by the proposed LDF-related development.
Within the Derbyshire Dales area, this work identified the following routes as being of key interest:
A6 and A632 (though Matlock), A515 (north of, and through Ashbourne), the A5012, and the B5023
(through Wirksworth).

2.3 Ashbourne Traffic Study

In 2009, Scott Wilson Ltd. prepared a traffic study of Ashbourne town centre on behalf of DCC. The
objective of this study was to assess issues of traffic circulation to determine if the current system
represented the optimum method of operation for the network as a whole, or if improvements could
be made. The work considered various potential interventions within the existing traffic management
system of Ashbourne, including creating an extensive one-way circulatory system around the town
centre. The work did not consider the provision of an Ashbourne bypass. The report concluded that a
series of modest junction improvements and traffic management measures should be introduced to
better manage traffic through the town centre. The work identified the key constraint on the town
centre as being the A515 / A517 / Derby Road signalised junction.

2.4 Ashbourne Bypass

In 2010, and following on from the Ashbourne Traffic Study, Scott Wilson Ltd. prepared a report
outlining several options for a northern bypass of Ashbourne to link between the A515(N) and A52
(West). The County Council does not, though, have a preferred route  for the bypass and is currently,
June 2016,  preparing a bid  to the Large Local Major  Transport  Scheme fund for  support  to
further  explore  options, taking into account  the sensitive environment  on the  fringe of the  Peak
Distinct  National Park.
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2.5 Rural Accessibility Study

In 2009, Scott Wilson Ltd. prepared a study examining the issue of accessibility to jobs, services and
facilities from an area to the immediate south of Ashbourne. This area comprised a series of villages
and hamlets with poor access to services and facilities, and which looked to Ashbourne (in the north)
and Sudbury (to the south) for the provision of such services and facilities.

The work, including a review of interventions trialled elsewhere in the UK, identified a matrix of
options for different sized settlements, with the key interventions within the study area being
amendments to, and further support for, Wheels to Work and Community Transport.

Figure 2.2: Options for improving access against numbers in need and settlement structure

2.6 Matlock Traffic and Transportation Study

In 2007, Scott Wilson Ltd. was commissioned by DDDC to prepare a traffic and transportation study
to examine the proposed Matlock Area Action Plan (AAP 1 ). The Strategy’s development was
undertaken in the context of an ongoing (at the time) development within Matlock Town Centre,
including the construction of the A6 relief road, making Matlock bridge one-way and the construction
of a new bus station.

Given the geometrical constraints imposed within Matlock town centre (i.e. constrained junctions),
and the surrounding topography (limiting potential for additional bypass options), the study
concluded that there was little scope for further significant, capacity-based, highway infrastructure in
the foreseeable future.

1
The Matlock AAP was withdrawn and not formally adopted.
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2.7 Derbyshire County Council Studies

The Derbyshire Dales Local Plan Evidence Base has considered a number of sites for potential
inclusion in the emerging Local Plan. With the assistance of the Local Highway Authority (LHA), each
proposed site was considered in terms of its potential to achieve a safe and satisfactory access. This
step, together with other accessibility and environmental considerations, was used as an initial ‘sift’.
The sites being found to be unsuitable are not considered further in this report.

The above work (Strategic Housing and Employment Land Availability Assessment – Initial
Evidence, April 20162) is documented separately from this transport evidence base and can be found
on the Derbyshire Dales Local Pan Website.)

2.8 Summary

In line with Transport Evidence Bases in Plan Making, consideration has been given to transport
issues at various stages in the development of the Derbyshire Dales Local Plan, including at the time
when a joint document was proposed with the High Peak Borough Council administrative area (i.e.
Stage 1 and Stage 2). Additional work has been conducted by the LHA, and was made available to
inform this study which examines the latest proposals in the Local Plan.

2
www.derbyshiredales.gov.uk/images/documents/L/SHELAA%20%20FINAL%20VERSION%20FOR%20WEB%2012%20April%2016.pdf
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3 Baseline Conditions

3.1 Overview

The purpose of this section is to describe the transport conditions which exist in the Derbyshire
Dales Local Plan area in terms of highway operation, public transport routes and services, and
walking and cycling provision. It details the traffic surveys undertaken to inform the analysis later in
this report, and considers matters of road safety.

3.2 Local Highway Network

The local highway network, and boundary of the Derbyshire Dales, is shown in Figure 3.1. Also
shown (in green) is the boundary of the Peak District National Park, which is subject to a different
planning process to the rest of the administrative area and not considered in detail within this report.
As can be seen from this figure, the key routes running through the district include:

¶ The A6 (from Derby via Matlock to Bakewell);

¶ The A515 (from Uttoxeter via Ashbourne to Buxton);

¶ The A52 (from Derby via Ashbourne towards Leek and Stoke-on-Trent); and

¶ The A619 Chesterfield to Bakewell; and

¶ The A623 route to Stockport and Manchester.

Figure 3.1: Derbyshire Dales Area (Source: DDDC Website).

Key bordering settlements are seen to be Sheffield and Chesterfield (in the north-east), Derby (in the
south-east), Uttoxeter and Stoke-on-Trent (in the south-west), and Buxton and Manchester (in the
north-west).
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3.3 Travel to Work Patterns

Nathaniel Lichfield & Partners Ltd. was commissioned by DDDC and High Peak Borough Council,
the Peak District National Park Authority and DCC to prepare an Employment Land Review in 2008.
Within this, it was identified that 65% of residents within the Derbyshire Dales also work in the
Derbyshire Dales. For reference, this is a higher proportion than within the neighbouring High Peak
area (60%).

The key movements of workers commuting into, and residents commuting out of, the Derbyshire
Dales district are shown in Table 3.1, below.

Table 3.1: Derbyshire Dales Travel to Work Commuter Movements. Workers employed inside and
outside of Derbyshire Dales. (Source: Employment Land Review, 2008)

District Commuting into
Derbyshire Dales

Commuting out of
Derbyshire Dales Net Movement

Derby 1,029 1,931 -902
Sheffield 577 1,593 -1,016
Amber Valley 1,782 1,268 514
High Peak 821 1,255 -434
Chesterfield 1,343 1,114 229
NE Derbyshire 1,359 374 985

The above table was based on the 2001 Census and showed the Derbyshire Dales experiences a
net outflow of workers towards Derby and Sheffield (and, to a lesser extent, the High Peak) but there
was a net inflow of workers from Amber Valley, NE Derbyshire and Chesterfield.

The 2011 Census has now been used to compare with the above, and this shows a similar pattern
(Figure 3.2 and 3.3), albeit with lower flows to NE Derbyshire, Sheffield and Derby . The 2011 data
also confirms the Derbyshire Dales as relatively self-contained, with 66% of residents in employment
also employed within the District (up from 65% in 2001).

Figure 3.2: Top 10 areas to which Derbyshire Dales residents commute (Source: 2011 census)
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Figure 3.3: Workplace Destinations of Derbyshire Dales Residents (Source: 2011 census)

Notably, there are very few travel to work destinations in Manchester and the north-west region, nor
to Stoke-on-Trent even though these areas contain employment opportunities within reasonable
crow-fly distances. The longer distance commutes are to Derby and Chesterfield.

In terms of mode choice, Table 3.2 describes the main mode of travel to work (for those that travel to
work, i.e. and do not work from home) in the Derbyshire Dales. Comparison is also given to the East
Midlands and UK.

Movements between market towns from the Derbyshire Dales District are shown in the figure
overleaf, produced by DCC
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Table 3.2: Home to Work Main Travel Mode (Source: Office of National Statistics, Census 2011)

Travel Mode Matlock Ashbourne Wirksworth Derbyshire
Dales

East
Midlands UK

Underground, Metro, Tram 0% 0% 0% 0% 0% 4%

Train 1% 1% 1% 1% 1% 6%

Bus, Minibus or Coach 2% 2% 4% 3% 6% 8%

Taxi 0% 0% 0% 0% 0% 1%

Motorcycle / Moped 1% 0% 1% 1% 1% 1%

Driving a Car or Van 69% 67% 73% 74% 69% 60%

Passenger in Car or Van 5% 6% 5% 5% 6% 5%

Bicycle 1% 2% 1% 1% 3% 3%

On Foot 19% 21% 14% 14% 12% 11%

Other Method of Travel 0% 1% 1% 1% 1% 1%

Table 3.2 shows relatively high car use in the wider Derbyshire Dales when compared with the East
Midlands or UK; however, the rates in both Matlock and Ashbourne are lower than the district
average and more akin to the regional average. This supports and validates the findings of the Stage
1 reports (undertaken prior to the 2011 Census results being made available, upon which Table 3.2
is based) which showed a similar pattern. Wirksworth, on the other hand, is shown to be more similar
to the remainder of the Derbyshire Dales.

Within Matlock and Ashbourne, pedestrian modes are shown as being very important, being much
higher than other comparators, either locally or nationally. Conversely, use of public transport modes
(i.e. bus, train etc.) appears low across the DDDC administrative area compared with East Midlands
and UK averages.

3.4 Sustainable Transport

As was noted in the Stage 1 reports for the (now withdrawn) joint High Peak and Derbyshire Dales
Core Strategy, transport sustainability can be seen as a function of both the supply of sustainable
transport services (i.e. availability of bus routes, train stations etc.) and other factors that reduce the
need to travel (i.e. availability of nearby jobs, services and facilities). At the time of the Stage 1
reports, it was demonstrated that the supply of new housing within the key towns within the
Derbyshire Dales (and wider High Peak) would likely be more sustainable in transport terms than
dispersing such development within smaller settlements across the District. Furthermore, travel to
work in both Matlock and Ashbourne were shown to be by the more sustainable travel modes than
Wirksworth.

The rest of this section examines the opportunities for travel by sustainable travel modes. The three
largest towns within the DDDC administrative area are considered in turn. These are: Matlock,
Ashbourne and Wirksworth.

Matlock benefits from both a train station and modern bus station; though bus services are split
between a facility adjacent to the railway and an older bus station adjacent to a supermarket on
Bakewell Road.

East Midlands Trains operate an hourly service from Nottingham to Matlock (via Derby) on weekdays
and Saturday, and every two hours on Sundays. Other stations on this line in the DDDC
administrative area include Matlock Bath and Cromford. Figure 3.4 shows how usage of Matlock
station has varied in recent years, with a large increase in usage from 2008 onwards.
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Figure 3.4: Matlock Rail Station Usage (Source: Office of Rail and Road, ORR)

 There has been historic work to determine the feasibility of re-connecting Matlock to Buxton via rail
(and therein onto Manchester). Aside from difficulties of obtaining the necessary land, and the use of
the former railway line for other purposes including cycling, it has been noted previously that
patronage was not expected at a level which would likely be commercially viable (Source: Scott
Wilson Study, 2004). Given the length of time since the original report and the proposed level of
housing in Section 4, the conclusions of this report could now be re-visited. However, as noted in
Section 3.3, there is little existing demand for commuter trips to the Manchester / Stockport areas
(although this may be of itself limited by the lack of such a railway line).

In terms of bus routes within Matlock, Table 3.3 details the services available:

Table 3.3: Bus Services routeing via Matlock

Service Route

6.1 Derby - Belper - Wirksworth - Matlock - Bakewell

63 Chesterfield - Clay Cross - Ashover - Matlock

110 Ashbourne - Brassington - Carsington - Wirksworth - Matlock

111 Ashbourne - Hognaston - Carsington - Wirksworth - Matlock

140 Matlock - Crich - Alfreton

141 Matlock - Crich - Ripley

150 Matlock - Wessington - Alfreton - Clay Cross

172 Bakewell - Stanton - Winster - Matlock

216 Matlock - Starkholmes - Cromford - Bonsall

217 Matlock - (Hackney) - Rowsley - Chatsworth

218 Bakewell - Chatsworth - Totley - Sheffield

M1 Matlock - Asker Lane - Cavendish Park

M3 Matlock - Hackney

M4 Matlock - Hurst Farm Estate

X17 / X18 Matlock - Walton - Chesterfield - Sheffield

TP "Transpeak" Derby - Belper - Matlock - Buxton - Manchester

New Bus Station
opens (adjacent to
railway station)

Service Increased: Two hourly
(Matlock to Derby) to Hourly
(Matlock – Derby Nottingham)
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Wirksworth is a market town and with bus services passing through the main body of the town. A
railway station exists within Wirksworth and this is run as a heritage railway under the name
(Ecclesbourne Valley Railway). Services run from Wirksworth to Duffield, where connection with the
national rail network is available. In terms of bus routes within Wirksworth, Table 3.4 details the
services available.

Table 3.4: Bus Services routeing via Wirksworth

Service Route

6.1 Derby - Belper - Wirksworth - Matlock - Bakewell

102 Ashbourne - Parwich - Kirk Ireton - Wirksworth

110 Ashbourne - Brassington - Carsington - Wirksworth - Matlock

111 Ashbourne - Hognaston - Carsington - Wirksworth - Matlock

Ashbourne is an important market town. It has no railway station, but benefits from a bus station
located within the centre of the town off Compton Street. In terms of bus routes within Ashbourne,
Table 3.5 details the services available:

Table 3.5: Bus Services routeing via Ashbourne

Service Route

101 Ashbourne - Thorpe

102 Ashbourne - Parwich - Kirk Ireton - Wirksworth

108 Ashbourne - Waterhouses - Leek

110 Ashbourne - Brassington - Carsington - Wirksworth - Matlock

111 Ashbourne - Hognaston - Carsington - Wirksworth – Matlock

113 Ashbourne - Turnditch - Belper

114 Derby - Hulland Ward - Ashbourne

441 Ashbourne - Newhaven - Buxton

442 Ashbourne - Hartington - Warslow - Longnor - Buxton

DRT South West Derbyshire villages - Ashbourne/Derby (Demand-
Responsive)

MC "Moorlands Connect" Staffordshire Moorlands demand-
responsive service

SWI "Swift" Derby - Brailsford - Ashbourne - Mayfield - Uttoxeter

Away from the main town centres of Matlock, Ashbourne and Wirksworth, Community Transport
operates a variety of services (mentioned above) to help people who are unable to use public
transport. Within the Derbyshire Dales, Bakewell and Eyam Community Transport provides services
in rural Derbyshire, from the Hope Valley in the north down to Matlock, Winster and Elton in the
south; from Buxton in the west to the North East Derbyshire district. Ashbourne Community
Transport Scheme provides accessible transport in an area with boundaries of Hartington,
Doveridge, Clifton and Hulland Ward taking in all the villages and the town of Ashbourne within that
area. The main focus of these schemes is to take people from the hinterland of each of the main
Derbyshire market towns into those towns to access services and facilities.

In  terms  of cycling, several routes run through the Derbyshire Dales area though these are at
present focused on leisure trips rather than day-to-day journeys (as would be the case, for instance,
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for the rapidly expanding Chesterfield cycle network which is town-focused). Ashbourne has a north-
south route running through it formed of the Tissington Trail (to the north) and High Peak Cycleway
(to the south). The High Peak Trail runs east-west to the immediate north of Wirksworth, and DCC
are planning a new route to the north of Matlock which will be part of a scheme known as the White
Peak Loop.

The proposal for the White Peak Loop is to develop seven miles of new trail from Bakewell through
the Haddon Estate, past Rowsley, following the course of the former railway as closely as possible
into Matlock, which will include three new bridges over Park Lane, Church Lane and the A6 in the
Rowsley area. The route is being progressed via a series of separate planning applications and is
shown in Figure 3.5. Although principally a leisure route, the proposed loop may assist localised
commuting, particularly from Darley Dale into Matlock.

Figure 3.5: Route of the White Peak Loop

3.5 Traffic Data

Travel times across the Derbyshire Dales may be derived from in-vehicle GPS and are collected in
the Trafficmaster’s database and licenced to the Department for Transport. DCC has supplied
Trafficmaster data for the whole of Derbyshire, with parts of the adjoining authorities included. For
the purpose of this report, and in the absence of a suitable traffic model, the Trafficmaster journey
time data has been used as a measure of existing congestion ‘hot-spots’ on the road network within
the DDDC area.

The measure used for travel time reliability was a ‘congestion ratio’, derived by calculating a
maximum peak travel time and dividing this by a minimum free-flow time. The calculation of the peak
time and free-flow time is described below:

¶ A Trafficmaster database defines ‘links’ based upon the ITN dataset maintained by the
Ordnance Survey.

¶ Travel times were analysed for weekdays in the months September, October, and April, May
and June. These months are considered to be ‘neutral’ months3 and contain traffic flow
profiles that are typical of the whole year. Public holidays were excluded from the data,
resulting in 92 days of neutral month traffic data being considered.

3 Neutral months are those less subject to seasonal variations. They are taken as being March, April, May, June,
September and October; outside of school holidays. (Source: How the National Road Traffic Estimates are Made
(Department for Transport, 2007)
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¶ The Trafficmaster data contains travel time observations, which are divided the into 15-
minute time slices (96 per day). Over the 92 days considered, the average link travel time for
each of the four time slices in the AM peak hour (0800-0815, 0815-0830, 0830-0845 and
0845-0900) and for each of the four time slices in the PM peak hour (1700-1715, 1715-1730,
1730-1745 and 1745-1800) was calculated. The maximum of these average link travel times
was taken as the peak time for calculation of the congestion ratio.

¶ Over the 92 days considered, average travel times were calculated for the AM peak hour as
a whole (0800-0900), the inter-peak period (1000-1600hrs) and the PM peak hour as a
whole (1700-1800). The minimum of these average travel times was taken as the free-flow
time for calculation of the congestion ratio. In most cases the minimum will be the travel
times from the inter-peak model because there is less congestion in this period and travel
times tend to be faster than in the AM or PM peak hours.

¶ Because of the potential for the calculation outlined above to give a misleading result if there
are too few observations on a link, congestion ratios were only calculated for those links with
more than 10 journey time observations for each time slice in the AM peak hour, inter-peak
period and PM peak hour.

¶ Where congestion ratios were available for both directions of a two-way road link, the greater
congestion ratio value was assigned to that link. The congestion ratios for each link were
grouped into four bands according to their congestion ration value. These are presented in
Table 3.6.

Table 3.6: Congestion bands and ratio values used for highway network plots

Band Congestion
Ratio value Description

1-2 1.0 to 1.99
Journey times within the peak hours, on these road lengths, are
similar to the free-flow conditions observed when traffic flows are
light.

2-3 2.0 to 2.99
Journey times within the peak hours are regularly taking 2 to 3 times
longer than during free-flow conditions. Vehicles on these road
lengths will be travelling slowly at times within the peak hour.

3-4 3.0 to 3.99

Journey times within the peak hours are regularly taking 3 to 4 times
longer than during free-flow conditions. Vehicles on these road
lengths are likely to be queuing at some junctions during periods
within the peak hour.

4 or
more > 4.0

Journey times within the peak hours are regularly taking more than
4 times longer than during free-flow conditions. Vehicles on these
road lengths are likely to be stopped in queues for substantial
periods within the peak hour; or travelling very slowly on gradients.

Figure 3.6 shows plots of the congestion ratios for roads in the Derbyshire Dales as a whole. As
could be expected, this shows that the main focus of congestion within the DDDC administrative
area is within the towns of Matlock, Ashbourne and Wirksworth.

In addition, longer links with high ratios can be seen on:

¶ Wirksworth to Brassington (Manystones Lane);

¶ B5035, Wirksworth to Ashbourne;

¶ A517, Ashbourne to Belper;

¶ A6, Matlock to Bakewell; and

¶ A52, near Brailsford.

These road lengths include some lengths (e.g. between Matlock and Ashbourne) where overtaking
slow vehicles (such as tractors) is likely to be relatively easy in the inter-peak period because the
opposing flow is likely to be light in volume and therefore presents frequent overtaking opportunities.
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However in peak hours, when the flow of opposing vehicles is likely to be unbroken, there will be few
overtaking opportunities and therefore queues tend to form behind the slow vehicles.

Figure 3.6: TrafficMaster Congestion Ratios (Derbyshire Dales)

It is noted that some locations which experience congestion in both the peak and inter-peaks do not
appear in the above analysis. From speaking with officers at DCC and from our site visits, these
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