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1 Introduction 

1.1 Location and Description 

1.1.1 Exeter is a historic city with a population of around 118,800. In terms of employee 
jobs, it is the largest district in Devon with 92,300 people working in over 4,000 
businesses and accounting for 30% of all employee jobs in the County. Exeter is an 
urban district that serves as the main administrative, retail and employment centre for 
the county.  It forms a gateway to the South West peninsula and is well served by 
major transport infrastructure connections, including the M5 motorway, mainline 
railway and an expanding airport. 

1.1.2 The urban nature of the city, coupled with its location on the transport network, are 
key drivers in the economic character and nature of the city. 

1.1.3 Exeter is a significant retail centre. According to CACI’s 2010 Retail Footprint, Exeter 
is the 31st biggest retail centre in Great Britain with expenditure of £740 million.  It has 
a catchment of well over 1 million people which – geographically – is thought to 
stretch from Plymouth in the west to Yeovil in the east.  

1.1.4 Exeter is the hub for Devon’s public sector with the County Council, the City Council, 
the NHS foundation and partnership trusts and the regional Police headquarters all 
located within the city. 

1.1.5 In addition to the city centre, the other primary locations for employment in Exeter are 
in edge of city business parks, industrial estates and business centres. These 
locations are home to a number of Exeter’s major employers (British Telecom, EDF 
Energy, Met Office, and the Highways Agency) including both regional and national 
headquarters (Bonhams, Guinness Partnership, and Stagecoach South West) as the 
city provides an effective location and offer for head office functions. 

1.1.6 The key business parks are;  

• Exeter Business Park – a ‘premier’ office location east of the city centre, 
adjacent to Junction 29 of the M5. 

• Marsh Barton and Matford – the city’s largest trading estate supporting over 
500 diverse businesses (including showrooms, builders merchants, tool and 
plant hire) located one mile south of the city centre. 

• Pynes Hill Business Park – self-contained modern office buildings between 
Junction 30 of the M5 and Exeter city centre.  

• Sowton Industrial Estate – a well established distribution, manufacturing and 
business base situated to the east of the city centre adjacent to Junctions 29 
and 30 of the M5 motorway. 

1.1.7 In addition to these sites, outline planning permission has been granted and detailed 
planning applications submitted for Phase 1 of Exeter Science Park. The Science 
Park – located just outside the city boundary in East Devon – is a significant 
investment in growing and enhancing the knowledge economy in Devon and the 
wider South West. The 24 hectare site will offer extensive new facilities with the aim 
of encouraging enterprise, science and research development for a range of different 
sized businesses from start-up to corporate head quarters.  



Exeter Bridge Road 
Option Assessment Report 

 
 

 
 

2 

1.1.8 In terms of residential development, over 20,000 new homes are planned for the 
Exeter and East Devon Growth Point including 2,500 new homes in the South West 
Exeter Urban extension. 

1.1.9 Figure 3 highlights some of the key development projects in the Exeter and East 
Devon Growth Point by 2026. Overall, 20,000 homes and 25,000 new jobs will be 
delivered.  Such high economic growth prospects will enable Exeter and the region to 
realise its economic potential, attracting investment in knowledge based industries, 
building on the potential of the University, Medical School and key employers like the 
Met Office, the Airport and its associated strategic employment site, and developing 
the skill base of the area. 

1.2 Purpose of this Report 

1.2.1 This report is intended to present a sound body of analysis to identify the existing 
transportation constraints and evidence the need for intervention to help deliver 
housing and economic growth. This specific report provides an Options Assessment 
of the transport interventions considered necessary to relieve congestion on the ring 
road corridor and be a key transport solution to unlock growth in Exeter. The evidence 
provided predominantly comes from the LTP3.  

1.2.2 Ultimately this report will identify the better performing option(s) to be taken forward. 
As part of the requirements of the LTB, these schemes will be subject to more 
detailed appraisal in Stage 2. 

1.3 Other Reports 

1.3.1 This report forms part of a family of documents which will support the Value for 
Money (VfM) assessment of the scheme(s) recommended within this report. The 
reports (in chronological order) are as follows: 

• Option Assessment Report – identifies the need for scheme(s), 
their objectives and the process for generating options. Also 
provided is the methodology for assessing alternatives and the 
recommendations on the scheme(s) to be taken forward to detailed 
appraisal. 

• Appraisal Specification Report – compiled to inform decision makers and 
stakeholders on how the economic, environmental and operational 
assessments will be undertaken and how they will be supported by the 
traffic modelling work, taking account of budgetary, programme and, 
environmental constraints. 

• Report of Surveys – details the collection and analysis of all data 
supporting the study. 

• Local Model Validation Report – provides the methodology and results 
for construction of the base year traffic model. 

• Forecasting Report – documents the methodology and results of the 
future year traffic forecasts. 

• Economic Assessment Report – details the approach taken to assess 
the monetised costs and benefits of the scheme. Benefits will include 
Transport Economic Efficiency (TEE) during construction, maintenance 



Exeter Bridge Road 
Option Assessment Report 

 
 

 
 

3 

and under typical conditions; also reliability and accidents. Costs include 
those associated with construction and maintenance. 

• Appraisal Summary Table (AST) Report – The methodology for 
completing the AST table and the source for all entries. This will also 
include an analysis of Social and Distributional Impacts (SDIs). 
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2 Current and Future Transport Issues 

2.1 Description of the Exeter Transport Network 

General 

2.1.1 Overall, Exeter has a well-functioning transport system with excellent opportunities for 
sustainable travel. Levels of walking, cycling and bus usage are high in comparison to 
national averages and in comparison to nearby population centres. Exeter is 
particularly well served by rail with an unusually high number of rail stations for a city 
of its size. These features are more fully covered in the following section. 

Walking and Cycling 

2.1.2 There is a high proportion of pedestrian travel within the Exeter City boundary. 
Pedestrian counts were undertaken around the city in 2010. These show that 13% of 
all travel to work trips were completed on foot. Data from the national census (2011) 
indicates that 22.0% of adults travelled on foot and 6.2% of all adults usually cycled to 
work within Exeter. 

2.1.3 In comparison to national averages, travel to work on foot (nationally 8.1%) and using 
a bicycle (nationally 1.9%) is high and reflects the increased opportunities for 
sustainable travel in the city environment. A comparison with the other locations in the 
Heart of the South West (HotSW) region shows that walking and cycling are well used 
modes in comparison to its neighbouring population centres: 

Location 
Cycle 
Proportion 

Walk 
Proportion 

Exeter 6.2% 22.0% 

Plymouth 2.6% 14.1% 

Taunton 6.3% 14.6% 

Torbay 1.4% 14.7% 

 
Table 1 - Walking and Cycling proportions in the HotSW (2011 Census) 

 
2.1.4 Exeter performs well in relation to its neighbours; this performance is in part due to 

recent improvements to cycling infrastructure. In 2005, Exeter was named as one of 
the Department for Transport’s (DfT’s) six Cycling Demonstration Towns. Since then 
the project has delivered many key achievements in Exeter which include a 40% 
increase in the number of average daily cycle trips. 

2.1.5 Whilst walking and cycling are well utilised, road side interviews (RSIs) along 
Alphington Road in 2010 and the Exeter Work Tally 2009 show that there are a 
significant number of daily car trips in Exeter that could be replaced with walking or 
cycling, with approximately 40% of all trip lengths recorded under 5km. 

2.1.6 There is a huge opportunity to build on this success through the planning process 
with an aspiration for all new developments to be cycle-friendly. In addition, they 
should be connected to cycle routes linking to key destinations. 
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Bus 

2.1.7 Bus is an important means of travel within Exeter City and its surrounding area. Data 
supplied by Stagecoach shows patronage figures of city only (start and finish within 
the city) buses was 7.28 million person trips in 2008/09. This is a 2.4% increase on 
2000/01 figures. Census journey to work data for 2011 suggests that 9.0% of all 
commuter trips were made by bus. 

2.1.8 Despite the high levels of bus travel, further increases are limited by poor competition 
with car alternatives. Buses suffer from congestion on the road network which leads 
to poor reliability on certain corridors. Bus reliability studies were conducted in 2009 
to monitor targets set out in LTP2 as required by the DfT. The data found that on 
average 12% of buses surveyed were early, 74% were on time, 11% were late and 
2% were very late.  

2.1.9 Punctuality and reliability are key to both passenger confidence and the long term 
viability of routes. Delays caused by congestion and other factors can considerably 
reduce the attractiveness of services, reduce users’ confidence in them and waste 
valuable time waiting at stops and on vehicles. They also impose significant extra 
costs on operators including the need for additional vehicles and drivers to meet a 
specified level of service, additional fuel and vehicle maintenance costs and lower 
fare income if fewer people use the services. Where services are just commercially 
viable, the additional costs can result in a reduction in frequency or a service needing 
additional financial support from the County Council. The latter will be increasingly 
difficult to meet with current levels of local government funding. Congestion can also 
cause buses, along with other vehicles, to emit significantly higher levels of carbon 
and local air pollutants. 

Park and Ride 

2.1.10 Park and Ride services in Exeter have seen approximately 75% growth in patronage 
between 2003/04 and 2012/13 with nearly 1.6 million passengers using the park and 
ride within Exeter each year. 

2.1.11 Currently there are four park and ride sites to the City Centre within Exeter at Honiton 
Road, Digby, Sowton and Matford. Each site provides a frequent service and offers 
an excellent alternative to parking elsewhere in the City. Park and Ride bus fares are 
significantly cheaper than all-day parking charges in the City Centre and so are 
heavily used by commuters in the AM and PM peaks. 

Rail 

2.1.12 The mainline rail service provides frequent and quick links into London Paddington 
(via Bristol or Newbury) with an average journey time of about 2 hours 20 minutes, 
although some trains are faster, plus hourly train services to Birmingham and London 
Waterloo.  The local rail network also provides links to the rest of the County 
(Plymouth is an hour away, Barnstaple just over an hour). 

2.1.13 For a relatively small city, Exeter is already well served by rail. There are 8 stations 
within the city and 5 lines passing through the main station at Exeter St. David’s. 
These provide local branch services to Exmouth (every 30 minutes), Barnstaple and 
Paignton (hourly) as well as long distance connections from the far South West to 
London, Bristol and the rest of the country. 
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2.1.14 All stations in Exeter have seen substantial growth in passenger usage. Pinhoe 
station experienced a large growth in usage of 62% between 2007/08 and 2011/12, 
and Digby and Sowton station 51% growth. 

2.1.15 Rail accounted for 1.9% of commuter trips (2011) for residents within Exeter. For 
commuters living or working in Exeter, rail travel accounted for 1.7% of trips in 2001 
(2011 data currently unavailable). 

Road 

2.1.16 The M5 provides good road access to a number of the UK’s other main urban areas 
(including Taunton, Bristol and Birmingham) and a network of A-roads to facilitate 
travel within the County and beyond.  The A30/A303 also provides an alternative fast 
route to London.  

2.1.17 Within Exeter the primary road network can be broken down into: 

• principal radial routes routes of Alphington Road (A377), Heavitree Road 
(B3183), Topsham Road (A3015); 

• secondary radial routes of Bonhay Road, Pinhoe Road / Blackboy Road 
and Cowick Street; 

• Inner ring road including Western Way and Exe Bridges joining the radial 
routes; and  

• The outer ring road, to the east of the city, connecting Matford, Marsh 
Barton and areas to the South of Exeter (e.g. Teignbridge) to the 
employment at Sowton, Monkerton and to the M5. 

2.1.18 Figure 1 and Figure 2 show the average speeds within Exeter in both the AM and PM 
peaks. Diagram 1 shows the 2-way daily flow profiles for some of the busiest routes in 
the city. High flows, low speeds and significant congestion can be seen on the whole 
of the Exeter primary road network. A particular feature of the traffic flow profiles are 
the largely consistent flows across the day, a feature known as peak spreading.  

2.1.19 Within the last 20 years there has been some increase in highway capacity as a result 
of junction improvements and traffic management. However, the highway network 
operates at well over its design capacity in many locations during the peak hours. The 
capacity of the central area and radial highway network has now reached a point 
where further improvements in capacity cannot be easily achieved without damaging 
the local distinctiveness and heritage of the city, air quality and the living environment. 

2.1.20 Peak spreading has caused congestion problems to move into the inter-peak periods. 
Problems are further compounded by inadequate parking supply at key locations in 
the City Centre. Highway capacity issues have also had a secondary impact on bus 
journey time and reliability which acts as a barrier to further increasing bus patronage. 

2.1.21 Due to the high levels of congestion on all of Exeter’s key radials, nitrogen dioxide 
(N02) levels exceed the Government annual average objective level. For this reason, 
Exeter City Council declared an Air Quality Management Area (AQMA) that covers all 
the main routes into the city in 2007. 
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Diagram 1 - Daily Profile Exeter 2010 

 

2.2 Future Development Growth in Exeter 

2.2.1 Exeter is a focus for economic growth, supporting a prosperous Devon and Torbay. 
Figure 3 shows the growth planned around the Exeter and East Devon Growth Point 
area. Up to 20,000 homes are planned and 25,000 new jobs, to realise this potential it 
will be essential that the transport network performs to its optimum.  

2.2.2 The City is subject to intense pressures for growth and is expected to accommodate 
significant growth for the foreseeable future. The challenge is to plan for the future in 
a sustainable way. That is, in a way that makes sure that there are the homes, jobs, 
open spaces, transport infrastructure and other facilities that are needed by everyone 
in the community and, at the same time, that our environment and quality of life is 
protected and improved. 

2.2.3 Exeter City Council has an adopted Core Strategy. Within the Core Strategy, there is 
an allocation of 12,000 dwellings, 60Ha of employment and up to 40,000m2 of retail 
space.  A total of 4,900 dwellings and 20Ha employment had been completed as of 
February 2012. 

2.2.4 Of the remaining development, the Core Strategy identifies three key strategic 
allocations, these are: 

• Newcourt – 2,300 dwellings and 16Ha employment; 

• Monkerton / Hill Barton - 2,500 dwellings, 5Ha employment 

• Alphington – 500 dwellings 

2.2.5 It should be noted that Alphington forms part of a larger development of 2,500 
dwellings to the South West of Exeter with 2,000 dwellings located in the district of 
Teignbridge. 
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2.2.6 The remaining dwellings (1,800) are planned for the rest of the city. Large 
employment allocations are indicated at Pinhoe (5.5Ha) and Matford (15Ha). A further 
1.5Ha of employment and the 40,000m2 of retail floorspace are allocated to the city 
centre. 

2.3 Future Transport Network Operation in Exeter without Intervention 

2.3.1 Much of the planned development is adjacent to the south and eastern edge of the 
city on the ring road. There will be growth in travel demand within the city and in 
particular around the ring road corridor due to the location of this development. These 
movements are likely to include a large proportion of business related travel and have 
diverse origins and destinations leading to a high dependency on car and a large 
growth in goods traffic.  

2.3.2 New development trips, being largely focussed on the periphery of the city, will 
inevitably lead to increased demand on the following corridors: 

• the radials of Heavitree Road, Pinhoe Road, Topsham Road and 
Alphington Road as people try to access jobs and retail in the city 
centre,  

• the ring road corridor as residents at the new developments try to 
access employment close to the M5 and the M5 itself and trips through 
to Topsham Road 

• the local road network within Marsh Barton, particularly with trips 
originating from South West Exeter developments; 

2.3.3 Accommodating this level of development and ensuring the transport system will cope 
with higher levels of demand will be a challenge. Improving access to the city centre 
by sustainable modes is a fundamental part of the Exeter transport strategy in the 
LTP. A successful LSTF bid has been developed to support this. Changing travel 
behaviour by improving the quality and choice of alternative modes will reduce 
demand on the highway network and help to deliver an efficient and sustainable 
transport network. A programme of ‘smarter choice’ interventions such as travel 
planning for workplaces, new developments, schools and communities will make 
better use of the transport network.  

2.3.4 Residential, personalised and school travel plans will also form part of the planning 
requirements for new developments, to encourage new residents to make sustainable 
trips from day one. Masterplans for strategic development sites are being developed 
to provide convenient and direct walking, cycling and bus links between residential 
areas and key destinations. 

2.3.5 The new developments will be partially served by existing rail stations. Rail patronage 
is expected to increase within the city with trips from the new developments, but 
without further improvements to rail its mode share will not reach its full potential. 

2.3.6 New bus services will be provided to serve the new developments. Bus will offer a 
viable alternative to car for many trip makers and will reduce the impact of demand 
growth on the highway network. 

2.3.7 Despite all these factors, it is inevitable that conditions on the highway network will 
deteriorate without further improvements to the transport network.  
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2.4 Local Transport  Plan  

2.4.1 The Local Transport Plan (LTP3) provides further analysis of the anticipated problems 
in Exeter and goes on to identify the strategy for minimising their impact and thereby 
enabling the development across the city to come forward. With the strategy given in 
the LTP, the priorities for Exeter are to: 

• Improve access to the city 

• Enable and support smarter travel 

• Unlock major growth east of Exeter 

• Deliver major development within Exeter 

• Protect Exeter as a gateway 

2.4.2 Within the LTP3 sustainable modes were seen to offer the greatest options for 
increasing capacity in the Exeter transport network and many of these can be 
delivered at low cost. For these reasons a strategy was developed which prioritises 
sustainable modes, and delviers targeted highway improvements to make best use of 
the existing network and remove bottlenecks through highway improvements where 
appropriate and as a last resort. 

2.4.3 Options for improving the ring road corridor, improvements to the Alphington Road 
Corridor and other locations between Marsh Barton and Sowton Industrial Estate, 
were all identified within LTP3.  

2.4.4 Each of these locations has different challenges, and it is not felt practical to identify a 
single scheme which would address the problems at each. Therefore the three 
locations have been considered separately. This report now focusses on just one of 
these, namely the ring road corridor. The conditions and options for improving other 
locations will be considered in separate work by Devon County Council. 

2.5 The Ring Road Corridor 

Existing Conditions 

2.5.1 The ring road corridor provides a highway of two lanes in both directions along most 
of its length between Honiton Road and Marsh Barton, with the exception of Bridge 
Road. This dual carriageway standard of road is appropriate for the levels of traffic 
that it carries (up to 30,000 vehicles per day). 

2.5.2 Bridge Road, as part of the ring road, is an important element of the corridor as it 
provides the highway link across the River Exe enabling access to the city centre and 
Sowton and Marsh Barton industrial estates. Importantly, it operates as a single lane 
in the southbound direction for much of its length, it forms a key bottleneck on the 
corridor as a whole. 

2.5.3 A particular problem relates to the lane drop to the south of Countess Wear 
roundabout which frequently leads to queuing which propagates back to the junction 
causing it to operate inefficiently. Beyond the lane drop, speeds are low due to the 
inadequate carriageway standard for such high flows. The high flows on the route (as 
shown in Diagram 1) lead to the high journey times (as shown in Figure 1 and Figure 
2) and poor journey time reliability. 
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2.5.4 Other key features of the corridor are as follows: 

• a key part of the National Cycle Network (NCN) Route 2 and Exeter’s 
Cycle Network, but the current route has insufficient widths for key 
sections; 

• with the current station arrangement in Exeter, very few rail movements 
served by the ring road corridor. 

• A limited number of longer distance bus services using Bridge Road and 
routing via Topsham Road towards the City Centre as follows:  

- 2 and 2a – Exeter to Teignmouth / Newton Abbot via Dawlish 
(approx. 3 per hour) 

- 39 – Exeter to Newton Abbot via Bovey Tracey (approx. 1 per hour) 

- X38 – Exeter to Plymouth (approx. 1 per 2 hours) 

- X46 – Exeter to Paignton (approx. 1 per hour) 

- X64 – Exeter to Totnes via Newton Abbot (approx. 1 per 2 hours) 

• Further limited long distance bus services (53 and X53) using Rydon 
Lane and routing via Topsham Road towards the City Centre. 

• Two local services (D and H) from Digby using a short section of Rydon 
Lane and routing via Wonford and Heavitree Road towards the 
University. 

Impact of Future Growth 

2.5.5 As previously discussed (paragraph 2.3.2), the proposed growth in the city will 
inevitably increase demand on the corridor across all modes. The main opportunities 
for sustainable travel on the corridor will be as follows: 

• South West Exeter developments will have good cycle facilities along 
the Exe Estuary trail (i.e. into the City Centre), however, for other 
employment sites the distance and ease of access will prohibit larger 
uptake of walking and cycling; 

• The extension of the existing ‘A’ and ‘B’ bus services linking the new 
development through Marsh Barton and into the City Centre and 
beyond.  

• A new station is proposed at Marsh Barton and is promoted as a 
separate bid to the HotSW LTB. This will provide better access to the rail 
network for the developments to the South West of Exeter and existing 
users of the transport network. 

2.5.6 The new developments will be relatively well served by sustainable modes, however 
evidence of current mode shares in Exeter (provided in section 2.1) suggests there 
will still be a large increase in demand for travel by car. Opportunities for sustainable 
travel will be predominantly towards the City Centre. Therefore the largest increases 
in car use are likely to be along the ring road corridor. This will lead to a significant 



Exeter Bridge Road 
Option Assessment Report 

 
 

 
 

11 

worsening of conditions on Bridge Road in particular. Queuing is expected to 
propagate back into the Countess Wear junction more frequently, causing secondary 
delays on all the approaches to the junction. 
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3 Objectives for Future Improvements 

3.1 Problems to be Addressed 

3.1.1 It is vital that the transport network supports growth and ensures confidence as the 
City attracts new businesses and jobs. The successful delivery of sustainable growth 
is dependent on the provision of adequate transport infrastructure. The availability 
and quality of transport links play a key role in deciding where development takes 
place. The economic strength of the city, and the quality of life it has to offer, depend 
very much on the accessibility, speed, quality and cost of transport facilities. These 
are, in turn, constrained by the form and layout of the existing urban environment, the 
capacity of the infrastructure and by environmental and social considerations such as 
climate change, atmospheric pollution, health, safety, noise and vibration. 

3.1.2 It is clear that the scale of growth proposed within the city together with proposals 
adjoining the city to the east and south west will result in a significant increase in new 
trips and will add to the congestion as well as an unacceptable rise in emissions. It is 
therefore vital that targeted interventions are provided that address congestion and 
support a sustainable transport network. 

3.1.3 The developments to the South West of Exeter will place pressure on several of 
Exeter’s busiest corridors including the Ring Road corridor and in particular Bridge 
Road. This has implications for the efficient movement of goods and people, 
potentially impacting on the cost of operating businesses and their competitiveness 
within the labour market. 

3.1.4 The objectives for the interventions on the corridor are covered in the following 
section. 

3.2 Stakeholder Engagement 

3.2.1 The LTP3 strategy has been informed by a number of consultations. Panel hearings 
took place in January 2010 inviting a number of stakeholders, businesses and 
voluntary groups to present their priorities and vision for transport in Exeter.  

3.2.2 Overall the need to focus on further growth for housing and employment was 
supported. It was felt that a strong public transport and cycling network was required 
which includes a park and ride and better bus punctuality. Concerns were however 
raised about congestion and the need to proactively manage the transport system in 
order for Exeter to thrive. 

3.2.3 The vision for Exeter within Devon and Torbay’s LTP3 is that, ‘Exeter will be a focus 
for economic growth, supporting prosperity throughout Devon and Torbay. It will offer 
new employment, new housing and maintain a high standard of living.’ 

3.2.4 The need to support the economy is critical and this means being able to move 
people and goods around the city efficiently. In addition to that, the need to improve 
health levels and address air quality is also vitally important. The level of growth 
planned, particularly east of Exeter will put greater pressure on the highway network. 
Sustainable, low carbon transport solutions will play a vital role in providing improved 
choices for local trips and reducing congestion. 
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3.3 Objective One: Support development growth in the City 

3.3.1 As described in detail above, major housing and employment growth is underway or 
planned within Exeter and East Devon. The transport network is vital to this being 
delivered which maximises the economic benefits by continuing to function for all 
modes. The Bridge Road corridor filters significant trips onto the local and strategic 
network and will therefore be vital to delivering much of this growth. 

3.3.2 This objective will be measured by studying the delivery of housing and jobs in Exeter 
in a timely fashion. 

3.4 Objective Two: Maximise sustainable travel opportunities on the Ring 
Road corridor  

3.4.1 Exeter has a well developed cycle network and Bridge Road forms part of the 
National Cycle Network. It is essential that cycle links to the primary network are safe 
and direct and the transport network maximises opportunities for sustainable travel. 

3.4.2 In many cases buses are delayed in the same traffic as car, giving little incentive to 
travel by bus. Where it is not possible to provide extra bus capacity (e.g. through bus 
priority measures) it is essential that buses are not delayed further. 

3.4.3 This objective will be measured by bus patronage and cycle trips, both modes have 
an established baseline.   

3.5 Objective three - Deliver reliable journey times on the Ring Road Corridor 

3.5.1 Journey time reliability is essential to a well-functioning transport system. This 
supports bus travel, commuter journey plans and the movement of goods: reliable 
journey times are essential to the local economy.  The objective will be measured by 
examining traffic growth, journey times and peak spreading compared against a 
baseline. 
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4 Overview of Options Considered 

4.1 Method for Option Generating 

4.1.1 In preparing the LTP3 strategy, several corridors have been identified as possible 
candidates for targeted infrastructure; the Ring Road and specifically Bridge Road are 
listed amongst these. The LTP3 suggests widening of Bridge Road to two lanes, 
however this report revisits the option selection process to ensure the most 
appropriate option has been selected. The interventions presented as options are all 
specifically targeted on Bridge Road in order to achieve the objectives section 3.  

4.1.2 The features of the corridor and the contribution of sustainable modes discussed 
earlier shows that it would be proactive to target a capital intervention along Bridge 
Road that provides additional road capacity but also supports sustainable travel.  

4.2 Options Considered  

4.2.1 Demand management has not been considered in its own right as it is considered 
intrinsic to Exeter’s future growth strategy and will form part of any scheme brought 
forward on the ring road corridor.  

4.2.2 Similarly, a specific walking and cycling scheme has not been considered on its own 
as it is unlikely that improvements of this nature can deliver a significant amount of 
development growth. Walking and cycling improvements will be considered as part of 
schemes with a better chance of meeting the scheme objectives. 

4.2.3 No further rail scheme has been considered to be feasible, or at least would have any 
meaningful impact on Bridge Road. A scheme to deliver a new station at Marsh 
Barton is being progressed through a separate bid to the LTB. Using this station it will 
be possible to access locations to the north of Bridge Road. 

4.2.4 It is assumed that the developments to the South West of Exeter will be provided with 
bus facilities through the extension of existing services towards the City Centre. Table 
2 therefore lists the bus improvements have therefore been considered to supplement 
the assumed planned services, a commentary has also been provided to justify an 
overall upgrade strategy. 

 

Item Commentary 

New services routing from Matford 
P&R, the South West Exeter 
developments, Digby and Sowton, 
Honiton P&R and Pinhoe 

This service would provide a realistic bus 
alternative for prospective Bus users to access 
employment sites to the West of the City. 

Doubling of bus frequency for 
existing services on Bridge Road 
(2, 2A, 39, X38, X46, X64 

Intended to reduce wait times at bus stops and 
improve reliability. 

Existing bus patronage is relatively low, 
meaning potential mode shift is small. 

Competing car route split between Bridge 
Road and Alphington road may lead to relief on 



Exeter Bridge Road 
Option Assessment Report 

 
 

 
 

15 

the wrong corridor. 

Likely to add to ongoing issues with 
commercial viability. 

Improved bus priority without 
widening: 

Reallocation of existing road-space 
on approaches to Countess Wear, 
Bridge Road northbound and 
Bridge Road southbound exit to 
provide bus lanes. 

No changes to Topsham Road 

Delays to buses still experienced on remainder 
of the route. 

Countess Wear and Bridge Road operate at 
capacity already. Capacity freed up by mode 
shift unlikely to be enough to compensate for 
loss of capacity to general traffic. Queues 
created will prevent buses accessing bus 
priority measures so benefits will not be 
realised. 

Improved bus priority with 
widening: 

As above but with widening of 
bridge road to four lanes (one lane 
+ bus lane in each direction). 

Highway boundary widening on 
Topsham road where low cost 
(likely to be limited). 

Bridge Road improvements would be 
expensive and the benefits would be 
experienced by relatively few people. 

Constrained environment, meaning 
opportunities are limited or expensive on 
Topsham Road, therefore any affordable 
scheme will have limited impact. 

Table 2 – Bus options considered 

4.2.5 Given the results in Table 2, two bus improvement options have been taken forward 
to the EAST assessment. All options include the new services as described, the first 
would include no new bus priority and the second would include bus priority through 
widening.  

4.2.6 Two highway improvement options have been considered that upgrade Bridge Road 
in the southbound direction to two lanes. The first will retain the route’s existing single 
carriageway standard, the second will look to improve the route to dual carriageway. 
Both options will aim to remove a major bottleneck from the Exeter road network, 
facilitating movements for all vehicles on the ring road. 

4.2.7 In summary four schemes have been identified for further assessment: 

• Upgrade to bus provision for users of the Ring Road Corridor with no 
new bus priority; 

• Upgrade to bus provision with bus priority through widening 

• Widening of Bridge Road to a four lane single carriageway and 
relocation of pedestrians and cyclists; 

• Upgrade of Bridge Road to a dual carriageway with two lanes in each 
direction. 
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4.3 Assessment of Potential Options  

4.3.1 The assessment of potential options has been carried out using an Option  
Assessment Framework as set out in WebTAG 2.1.2C Option Development (Stage 1) 
with evidence presented in relation to the:  

• Strategic Case - including fit with other relevant local, regional and 
national objectives, programmes and strategies;  

• Value for Money Case (VfM) – including consideration of supporting 
analyses on social and distributional impacts for each option;  

• Delivery Case – including deliverability analysis and stakeholder and 
public acceptability;  

• Financial Case - including funding and affordability analysis (including 
commercial viability where applicable) and a preliminary 
cost/risk/optimism bias assessment;  

• Commercial Case - analysis of potential route to procurement.  

4.3.2 The Early Assessment and Sifting Tool (EAST) has been used to assess the options 
as it is consistent with Transport Business Case principles and provides a clear and 
consistent comparison of scheme options.  

4.4 Upgrade to bus provision with no new bus priority 

4.4.1 This option would include provision of new services routing between Matford P&R, 
the South West Exeter developments, Digby and Sowton, Honiton P&R and Pinhoe to 
provide opportunities for bus travel along the ring road corridor. The service would be 
high frequency (three services per hour) and provide a viable bus alternative for 
residents of the South West Exeter developments wishing to access employment 
sites to the east of the city. 

4.4.2 The scheme would have a strong fit with national policy but would be less likely to 
meet the objectives set for the scheme, given that it the option will provide limited 
opportunities for travel and only enable a small proportion of the planned 
development. 

4.4.3 The scheme would be expected to achieve a level of mode shift which will lead to a 
benefit to all road users through reduced congestion. However the mode shift is 
unlikely to be great enough to alleviate the significant congestion predicted on the 
corridor and hence the scheme is unlikely to achieve the highest VfM scoring. 

4.4.4 Environmentally, the scheme would have only a small impact with increased noise 
affected receptors particularly on Bridge Road and at Countess Wear. There might 
also be some potential for a slight worsening of air quality due to increased frequency 
of buses in these areas. 

4.5 Upgrade to bus provision with new bus priority through widening  

4.5.1 Currently the greatest congestion builds up on the Rydon Lane and Bridge Road 
approaches to Countess Wear and southbound on Bridge Road. For bus lanes to be 
worthwhile they must allow buses to bypass queues in these areas and gain an 
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advantage over general traffic.  Given the constraints in the area, bus lanes will be 
expensive to deliver, are likely to require third party land. 

4.5.2 It is felt that the most effective option would be to provide bus lanes southbound on 
Rydon Lane (approaching Countess Wear), northbound along Bridge Road between 
Countess Wear Bridge and Countess Wear roundabout, and southbound on Bridge 
Road between Countess Wear and the lane drop. 

4.5.3 The option will impact on the County Wildlife site to the north of the Countess Wear 
bridge. 

4.5.4 This option would build on the previous option by making bus more attractive through 
more reliable and quicker bus journey times from additional bus priority measures. 
These bus priority measures would not be implemented to the detriment of other road 
users. 

4.5.5 The scheme would retain many of the advantages of the previous option but would be 
likely to achieve a higher bus mode split which would lead to reduced congestion, 
reduced journey times and also vehicle operating cost benefits. The scheme would 
however be significantly more expensive and so the overall VfM scoring is likely to be 
lower overall. 

4.6 Widening of Bridge Road to a four lane single carriageway  

4.6.1 This option will involve widening of the existing carriageway in the southbound 
direction using space made available through removal of existing pedestrian / cycle 
facilities on the east side of the carriageway. These facilities will be relocated to a 
new cantilevered structure added to the upstream side of the existing Countess Wear 
bridge. 

4.6.2 The Countess Wear Bridge is a listed structure and formal consultation was 
undertaken with bodies such as English Heritage before Listed Building Consent was 
granted in 2009. A further Listed Building application will be submitted in 2014 
covering further detailed design development since 2009. 

4.6.3 The new cycle bridge and foot/cycleway route on the north of Bridge Road will have 
an impact on the County Wildlife Site to the north. However, enhancing the cycle 
route will improve the links into the Riverside Valley Park County Wildlife Site which is 
a key leisure and recreation area and this offsets the negative impact. To the south of 
Bridge Road is the Exe Estuary Site of Special Scientific Interest but the scheme will 
have no impact on the south side, as almost all works will take place to the north with 
only minimal resurfacing and realigning within the existing highway boundary on the 
southern side. 

4.6.4 The scheme fits well with national policy and meets the objectives set for the scheme 
strongly. It will promote development in South West Exeter by providing a good 
quality and reliable route to the trunk road network and the rest of the country. The 
upgrade to cycling provision will further promote travel by sustainable modes on the 
corridor. 

4.6.5 The scheme will provide significant benefit in reduced travel times and improved 
reliability for cars, goods vehicle traffic and buses. It is a relatively costly option but 
the travel time savings from the scheme are likely to significantly outweigh the costs 
and hence the scheme will achieve an excellent VfM scoring. 
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4.7 Widening of Bridge Road to a dual carriageway (2 lanes in each 
direction) 

4.7.1 This option would involve upgrade of Bridge Road to full dual carriageway standard 
between Countess Wear and the Matford roundabout with retention of cycle facilities 
to current standard. 

4.7.2 The scheme would benefit from greater safety benefits to general traffic as dual 
carriageways are known to operate more safely than single carriageways. 

4.7.3 The scheme would have very significant environmental impacts and there are 
questions over its deliverability. One of the biggest challenges will be working a 
solution across the Countess Wear (a listed building). The scheme will also large 
impacts on the Riverside Valley Park County Wildlife Site which is a key leisure and 
recreation area and the Exe Estuary Site of Special Scientific Interest. 

4.7.4 The scheme would provide significant benefit in reduced travel times and improved 
reliability for cars, goods vehicle traffic and buses compared to the without scheme 
scenario. However these benefits would only be marginally greater than the four-lane 
single carriageway option, whilst being the most costly option by some margin, 
meaning an overall lower VfM scoring. 

4.8 Conclusion of EAST Assessment 

4.8.1 Details of the assessment of each option are included in Appendix 1 and a summary 
of the resulting scores is given in Table 3. Comparison of the performance of the 
options shows the following main conclusions:  
 

• All of the schemes are likely to achieve at least high value for money but 
a range of Benefit Cost Ratios (BCRs) are anticipated for the four 
schemes considered. The highest VfM category is predicted for the 
widening option to four lanes, with similar VfM scores for the other three 
schemes. It should be noted that the greatest transport user benefits are 
predicted for the widening option of the single carriageway to four lanes 
and the full dualling, and that these benefits will be approximately equal. 

• The principles of the bus based options provide the best fit with national, 
local and scheme specific objectives. However it is unlikely that these 
schemes can actually deliver on the primary objective of supporting 
growth within the City. Whilst the widening schemes offer a weaker fit 
with wider policy, they are more likely to better support development and 
therefore meet the objectives set for the scheme. 

• Most schemes score similarly on the Managerial heading with the 
widening to four lanes scoring highest due to it being furthest developed 
and having the highest probability of success (and hence public 
acceptability). The full dualling scheme has been scored lowest, being 
the least developed, most difficult to deliver and possessing large 
environmental concerns. 

• Two schemes, bus (no infrastructure) and widening to four lanes, are 
considered to be affordable. The other two schemes, bus (with 
infrastructure) and dual carriageway have significant funding gaps. 
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• The bus based schemes are considered to have the highest flexibility as 
the level of service can be scaled up and down. The highway schemes 
are not considered to be flexible. 
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Impacts 
Bus (no 
infra-
structure) 

Bus (with 
infra-
structure) 

Widening to four 
lanes (2+2) and 
reallocation of 
peds to adjacent 
bridge 

Full Dualling 

STRATEGIC  13  15  17  17 

Scale of impact 2 3 4 4 

Fit with wider 
transport and 
government 
objectives 

5 5 4 4 

Fit with other 
objectives 

3 4 4 4 

Degree of 
consensus over 
outcomes 

3 3 5 5 

ECONOMIC  22  23  24  21 

Economic 
Growth 

2 3 5 5 

Carbon 
emissions  

4 4 3 3 

Socio-
distributional 
impacts 

4 4 3 3 

Local 
environment  

4 4 4 2 

Well being 4 4 4 4 

VfM Category 4 4 5 4 

MANAGERIAL  11 10  13  8 

Public 
acceptability  

3 3 4 3 

Practical 
feasibility 

5 4 5 2 

Supporting 
evidence 3 3 4 3 

FINANCIAL   8 6  8  3  

Affordability 3 3 5 1 

Overall cost risk 5 3 3 2 

COMMERCIAL   5 4  2  2  

Flexibility of 
option 4 3 1 1 

Generated 
income 

1 1 1 1 

AVERAGE 3.5 3.4 3.8 3.0 

Table 3 – Summary of EAST Assessment 
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4.8.2 Overall the scheme widening Bridge Road to 4 lanes is considered to be the best 

performing option and the clear candidate for taking forward to detailed assessment. 
It is the top scoring scheme in each impact category except commercial due to the 
low flexibility of the option. 

4.8.3 Consequently it is recommended that only the widening to four lanes is taken forward 
to Stage 2. All other options showed significantly lower performance and so there is 
no justification to take any of the other options forward. 
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Appendix 1

EAST 

Assessments



Option Name/No.

Date 14/01/2014

Description

Identified problems and 

objectives

Scale of impact 2 Due to congestion bus patronage is not expected to realise the 

potential of the increased frequency and increased accessibility 

resulting from the upgrade to services. 

Fit with wider transport 

and government 

objectives

5. high Fits with objectives to reduce car travel and increase the use of 

public transport.

Fit with other objectives 3 Obj 1: Low / Medium - unlikely to support large scale development 

growth

Obj 2: Medium / High - Strong fit but increased congestion could 

encourage switch back to car.

Obj 3: Low / Medium - unlikely to deliver large benefits due to 

development causing increased congestion.

Key uncertainties

Degree of consensus 

over outcomes

3 DCC have concerns about effectiveness of scheme in fully achieving 

objectives.

Economic growth 2. Red / Amber Connectivity will be slightly improved but buses are vulnerable to 

reliability and resilience problems leading to a situation of worsening 

congestion, less reliable buses and slow move from bus back to car.

Carbon emissions 4. Amber/green Overall veh-km will decrease with the expected transfer from car to 

bus. 

Socio-distributional 

impacts and the regions

4. Amber/green Bus service upgrade will improve accessibility for non car users. 

Local environment 4. Amber/green Positive impact on local environment due to buses reducing overall 

numbers of cars.

Well being 4. Amber/green Marginal improvement in safety due to fewer cars. 

Expected VfM category 4. High 2 - 4 Benefits not calculated but should be high mainly due to 

congestion reduction, resulting in a high VfM due to 

relatively low costs. 

Implementation 

timetable

4. 1-2 years Relatively fast implementation as highway works not required.

Public acceptability 3 LTP3 consultation identified concerns with punctuality and 

reliability.

Practical feasibility 5.High Improved bus services are straightforward to implement. 

What is the quality of the 

supporting evidence?

3 Based on previous bus service improvements.

Key risks

Affordability 3 Depends on developer funding. 

Capital Cost (£m) 1. None 

Revenue Costs (£m) 02. 0-5

Cost profile

Overall cost risk 5. Low risk 

Other costs

Flexibility of option 4 Bus service levels can easily be scaled up or down. 

Where is funding coming 

from?

Any income generated? 

(£m)

No 1. None

Commercial

Revenue Cost: Developer funding 

Economic

Managerial

Possibility that service will be affected by congestion reducing reliability and 

patronage and the service becomes unsustainable.

Financial

£400,000 per year for 5 years, net amount including fare revenue. 

None

Probable that bus service will be affected by congestion reducing reliability and patronage so not 

fulfilling the scheme objectives.

Early Assessment and Sifting Tool (EAST) - Expanded Print View

New Bus Route (no infrastructure)

New services routing from Matford P&R, the South West Exeter developments, etc.

Strategic

To provide additional opportunities for travel along the ring road corridor which will enable 

growth in housing and employment to the south and east of the City.



Option Name/No.

Date 14/01/2014

Description

Identified problems and 

objectives

Scale of impact 3 Bus patronage may increase because bus becomes more attractive 

to car, however limited patronage will mean modest change for other 

vehicles

Fit with wider transport 

and government 

objectives

5. high Fits with objectives to reduce car travel and increase the use of 

public transport.

Fit with other objectives 4 Obj 1: Medium - may support some development growth

Obj 2: High - Strong fit.

Obj 3: Medium - unlikely to deliver large benefits due to development 

causing increased congestion.

Key uncertainties

Degree of consensus 

over outcomes

3 DCC have concerns about effectiveness of scheme in relieving 

congestion for other road users.

Economic growth 3. Amber Connectivity will be improved for bus users but impact on reducing 

congestion for other road users will be limited.

Carbon emissions 4. Amber/green Overall veh-km will decrease with the expected transfer from car to 

bus.

Socio-distributional 

impacts and the regions

4. Amber/green Bus service upgrade will improve accessibility for non car users. 

Local environment 4. Amber/green Positive impact on local environment due to buses causing much 

larger numbers of cars.

Well being 4. Amber/green Marginal improvement in safety due to fewer cars. 

Expected VfM category 4. Low 1 - 1.5 Benefits not calculated but should be low mainly due to limited 

congestion reduction and comparatively high costs, resulting in a low 

VfM. 

Implementation 

timetable

5. 2-5 years Longer implementation timescale due to highway works required.

Public acceptability 3 LTP3 consultation identified concerns with punctuality and 

reliability.

Practical feasibility 4 Improved bus services are straightforward to implement, feasibility of 

new bus lanes is less certain.

What is the quality of the 

supporting evidence?

3 Based on previous bus service improvements.

Key risks

Affordability 3 Depends on developer funding. 

Capital Cost (£m) 02. £0-5m

Revenue Costs (£m) 02. 0-5

Cost profile

Overall cost risk 3. Med risk 

Other costs

Flexibility of option 3 Bus service levels can easily be scaled up or down.

Bus lane provision can be scaled up or down.

Where is funding coming 

from?

Any income generated? 

(£m)

No 1. None

Can be difficult to encourage travellers away from cars, therefore there is potential for only a 

small mode shift to bus which will only lead to modest benefits to other vehicles.

Early Assessment and Sifting Tool (EAST) - Expanded Print View

New Bus Route (with infrastructure)

New bus services + widening and new bus lanes

Strategic

To provide additional opportunities for travel along the ring road corridor which will enable 

growth in housing and employment to the south and east of the City.

Commercial

Capital cost: LTB with LTP and/or CIL/S106/New Homes Bonus.

Revenue Cost: Developer funding

Economic

Managerial

Possibility that service will be affected by congestion reducing reliability and patronage and the 

service becomes unsustainable.

Financial

Capital cost of £15m over 3 years.

£400,000 per year for 5 years, net amount including fare revenue. 

None



Option Name/No.

Date 14/01/2014

Description

Identified problems and 

objectives

Scale of impact 4 Expected to remove congestion on Bridge Road and secondary 

problems at Countess Wear, significantly increasing opportunities for 

travel on the Ring Road.

Fit with wider transport 

and government 

objectives

4. med / high Addresses key bottleneck. Specific provision for sustainable modes 

and reliability benefits accrued by buses in terms of reliability 

therefore encouraging sustainable travel.

Fit with other objectives 4 Obj 1: Medium / High - will support large development growth

Obj 2: Medium - Some secondary reliability benefits to bus travellers

Obj 3: Medium / High - likely to deliver large benefits

Key uncertainties

Degree of consensus 

over outcomes

5 Bridge Road identified as a key constraint duing the LTP3 

consultation, therefore the public are likely to support any scheme 

which addresses problems here.

Economic growth 5. Green Connectivity will be significantly improved between key housing and 

employment sites.

Carbon emissions 3. Amber Reduced queuing will occur, however scheme is likely to encourage 

a higher proportion of car trips and higher vehicle-km.

Socio-distributional 

impacts and the regions

3. Amber Some improvements for bus users due to increased reliability, 

however benefits will be weighted more towards higher income 

groups.

Local environment 4. Amber/green Reduction in routing onto local roads and reduced queuing.

Well being 4. Amber/green Marginal improvement in safety due to better segregation of cycle 

from general traffic and routing of traffic away from unsuitable routes. 

Expected VfM category 5. Very High (4+) High user benefits will significantly outweigh the capital cost of this

scheme and lead to a BCR above 4.0.

Implementation 

timetable

5. 2-5 years Scheme is well advanced in terms of design and statutory process.

Public acceptability 4 Bridge Road identified as a key constraint duing the LTP3 

consultation, therefore the public are likely to support any scheme 

which addresses problems here.

Practical feasibility 5. High Designs are well advanced.

What is the quality of the 

supporting evidence?

4 Previously studied as part of Exeter PUA improvements

Key risks

Affordability 5 Funding already allocated by DCC and LTB.

Capital Cost (£m) 3. £5-10m

Revenue Costs (£m) None

Cost profile

Overall cost risk 3. Med Risk

Other costs

Flexibility of option 1 Option is not flexible.

Where is funding coming 

from?

Any income generated? 

(£m)

No 1. None

Scheme does not impact on congestion elsewhere on the corridor, therefore opportunities to 

travel may be constrained by other parts of the Exeter road network.

Early Assessment and Sifting Tool (EAST) - Expanded Print View

Bridge Road Widening to four lanes (with cycle provision)

Use available cycle lane to reallocate roadspace and provide an additional southbound lane on 

Bridge Road. Provision of a new adjacent bridge to provide segregated cycle provision.

Strategic

To provide additional opportunities for travel along the ring road corridor which will enable 

growth in housing and employment to the south and east of the City.

Commercial

Capital cost: LTB with LTP and/or CIL/S106/New Homes Bonus.

Economic

Managerial

None

Financial

Capital cost spread over 2 years

None



Option Name/No.

Date 14/01/2014

Description

Identified problems and 

objectives

Scale of impact 4 Expected to remove congestion on Bridge Road and secondary 

problems at Countess Wear, significantly increasing opportunities for 

travel on the Ring Road.

Fit with wider transport 

and government 

objectives

4. med / high Addresses key bottleneck. Specific provision for sustainable modes 

and reliability benefits accrued by buses in terms of reliability 

therefore encouraging sustainable travel.

Fit with other objectives 4 Obj 1: Medium / High - will support large development growth

Obj 2: Medium - Some secondary reliability benefits to bus travellers

Obj 3: Medium / High - likely to deliver large benefits

Key uncertainties

Degree of consensus 

over outcomes

5 Bridge Road identified as a key constraint duing the LTP3 

consultation, therefore the public are likely to support any scheme 

which addresses problems here.

Economic growth 5. Green Connectivity will be significantly improved between key housing and 

employment sites.

Carbon emissions 3. Amber Reduced queuing will occur, however scheme is likely to encourage 

a higher proportion of car trips and higher vehicle-km.

Socio-distributional 

impacts and the regions

3. Amber Some improvements for bus users due to increased reliability, 

however benefits will be weighted more towards higher income 

groups.

Local environment 2. Red / Amber Reduction in routing onto local roads and reduced queuing.

Widening leads to impact on County Wildlife Site and SSSI.

Well being 4. Amber/green Marginal improvement in safety due to better segregation of cycle 

from general traffic and routing of traffic away from unsuitable routes. 

Expected VfM category 4. High User benefits anticipated to be similar to widening, however due to 

significantly higher capital costs, a BCR between 2 and 4 is expected.

Implementation timetable 5. 5-10 years Significant design work required and statutory processes will have to 

be restarted.

Public acceptability 3 Bridge Road identified as a key constraint duing the LTP3 

consultation, therefore the public are likely to support any scheme 

which addresses problems here. However public likely to 

acknowledge large environmental impact.

Practical feasibility 2 Very challenging to widen existing bridge to accommodate dual 

carriageway.

What is the quality of the 

supporting evidence?

3 Option has not been studied in detail but the findings from the current 

design work strongly suggests this option will be difficult to 

implement.

Key risks

Affordability 1 Unlikely to be affordable given current funding allocations.  DCC 

funds have already been assigned to other projects. No prospect of 

further funding from the LTB

Capital Cost (£m) 4. £10-25m

Revenue Costs (£m) None

Cost profile

Overall cost risk 2

Other costs

Flexibility of option 1 Option is not flexible.

Where is funding coming 

from?

Any income generated? 

(£m)

No 1. None

Scheme does not impact on congestion elsewhere on the corridor, therefore opportunities to 

travel may be constrained by other parts of the Exeter road network.

Early Assessment and Sifting Tool (EAST) - Expanded Print View

Upgrade Bridge Road to full dual carriageway

Upgrade to full dual carriageway standard. Provision of a new adjacent bridge to provide 

segregated cycle provision.

Strategic

To provide additional opportunities for travel along the ring road corridor which will enable growth 

in housing and employment to the south and east of the City.

Commercial

Capital cost: LTB with LTP and/or CIL/S106/New Homes Bonus.

Economic

Managerial

Ability of bridge to accommodate full dual carrigeway design.

Financial

Capital cost spread over 2 years

None
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