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Arundel SCATE (Ascate) is an Arundel residents group, affiliated to the South Coast Alliance for 
Transport and Environment (SCATE) network body. Ascate has around 200 signed up supporters, 
comprising almost entirely local residents and small businesses, and wider support in Arundel and 
nearby villages. It was formed in 2014 in response to the latest Highways England proposals for a 
major dual carriageway bypass to the town of Arundel on the A27 SRN route. 
 
Arundel SCATE supports sustainable, long term solutions to traffic issues in the area including 
moderate road improvements and integrated public transport and active travel measures. The group 
opposes plans for an outdated and hugely damaging dualled, off-line bypass across the Arun Valley. 
 
We welcome  establishment of TfSE as a Sub-national Transport Body for the south east and believe 

this new body can provide a lead in coordinated integration of  transport networks, enable high 

standards in sustainable spatial development  and forward thinking infrastructure development 

across transport authorities. In particular, TfSE can help to ensure that tackling the climate and 

ecological crisis is at the heart of all transport and access improvement plans to develop a healthy 

and balanced economy. 

Ascate is pleased to be able to contribute comments on TfSE's draft strategy. 
 

 
Strategy vision, goals, priorities and principles 

 
Ascate generally supports the vision and strongly supports the strategic priorities and the key 
principles. 
 
However, whilst understanding that TfSE is compelled to work to government objectives, we would 
challenge the idea of 'sustainable economic growth' which is an oxymoron in a world of finite 
resources and sinks and suggest that a vision of a healthy and thriving economy that will equitably 
sustain current and future generations, is more appropriate. 
 
We are concerned that while the strategy recognises the three key pillars for sustainability, it gives 
undue emphasis to economic development at the expense of environmental and social sustainability. 
 

• Climate change and ecological damage must be overriding considerations when planning 
strategic and local interventions. 

• The strategy must recognise the urgency of the need for action on climate and natural 
environment. 

• Staged, clear measures working to interim targets towards 2050 and a carbon budget 
reflecting government and international targets should be adopted, possibly using the  Tyndall 
Centre for Climate Change Research regional budgets. 

 
We welcome TfSE’s overarching approach in planning for people and places rather than vehicles. This 
is forward thinking and recognises the abundant evidence that the ‘predict and provide’ approach to 
managing transport demand – planning for vehicles - does not reduce traffic congestion and that 'plan 



and provide' (a better term, we feel, than 'vision and validate') is the way to develop travel planning, 
based around planning for people and places. We feel this is the way to develop attractive and 
healthy towns and thriving local economies. 
 
We welcome the holistic multi-modal approach in addressing whole journeys, from first mile to last 
mile and linked public transport services of all types.  However, local infrastructure for active travel is 
largely ignored as important elements of these journeys when it comes to interventions.  
 
Prioritising new highways in the short term is contradictory. New roads are long term interventions, 
taking transport backwards  -.increasing car use and dependency and barriers to public transport 
improvement and active travel - before it can be improved for people and places.  New roads will also 
increase CO2 emissions, poor air quality and loss of biodiversity. 
 

• Priorities for investment should reflect the well-argued principles and not revert to 'predict and 
provide'. 

• People and Places, not Vehicles should be prioritised in shorter term planning rather than new 
roads.  

 
 

Governance  and policies 
 
Whilst economic and some social interests appear to be recognised in the partners engaged with 
TfSE, this is clearly not complete when regarding the range of principles the body aims to work to. A 
glaring omission is representation of public health interests, but also environmental, nature 
conservation, community and NGO sector bodies. Policies should reference biodiversity, landscape 
and amenity, waste and energy, flooding etc. 
 

• The benefits of sustainable transport to health and wellbeing, with corresponding savings to 
the NHS should be recognised and promoted. 

 
 

Journey types 
 
M27/A27/A259 corridor 
 
Whilst the Strategy proposes to 'build consensus' on solutions  along this corridor, it should be 
remembered that local authorities, businesses and residents along this corridor have been told for 
over 40 years that new bypasses will solve congestion issues at Chichester, Arundel, Worthing and 
east of Lewes based on a long out-of-date 'predict and provide' planning approach. This has 
generated an entrenched position of established administrations.  
Over the years, the views, concerns and understanding of transport of many local residents started to 
shift and several groups have emerged rejecting major dual carriageways and seeking more 
sustainable and less damaging solutions. Ascate is one of these groups focused on Arundel. Building 
consensus is likely to be difficult. 
 
Pursuing development of a new major dual carriageway at Arundel would be hugely environmentally 
damaging in terms of wildlife habitat and rare species impacts, devastate local communities at 
Binsted, destroy popular local amenity and landscape for Arundel, generate increased traffic for the 
whole corridor and would be vastly expensive – beyond the allocated RIS1 budget – not least because 
of flooding risk and geological issues. 
 



Ascate believes that some road improvement is needed at Arundel and supports a more modest, 
affordable and far less damaging scheme that enables good traffic flow without increasing capacity, 
linked with public transport measures and infrastructure for good walking and cycling connectivity 
(which is currently very poor), particularly for access to the two railway stations which serve the town 
on the Arun Valley Line and the West Coastway Line. Since a third of traffic on the A27 at Arundel is 
local, local improvements could have a significant impact on congestion, particularly for school and 
local employment access. 
 

• It is felt that the 'Arundel Alternative' (A27Arundel.org) route will resolve most of the traffic 
flow issues at Arundel, while enabling modal shift, and better street design will reduce high 
levels of local car dependency. 

• Walking, cycling and bus access to Ford station from Arundel would hugely benefit Arundel 
and the local villages and Littlehampton, for access to employment, education and for visitors. 

• Improving the West Coastway rail line for frequency and speed, alongside new, extended and 
linked local bus services could transform accessibility for Arun if fare affordability was 
addressed. 

 
Arundel A27 issues and potential solutions illustrate the relevance of local transport measures to 
inter-urban corridors. However, as a road building and managing company, Highways England's role is 
to build and manage roads, not to seek sustainable solutions to transport and access issues. It is not 
rational to allocate responsibility to HE to identify solutions to traffic congestion. 
 

• TfSE should support a review of the role of Highways England and the outdated models for 
traffic forecasting and travel behaviour with which it is expected to work, including pursuing a 
'predict and provide' approach. 

• The strategy should recognise the potential impact of local transport measures in improving 
SRN and other major routes. 

• Local trips, in particular walking and cycling and local buses, have to be regarded as important 
for the working of the transport network for the whole region. Infrastructure to increase 
walking and cycling improves access to rail and bus services serving inter-urban and longer 
distance corridors. 

 
Highways England has argued that improving rail and bus services does not result in a shift away from 
car use as they increase economic activity which increases all trips in all modes, because as freed up 
road space induces further car traffic. However, this indicates the failure of increasing road capacity. 
Traffic reduction by shift to public transport should be 'locked in' with corresponding car carrying 
capacity reduction. It is unlikely that HE would advocate such measures, which have been 
demonstrated to work in northern european countries. 

 
 
Gateways and freight 

 
Clearly in view of climate impacts, expansion of airports and aviation cannot be supported. Whilst this 
is a national government responsibility, as a transport mode, it cannot be ignored by TfSE. Surface 
transport impacts of airport expansion are significant – on traffic congestion (impacting business), 
communities near to airports, biodiversity and landscape as well as carbon emissions.  
 

• Proposals to increase air freight should be challenged. 

• Vastly improved access by public transport to airports is needed, along with car parking 
constraints and support for nearby LAs to limit off-site parking. 



 
Use of coastal and inland waterways should be investigated in the Freight study. 
A major shift of freight to railways and local distribution by EV vans is needed if we are to decarbonise 
freight. 
 
 

Housing 

 
Government housing allocations are not aligned with employment hubs and Arun has had 
unreasonable demands for housing numbers placed upon it. This is resulting in greenfield 
developments far from any transport or other service facilities. All new housing should be developed 
close to employment where possible and with good transport access in addition to providing services 
and opportunities to meet needs locally as recommended by Transport for New Homes and CIHT – 
and NPPF to an extent. 
 

• TfSE should lobby MHCLG for reassessment of housing allocation and how this should be done 
on a more sustainable basis and amendment of the NPPF to enable  local planning authorities 
to enforce more sustainable transport based development. 

 
 
Other  
 

• High fares are a barrier to public transport use, which must be addressed. 

• Walking and cycling are key modes should be given far higher prominence in the strategy. It 
currently ignores LCWIPs which are being developed across the region. 

• Bus services, including priority measures, on-demand and mini-services need to be invested in 
as they are crucial for linking other services and for access for a large proportion of the 
population who do not drive. 

• Evs are not the carbon saviours they are often assumed to be and should not be seen as key 
mechanisms for carbon reduction. 

• The KPI for biodersity should reflect the principle of biodiversity gain and not simply seek to 
achieve no loss. 
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