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1 Introduction 

1.1 Introduction 

1.1.1 Charles and Associates are instructed by the promoters of the potential Garden 

Village in the Hempstead Valley area, as part of the Maidstone Borough Council 

Local Plan review. 

1.1.2  This note has been prepared to expand on information presented in the original 

prospectus response submitted at the first consultation stage. The note considers 

the following key topics: 

 Delivering sustainably accessible development; 

 Achieving suitable access; 

 Supporting wider highway benefit through proportionate infrastructure 

delivery. 
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2 Delivering Sustainable Development  

2.1 Policy Context 

2.1.1 Both national policy, as set out in the National Planning Policy Framework (NPPF), 

and local policy requires new development to come forward in a manner that 

supports and encourages sustainable travel. 

2.1.2 A garden village comes with a presumption of some level of inherent sustainability, 

arising from the mix of uses and the establishment of a new community. However, 

it is unlikely that the opportunities can be maximised by these means alone. Simple 

reliance on the principle of a garden village is likely to miss opportunities to affect 

a wider influence in improving sustainable travel and deriving greater benefit. 

2.2 The Existing Context 

2.2.1 Lidsing Garden village would, as proposed, be situated between the existing areas 

of Lordswood to the west and Hempstead to the east. Both are residential areas, 

but Lordswood benefits from a very well established and successful 

commercial/employment area. Likewise, Hempstead has a successful retail 

offering at Hempstead Valley Shopping Centre. Unfortunately, the two areas share 

little or no interconnectivity by modes of travel other than the car. 

2.2.2 As discussed in the original prospectus, this gives rise to two sustainable travel cul-

de-sac. As illustrated on Figure 2.1 (extracted from the prospectus), this is evident 

from the bus routes which are orientated relative to Chatham but as loops with 

limited geographical connectivity, particularly with very little scope for east-west 

travel. 
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Figure 2.1 – Existing Sustainable Access 

 

2.2.3 As a result the only practical means to currently travel between Lordswood and 

Hempstead is by car, using either the local rural lanes or the strategic road network 

(SRN) of the M2. 

2.3 The Sustainable Travel Opportunities 

2.3.1 Lidsing Garden Village would sit between the two areas providing sustainable 

connectivity from the proposed development to each of these areas, linking the 

proposed new residential area to both the employment and retail offerings 

respectively. 

2.3.2 More significantly, the proposals offer an opportunity to link to the Lordswood and 

Hempstead areas, improving the sustainable accessibility of both and contributing 

towards a wider net shift towards sustainable travel. 

2.4 Delivering Sustainable Access Connectivity 

2.4.1 To provide for the sustainable development and wider benefit, Lidsing Garden 

Village will both take advantage of existing connectivity, with enhancement where 

necessary, and provide new infrastructure. 
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 Connectivity to the East 

2.4.2 As discussed in the original submission, the development proposes to introduce a 

new road link and fourth arm at the roundabout of junction 4, M2. This would allow 

non-car modes of travel to also access the southern areas of Hempstead and gain 

access to routes along Hoath Way heading north. 

2.4.3 In addition to this there is potential to take advantage of existing rights of way, 

along Chapel Lane, to potentially provide a dedicated sustainable travel corridor 

directly from the development to Hempstead Valley Drive and therefore the 

Shopping Centre. Chapel Lane is an existing road that crosses the KCC and 

Medway boundary and whilst remaining part of the public highway in both 

highway authority areas, has been closed to traffic, operating effectively as 

restricted byway for pedestrian, cycle and equestrian use (see highway boundary 

extract at Annex A). In its current form, the route allows for these non-car modes 

to directly access the Hempstead Shopping Centre from the proposed 

development. However, there is also scope to further enhance this route to serve 

for bus or other mass transit options, as part of an overall objective to link 

Lordswood, Hempstead and Lidsing Garden Village. 

Connectivity to the West 

2.4.4 As part of the wider infrastructure proposals, the Lidsing Garden Village proposals 

envisage a new highway connection to the west, at North Dane Way. Details of the 

highway infrastructure are discussed below. This would provide new multi-modal 

routes between the proposed Garden Village and Lordswood and, in conjunction 

with the above, wider connectivity between Lordswood and Hempstead. 

2.4.5 Furthermore, a number of existing footway and byways link land that is to form 

part of the Lidsing Garden Village to the Lordswood area in the west. The 

consented development at Gibraltar Farm is subject to a condition to enhance this 

connectivity, with an improvement footway/cycleway link through the 

development on the alignment of the existing byway, connecting to North Dane 

Way. 

2.4.6 There are further opportunities with respect to the function of Westfield Sole Road 

within a wider strategy for sustainable travel. As detailed later, new infrastructure 

connection to North Dane Way could reduce the reliance on Westfield Sole Road 

for vehicular access across the valley. The latter would then primarily serve for local 

access and present an opportunity to reallocate road space towards sustainable 

modes. This is discussed further below. 
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2.5 Public Transport 

2.5.1 The sustainable connectivity discussed above will provide the opportunity for new 

and enhanced public transport corridors to be established between Lordswood, 

the Lidsing Garden Village and Hempstead. 

2.5.2 Preliminary discussions on these options have been undertaken with one of the 

local bus operators, Arriva. They have expressed strong support for the proposals 

to open up connectivity between Lordswood and Hempstead and envisage new 

bus patronage being created by routes serving this new corridor. 

2.5.3 Arriva have highlighted the existing route 113 as a potential focus for 

diversion/enhancement to serve this corridor. It has been suggested that route 113, 

which currently serves Hempstead, from Chatham, with a spur to Wigmore; could 

be diverted to route through the development, via the proposed sustainable travel 

access at Chapel Lane near Hempstead, to Lordswood, completing a loop before 

returning ultimately to Chatham. This route is illustrated along with more detail on 

the accessibility, on Figure 2.2 in Annex B. 

2.5.4 In addition to linking Lordswood and Hempstead, and providing public transport 

access to each from the Lidsing Garden Village, it would link the proposed 

development to Chatham town centre providing access to rail interchange at 

Chatham station. It is estimated that travel times to Chatham would be around 25 

minutes during the peak periods. 

2.5.5 Discussions with Arriva suggest anticipated patronage from the development and 

existing areas would viably sustain a minimum frequency of two buses per hour. 

This would significantly enhance service provision to the 113 corridor that currently 

benefits from services at only one every two hours. 

2.5.6 In addition to this and in order to facilitate and encourage and greater shift towards 

sustainable travel, it is suggested that further opportunities could exist to divert 

other services from Lordswood into the development. Route 166 currently ‘loops’ 

within Lordswood on a return journey originating in Chatham. There is apparent 

potential for this route to also be extended into the development and through to 

Hempstead, doubling the service provision for the development to potentially in 

excess of four buses per hour and opening up access to the Lordswood and the 

surrounding area – as well as providing another route to Chatham. The combined 

services would facilitate a high level of access to bus services and presenting a 

very appealing mode choice for future residents. 
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2.5.7 The new link infrastructure to serve the development, discussed in more detail 

later, will be promoted as a multi-model transport corridor rather than simply a 

road. By setting aside a sizeable corridor width, there will be scope to develop the 

functionality of the route to achieve the aims of support and encouraging 

sustainable travel. This could include enhancing public transport, walk and cycle 

provision and priority and connectivity.  

2.5.8 The scope for sustainable accessibility between the site and surrounding area is 

shown in again in Figure 2.2 along with the suggested route 113 and route 166 bus 

diversions. This figure also shows the potential for routing along Westfield Sole 

Road as part of a wider bus strategy. These are shown indicative as dotted lines 

on the plan. 

2.6 Further Sustainable Travel Measures 

2.6.1 One of the guiding principles of the proposed Garden Village will be a strong 

emphasis on sustainable travel. The details set out above represent a pragmatic 

response to achievable sustainable connectivity in the current context. However, 

the Garden Village presents an opportunity to aim for a greater shift towards 

sustainable travel. The following sections consider some of the guiding principles 

of the development that will complement and advance this objective. 

 Flexible and Dynamic Development 

2.6.2 The promotion of this development comes forward at a time of potential seismic 

shifting in travel trends. Unanticipated events have forced a much wider population 

to adapt to new ways of working; shopping and accessing other services. Events 

have challenged the very notion of the need to travel to access services and 

introduced new normals of flexibility within the workplace in particular. 

2.6.3 It is likely to be too early to forecast the long-term implications of contemporary 

events and how development can and should respond to meet wider objectives. It 

is evident that increased short-term propensity for working from home has 

demonstrated the scope for this to a many – but it has also exposed shortcomings 

in the pattern of development and infrastructure to support this. Office and study 

spaces within existing housing stock has been found to be at a premium for some; 

as has access to sufficiently fast and reliable internet access and access to business 

support services within the community. 
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2.6.4 Rather than seek to respond to these trends; Lidsing Garden Village has the 

opportunity, both through its scale; mixed use and a continuity and certainty of 

land ownership, to drive the agenda for sustainable living and in particular travel. 

Key to this will be ensuring that the development is flexible to emering needs and 

dynamic in its response to supporting and encouraging change. 

 

Supporting Home Working 

2.6.5 In the context of the above, Lidsing Garden Village will provide the basis for 

aspirational levels of working from home. Dwellings brought forward as part of the 

development will facilitate this through units types that, as and where appropriate, 

provide suitable space for long terms home working. 

2.6.6 The development will facilitate integration of ultrafast and hyperfast broadband 

for residential properties in liaison with local and national operators. 

2.6.7 The new village centre facilities will allow the introduction of community business 

support hubs. These could provide home workers immediate access to business 

support services, such as printing, meeting spaces etc, without the need to travel 

further afield. 

 

Walking and Cycling 

2.6.8 Lying in proximity of a wide range of existing key destinations and the provision 

of others within the garden village itself; walking and cycling will naturally play an 

important role in supporting sustainable travel. The development will link to an 

existing network of footpaths and byways linking to existing areas. Figure 2.2 

illustrates the connectivity by means of existing public rights of way as well as 

noting the locations of proposed new connectivity, including north to the Capstone 

County Park. Many of these routes are and will be more direct and shorter for those 

who travel on foot or by cycle, than those travelling by car. 

2.6.9 The development will integrate to these routes, delivering high quality, attractive 

and direct routes through and between the garden village for walking and cycling. 

This will complement an overall strong placemaking, focused on de-prioritising the 

private car in favour of sustainable modes. 
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Car Parking and Support for ULEVs 

2.6.10 Significant shifts towards sustainable travel, with a reduction in car use that might 

be anticipated to reduce car ownership. However, this has not always presented a 

linear correlation, with car ownership remaining strong even when use reduces. 

Accordingly, development has tended to continue to make robust provision for car 

parking to ensure that shortfalls in provision do not lead to cluttered, informal, on-

street parking. 

2.6.11 This has tended towards on-plot parking in the form of driveways and garages, 

with concerns raised about shortcomings of rear courtyard parking undermining 

previous attempts to move towards shared parking. 

2.6.12 Ultra-Low Emission Vehicles and in particular electric vehicles are beginning to 

establish a foothold in the car industry and uptake is increasing notably. Ostensibly 

this directs focus back towards on-plot car parking for access to private EV 

charging. Whilst this will continue to feature in development planning for some 

time to come; the provision of public EV charging does present the opportunity to 

manage the use of off-plot parking and encourage appropriate use. 

2.6.13 One of the challenges of shared, off-plot parking, is the tendency for owners to 

park as close to their dwellings as possible, if necessary, informally on the road or 

footway, rather than use more distant shared formal parking. However, the 

provision of extensive, affordable and high performance EV charging (potentially 

more so than generally available domestically) in these shared parking areas, 

complemented by a carefully designed development layout the minimises scope 

for informal on-street parking, can affect a shift in the way car parking is provided 

for. This allows for optimal efficiency of land use for parking and the flexibility to 

adjust this provision through the life of the development to respond to and 

encourage a change in trends. 

2.6.14 Commensurate reductions in on-plot parking can facilitate the introduction of 

further sustainable measures, such as genuinely useable and convenient cycle 

storage within dwellings, making access to cycles easier than cars. 

2.7 Sustainable Travel Mode Targets 

2.7.1 Lidsing Garden Village will set aspirational but achievable targets for sustainable 

travel modes, through the measures outline above. 

2.7.2 Historic local trends (based on 2011 JTW data) suggest single occupancy car trips 

account for some 65% of employment-based trips, with those working from home, 

train and bus representing the next largest groups with the latter at around 15%. 
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2.7.3 There is reason to anticipate an increased shift towards home working and where 

facilitated in the manner proposed here, an increase to 25% is not unrealistic. 

2.7.4 The scope for increases bus, cycle and walk use at the development, arising from 

the inherent internalisation of trips and the connectivity to existing areas, is 

apparent. An increase in combined walk and cycle from the historic baseline of 

around 4%, to 15% is again aspirational but achievable – as would an increase in 

bus use from a similar baseline to around 10% overall mode share. 

2.7.5 Combined – it is anticipated that through the effective planning of the 

development and the integration with sustainable travel, that a 25% reduction in 

car use could be achieved, relative to historic local trends. 

2.7.6 The integration and connectivity within existing areas will carry much of this 

benefit beyond the development and into existing the communities of Lordswood 

and Hempstead. A net 10-15% reduction in car use in these areas could be 

achievable, in addition to any wider trends. Such measures would make a 

significant contribution towards tackling the climate emergency and further the 

Government’s aim of New Zero by 2050. 
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3 Achieving Suitable Access 

3.1 General Principles 

3.1.1 Whilst the primary aim will be delivery of a development that prioritising 

sustainable travel, there continues to be a need to demonstrate the general 

principles of providing vehicular access to the development from the existing 

public highway. The focus here is on form of the accesses and their deliverability. 

The subsequent section of the note considers the traffic implications, including in 

a wider context. 

3.2 Access to the East (M2 J4) 

3.2.1 As noted earlier above and in the original promotion activity, Lidsing Garden 

Village is envisaged to take primary access by means of a new connection to the 

existing roundabout junction between Hoath Way and the M2 (at junction 4). 

3.2.2 Hoath Way is a three-arm roundabout, falling with the administrative control of 

Medway Highway Authority (see Annex C for highway boundary details). The slip 

roads both to and from the SRN of the M2 fall within the administration of 

Highways England from the intersection with the roundabout. 

3.2.3 Drawing 19-062-002 (in Annex D) presents an indicative arrangement of this 

junction and the associated link to the development, crossing the M2 to the west 

of the junction in the location of the existing Maidstone Road bridge. 

3.2.4 The creation of a fourth arm to the roundabout represents very conventional 

highway design. While subject to suitable traffic analysis (discussed later) and the 

normal process of design and safety auditing, there is unlikely to be any significant 

impediment to delivering this access. As a connection to an existing junction, that 

currently lies within administration of the local highway authority, this presents a 

comparably straight forward means to delivery, achieved under section 278 

following a planning approval. This is in contrast to any proposals for new, or more 

substantially enhanced, junctions on to the SRN which are likely to require 

approvals by means of the DCO or alternative highways act processes. 

3.2.5 The bridge crossing of the M2 would represent the replacement of an existing 

bridge serving Maidstone Road. The new bridge, whilst continuing to be slightly 

skewed, would be less so than existing reducing the span. Albeit a replacement, it 

can be assumed that the structure would be the subject of normal design and 

approvals process as set in the Design Manual for Roads and Bridge for a new 

bridge. Nonetheless, it is apparent that a bridge here is deliverable and would not 

present an impediment to development. 
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3.2.6 It would be anticipated that the delivery of such infrastructure could progress 

rapidly, given the lack of need for any special provisions or alternative approvals 

processes. It is acknowledged that such infrastructure carries a cost burden. A 

preliminary costing exercise has been undertaken to inform consideration as part 

of any viability consideration.  

3.3 Access to the West 

3.3.1 As presented at p33 of the original Lidsing Garden Village prospectus, there has 

been an historic ambition to deliver a southern peripheral road for Medway, linking 

to the radial route of North Dane Way. 

3.3.2 As illustrated in Figure 3.1 below, North Dane Way was ostensibly constructed to 

facilitate this objective, up to and including the formation of the junction with 

Albermarle Road. In its current form, North Dane Way is essentially incomplete. 

Figure 3.1 – Junction of North Dane Way and Albermarle Road. 

 

3.3.3 The proposed development could facilitate a logical completion of North Dane 

Way, extending beyond the junction with Albermarle Road to the southeast, 

through the proposed Lidsing Garden Village and forming a strategic link by 

connection to the aforementioned access to M2 J4 and by other connection, 

delivering sustainable travel corridors across the area. 
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3.3.4 This access could be delivered in a manner consistent with the delivery of the 

approved Gibraltar Farm development and avoiding the constraints of ancient 

woodland to the south – as illustrated on Drawing 19-062-004 (Annex D). 

3.3.5 The connection to North Dane Way would not represent an abnormal cost, being 

comparable to any access for a development of this scale, as would the 

aforementioned link road between this and the eastern access. 

3.3.6 Were this option to not be progressed, there are a number of alternatives that 

remain available to the site promoter. One such alternative would be to deliver an 

alternative connection to North Dane Way further to the north, via an upgraded 

Ham Lane and Shawstead Road.  

3.3.7 The primary objective of establishing site access to the west is to secure a 

multimodal corridor across the valley linking the development and the existing 

settlements to each other, whilst establishing vehicular access to the west is less 

important. It is anticipated that the formation of a sustainable travel corridor to 

North Dane Way, as minimum, would derive such notable benefits with little or no 

impact, as to ensure full support from all relevant parties. 

3.3.8 The securing of wider vehicular access to North Dane Way, whilst not critical to 

development delivery, could allow wider spread benefits through sustainable 

travel improvements. As noted above, the provision of managed alternative vehicle 

routes across the valley and the removal of demand from routes such as Westfield 

Sole Road, these could be directed more towards servicing only for local access 

and as sustainable travel corridors with improved non-car provision. 

3.4 Access to the North and South (via Rural Lanes) 

3.4.1 The area proposed for development is bisected by a number of rural lanes. In 

addition to providing local access, these routes are known to provide for through 

movement (often referred to as rat-running) – across the wider area. 

3.4.2 To a large extent the proposed road infrastructure including the accesses to the 

east and west, along with the linking route, would replace the later function of 

these roads. More discussion on these benefits is provided in the next section. 

Nonetheless there will be a requirement to retain connectivity to these rural routes 

for continued local access. It is envisaged that the development de-prioritise these 

routes making access possible through the development areas, but in a manner 

that significantly discourages use. 

3.4.3 And as suggest above; certain routes such as Westfield Sole Road could, with a 

reduction in car demand, become sustainable travel routes. 
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4 Traffic Impact and Wider Benefits 

4.1 Strategic Objectives 

4.1.1 As indicated previously in this note and in the original Garden Village prospectus, 

the infrastructure to support the proposals are targeted at not only providing 

suitable access but also to achieve wider strategic benefits to the operation of the 

highway network, in addition to the sustainable travel benefits already discussed. 

4.1.2 The proposals build on both an understanding of historic aspirations for the 

Medway Southern Peripheral Road and a comprehensive appreciation of the 

current and forecast challenges for the local and strategic highway network. A 

summary of key factors considered are as follows: 

 

 Provide new east-west highway connectivity, linking the Lordswood and 

Hempstead areas by means other than the rural or strategic road network 

(M2); 

 Allow sustainable travel connectivity between the aforementioned areas and 

in to the proposed development, allowing walk, cycle and bus movements 

from east to west in a manner currently not achievable; 

 Provide localised relief to villages, such as Bredhurst, subject to ‘rat-running’ 

by provision of alternative and more appropriate routes; 

 Minimising ‘junction hopping’ whereby traffic uses the strategic road network 

for short journeys between junctions, instead of the local road network, as 

well as more generally reducing traffic demand on the SRN; 

 Contribute to addressing capacity issues at M2 J3 by allowing demand to be 

more evenly distributed with J4; 

 To facilitate the above, the introduction of a fourth arm will improve capacity 

at J4, as discussed below. 

 

4.1.3 The following sections will consider some further detail on these aspects, including 

some discussion on overall development traffic impact in the relevant context. 
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4.2 Access to Hoath Way and M2 J4 

4.2.1 The promotor of Lidsing Garden Village has, for some time, been undertaking 

detailed discussions with both Medway Highways and Highways England when 

considering the operation of M2J4. Much of this discussion has focused on building 

up a picture of the existing operation and the scope for mitigation in relation to 

other development. However, all of this work has been conducted with 

acknowledgement of Medway’s own wider growth agenda; their emerging Local 

Plan and envisaged transport strategy to support this. Through this, the promotion 

team has developed a strong understanding of the constraints, opportunities and 

future year context against which these current proposals have been judged. 

4.2.2 The promotor’s team have engaged with Medway and have been utilising their own 

AIMSUM strategic forecast model for the purposes of this and wider assessment 

of the network, including in liaison with HE. 

4.2.3 The current M2 J4 junction, as a three arm-roundabout, generally operates within 

capacity although queuing can take place on the westbound off-slip and this is 

forecast to worsen in future years. 

4.2.4 With the exception of an express lane between the eastbound off-slip and Hoath 

Way, the roundabout is generally conventional in design. However, there are 

observed issues with unequal queue formation in the lanes available on the 

aforementioned slip road, that gives rise to longer queues. However, the 

fundamental challenge with the junction operation is the three-arm and grade 

separated configuration. 

4.2.5 In the absence of a fourth arm and given the lack of a need for vehicles to pass 

through the junction in ahead directions from east to west or vice-versa (given the 

mainline carriageway of the M2 providing for this) – the roundabout has a lower 

operational capacity in practice that might be expected. This arises as a result of 

the apparent lack of balance in movements that make roundabouts such as this 

operate effectively. The junction is dominated by the north to west (right turn from 

Hoath Way to M2 London bound) and east to north (right turn M2 from the east to 

Hoath Way). The latter gives way to the former – but in the absence of any other 

significant movements through the junction, the former is subject to no real 

opposition. Accordingly, as demand increase generally, the right turn from Hoath 

Way to M2 London bound is able to flow unopposed through the junction 

increasingly blocking any movement from the eastern arm from the M2. 

4.2.6 This scenario is not immediately problematic under low demand scenarios; 

however; it manifests as capacity issues under higher demand and represents a 

very suboptimal and inefficient method of junction control. 
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4.2.7 The proposals to introduce a fourth arm will immediately provide an enhancement 

to capacity at the junction. Traffic joining the M2 eastbound from the new fourth 

arm will provide an opposing flow to the movements out of Hoath Way, affording 

more opportunities from the M2 eastern approach to enter the junction and 

generally balancing the flows through the junction. 

4.2.8 Furthermore, a reassignment of movements more widely will see traffic that is 

otherwise joining the M2 entirely from Hoath Way north to do so from the new 

fourth arm – again balancing the movements at the junction and significantly 

increasing operational capacity. 

4.2.9 In due course there will be a need to assess the proposed junction in capacity terms 

in more detail, with forecasting of the development impact. However, the step 

change in capacity at the junction afforded by the changes, alongside the relatively 

low base traffic demand, can be considered to be strongly indicative that the 

junction will accommodate the anticipated demand from the development and 

reassignment of wider movements. 

4.3 Access to West (North Dane Way) 

4.3.1 The preferred means of access to the west would be by means of the most direct 

connection to North Dane Way as discussed previously. This area of Lordswood, 

including North Dane Way itself, Albermarle Road and Lords Wood Lane are built 

to a high specification and, by interrogation of the baseline Medway strategic 

model, are not understood to suffer notable congestion issues. 

4.3.2 Any immediate traffic capacity concerns arising from a new connection are likely 

to be readily mitigated given the extent of highway land available at the junction 

between Albermarle Road and North Dane Way. 

4.3.3 Further afield, this route would provide access to M2 junction 3 and the connection 

to the strategic connection of the A229 to Maidstone. M2 J3 is a known capacity 

constraint and has been identified for major improvements for some time, 

including an anticipated bid for Major Road Network funding to be progressed by 

Kent County Council. 

4.3.4 One of the challenges at M2 J3 is the complex interaction of routes and the extent 

to which the junction carries a disproportionate burden of Medway’s demand for 

access to the SRN. As noted earlier, the shortcomings of current east-west non-

SRN routes force additional traffic to this critical pinch-point. 
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4.3.5 In providing a new viable east-west link, the Garden village will facilitate the 

balancing of demand between J3 and J4 – with the latter more able to be upgraded 

to accommodate further demand. Traffic heading between the areas to the west 

of Capstone Valley (Lordswood, Princes Park, Walderslade etc.) and to the east of 

Kent, currently using the J3, will have access to the SRN via J4. This reduces the 

burden on J3; reduces the use of the SRN and reduces rat-running on local rural 

lanes. 

4.3.6 In due course, there will be a need to fully explore these benefits and establish the 

requirement for any facilitating off-site works, by use of appropriate strategic 

modelling tools – a number of which are available now or will be shortly. 

4.4 Access to Local Roads 

4.4.1 It is well understood that local rural lanes, including through villages, are subject to 

demand arising from through movements rather than simply being used for local 

access. These occurs as traffic assigns on to the available network, primarily to 

make journey from east to west and to and from the south towards Maidstone. The 

east-west movements take place on the rural lanes due to a lack of practical 

alternative aside from the motorway, including those movements through 

Bredhurst. Both groups of assignment take place because of constraints at M2 J3 

which detracts from use of the preferred routes. In the case of movements to/from 

the south and Maidstone; traffic assigns to routes through Boxley. 

4.4.2 The infrastructure proposals directly respond to these challenges. The east-west 

link affords travellers the opportunity to move between the local areas by 

sustainable modes; with the scope for these to be significantly prioritised over car 

travel. Where travel by car does take place, the infrastructure would provides more 

suitable routes, directly allowing assignment away from the sensitive rural lanes 

and mitigating some of the off-site constraints (M2 J3 in particular) that contribute 

towards undesirable rat-running. 
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Annex A -  Chapel Lane Highway Boundary
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Annex B -  Sustainable Travel Accessibility
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Annex C -  Hoath Way Highway Boundary
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Annex D -  Drawings 19-062-002 and 19-062-004 
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