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1. Introduction 

1.1. Background context 

On 26 July 2017, the government published the UK plan for tackling roadside nitrogen dioxide 

(NO2) concentrations (‘the UK Plan’). This set out how government would bring the UK NO2 

concentrations within the statutory annual limit of 40 micrograms per cubic metre (µg/m3) in 

the shortest possible time.  As part of the UK Plan, government set out how 28 local authorities 

(first and second wave local authorities) with the most severe NO2 exceedances1 should develop 

local plans to implement measures to achieve compliance with statutory NO2 limits (set out in the 

Ambient Air Quality Directive) within the shortest possible time. 

On 5 October 2018, the government published a supplement to the UK Plan, setting out 

conclusions for each of the 33 ‘third wave’ local authorities2, based on Targeted Feasibility Studies 

undertaken for each of these authorities. The supplement set out that there are eight local 

authorities that have identified more persistent long term exceedances.  Portsmouth is one of the 

eight authorities falling into this category.  

Under the terms of the Environment Act 1995, the government has issued a Ministerial Direction to 

this group of local authorities. This Direction requires these local authorities to develop a local 

plan to identify the option which will deliver compliance with legal limits for nitrogen 

dioxide in the shortest possible time.  

Portsmouth City Council (PCC) is therefore required to undertake a local assessment to consider 

the best option to achieve compliance within the shortest possible time. An initial plan (in the form 

of a Strategic Outline Case) must be provided as soon as possible and by 31 January 2019 at the 

latest. A final plan must be submitted no later than 31 October 2019, in the form of an Outline or 

Full Business Case.  If statutory public consultation is required, an Outline Business Case that 

outlines the final plan must be submitted at the earliest opportunity and no later than 31 October 

2019, with the Full Business Case to follow shortly after. 

In the technical report published alongside the UK Plan, government identified charging 

Clean Air Zones (CAZ)3 as the measure, able to be modelled nationally, which would achieve 

compliance with NO2 limits in the shortest possible time. Given the potential impacts on individuals 

and businesses, the government believes that if a local authority can identify measures other than 

charging zones that can be shown to deliver NO2 compliance as quickly as a charging CAZ then 

those measures should be preferred. 

The UK Plan states that local plans should seek to target measures so as to minimise their impact 

on local residents and businesses. Where local plans will have a significant impact on residents 

and businesses, government will work with local authorities to consider mitigation options. 

The Department for Environment, Food and Rural Affairs and the Department for Transport’s Joint 

Air Quality Unit (JAQU) is responsible for overseeing the delivery of the UK Plan which includes 

supporting local authorities and other organisations on the delivery of local measures in their area. 

  

                                                
1
 Based on DEFRA Pollution Climate Mapping (PCM) model outputs, these authorities were forecast to 

exceed legal NO2 limits in 2020. 
2
 Identified in the UK Plan as having shorter-term NO2 exceedances with projected compliance with legal 

limits by 2021.  
3
 A CAZ defines an area where targeted action is taken to improve air quality and resources are prioritised 

and coordinated in order to shape the urban environment in a way that delivers improved health benefits and 
supports economic growth. It may or may not include a charging element. 
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1.2. Strategic Outline Case 

The purpose of this document is to establish the case for change by providing the context for the 

rationale that supports options for the reduction of NO2 concentrations in Portsmouth.  It seeks to 

provide a suggested way forward by refining a long list of options to a short list of options to be 

further developed in the Outline Business Case. 

The short and long list must include a benchmark option that will achieve compliance in the 

shortest possible time.  The starting assumption is that the benchmark option will be a charging 

CAZ of a high enough class to bring about compliance. 

The rest of this document is structured around the five cases model, covering the five core 

elements of a business case: 

 Strategic Case - Makes the case for change. Analyses the current situation and identifies the 

required change, what outcomes are expected, and how this fits with wider government 

policies and objectives; 

 Economic Case - What is the net value to society (the public value) of the proposal? What are 

the risks and their costs, and how are they best managed; 

 Commercial Case - Can a realistic and credible implementation approach be developed, who 

will manage which risks; 

 Financial Case - What is the impact of the proposal on the budget of the public sector in terms 

of total cost both capital and revenue; and 

 Management Case - Are there realistic and robust delivery plans, how can the proposal be 

delivered? 

The information presented in this report draws heavily on the following evidence sources: 

 Portsmouth Source Apportionment Study (PCC, 2017)4 that quantified the contributions of 

different road vehicle types to ambient pollutant concentrations in the areas of exceedance and 

determined the emissions reductions to achieve compliance; 

 Targeted Feasibility Study to deliver NO2 compliance in the shortest possible time (PCC, 

2018a)5 – Focused on two links identified in the Defra PCM National Model as having projected 

exceedances of the annual mean (NO2) EU limit Value of 40 µg/m3; and 

 Targeted Feasibility Study to deliver NO2 compliance in the shortest possible time (PCC, 

2018b)6 – Focused on the A2047 London Road (AQMA 6) identified from local air quality 

monitoring data as having projected exceedances of the annual mean (NO2) EU limit Value of 

40 µg/m3. 

Air quality modelling has already been undertaken for these three studies based on the traffic data 

collected in 2015 and forecast to future years. This included modelling measures that targeted the 

main road traffic sources within these exceedance areas to identify when compliance may be 

achieved. These measures included a programme of bus retrofitting, promotion of electric vehicles 

and travel planning to reduce private car use. The PCC Air Quality Action Plan will be updated 

following the production of the Air Quality Local Plan, as the outcomes of this will determine the 

Action Plan.    

                                                
4
 Portsmouth City Council (2017). Source Apportionment Study 2017. Available on request from Portsmouth 

City Council Regulatory Services.   
5
 Portsmouth City Council (2018a). Targeted Feasibility Study to delivery nitrogen dioxide concentration 

compliance in the shortest possible time. Submitted to Defra, September 2018. 
6
 Portsmouth City Council (2018b). Targeted Feasibility Study to delivery nitrogen dioxide concentration 

compliance in the shortest possible time – London Road. September 2018 
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2. Strategic Case 

2.1. Introduction 

This section sets out the case for change, in terms of:  

 the local air quality problem; 

 national and local policy drivers;  

 the objectives for intervention and the desired goal; 

 the benefits, risks, constraints and dependencies related to addressing the identified issue; and 

 a logic map setting out the theory of change to guide the identification of suitable options. 

2.2. Local air quality problem 

There are five road links in Portsmouth, where the annual mean NO2 EU Limit Value of 40 µg/m3 is 

currently modelled as being exceeded by either the DEFRA PCM model or by local PCC 

monitoring.  These links are expected to achieve statutory NO2 limit values due to the natural 

upgrade of the national vehicle fleet to cleaner models, however, all are forecast to remain above 

40 µg/m3 until at least 2020.  The links are located on the A3 and the A2047, which comprise two 

of the three main strategic routes into Portsmouth (Figure 1).  

Figure 1  Air Quality Local Plan area, Air Quality Management Areas, and Defra identified road links 
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Exceedance links on the A3 

In Defra’s PCM Model, the following two road links in Portsmouth are predicted to exceed the 

annual mean NO2 limit value (PCC, 2018a)7:  

 Road link 18114 – A3, Alfred Road between Hope Street roundabout and the Queen Street / 

Anglesea Road / Alfred Road intersection. The PCM model predicts that this road link will 

achieve compliance in 2020 (due to the natural upgrade of the national vehicle fleet to cleaner 

models), but data from a recent local modelling study suggests that this may not be achieved 

until 2023 (Table 1). 

 Road link 48196 – A3, Mile End Road between the southern end of the M275 and Church 

Street roundabout (located within AQMA 11). The PCM model predicts that this link will achieve 

compliance in 2021, although results from recent local modelling suggest compliance may be 

achieved one year earlier in 2020 (Table 1). 

Table 1: Forecast annual mean NO2 concentrations assuming no intervention (based on local modelling) 

 Annual Mean NO2 Concentrations (µg/m3) 

PCM Road Link 2018 2019 2020 2021 2022 2023 2024 

18114 (Alfred Road 49.2 48.3 45.9 43.8 41.3 39.2  

48196 (Mile End Road) 44.2 42.2 40.1     

The A3 is the busiest of the three routes into Portsmouth and flows directly from / into the M275.   

A Source Apportionment Study previously undertaken by PCC (PCC, 20178) showed that just 

under half of NOx emissions are due to road traffic.  Modelling for 2020 shows that on both links, 

cars and taxis (primarily diesels) account for the majority of road NOx emissions (Figure 2) – 

66% on road link 18114 and 63% on road link 48196.  LGVs are also significant contributors on 

both links, accounting for just over a fifth of road emissions.  Traffic congestion, particularly at 

traffic lights during morning and afternoon peak times (i.e. during the commuter period), is likely to 

be a large contributor to exceedances.   

Figure 2  Source % contributions to road NOx emissions (modelled for 2020) 

 

                                                
7
 Portsmouth City Council (2018a). Targeted Feasibility Study to delivery nitrogen dioxide concentration 

compliance in the shortest possible time. Submitted to Defra, September 2018. 
8
 Portsmouth City Council (2017). Source Apportionment Study 2017. Available on request from Portsmouth 

City Council Regulatory Services. 
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The remaining NOx emissions are due to local and regional background trends, including rail (1%), 

industry (3%) and domestic boilers (5%).  Data from PCC’s 2009 Further Assessment showed that 

emissions from shipping (associated with the nearby Port) did not exceed 10% of the total NOX 

contribution in AQMA 11 on the A39,10.   

Local modelling conducted for the Targeted Feasibility Study (TFS) showed that a 12% reduction 

in road NOX would be required to achieve compliance in 2019 for road link 48196 (Mile End Road).  

On road link 18114 (Alfred Road), the modelling suggested that annual mean NO2 concentrations 

are higher and a reduction in road NOx of 35% would be required to achieve compliance in 2019 

(see Appendix A for more information).  

It is expected that the earliest possible time a charging CAZ could be implemented would be within 

12-18 months of the delivery of the business case in October 2019, which would be in 2021.  By 

this date, modelling suggests that link 48196 (Mile End Road) would be compliant, but a 19% 

reduction in road NOx would still be required to achieve compliance on link 18114 (Alfred 

Road).  

Further information on NO2 emissions on these links, including a comparison of PCM and local 

modelling results, and images and descriptions of the two links are presented in Appendix B. 

Exceedance links on the A2047 

Local monitoring and modelling data presented as part of the AQMA 6 Targeted Feasibility Study 

suggested that there are three additional PCM road links on the A2047 London Road where there 

are receptors in locations relevant to the air quality directive (i.e. 4m from the kerb, 2m high and 

more than 25m from a major junction) that are also modelled as currently exceeding the annual 

mean NO2 limit value: 

 Road link 36116 – A2047 Kingston Road / Fratton Road located south of the eastern end of 

Kingston Crescent down to intersection with A2030 Road (located within AQMA 6);  

 Road link 38333 – A2047 Kingston Crescent located west from the junction with London Road 

and Kingston Road; and A2047 London Road between the junction with Kingston Crescent and 

Laburnum Grove (part located in AQMA 6 to the east and in AQMA 11 to the west); and 

 Road link 6118 – A2047 London Road from Magdalen Road to Derby Road/Laburnum Grove, 

north of Kingston Crescent (northern part in AQMA 6). 

The A2047 is one of the three main routes into Portsmouth.  The northern end of the A2047 links to 

the A3, which receives traffic from the A27 / M27.  

Source apportionment data shows that road traffic contributes to around 40% to NOx emissions, 

with the remaining non-road sources including local and regional sources such as industry (3%) 

and domestic boilers (13%).   

Modelling for 2020 shows that cars and taxis account for 45% of road NOx emissions on 

London Road (link 6118), with LGVs accounting for 24%, HGVs for 6% and buses and coaches 

for a higher proportion of 23% (Figure 2).  These proportions are broadly similar on the other two 

exceedance links.  Local modelling shows that these road links have potentially higher NO2 

concentrations than identified in the PCM model.  

The 2018 baseline concentrations from the Targeted Feasibility Study are given in Figure 3. 

                                                
9
 Portsmouth City Council (2009). Air Quality Further Assessment. 

10
 This value is similar to studies from Southampton which suggest that emissions from the port contribute to 

9% of modelled annual mean NO2 concentrations (Southampton City Council, 2016; Clean Air Strategy 
2016-2025). 
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The highest annual mean NO2 concentrations are found on link 36116 (just south of the Kingston 

Crescent / Kingston Road junction) at 54.2 µg/m3
 in 2018, which equates to 46% reduction in road 

NOx to achieve compliance. By 2019, the reduction required would be 41% and by the earliest date 

to implement a CAZ in 2021, a reduction of 26% may still be required at the worst case 

location (see Table C.9 in Appendix C).  

The results from the local modelling predicted that compliance would not be achieved until 2024 

with no additional interventions (Table 2; PCC, 2018b11) at worst case locations on road link 

36116 (just south of the Kingston Crescent / Kingston Road junction) and 38333 (just north 

of the Kingston Crescent / Kingston Road junction). 

Figure 3: Local Modelled Annual Mean NO2 concentrations within AQMA 6 (2018 baseline) 

 
 

On road link 38333, the highest annual mean concentration of 53.2 µg/m3 is located just north of 

the Kingston Crescent / Kingston Road junction. This location requires a similar level of reduction, 

of 39% in 2019 and 24% in 2021.  Modelled levels are lower on link 6118, with a maximum value of 

40.7 µg/m3
.  This link should be compliant in 2019 without any additional measures (Table 2). 

Table 2: Forecast annual mean NO2 concentrations assuming no intervention (based on local modelling) 

 Annual Mean NO2 Concentrations (µg/m3) 

PCM Road Link 2018 2019 2020 2021 2022 2023 2024 

36116 (A2047) 54.2 52.0 49.4 46.6 44.0 41.9 39.8 

38333 (A2047) 53.2 51.0 48.5 45.8 43.2 41.1 39.1 

6118 (A2047) 40.7 39.0           

                                                
11

 Portsmouth City Council (2018b). Targeted Feasibility Study to delivery nitrogen dioxide concentration 
compliance in the shortest possible time – London Road. September 2018 
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Further information on NO2 emissions on these links, including a comparison of PCM and local 

modelling results, and images and descriptions of the three links are presented in Appendix C. 

Refinement of local modelling results 

The local modelling results will be refined once the ANPR data is available and may change 

compliance timescales and the predicted scale and location of the problem. 

Portsmouth Air Quality Management Areas 

There are five Air Quality Management Areas (AQMAs) currently in place in Portsmouth which 

were declared due to exceedances in the annual nitrogen dioxide National Air Quality Objective 

(NAQO): 

 AQMA 6, situated on A2047  extending north along Fratton Road from Fratton Bridge to 

Kingston Road, continuing into London Road until the roundabout junction with Stubbington 

Avenue and Gladys Avenue; 

 AQMA 7, covering Hampshire Terrace and the St Michael's Road gyratory; 

 AQMA 9, covering the southernmost section of Eastern Road from Sword Sands Road south 

into Velder Avenue and its junction with Milton Road; 

 AQMA 11, which extends from Rudmore Roundabout south to Church Street roundabout; and 

 AQMA 12, encompassing the greater part of Queen Street from The Hard to St James's Street. 

The exceedance links described earlier in Section 2.2 fall within or close to AQMA 6 and 11.  There 

are three further AQMAs in Portsmouth which are now broadly compliant but could experience 

further problems if traffic volumes on these routes increase.  AQMA 9 is located on the A2030 

which provides the third strategic route into the city centre, and AQMA 7 and 12 are located 

between the city centre and the waterfront. 

Air quality monitoring in Portsmouth 

PCC currently has 107 diffusion tube locations, with 59 new locations added during 2018 and 4 

continuous air quality monitoring stations (CAQMs) to measure local air quality.  In 2017, there 

were four sites that exceeded the NO2 annual mean Limit Value, three of these sites were within 

AQMA 6 (Site ID 25, 26, CAQMS C2) and one site (Site ID 116) was along road link 18114. 

Hourly concentrations obtained from the Defra monitoring sites for 2018 showed that there was 

one exceedance of the hourly mean limit of 200 µg/m3 on Anglesea Road (just south of link 18114 

on the A3), with peaks reaching around 100 µg/m3 on several other occasions.  Annual mean 

concentrations at both the Anglesea Road and Curtis Mead (north of link 6118 on the A2047) sites 

met the Limit Value with hourly mean concentrations over a weekday ranging from 12 µg/m3 to just 

over 40 µg/m3, with the highest concentrations in the morning and evening peak periods as 

illustrated in Figure. 

Recent / current measures to reduce emissions in Portsmouth 

A number of measures (see Appendix D) have been implemented since 2015, are currently being 

implemented, or are expected to be implemented soon, and are therefore not reflected in Defra’s 

baseline PCM modelling.  Those with potential to make a positive contribution to improving air 

quality on the identified exceedance links are highlighted below: 

 

 

 



PORTSMOUTH CITY COUNCIL 
 

11 
 

Figure 4 Hourly NO2 concentrations on an average weekday, Defra monitoring sites 

 

 

Road Link 48196 (A3 Mile End Road) 

 Church Street Roundabout improvement - Expected to have alleviated stop-start conditions on 

Mile End Road. Implemented 2016.  Emissions impact will depend on how average speeds 

have changed, due to the fact that speed emission factors show a polynomial relationship. 

 Mile End Relining Scheme - Expected to smooth northbound traffic flow from Church Street 

roundabout.  Expected to be implemented 2019. Emissions impact will depend on how average 

speeds have changed.  

 Bus retrofit programme - Defra funding to retrofit 105 buses which pass through the A3 

exceedance links to Euro 6 emissions standard.  Could contribute to a 2% reduction in annual 

mean NO2 concentrations on Mile End Road.  Expected to be delivered in 2019.  

Road Link 18114 (A3 Alfred Road) 

 Bus retrofit programme (see above) - Could contribute to a 2% reduction in annual mean NO2 

concentrations on Alfred Road.  Expected to be delivered in 2019.  

AQMA 6 (A2047 London Road) 

 A2047 Route long cycle safety improvements - PCC has been working to reduce accidents, 

reduce speeds and smooth traffic flow along this road from 2012-2019 by implementing a 

combination of new surfaces, lining and traffic calming at junctions. 

Citywide 

 Re-development of The Hard Interchange was completed in May 2017, providing improved bus 

interchange facilities with real-time information and improved connectivity to rail, ferry and taxi 

services and improved pedestrian and cycle links to Gunwharf Quays and city centre, helping 

to make public transport easier and more attractive to use.  This work compliments the 

previous work carried out to improve the concourse and provide more secure cycle facilities at 

Portsmouth and Southsea station, which was completed in 2015.   
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 The Park and Ride 2 (PR2) service was launched in September 2018, and is a brand new half 

hourly service that accommodates the University and travels a new route from the Park and 

Ride to the heart of the city, also servicing businesses.  The new route is popular and has been 

very well received and is part of a wider strategy to develop additional park and ride routes 

across Portsmouth. 

 Sustainable Travel Transition Year programme 2016/17 - PCC were awarded £455,000  from 

the DfT towards a £733,200 programme of proven behaviour change measures including 

personalised journey planning, workplace travel planning, travel to school initiatives and 

measures to support cycling and walking. 

 Air Quality Grant Programme - PCC were awarded an Air Quality Grant (AQG) of £450,000 

from Defra for delivery of targeted improvements in air quality within Portsmouth in 2018/19.  

The funding covers infrastructure improvements, communications and marketing, initiatives to 

promote sustainable travel in workplaces and schools, and eco-driving.  

 Electric Vehicle (EV) Chargepoints - Funding from the Office for Low Emission Vehicles 

(OLEV) On-street Residential Chargepoint Scheme (ORCS) to install up to 50 chargepoints in 

residential areas, enabling residents without off-street parking the ability to charge their 

vehicles at home. PCC are also undertaking a small trial in PCC owned off-street car parks.   

 New bike hire scheme - In February 2019, residents and visitors will have access to 150 hire 

bikes, in an effort to encourage people to swap their car journeys and travel by bike. 

 Quieter Routes Programme - 10 cycle routes have recently been identified and signed 

connecting key areas of the city, focused on existing cycle infrastructure and the 20mph road 

network. 

 Traffic signal schemes and reconfiguration - PCC is modernising existing signal infrastructure 

and improving the overall operation of the traffic signal equipment across the city to improve 

traffic throughput, reduce delays and improve the safety of road users and pedestrians. 

 South Western Railway (SWR) Service Improvements - From December 2018, additional and 

faster train services began operating to and from Portsmouth to Southampton and Portsmouth 

to London. 

These measures will be incorporated into the updated traffic and air quality modelling to be 

undertaken as part of the next stage of this study.  It is expected that the revised modelling 

results will show a reduction in levels of predicted exceedance as the result of the above 

measures, particularly for the A3 exceedance links.   
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2.3. Air quality policy context 

2.3.1. UK government policy and strategy 

In July 2017 the UK government (DEFRA and DfT) published the UK plan for tackling roadside 

NO2 concentrations, setting out its commitment to achieving a cleaner and healthier environment, 

with the aim of benefitting both people and the economy.  

Air pollution is the largest environmental risk to public health in the UK, and it is known to have 

disproportionate effects on vulnerable groups.  Air quality disproportionately affects the very old, 

the very young, and those with chronic conditions. It also has greater impact on those who live, 

work or go to school in more deprived areas. 

 A recent report by the Committee on the Medical Effects of Air Pollutants (COMEAP, 2018) 

shows that the combined effect of long-term exposure to air pollution in the UK in 2013, from 

both NO2 and particulate matter (PM), was an effect equivalent to 28,000 to 36,000 deaths at 

typical ages, associated with a loss of 328,000 – 416,000 life years12. 

 

 Furthermore, data from the Public Health Outcomes Framework13 indicates that in 2016, 6.6% 

of all premature deaths in Portsmouth could be attributed to air pollution, compared to 5.4% of 

all early deaths in England, and 5.5% in the South East.  The burden of disease attributed to 

poor air quality is therefore estimated to be greater than the regional and national average.  

The natural environment can also be damaged through high NO2 concentrations contributing to 

acidification and eutrophication, which can have an adverse impact on animals, plants and 

biodiversity.  Economically, air pollution can increase social costs from lost working days, due to ill 

health caused by air-pollution related health problems.  

Although nitrogen oxides fell by almost 70% between 1970 and 2015, poor air quality continues to 

be the largest environmental risk to public health in the UK14.  Consequently, the government are 

adopting legally binding national emission limits for air pollutants, to tackle poor air quality.  The 

government’s top priority is to reduce the NO2 concentrations on and near roads, where traffic is 

causing higher NO2 levels.  Due to elevated levels of traffic on roads in urban areas, reducing air 

pollution in towns and cities is an important focus.   

The government is planning to achieve the air pollution reduction in towns and cities through 

encouraging innovative vehicle solutions such as electric vehicles, alongside ending the sale of 

conventional petrol and diesel cars and vans by 2040, as well as targeting behaviour change 

amongst communities, employers, education establishments and policy makers.  The government 

is currently committed to investing over £2.7 billion for air quality improvements and cleaner 

transport, including: 

 £1 billion – Ultra Low Emissions Vehicles (ULEVs), including investing nearly £100 million in 

the UK’s charging infrastructure and funding the Plug In Car and Plug In Van Grant Schemes; 

 £290 million – National Productivity Investment Fund (Autumn Statement 2016).  Includes £60 

million for new buses and £40 million for bus retrofits, £50 million for a Plug In Taxi programme 

and £80 million for ULEV charging infrastructure; 

 £11 million – Air Quality Grant. The government has awarded over £11 million under the Air 

Quality Grant scheme to help local authorities improve air quality; 

                                                
12

 COMEAP (2018); Associations of long-term average concentrations of nitrogen dioxide with mortality. 
13

 https://fingertips.phe.org.uk/search/air#page/0/gid/1/pat/6/par/E12000008/ati/102/are/E06000044  
14

 Air Quality, A Briefing for Directors of Public Health, March 2017, Defra and Public Health England  

https://fingertips.phe.org.uk/search/air#page/0/gid/1/pat/6/par/E12000008/ati/102/are/E06000044
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 £89 million – Green Bus Fund. The UK government has invested a total of almost £89 million 

via the Green Bus Fund to help bus companies and local authorities in England to put over 

1,200 new low carbon buses on the roads; 

 £27 million – Clean Bus Technology Fund and Clean Vehicle Technology Fund. Since 2013, 

government has awarded over £27 million to retrofit almost 3,000 of the oldest vehicles (mainly 

buses) including through the Clean Bus Technology Fund and the Clean Vehicle Technology 

Fund; 

 £1.2 billion – Cycling and walking. In April 2017, the UK government published its Cycling and 

Walking Investment Strategy which identifies £1.2 billion which may be invested in cycling and 

walking from 2016-2021; and 

 £100 million – National road network. Through the Road Investment Strategy, the UK 

government has allocated a ring-fenced £100 million for an Air Quality Fund available through 

to 2021 for Highways England to help improve air quality on its network. 

In the 2016 Autumn Statement, the UK government also committed an additional £4.7 billion to 

2020-2021 for research and development.  This includes a new Industrial Strategy Challenge Fund 

to support the development of innovative technologies. 

 

Clean Air Zone framework 

A Clean Air Zone (CAZ) defines an area where targeted action is taken to improve air quality and 

resources are prioritised and coordinated to shape the urban environment in a way that delivers 

improved health benefits.  

There are two types of CAZ: 

 Non-charging Clean Air Zones – These are defined geographic areas used as a focus for 

action to improve air quality, but does not include the use of charge based access restrictions. 

 Charging Clean Air Zones – These are zones where, in addition to the above, vehicle owners 

are required to pay a charge to enter, or move within, a zone if they are driving a vehicle that 

does not meet the particular standard for their vehicle type in that zone.  CAZ proposals are not 

required to include a charging zone, and local authorities may consider alternatives to charging 

such as access restrictions for certain types of vehicles. 

Following a consultation in 2016, the UK government has published a Clean Air Zone Framework 

in England15 setting out the principles for the operation of Clean Air Zones in any cities which 

decide, or are required, to do so. 

Under the Framework, charging Clean Air Zones are sub-divided into classes A – D on the basis of 

the types of vehicles to which the charging schemes may apply: 

 Class A CAZ – Targeting taxis and Private Hire Vehicles (PHVs), buses and coaches  

 Class B CAZ – Targeting taxis and PHVs, buses, coaches and HGVs 

 Class C CAZ – Targeting taxis and PHVs, buses, coaches, HGVs and LGVs 

 Class D CAZ – Targeting taxis and PHVs, buses, coaches, HGVs, LGVs and private cars 

Any revenues collected by local authorities will be reinvested to support local transport policies, 

which could cover public health projects or better town and city planning, promoting cleaner air.  

Local authorities may also consider placing absolute restrictions on the access of certain types of 

vehicles to the Zone at all, or at specified times.  

                                                
15

 Defra and DfT (2017) Clean Air Zone Framework for England 
www.gov.uk/government/publications/air-quality-clean-air-zone-framework-for-england 
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The Framework also provides a range of non-charging measures which local authorities 

can use, for example: 

 Exploring innovative retrofitting technologies and new fuels; 

 Buying ULEVs and encouraging local transport operators to do the same; 

 Encouraging private uptake of ULEVs via ensuring adequate chargepoints; 

 Encouraging use of public transport, cycling, walking, park & ride schemes, car clubs and car 

sharing; 

 Improving road layouts and junctions to optimise traffic flow, for example by considering 

removal of road humps; and 

 Working with local businesses and neighbouring authorities to ensure a 

consistent approach. 

Over time, it is expected that all roads will achieve statutory NO2 limit values due to the natural 

upgrade of the national vehicle fleet to cleaner models. Charging Clean Air Zones aim to 

accelerate this turnover and thus need to be maintained only for as long as the statutory NO2 limit 

values are exceeded.  As soon as it is possible to do so while maintaining legal compliance, these 

Clean Air Zones can be removed. 

The government believe that implementation of a CAZ will generally achieve compliance with NO2 

limits in the shortest possible time, but also recognise the potential impacts on individuals and 

businesses.  It is therefore important that the relative benefits of a charging CAZ are considered 

alongside other measures as part of the Strategic Outline Case for reducing NO2 emissions in 

Portsmouth as soon as possible. 

 

Variation in emission rates across different vehicle types 

NOx emission rates vary by vehicle type, age and Euro emission standard.  

Overall, newer vehicles will emit lower NOx emissions compared to older vehicles (Figure 5). 

Figure 5 Euro emission standards for diesel cars 

 

Society of Motor Manufacturers and Traders (SMMT) https://www.smmt.co.uk/industry-topics/emissions/testing/ 

For example in type approval tests, a new Euro 6 diesel car (4 years old) has a NOx emission 

standard of 0.08 g/km compared to a Euro 3 (18 years old) which has a standard of 0.5 g/km.  

However, it is noted that real-world NOx emissions from diesels (particular cars) have been found 

to be higher than standards given in the type approval tests conducted in the laboratory, with some 
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studies showing that emissions of a Euro 6 diesel may be seven times higher (i.e. 0.56 g/km) on 

the road.16 

Figure 6 provides a comparison of NOx emission rates based on national information for a typical 

urban fleet in 2016. This clearly shows the higher emissions from HGVs and buses.17   

Figure 6 Comparison of NOx emission rates (g/km) in a typical UK vehicle fleet 

 

2.3.2. Portsmouth Air Quality Strategy (2017-2027) 

Portsmouth’s Air Quality Strategy sets out a commitment to “work collaboratively to improve and 

maintain a healthy local air quality in the city in order to protect health and the environment, 

enhancing our status as a great waterfront city”. 

It sets out the following strategic aims: 

 Foster closer working relationships between council directorates and external partners; 

 Create a focus on sustainable travel, including the promotion of a modal shift in transport from 

the car to active travel; 

 Provide high quality information and guidance on local air quality to members of the public; 

 Develop and implement measures to reduce traffic and congestion-related emissions, 

addressing road network flow and functionality; 

 Support and stimulate sustainable citywide economic growth, including a focus on reducing 

carbon emissions; and 

 Ensure that as a council we lead by example in supporting sustainable working practices, 

minimising our own emissions and carbon footprint. 

The strategic objectives are underpinned by the following core principles: evidenced-based 

practice, innovation, collaborative working, monitoring and evaluation, ambition, seeking funding, 

and analysis. 

In addition, various approaches and actions PCC intend to take to improve local air quality are 

detailed, to guide the development of the Air Quality Action Plan which is being undertaken 

alongside the development of this Air Quality Local Plan. 

                                                
16

 ICCT (2014). Real World Exhaust Emissions from Modern Diesel Cars. 
https://www.theicct.org/sites/default/files/publications/ICCT_PEMS-study_diesel-cars_20141013_0.pdf 
17

 NAEI (2016). National Atmospheric Emissions Inventory. Available at: http://naei.beis.gov.uk/data/ef-
transport 
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2.4. Wider local policy context  

2.4.1. Introduction 

Portsmouth is a bustling south coast city with unique geography, being surrounded by 49km of 

coastline on three sides.  Its historic, diverse and vibrant waterfront contains the Naval Dockyard, 

Portsmouth International Port, and major tourist attractions (such as Southsea seafront, Gunwharf 

Quays retail outlet, and the world renowned Historic Dockyard / Mary Rose Museum).  In addition, 

the University of Portsmouth in the city centre has a population of c. 20,000 students and has 

ambitious plans for growth. 

Portsmouth is a key centre for the local economy, with net in-commuting of 13,000 persons daily, 

high visitor numbers, and high levels of inbound and outbound vehicular commuting, which can 

contribute to significant congestion within some parts of the city, particularly at peak times.   

It is also one of the most densely populated cities in Europe, and its population of around 

211,80018 is expected to grow to 235,500 by 203419. 

In terms of transport, Portsea Island only has three roads linking to the mainland, the M275 and 

A2030 connecting to the wider strategic road network, and the A3.  The M275 provides a direct link 

from the strategic road network to Portsmouth International Port and onwards into the heart of the 

city via the A3.  Portsmouth has five rail stations and direct rail connections with London Waterloo 

and Victoria, as well as Bristol and Wales. It has good bus and coach links across the city, sub-

region and country.  There are regular ferry services to Gosport, the Isle of Wight and  Hayling 

Island as well as cross-channel services to Europe. 

These factors create unique challenges for Portsmouth in terms of improving its air quality.   

2.4.2. Economic growth context  

There are ambitious plans for growth across the city.  The PUSH20 Spatial Strategy Position 

Statement identifies a need for: 

 17,020 dwellings in Portsmouth by 2034, against an identified capacity of 14,560 dwellings, 

with a significant proportion expected to be delivered in higher density schemes in the City 

Centres, central areas, district centres and other accessible locations; and 

 92,000 square metres of office floorspace and 28,000 of mixed B-Class floorspace (which 

includes offices, research and development, industry, storage and distribution) over the Plan 

period (to 2034). 

In addition, the Retail Study (2015) identifies a need for an additional 77,000sqm of comparison 

shopping concentrated in the City Centre.  

These targets and assessment of need are currently being reviewed following changes in national 

policy and local circumstances.  However, the overall ambition will remain to be to deliver the 

growth the city needs. 

The exceedance areas of primary focus are all located in potential strategic sites and opportunity 

areas (Figure 7), and are therefore expected to experience increased travel demand in future 

years.  

                                                
18

 NOMIS - 
https://www.nomisweb.co.uk/reports/lmp/la/1946157284/report.aspx?town=portsmouth#tabrespop 
19

 Office for National Statistics - Subnational population projections for England: 2014-based projections 
20

 Partnership for Urban South Hampshire  
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Figure 7  Portsmouth Strategic Sites and Opportunity Areas 

 

Local Plan Issues and Options Consultation (August 2017) 

2.4.3. Transport context21 

Roads – Portsmouth’s economic success has created challenges on the road network, and a 

number of the principle roads in the city suffer congestion at peak times.  Congestion can also be 

experienced at off-peak times around Gunwharf Quays.   

According to the 2011 census, c.56,000 people who work in Portsmouth (both residents of the city 

and people travelling from further afield) commute by car, either as a driver or a passenger; and 

approximately 40,000 Portsmouth residents drive to work each day (to destinations within 

Portsmouth and further afield).  Furthermore the two ports cater for approximately 1.5 million 

vehicle movements annually. 

                                                
21

 Large taken from the Evidence Base for LTP Refresh (April 2017). 
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Forecasting using the Sub Regional Transport Model (SRTM) suggests that vehicle trips in the city 

are likely to increase by approximately 13% in the period up to 2036 (based on 18,500 new 

dwellings in Portsmouth), despite the public transport interventions outlined in the modelled Do 

Something scenario, and delay on the many of the key roads on the network will increase22. 

Figure 8  Forecast congestion in 2026  

 

 

Source: SRTM outputs.  The Do Something scenario considers all of the sub-regional housing and employment growth 

data taken from the PUSH Spatial Position Statement combined with the delivery of a number of key transport 

improvements.  Links highlighted in red = Are operating at 100% or more volume over capacity.  Links highlighted in pink 

= Are operating between 90-99% volume over capacity. 

Within the city, there is limited space to provide additional highway space, and although improving 

pinch points in the network may provide some journey time benefits, there is little opportunity to 

significantly add capacity to the highway network.  The city council has undertaken a range of 

measures in recent years to mitigate delays on the highway network, including the installation of 

Microprocessor Optimised Vehicle Actuation (MOVA) traffic signalling at 12 junctions since 2013 to 

optimise junction performance.  However, other technology on the network that aids traffic 

management is outdated and in need of replacement. 

Buses - About 7.5% of work journeys in the city are undertaken by bus according to the 2011 

census.  Portsmouth’s bus system is predominately commercially operated with modern fleets and 

state of the art on board and at stop facilities.  There have been significant investments in the city’s 

bus system in recent years, including new bus fleets, bus priority, improved shelters, RTI and 

smart ticketing, as well as the introduction of park & ride.  Re-development of The Hard Gateway 

(public transport interchange) was completed in May 2017, to compliment the previous work 

                                                
22

 Solent LEP – Strategic Transport Investment Plan. 
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carried out to improve the concourse and provide more secure cycle facilities at Portsmouth and 

Southsea station in 2015.  In the 2018 NHT Survey, Portsmouth was placed 26th out of 113 local 

authorities for its provision of local bus services.  Future plans for wider roll out of the South East 

Hampshire Bus Rapid Transit (SEHBRT) system in the sub-region and in particular into 

Portsmouth will further improve the quality of bus provision and increase patronage. 

However, a constrained road network means that buses compete for road space with private 

vehicles, cyclists and pedestrians.  On congested routes where bus priority measures haven’t been 

installed or are not possible this can mean that bus services can suffer delays and poor journey 

time reliability making them less attractive to people.  There are some gaps in bus provision in the 

city, particularly on the eastern corridor.  The total distance travelled by bus in the city fell by nearly 

19% between 2005 and 201523.  Public perception of bus services has improved in recent years 

but is still relatively poor when compared to similar cities.  It is also acknowledged that bus fares in 

the city are high, with the cost of parking and private hire vehicles, being a competitive alternative.  

Rail – Some 3% of people who work in Portsmouth currently catch the train to work according to 

2011 Census. Portsmouth’s train services run along the eastern side of the city, with stations at 

Portsmouth Harbour, Portsmouth and Southsea (serving the city centre), Fratton, Hilsea and 

Cosham.  Portsmouth and Southsea, Portsmouth Harbour and Fratton are the major train stations 

in the city, and the city has identified improvements to them which will enhance their position as 

gateways into the city.  Train services to London are less frequent and slower than comparable 

cities24; and in general, train services don’t currently compete well with the car, in terms of speed 

and convenience, for many destinations in the Solent including Southampton and Southampton 

Airport.  Network Rail forecasts that passenger traffic on services in the Solent will grow by 

approximately 40% by 204325, requiring a 60% increase in capacity. There are a number of 

proposals to improve rail services in the sub-region and Portsmouth in particular, promoted by both 

Network Rail and Solent Transport. 

Walking and cycling – Levels of cycling in the city are higher than in other parts of the sub-region, 

but lower than comparable cities elsewhere in the UK such as Cambridge and Oxford, which also 

share similar topographies.  Overall, 8.3% of the people working in Portsmouth regularly cycled to 

work in 2011, but there is considerable variation in levels of cycling across the city, with low levels 

in the city centre and north of the M2726.   

Levels of walking in Portsmouth are higher than the national average27, but the proportion of 

people that walk to work varies considerably in different parts of the city (higher to destinations in 

and around the city centre, and lower to more peripheral destinations). 

The city council has delivered a comprehensive behaviour change programme over the last five 

years to encourage people in Portsmouth to walk and cycle more.  In the 2018 NHT Survey, 

Portsmouth ranked 7th out of 113 local authorities for walking provision and 22nd out of 113 for 

provision of cycle routes.  However, cycle casualties are a particular concern, with Portsmouth 

experiencing the highest levels of cycle casualties outside London, primarily on the 30mph road 

network and particularly at junctions28.  There are opportunities to increase the amount of quality 

cycle infrastructure in the city by building on the recently launched Quieter Cycle Routes 

programme.   

                                                
23

 Solent Public Transport Network Vision 2017. 
24

 London and South East Route Utilisation Strategy (Network Rail, 2011) 
25

 Network Rail Wessex Route Study 
26

 Census 2011 
27

 Census 2011 
28

 Portsmouth City Council cycling casualty report 2016 
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Taxis - Portsmouth has a comprehensive taxi and private hire service, offering competitive rates 

and high availability of vehicles.  There are currently 232 private vehicles and 976 licensed taxis 

(1208 in total) in the City, accounting for 0.9% of the total vehicle fleet, equating to one taxi for 

every 174 people.  Uber, a mobile phone app based private hire service, launched in the City in 

November 2015, adding further competition and choice to the market.  Prices are low enough to be 

competitive with bus services across the city.  Changes in legislation are improving accessibility for 

wheelchair users, requiring taxi and private hire operators to list their wheelchair accessible 

vehicles and banning them from charging extra for carrying wheelchair users. 

The composition of the registered private hire and taxi fleet is 1120 diesel (93%), 50 petrol (4%), 

37 hybrid (3%), and 1 electric (0%).  Further detail is provided in Table 3. 

Table 3: Composition of private hire vehicles and licensed taxi fleet in Portsmouth (January 2019) 

 Private hire vehicles (976) Licensed taxis (232) 

Age Diesel Petrol Hybrid Elec Total Diesel Petrol Hybrid Total 

0-1 years 4% 3% 1% 0% 8% 2% 0% 1% 3% 

1-2 years 17% 0% 1% 0% 18% 6% 0% 0% 6% 

2-3 years 19% 0% 1% 0% 20% 22% 0% 0% 23% 

3-4 years 17% 0% 1% 0% 18% 14% 0% 0% 14% 

4-5 years 11% 0% 0% 0% 11% 13% 0% 0% 13% 

5-6 years 7% 0% 0% 0% 7% 9% 0% 0% 9% 

6-7 years 11% 0% 0% 0% 11% 11% 1% 0% 12% 

7-8 years 7% 0% 0% 0% 7% 6% 0% 0% 6% 

8+ years 1% 0% 0% 0% 1% 13% 0% 0% 13% 

Total 92% 5% 3% 0% 100% 97% 2% 1% 100% 

Parking - Parking throughout the city presents a number of challenges.  

In many areas residential on-street parking is over-subscribed as a result of limited off-street 

residential parking and a rise in car ownership.  The city council has introduced Controlled Parking 

Zones (CPZs) in many areas throughout the city to help improve residents’ access to on-street 

parking near to their homes.  

There is an oversupply of off-street parking in the city centre, contributing to low prices and helping 

to push up demand.  The city council only owns and operates approximately a quarter of the city 

centre off-street parking provision, limiting its parking management capability.  

There are proposals to increase the parking provision at the Park and Ride site through the 

addition of decking, and the city council is also considering a wider roll out of CPZs in the city.  The 

re-development of city council owned city centre car parks has also been identified as a future 

opportunity to help unlock development land and reduce the supply of parking. 
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Car ownership - Car ownership in Portsmouth has been growing steadily in recent decades, from 

90,200 licensed cars in 2009 to 102,200 licensed cars in 2017, placing additional pressure on the 

road network and parking provision for residents, visitors and workers. The average household in 

Portsmouth now has access to 1.42 cars29.  However, there is an opportunity to change the way 

people own and use cars in the city through greater use of car clubs, and new technology, and new 

forms of ownership. 

Of the 102,200 cars and 17,500 light goods vehicles licensed in Portsmouth at the end of 2017, 

1,033 of which were plug-in cars, LGVs and quadricycles.  The comparative figure for 2018 has not 

been released at the time of this study but at the end of quarter 3 2018, it was 1,561, an increase 

of 407% from quarter 3 in 2015.  By comparison Southampton had 231 plug-in cars, LGVs and 

quadricycles licensed at the end of quarter 3, 2018 (of a total of 96,400 cars and 10,500 vans at 

the end of 2017).35 

2.4.4. Socio-demographic context  

Portsmouth has poor public health compared to the UK average, areas of high deprivation, and an 

ageing population: 

 Portsmouth faces a number of public health challenges, which mean that 64% of early deaths 

in the city are attributable to cancer, coronary heart disease, respiratory disease and liver 

disease30.  Tobacco, alcohol, physical inactivity and diet are the four main risk factors for these 

conditions; with poor air quality also identified as a contributing factor.  It is estimated that in 

Portsmouth, 95 deaths per year occur where air pollution has been a contributing factor31.  In 

addition, levels of child obesity in Portsmouth are higher than average for England32. 

 Portsmouth is currently ranked 63rd out of 326 local authorities, where 1 is the most deprived 

in terms of average score.  Unemployment levels in the city are double the average for the 

south east of England, and in some wards levels of poverty are twice the national average33.  

Both the levels of poverty of deprivation in the city and the relatively poor state of the city’s 

public health, contribute to levels of life expectancy that are significantly shorter than the 

England average.  Higher levels of poverty and deprivation are indicators for poorer public 

health and lower levels of physical activity nationally.  As shown in Figure 8, the two 

exceedance links identified in the Defra PCM National Model, and AQMA6 coincide with the 

areas of highest deprivation within the city, and the consequences for residents in these areas 

are particularly significant. 

 Portsmouth has an ageing population34, and demographic trends suggest that the numbers of 

people aged over 60 and over 85 will increase as a proportion of the total population for at least 

the next decade.  Elderly people can be disproportionately affected by air pollution. 

As highlighted above, poor air quality disproportionately affects the very old, the very young, and 

those with chronic conditions.  It also has greater impact on those who live work or go to school in 

more deprived areas.  The location of exceedance sites in Portsmouth means that the impacts on 

local residents are of high concern. 

                                                
29

 Census 2011 
30

 Portsmouth CC Public Health Strategy 
31

 Public Health England, Centre for Radiation, Chemical and Environmental Hazards (PHE-CRCE) (2014); 
Estimating local mortality burdens associated with particulate air pollution.  
32

 JSNA Annual Summary 2016 
33

 JSNA Annual Summary 2016 
34

 Portsmouth’s ageing population strategy 2010-2020 
35 
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During 2016, Rapid Participatory Appraisals were carried out in areas across the city to gain 

insights into the perceived needs and perspectives of local communities.  During these appraisals, 

concerns over levels of pollution in some parts of the city were expressed (including anxieties over 

asthma, heart problems and lung disease), demonstrating the importance attributed to good air 

quality by residents. 

More recently, an air quality consultation was carried out to give residents and employees of 

businesses in Portsmouth the opportunity to provide insight into people's view of the current air 

quality in the city, and whether air quality is a concern to residents.  The consultation also gave the 

opportunity to explore where people think are the most impacted areas with regards to air pollution 

and awareness of the health impacts of poor air quality and the contributing factors.  Through this 

consultation, 81% of respondents expressed concerns over levels of pollution in some parts of the 

city, with the results showing that 77% of respondents drove in the city, with 40% of respondents 

suggesting they would consider changing their mode of travel and a further 23% being undecided. 

Maps showing the locational characteristics of particular groups of vulnerable people presented in 

Appendix A.  These show that the two exceedance links identified in the DEFRA PCM National 

Model and AQMA6 coincide with high levels of deprivation and high proportions of children, people 

with disabilities and Black, Asian and Middle Eastern (BAME) residents (all amongst the 20 top 

LSOAs in England and Wales).  These groups are currently being disproportionately affected by 

poor air quality and the associated impacts on health. 

Figure 9  Levels of income deprivation in Portsmouth 

 
Source: English indices of deprivation 2015: income deprivation component (DCLG) 
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2.4.5. Fit with other local policies and strategies  

A summary of other local policies and strategies is presented in Table 4 which will complement this 

local plan.  They highlight the local focus on promoting economic growth, reducing levels of social 

deprivation, improving transport connectivity by sustainable modes, and encourage active travel.   

 

While the focus is on identifying options which will achieve compliance in the shortest possible 

time, it is also important that options fit and/or complement these local priorities, or if not, mitigation 

measures are put in place to minimise the dis-benefits. 

Table 4  Relevant local policies and strategies 

Local policies and strategies Key relevant themes 

Economic growth and development  

Local 

 Emerging Local Plan  

 Emerging Economic Development 

and Regeneration Strategy 

Sub-Regional 

 Solent LEP
35

 Strategic Economic Plan 

 PUSH
36

 Spatial Strategy 

Encouraging economic growth and reducing social 

deprivation. 

‘To make Portsmouth the premier waterfront city with an 

unrivalled maritime heritage - a great place to live, work and 

visit’.  (Local Plan) 

‘Delivering sustainable, economic-led growth and 

regeneration … offering a better quality of life for everyone 

who lives, works and spends their leisure time here’ (PUSH 

Spatial Strategy Position Statement) 

Transport  

Local  

 Emerging Local Transport Plan 

 Park & Ride Strategy 

 Emerging Parking Strategy 

 Emerging Walking & Cycling Strategy 

 Highway Maintenance Strategy   

 Street Lighting Strategy 

Sub-Regional 

 Solent LEP Strategic Transport 

Investment Plan 

Supporting economic growth and improving strategic access 

to Portsmouth. 

Developing a sustainable and connected transport network. 

‘Need for a modern and resilient transport network that can 

enable the region to fulfil its economic potential by providing 

the conditions that enable businesses and people to thrive 

and productivity to increase’. (Strategic Transport Investment 

Plan) 

 

Health and well-being  

                                                
35

 Local Enterprise Partnership  
36

 Partnership for Urban South Hampshire  
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 Joint Health and Well-being Strategy 

 Obesity Strategy 

 Physical Activity Strategy 

 Anti-Poverty Strategy 

 Ageing Population Strategy 

 Emerging Equalities and Diversity 

Strategy 

 Children's Trust Board children's 

physical health and wellbeing strategy 

2018-2021 

 Portsmouth Clinical Commissioning 

Group - 20/20 Vision 

Improving public health and well-being 

Increasing levels of physical activity 

Tackling social isolation (particularly amongst the elderly) 

Reducing social deprivation and health inequalities 

Promoting good health in children, from conception to 

adulthood 

 

 

Environment and Communities  

 Air Quality Strategy 

 Sustainability Strategy 

 Climate Change Strategy 

 

Improve air quality 

Enable a sustainable transport system in Portsmouth and 

promote sustainable travel choices across Portsmouth City 

Council 

Reduce Portsmouth’s carbon footprint and adapt to climate 

change 

2.5. Spending objectives / critical success factors 

The case for intervention is set out in Section 2.2 to 2.4 above.  Local modelling to date indicates 

that NO2 concentrations in Portsmouth will continue to be non-compliant until 2024, which means 

that PCC will need to implement measures to bring forward compliance as quickly as possible.  

The objectives which any intervention (package of measures) should seek to achieve are 

summarised below.  These reflect the guidance set out by JAQU in Third Wave Local Authorities – 

Guidance (Options Appraisal), and the local Portsmouth context. 

2.5.1. Primary objective  

The primary objective of the Portsmouth Air Quality Local Plan is: 

 to deliver a scheme that leads to compliance with NO2 concentrations in the shortest possible 

time. 

This objective has been set by JAQU and is crucial to the overall success of the project. Packages 

of options that do not meet this criterion should be rejected. 

2.5.2. Secondary objectives 

In addition, interventions should seek to achieve the following secondary objectives: 

 deliver value for money; 

 ensure that particular groups of stakeholders are not disproportionately impacted by any 

negative impacts associated with the proposed intervention; 

 complement existing and planned wider policies for the city (including promote economic 

growth, reduce levels of social deprivation, improve health and encourage sustainable and 

active travel); 

 be deliverable in terms of supply side capacity and capability; 

 be affordable; and 

 be achievable (taking into account technical, legislative, and political and public acceptability 

constraints).   
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2.5.3. Local objectives 

Finally, the interventions should seek to achieve the following local objective, reflecting the 

underlying causes of NO2 exceedances in Portsmouth: 

 Reduce emissions on selected links without significantly worsening emissions in other AQMAs 

(for example, due to displacement of traffic to alternative routes). 

2.6. Benefits, risks, constraints and dependencies 

The following section identifies benefits, risks, constraints and dependencies related to addressing 

the identified air quality problem. 

 

 

2.6.1. Benefits 

 Opportunity to promote and optimise public transport use and walking and cycling 

infrastructure. 

 Opportunity to deliver longer term environmental benefits, and for Portsmouth to become an 

exemplar city. 

 Opportunity to enhance understanding of successful measures for achieving air quality 

improvements, for longer term use in Portsmouth and elsewhere. 

 

2.6.2. Risks 

 Risk that problem will simply be displaced to other parts of the city (and neighbouring 

authorities), if inappropriate options are shortlisted. 

 Risk that measures conflict with other local objectives for economic growth and development or 

other local objectives. 

 Risk of on-going health issues if measures are insufficient to significantly reduce emissions in 

the shortest possible time. 

 Uncertainty over Brexit and potential impact upon the operation of the port, including the 

volume, nature and flow of vehicles entering / leaving the port. 

2.6.3. Constraints 

 Being a majority island city with only three roads linking Portsea Island to the mainland, 

Portsmouth has a unique layout and any changes to the main road network require city wide 

consideration to ensure that potential displacement of traffic does not increase congestion and 

air pollution in other locations. 

 Limited local authority control of city centre parking due to substantial amount of privately 

controlled parking. 

 Uncertainty about future economic growth, and impacts on traffic flow, vehicle composition, and 

mode choice. 

2.6.4. Dependencies 

 

 Transforming Cities Fund – Rapid Transit proposals are being developed with the DfT to 

deliver a step change in public transport in the City Region.  Two of the principal routes are the 

A2047 London Road (AQMA 6) and A3 Mile End Road / Alfred Road.  Likely to be 



PORTSMOUTH CITY COUNCIL 
 

27 
 

infrastructure improvements to improve bus flow and patronage.  New vehicles will be ultra-low 

emission / electric / hybrid.   

 

The council is seeking to undertake an ambitious regeneration scheme which aims to address the 

myriad of issuing facing the city centre.   This major programme will see a number of work streams 

joined together to facilitate the right type of development, at the right time and for the right 

cost.  The realignment of the highway is critical to this.  The project is not likely to be deliverable 

with relevant timescales.  The wider scheme will encompass various issues facing the city, namely;  

 Economic growth and ensuring that any development is looking to the future to embrace the 

changes to the 'traditional' high street and deliver an environment that is fit for purpose;   

 

 Addressing the concerns around air quality and ensure that any changes to the highway 

network and wider development are improving the air quality; and 

 

 To provide a city centre that is focussed on sustainable transport and active travel to promote 

improved health and reduce the reliance on cars. 

 

The project will realign the highway and so the majority of the traffic will be moved away from the 

developable areas, creating a vastly improved footprint for economically viable 

development.  Footfall will be encouraged by a strong range of sustainable travel interventions 

such as bus stops, cycle parking and cycle share schemes. 

 

2.7. Theory of change and logic mapping for options 

Figure 10 represents Portsmouth City Council’s overarching vision of change for achieving 

compliance with EU limit values for NO2 in the shortest possible time. 

A logic map is a systematic and visual way of presenting the ‘theory of change’ underpinning a 

programme / policy, setting out how expenditure and invested resources (inputs) generates 

activities (outputs) which are then expected to lead to particular changes in outcomes and impacts. 

It will be used initially to guide the option development and assessment process, and later to scope 

the baseline data requirements for ex-post evaluation.  
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Figure 10  Logic map to represent Portsmouth City Council’s overarching vision of change 
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3. Economic Case 

3.1. Introduction 

This section focuses on the main options available for delivery of a scheme which meets the 

objectives outlined in the previous chapter and responds to the case for change.  It involves 

considering and assessing a long list of options using a multi-criteria analysis framework 

(structured around the spending objectives / critical success factors identified in Chapter 2), in 

order to identify a shortlist of better performing packages of options to take forward to Outline 

Business Case (OBC) stage.  

3.2. Multi-criteria analysis framework 

In order to identify better performing options and packages, interventions have been assessed 

against the spending objectives / critical success factors (CSFs) identified in Chapter 2, using the 

framework outlined in Table 5.  This allows potential interventions to be compared in terms of: 

 their relative performance in achieving compliance in the shortest possible time whilst also 

considering benefits and trade-offs around: 

 issues such as strategic fit, value for money, distributional impacts, commercial delivery, 

affordability, and achievement; and  

 contribution towards local objectives, reflecting wider air quality issues in Portsmouth. 

Table 5  Multi-criteria analysis framework 

Criteria Description / consideration Scoring 

Primary Critical Success Factor 

Compliance a) Does the option allow PCC to achieve NO2 compliance in the 

shortest possible time?   

It is expected that the earliest possible time a charging CAZ 

could be implemented would be within 12-18 months
37

 of the 

delivery of the business case in October 2019, which would be in 

2021.  At this stage, the shortest possible time, is there assumed 

to be 2021, but this will be refined further once targeted 

determination has been completed as part of the next stage of 

analysis. 

b) Does the option allow PCC to achieve NO2 compliance in the 

shortest possible time, if combined with other options?   

Options which meet this criterion, but not criterion (a) should be 

packaged with other options and re-assessed.   

Scored as Pass or 

Fail.   

Only options that 

‘pass’ will be taken 

forward for further 

consideration. 

Secondary Critical Success Factors 

Local 

objective  

a) Does the option reduce emissions on identified links, without 

significantly worsening emissions in other AQMAs (for example, 

due to displacement of traffic to alternative routes)? 

Score using a  

5 point scale. 

                                                
37

 Options have been categorised as being deliverable within <6 months, 6-12 months, 12-18 months, 18-24 
months, 24+ months.  The estimate of 12-18 months is based on the experience of other local authorities.  
For example, Birmingham City Council is proposing to implement a Class D CAZ in January 2020, just over a 
year after submission of the business case. 
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Strategic fit a) Does the option promote economic growth, reduce levels of 

social deprivation, and/or encourage sustainable and active 

travel? 

Score using a  

5 point scale. 

Value for 

money 

a) Do the likely benefits of this option exceed the costs? 

b) Has the option been designed to deliver effectively while 

maximising benefits and minimising cost? 

Score using a  

5 point scale. 

Distributional 

impacts 

a) Does the option significantly affect one or a number of 

particular groups of stakeholders (in a transport context)? 

b) Is there potential to insure some groups against the 

detrimental impacts of an option? 

Score using a  

5 point scale. 

Supply side 

capacity and 

capability 

a) Are there capable contractors available to provide the 

required services? 

b) Is there a sufficiently well-developed market to support the 

efficient delivery of the option? 

c) Who will deliver this solution (LA, external party, or both), and 

who will lead organisation for the delivery of this option? 

Score using a  

5 point scale. 

Affordability a) Is the option likely to be affordable in both the short and long 

run in comparison to other options considered? 

b) How will this option be funded (public, private or mix of 

funding sources)? 

Score using a  

5 point scale. 

Achievability a) Can it be delivered on a local scale / in the local context? 

b) Given market limitations, are adequate resources available 

(currently or can be obtained in sufficient time) to manage and 

implement such an option successfully? 

c) Is it based on proven / existing technology? 

Score using a  

5 point scale. 

 

The primary CSF has been scored using a pass/fail score as recommended by JAQU.  This has 

been done to ensure that options which do not have the potential to contribute to achieving 

compliance in the shortest possible time are not taken forward to OBC stage, even though they 

may score well against the secondary CSFs. 

The secondary CSFs have been scored using a five-point scale (+2 to -2, where +2 represents the 

most positive assessment and -2 represents the least positive assessment), with key metrics and 

statistics used as a guide to support the scoring where possible. 
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3.3. Long list of options 

In line with the Green Book recommended approach to developing policy options, a long list of 

options has been developed based around the following framework: 

 Scope options – Options relating to the overarching aspects of the local plan, covering ‘who’, 

‘what’ and ‘where’ issues, including the geographical scope and types of technology, sectors or 

groups targeted. 

 Service solution options – Options relating to individual policies and interventions. 

 Service delivery options – Options relating to who will deliver the local plan. 

 Funding options – Options around who will provide the funding required to deliver the plan. 

3.3.1. Scope options 

Evidence presented in Chapter 2 shows that the air quality problem in Portsmouth can be 

summarised as follows:  

 Projected exceedances at five locations, which are located on two of the three strategic routes 

in the city centre from the mainland and fall within or close to AQMA 6 and 11: PCM link 48196 

A3 Mile End; PCM link 18114 A3 Alfred Road; and three PCM links (6118, 38333, and 36116) 

on the A2047 London Road / Kingston Road / Fratton Road. 

 Three further AQMAs which are now broadly compliant but could experience further problems if 

traffic volumes on these routes increase.  AQMA 9 is located on the A2030 which provides the 

third strategic route into the city centre, and AQMA 7 and 12 are located between the city 

centre and the waterfront. 

 The most likely cause of projected exceedances at the two locations on the A3 is from diesel 

cars and taxis, primarily during congested peak times. Exceedances on the A2047 are also 

primarily due to diesel cars and taxis, but buses and coaches and LGVs are also significant. 

 It is expected that the earliest possible time in which a charging CAZ could be implemented 

would be within 12-18 months of the delivery of the business case in October 2019, which 

would be in 2021.  By this date, local air quality modelling suggests that link 48196 (Mile End 

Road) would be compliant, but a 19% reduction in road NOx would still be required to achieve 

compliance on link 18114 (Alfred Road). On the A2047, a reduction of 26% in 2021 may still be 

required at the worst case location (just south of the Kingston Crescent / Kingston Road 

junction) to achieve compliance. 

Given the source of the emissions and location of exceedances, the following overarching scoping 

options have been identified for further consideration: 

 Do Nothing (no policy intervention, considered as a baseline); 

 Focused measures around exceedance locations only (A3 Mile End Road, A3 Alfred Road, 

A2047) or City-wide focus (comprising Portsea Island only); 

 Targeting different combinations of vehicles (cars only, taxis and buses / coaches, HGVs, 

LGVs) especially the most polluting vehicles38; and 

 Targeting peak trips only (commuting, and travel to school) and all day / all-purpose trips.  

Table 6 illustrates the projected NO2 concentrations for a 'Do Nothing' option based on modelling 

conducted for the Targeted Feasibility Studies, with compliance dates illustrated in green.  

Modelling of this scenario will be updated as part of the targeted determination stage of this study. 

This is required as part of the Initial Evidence Submission to provide baseline air quality data for 

the road links of concern to act as a baseline to assess all shortlisted options against. 

                                                
38

 Options 3b-3e reflect the vehicle combinations for a Charging CAZ A to D. 
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Table 6: Modelled Annual Mean NO2 concentrations (Do Nothing Scenario) 

 Annual Mean NO2 Concentrations (µg/m3) 

PCM Road Link 2018 2019 2020 2021 2022 2023 2024 

48196 (Mile End Road) 44.2 42.2 40.1     

18114 (Alfred Road 49.2 48.3 45.9 43.8 41.3 39.2  

36116 (A2047) 54.2 52.0 49.4 46.6 44.0 41.9 39.8 

 

Table 7 presents an initial assessment of the various scoping options against the primary 

compliance critical success factor.  Initial estimates of when these could achieve compliance are 

based on evidence from other authorities and initial modelling conducted for the Targeted 

Feasibility Studies.  Assuming a city-wide Charging CAZ could be implemented in 2021, this is the 

earliest date that compliance is considered to be possible on all road links. 

The following scoping options are most likely to achieve compliance in the shortest possible time: 

 Scope Option 2. City-wide, but with targeted focus on exceedance areas; 

 Scope Option 3e. Targeting all vehicles; and  

 Scope Option 4b. Targeting all day / all-purpose trips. 

Potential interventions should therefore meet the following criteria: 

 City-wide focus, but with targeted focus on exceedance areas; 

 Targeting all vehicles (especially the most polluting vehicles); and 

 Targeting all day / all-purpose trips (but with a particular focus on peak period trips, where 

appropriate). 

Being a majority island city, with only three roads linking Portsea Island to the mainland, 

Portsmouth has a unique layout and any changes to the main road network require city-wide 

consideration to ensure that potential displacement of traffic does not lead to air quality problems in 

other locations.  A city-wide approach will enable this concern to be addressed and ensure that all 

measures proposed are considered from a whole network perspective.  The primary focus 

however, will be on the exceedance links on the A3 and A2047, whilst ensuring that traffic 

displacement does not cause an increase in congestion and emissions elsewhere to the extent that 

this creates new exceedance links or new AQMA designations. 

While diesel cars account for 40%-58% of road traffic emissions in the exceedance areas, 

implementing measures which reduce emissions from this source effectively can be difficult from a 

practical perspective.  Measures targeting all vehicle types will therefore be considered, 

encompassing all day and all-purpose trips. 
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Table 7  Assessment of scope options against CSFs 

Scope options Potential to achieve compliance 

in the shortest possible time 

Decision 

1. Do Nothing  

(no policy intervention) 

2020 on road link 48196 (A3), 2023 

on link 18114 (A3) and 2024 on link 

36116 (A2047) 

Take forward for reference only – This option would not deliver compliance in the shortest possible 

time.  However, it will be taken forward to the next stage to act as a baseline for the other options. 

2a. Exceedance locations 

only 

High Take forward -This approach would focus on improving air quality within the identified exceedance areas 

only and would only be effective if traffic displacement did not cause an increase in congestion and 

emissions worsening pollution and thereby resulting in new AQMA designations. Modelling of measures 

such as pedestrianisation of a section of London Road suggests that this could bring forward compliance 

in AQMA 6 to 2021. 

2b. City-wide focus Low – Medium  

(depending on scale of investment) 

Take forward – The city-wide approach will enable the exceedance locations and other AQMAs to be 

addressed and ensure that all measures proposed are considered from a whole network perspective.  

The primary focus however, will be on Road link 48196, Road link 18144, and the A2047 links, where 

NO2 concentrations are believed to be highest. 

3a. Targeting cars only 

(especially the most polluting 

cars) 

Medium Take forward - Apportionment data shows that diesel cars account for 40-58% of road traffic NOx 

emissions in the exceedance areas.  Reducing emissions from pre-Euro 6 cars would bring about a large 

contribution to achieving compliance, although likely to be challenging to achieve from a deliverability 

perspective. 

3b. Targeting taxis, and 

buses / coaches (primarily 

diesel vehicles) 

Low Take forward - Apportionment data shows that buses / coaches account for 5-23% of road traffic NOx 

emissions in exceedance areas, with the highest contribution on the A2047. This may not be sufficient to 

achieve compliance on road link 36116 or 38333 on its own but could be combined in an overall package 

including charging and non-charging options. 

3c. Targeting taxis, buses, 

coaches and HGVs 

(primarily diesel vehicles) 

Medium Take forward - Apportionment data shows that combined, these vehicles contribute to around 40% of all 

road NOx emissions on the key road links within the exceedance areas. Based on the assessment of 

required compliance on the A2047 in 2021, if this measure was successfully enforced with a high level of 

vehicle compliance it may potentially bring forward compliance in this year.  

3d. Targeting taxis, buses, 

coaches, HGVs and LGVs 

(primarily diesel vehicles) 

Medium Take forward - Apportionment data shows that diesel LGVs account for 21-24% of road traffic emissions 

in the exceedance areas, HGVs account for 6-7% of emissions, and buses /coaches account for 5-23% of 

emissions from road traffic.  This option would be particularly effective on the A2047 and may bring 
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forward compliance to 2021. 

3e. Targeting all vehicles  High Take forward – Given the size of the exceedance on Link 36116 (currently modelled at 54.2 µg/m
3
) a 

26% reduction in road traffic NOx is required to achieve the objective in 2021. Intervention across all 

vehicle classes is considered to be the mostly likely to be effective at achieving this. 

4a. Targeting peak trips only 

(commuting, and travel to 

school) 

Medium Take forward - The most likely cause of projected exceedance on the A3 has been identified as 

congestion during peak times due to commuter traffic. Focusing on commuting and travel to school trips 

will also target car trips, which have been identified as the main source of NOx.  Hourly measured 

concentrations across an average weekday at Defra monitoring sites (Anglesea Road and Curtis Mead) 

were highest at peak times, at around 40 µg/m
3
, which is around 5-10 µg/m

3
 higher than hourly 

concentrations in the middle of the day. If these highest levels were reduced by 5%, this could reduce the 

overall average concentrations across the day by 2%.   

However, congestion on the A3 links can also be high at weekends, due to the high volume of traffic 

going to Gunwharf Quays on the waterfront.  

4b. Targeting all day / all-

purpose trips 

High Take forward – In consideration of achieving compliance in the shortest possible time, given the scale of 

reductions required, it is likely that all journey types will need to be considered in order to make an overall 

reduction in concentrations across an entire day. This will be more effective than Option 4a. 
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3.3.2. Service solution options (interventions) 

A long list of feasible options has been generated comprising individual policies and interventions 

which could potentially address the problems, issues, and scope identified above. 

An initial long list of 64 options is presented in Table E.1structured around the following themes 

identified in the logic map (Figure 9): 

 Charging Clean Air Zone (CAZ); 

 Measures to reduce private vehicle use (including reducing the need to travel)*; 

 Road network changes and traffic management measures to reduce traffic flow / congestion*; 

 Measures to re-time vehicle trips*; 

 Measures to encourage use of cleaner vehicles and more sustainable driving (to reduce 

tailpipe emissions)*; 

 Measures to encourage mode shift to sustainable modes (including reducing the need to 

travel)*; 

 Communications and marketing*; and Other*. 

*A package of measures comprising non-charging interventions would essentially constitute a Non-

Charging Clean Air Zone. 

The list is based on: 

 suggestions put forward by local authority officers and members at a workshop for the 

Targeted Feasibility Study in August 2018; 

 a review of options considered by other local authorities developing Air Quality Local Plans, 

and other examples of best practice; 

 a more recent review of the problems and issues and scope identified, and recent policy 

developments in Portsmouth, to identify any gaps. 

An initial sift was undertaken in order to sift out options which: 

 are unlikely to improve air quality; 

 are unlikely to be deliverable in the required timescale; 

 are not considered technically feasible, deliverable under current legislation, or would be seen 

as wholly unacceptable by stakeholders.  

As a result 10 schemes were rejected, leaving a long list of 55 for further consideration.  Reasons 

for rejection are highlighted in Table E.1. 

3.3.3. Service delivery options 

The following options for delivering the local plan have been identified (and are considered further 

in the Commercial Case section): 

 Fully delivered in house by local authority; 

 Fully delivered by external consultant; and 

 Some elements delivered by each. 

3.3.4. Funding options 

The following mechanisms have been identified for delivering the local plan (considered further in 

the Financial Case section): 

 Public funding only; 

 Public funding with substantial private funding support for non-charging measures; and 

 Public funding with private partners sought where possible. 
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3.4. Assessment of sifted long list 

The options in the sifted long list have been assessed in two stages: 

 firstly considering the potential of each option to achieve or contribute (as part of a package) to 

compliance in the shortest possible time (Primary Critical Success Factor); and 

 secondly considering how each option performs in terms of strategic fit, value for money, 

distributional impacts, commercial delivery, affordability, and achievement issues (Secondary 

Success Factors).  

3.4.1. Compliance (and local objective) assessment 

In order to determine the relative performance of options in achieving compliance in the shortest 

possible time, each option has been assessed against the following sub-criteria: 

 delivery timescales, where the Charging CAZ benchmark is assumed to be 12-18 months; 

 potential scale of NO2 reduction, based on emissions modelling undertaken as part of the 

Targeted Feasibility Studies or proxy estimates based on the potential change in vehicle flow, 

speeds and/or delay;  

 certainty of delivering the estimated change identified above, e.g. high certainty for options 

which ban traffic or reduce per vehicle emissions and low certainty for options which rely on 

individuals choosing to change their behaviour (e.g. travel planning initiatives); and 

 risk of displacement of traffic or air quality limit exceedance to other AQMAs (reflecting the 

local objective). 

Table 8  Sub-criteria for assessment of compliance (and local objective) 

Assessment of 
contribution to 
compliance 
(and local 
objective) 

Compliance sub-criteria 

Delivery 
timescales 

Potential 
scale of 
NO2 
reduction 

Certainty of delivering expected 
change in emissions 

Risk of displacement 
of traffic or air 
quality limit 
exceedance to other 
AQMAs 

Most positive <6 months High High (primary restraint measure) 

E.g. bans or prevents vehicle 
movements or reduces per vehicle 
emissions 

Low 

 6-12 
months 

   

 12-18 
months 

Medium Medium (complementary demand 
management measure) 

E.g. measure which discourages 
rather than prevents emissions 

Medium 

 18-24 
months 

   

Least positive 24+ months Low Low (complementary behaviour 
change measure) 

E.g. measure which relies on 
individuals choosing to change 
behaviour 

High 



PORTSMOUTH CITY COUNCIL 
 

37 
 

Options which will take more than 24 months are assumed to have failed in the context of the 

Primary Critical Success Factor, and have not been taken forward for further assessment against 

the Secondary Critical Success Factors.  At this stage, schemes assessed as taking 18-24 months 

to deliver have been retained in the process, as further investigation may conclude that the 

intervention can be delivered within a similar or shorter time to a Charging CAZ. 

At this stage it is acknowledged that many of the options will have a low impact if implemented on 

their own but are likely to be effective if implemented as part of a package of measures.  Options 

which score less favourably than a Charging CAZ in terms of ‘potential scale of NO2 reduction’ 

have therefore been retained at this stage, and have been taken forward for assessment against 

the Secondary Critical Success Factors and subsequent packaging as part of the short listing 

process. 

The results of the compliance assessment are presented in Table E.2 .  A detailed description of 

each of the options is set out in Table E.1. 

Compliance results - Charging CAZ benchmark options 

In the technical report published alongside the UK Plan, government identified charging 

Clean Air Zones (CAZ)39 as the measure, able to be modelled nationally, which would achieve 

compliance with NO2 limits in the shortest possible time; although it acknowledged that local 

authorities may have local solutions that can deliver faster.  A Charging CAZ therefore provides the 

benchmark against which other options should be assessed.   

Portsmouth is just one of many local authorities currently working with JAQU to bring about 

compliance with EU limit values under the UK Plan.  As such, other councils are currently 

investigating the feasibility and effectiveness of Charging CAZ options.  Potential impacts from 

some existing published studies have been reviewed at this stage, focusing on Southampton City 

Council as it is the closet geographically, with similarities to Portsmouth.  This review has helped in 

the initial consideration of which options may need to be taken forward to the short list.   

There are 4 CAZ charging options.  Class A targets taxis, buses and coaches; Class B also 

includes HGVs; Class C also includes LGVs; and the final Class D includes all vehicle types, 

including private cars.  

Southampton and the New Forest investigated the air quality impact of two CAZ options as one of 

the ‘first wave’ of authorities developing a Local NO2 Plan, considering impacts across the whole of 

Southampton city centre.  Detailed dispersion modelling found that the CAZ A charging option 

could give an average reduction in NO2 concentrations of 3.8%, and CAZ B, average reductions of 

6.5%, with a range of 2-18% (Southampton City Council, 2018)40.   

Other first wave authorities such as Leeds and Birmingham have assessed options up to CAZ D. 

For example, Birmingham City Council considered that even a CAZ D was not sufficient to bring 

about compliance by 2020, and therefore further measures in addition to this were required.  Even 

so, an average reduction of modelled NO2 concentrations of only 2% was predicted across the 

study area, with a maximum reduction of 9% on roads within the CAZ itself. The earliest date of 

compliance in Birmingham would be 2022 for a CAZ D plus additional measures (e.g. taxi and bus 

                                                
39

 A CAZ defines an area where targeted action is taken to improve air quality and resources are prioritised 
and coordinated in order to shape the urban environment in a way that delivers improved health benefits and 
supports economic growth. It may or may not include a charging element. 
40

 Ricardo Energy and Environment (2018), Southampton Clean Air Zone – Air Quality Assessment of 
Options available at https://www.southampton.gov.uk/images/draft-air-quality-options-report_tcm63-
400487.pdf 



PORTSMOUTH CITY COUNCIL 
 

38 
 

upgrades) (Birmingham City Council, 2018)41. Derby and Nottingham have also been considering 

options as part of the first wave, and have veered away from charging CAZ zones altogether, citing 

the efficacy of re-routing options and improvements to other transport infrastructure already 

undertaken respectively as justification. 

However, further studies, for example in Bath, showed much larger improvements are possible 

when CAZ options C and D are considered.  For example, on the PCM links, a CAZ C was 

modelled to bring about an average improvement in NO2 concentrations of 26.3%, and a CAZ D an 

average improvement of 27.8%.  Compliance was achieved at all locations with a CAZ D in 2021 

with the higher charge shown in Table 942.  

As a comparison, the modelling studies described above were based on the proposed CAZ daily 

charging rates given in Table 9. 

Table 9 Comparison of Proposed Caz Charging Rates 

Vehicle Type Southampton Birmingham Bath Leeds43 

Car  n/a £8 £7.50 - £9 £12.50 

Taxi £12.50 £8 £7.50 - £9 £12.50 

LGV n/a £8 £7.50 - £9  £12.50 

HGV £100 £50 £100 £50 

Bus/coach £100 £50 £100 £350 

Evidence from this review suggests that the two most stringent CAZ options (C and D) have the 

potential to bring about large improvements in NO2 concentrations, but that the relative impacts 

vary with location and the current air quality situation. As such, Portsmouth propose to first 

undertake investigation of a Class B CAZ as part of the short list modelling for Portsmouth. 

Compliance results – Other options 

At this stage, the following options are considered to have the most potential for achieving 

compliance in the shortest possible time, scoring medium or above in terms of ‘potential scale of 

NO2 reduction’ if implemented on their own and being deliverable in less than 24 months44: 

 A9. Scrappage charge for the most polluting vehicles 

 B6. Change traffic priorities at Unicorn Gate Junction (Alfred Road); 

 B11. Ban traffic except buses and cycles between Stubbington Avenue and Kingston Crescent 

during all or part of the day (AQMA6); 

 B12. Ban traffic except buses, taxis (but not private hire vehicles), cycles between Stubbington 

Avenue and Kingston Crescent during all or part of the day (AQMA6); 
                                                
41

 Air Quality Consultants (2018). Birmingham Clean Air Zone Feasibility Study – Full Business Case Air 
Quality Modelling Report available at  https://www.birmingham.gov.uk/downloads/file/11353/aq3_-
_birmingham_caz_fbc_report-_air_quality_v3_4-12-18 
42

 Jacobs (2018). Bath Clean Air Plan, outline business case available at http://www.bathnes.gov.uk/bath-
breathes-2021-overview/outline-business-case-full 
43

 Richard Energy and Environment (2018). Leeds Clean Air Zone – Charges Analysis available at 
https://www.leeds.gov.uk/docs/Appendix%20SC7%20-%20Charging%20analysis.pdf 
44

 Although a CAZ is expected to be deliverable within 12-18 months, and a more flexible threshold of 24 
months has been used here to reflect the early stage of the design and assessment of the options under 
consideration. 



PORTSMOUTH CITY COUNCIL 
 

39 
 

 B13. One-way system on London Road between Stubbington Avenue and Kingston Crescent – 

north or southbound, during all or part of the day (AQMA6); 

 B14. Pedestrianisation of London Road between Stubbington Avenue and Kingston Crescent 

(AQMA6); and 

Further information on these options is provided in Table 10. 

The options comprise a scrappage scheme for the most polluting vehicles, junction improvement 

on the A3 (Alfred Road), various traffic management measures on the A2047 (AQMA6), and use of 

low emission buses on the A2047 (AQMA6):   

 A scrappage scheme has the potential to remove the most polluting vehicles from the road, but 

would need to be carefully designed to achieve the right outcomes. 

 Changing the traffic priorities at Unicorn Gate junction to give additional green time to outbound 

traffic and prevent traffic from queueing back through Alfred Road has the potential to reduce 

emissions on this exceedance link, but further design and analysis is required to determine the 

scale of benefit and ensure that the scheme does not simply move the location of exceedance 

to Queen Street (AQMA12). 

 The traffic management measures on the A2047 have been categorised as ‘primary restraint 

measures’ (using the scale described in Table 8) suggesting a high certainty that the expected 

change in emissions will be achieved if implemented.  However, they will need to be planned 

well, to ensure that they do not displace traffic to other exceedance links and AQMAs.  Given 

the local geography, identifying suitable diversion routes which minimise rat tuning through 

residential streets will be challenging but an essential part of the scheme design.  The most 

effective of the traffic management measures involves banning traffic between Stubbington 

Avenue and Kingston Crescent, which is more stringent than a Charging CAZ.  However, it 

could deliver public realm and place making benefits to this district centre, if well designed. 

 Although Euro 6 emissions rates are much lower than previous diesel buses, support to 

convert buses to electric or hybrid rather would have greater benefits. 

As discussed above, other options have not been discounted at this stage, and could form 

packages of supporting measures to further reduce emissions on the identified exceedance links in 

order to meet compliance.   

However, there are five options which have been assessed as failing in the context of the Primary 

Critical Success Factor, and have not been taken forward for further assessment against the 

Secondary Critical Success Factors: 

 A5. Travel plans for new developments - Unlikely to achieve measurable benefits within 

timeframe of this study as no large developments are expected in the next 2 years; 

 A7. Improve broadband coverage and quality - Not expected to have a significant impact in 

terms of reducing the need to travel; 

 B10. Traffic light gating of London Road (primary restraint measure)  - Unlikely to be 

deliverable within the timeframe of this study; 

 D4. Charging points for new developments - Unlikely to achieve measurable benefits within 

timeframe of this study; 

 D9. Converting buses on A2047 routes to lower emission fuels (including hybrid buses, biofuel 

powered buses, and electric buses, as an alternative to petrol and diesel) (AGMA6) - Unlikely 

to be deliverable within the timeframe of this study; 

 

 E10. Improve rail connectivity (esp. in peaks) - Unlikely to be deliverable within timeframe of 

this study; and 
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 Freight consolidation centre - Unlikely to be deliverable within timeframe of this study. 

 

See Table E.2 for further information. 
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Table 10  Options with the most potential for achieving compliance in the shortest possible time 

Options Description Compliance (and local objective) assessment 

Junction improvements on A3 

A9 - Scrappage 

scheme for the most 

polluting vehicles 

A scrappage scheme 

targeted at that most 

polluting cars / LGVs owned 

by residents living on 

Portsea Island, potentially 

prioritising low income 

residents / workers.  

Rewards could involve cash, 

a discount on a new 

replacement vehicle with 

lower emissions, or vouchers 

to switch to a different form 

of transport (car club, public 

transport or cycle).   

Delivery timescales: 12-18 months delivery time 

Potential scale of NOx reduction: Medium – Potential to remove the most polluting vehicles from the road.  A scheme 

costing £7.5-10 million could result in scrapping of 2,000-5,000 vehicles (out of the 102,200 cars and 17,500 light goods 

vehicles licensed in Portsmouth at the end of 2017) from the road (based on a £2,000 per vehicle incentive; or £5,000 for 

the first 500 vehicles, £4,000 for the next 500 vehicles, and £3,000 for the next 1,000 vehicles.   

If incentive is provided in the form of a mobility credit, then most likely to be taken up by those who use their car 

occasionally, which may lesson impact on overall emissions. 

Certainty of delivering change: Low/Medium (complementary behaviour change measure) 

Displacement risk: Low 

Comments: Could be packaged with car club or car hire scheme, to encourage residents with the most polluting vehicles 

and low levels of use, to give up car ownership.  Would be an important complementary measure if a Charging CAZ D 

was introduced, but could also be implemented without a CAZ if appropriate controls are put in place. 

Junction improvements on A3 

B6 - Change traffic 

priorities at Unicorn 

Gate Junction (Road 

Link 18114, A3 Alfred 

Road) 

Give extra green time to 

outbound traffic at Unicorn 

Gate junction to reduce 

queuing on Alfred Road.  

Remove on-street parking on 

Queen Street to allow bus 

lane to be implemented, to 

enable buses to exit Queen 

Street onto Alfred Road.  

May increase congestion 

and deteriorate air quality on 

adjacent roads. No specific 

measures for this option 

have been identified at this 

time.   

Delivery timescales: 12-18 months delivery time 

Potential scale of NOx reduction: Medium. Gives extra green time to outbound traffic at Unicorn Gate junction to 

reduce queuing on Alfred Road.   

Certainty of delivering change: Medium/High (primary traffic management measure) 

Displacement risk: Medium/High. May displace air quality problem to AQMA12 (Queen Street). 

Comments: Relatively easy to deliver but may increase congestion for traffic from The Hard trying to exit Queen Street 

onto Alfred Road, affecting AQMA12.  Would increase journey times and reduce reliability for buses exiting from Queen 

Street, unless on-street parking on Queen Street is removed to allow bus lane to be implemented.   
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Options Description Compliance (and local objective) assessment 

 

 

Traffic management measures on A2047 (AQMA6) 

   

B11 - Ban traffic except 

buses and cycles 

between Stubbington 

Avenue and Kingston 

Crescent - during all or 

part of the day 

(AQMA6) 

Removal of these vehicles 

from the links comprising 

AQMA 6. Assumptions 

around the re-routing of the 

vehicles would be required.  

Re-routing onto Copnor 

Road and/or A3 may 

exacerbate problems on 

these links. Could also 

consider time varying 

access. 

Delivery timescales: 12–18 months 

Potential scale of NOx reduction: High. Modelling for the Targeted Feasibility Study predicted that pedestrianisation of 

a section of London Road between Kingston Crescent and Stubbington Avenue (link 38333) could result in a reduction of 

up to 20% in roadside concentrations along London Road but there may be increases across the wider area depending 

on vehicle displacement. Allowing buses through this section of the road would reduce the benefits.  Although the 

proportion of buses in the fleet is low (1%), their contribution to road NOx emissions is relatively high (23%, with the 

current bus fleet). This measure has not been specifically modelled. 

Certainty of delivering change: High (primary restraint measure) 

Displacement risk: High. Would displace traffic from key n/s corridor, which may impact on other exceedance links and 

AQMAs. Further consideration of origins and destinations and potential diversion route required to determine impact.   

Comments: More stringent than a Charging CAZ, but could deliver public realm and place making benefits to this district 

centre.  Has been considered previously.  Likely to be more acceptable than a Charging CAZ, but still challenging to 

deliver.   Potential positive impacts on local economy.  Would improve bus journey times and reliability, with positive 

impact on model shift.  Traffic management measures required to prevent rat running through residential streets (hard to 

predict / resolve).   

Scheme would need to accommodate a large amount of vehicle loading / unloading for businesses without rear access, 

e.g. by allowing deliveries at certain times of the day only.  This would need to be enforced, e.g. by parking enforcement 

officers or use of rising bollards allowing buses to enter but preventing other traffic from accessing road. 

B12 - Ban traffic except 

buses, taxis, cycles 

between Stubbington 

Avenue and Kingston 

Crescent - during all or 

part of the day 

(AQMA6) 

Removal of these vehicles 

from the links comprising 

AQMA 6. Assumptions 

around the re-routing of the 

vehicles would be required.  

Re-route onto Copnor Road 

and/or A3 may exacerbate 

problems on these links. 

Delivery timescales: 12–18 months 

Potential scale of NOx reduction: High. This measure has not been specifically modelled.  Likely to be less effective 

than the above option, but the contribution of taxis to NO2 emissions is currently unknown (awaiting ANPR results).   

Certainty of delivering change: High (primary restraint measure) 

Displacement risk: High (see above). 

Comments: As above.  Allowing taxis would reduce the effectiveness but provide accessibility benefits (particularly for 
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Options Description Compliance (and local objective) assessment 

Could also consider time 

varying access. 

individuals unable to use bus, cycle or walk). 

B13 - One-way system 

on London Road 

between Stubbington 

Avenue and Kingston 

Crescent – north or 

southbound, during all 

or part of the day 

(AQMA6) 

Introduction of a south-

bound one-way system on 

London Road to reduce 

traffic flow and levels of 

emissions in the AQMA. 

Delivery timescales: 12–18 months 

Potential scale of NOx reduction: Medium/High. Modelling for the Targeted Feasibility Study considered making 

London Road one-way southbound between Stubbington Avenue and Kingston Crescent, thereby halving the vehicle 

flow. This was predicted to reduce NO2 concentrations by 10% on London Road, but resulted in a similar level of increase 

in concentrations in the wider area. 

Certainty of delivering change: High (primary restraint measure)  

Displacement risk: Medium/High. Displacement impact would be half that of above options. 

Comments: Less challenging to deliver than banning traffic. Traffic management measures required to prevent rat 

running through residential streets (hard to predict / resolve).   

B14 - Pedestrianisation 

of London Road 

between Stubbington 

Avenue and Kingston 

Crescent (AQMA6) 

Full pedestrianisation of a 

section of London Road to 

reduce traffic flow and levels 

of emissions in the AQMA. 

Delivery timescales: 12–18 months 

Potential scale of NOx reduction: High. Modelling for the Targeted Feasibility Study predicted that pedestrianisation of 

a section of London Road between Kingston Crescent and Stubbington Avenue (link 38333) could result in a reduction of 

up to 20% on roadside concentrations along London Road but there may be increases across the wider area depending 

on vehicle displacement. 

Certainty of delivering change: High (primary restraint measure) 

Displacement risk: High. Would displace traffic from key n/s corridor, which may impact on other exceedance links and 

AQMAs.  Further consideration of origins and destinations, and potential diversion route required to determine impact.   

Comments: As per B11 and B12. Additional challenge of where to divert buses, and potential accessibility issues for 

those unable to walk or cycle.  Would compromise wider policy to encourage use of sustainable modes due to 

compromised bus routes, potentially resulting in more car use overall.  The A2047 is currently an important bus corridor 

for the city.  Scheme would need to accommodate a large amount of vehicle loading / unloading for businesses without 

rear access.  B11 or B12 considered more preferable at this stage. 
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3.4.2. Secondary critical success factor assessment 

In order to determine the relative performance of options in achieving compliance in the shortest 

possible time, each option has been assessed (see Table 11) against the following sub-criteria: 

 Strategic fit – The assessment is guided by the local policies and strategies listed in Table 1, 

and considers potential positive (scoring +1 or +2) or negative (scoring -1 or -2) contributions to 

economic growth, reducing levels of social deprivation, and/or encouraging sustainable and 

active travel.  Options which only deliver air quality benefits have been scored 0.   

 Distributional impacts (transport-related) – As highlighted in Section 2.4.4 the links with highest 

NO2 emissions are in areas with high levels of deprivation and high proportions of children, 

people with disabilities, and non-white ethnicity (see also Appendix A).  All options which score 

strongly against the compliance objective are assumed to result in positive health benefits for 

these groups.  This assessment therefore focuses on any positive (scoring +1 or +2) or 

negative (scoring -1 or -2) impacts on the groups identified in Appendix A.  

 Supply side capacity and capability – Options which PCC have experience in delivering and a 

clear route to procurement score most highly.  Those which require third parties to lead delivery 

(e.g. business, transport operators, etc.) are scored less favourably. 

 Affordability – Options have been categorised using the nominal monetary value bandings 

shown below. Additional feasibility studies would be required to provide more accurately costs. 

 Achievability – Conventional options with low deliverability risks have been scored most highly.  

Options requiring extensive mitigation, likely to require challenging consultation and 

engagement to secure political and public support, where there are limited applications of the 

intervention to date, or where PCC have limited ability to influence the extent to which the 

intervention is successfully delivered are scored less favourably. 

At this stage there is insufficient evidence or information to make a meaningful assessment of 

value for money.  Instead value for money will be assessed as part of the Outline Business Case.  

Table 11  Sub-criteria for assessment of secondary critical success factors 

Assessment of 
contribution to 
Secondary 
Critical Success 
Factors 

Secondary sub-criteria 

Strategic fit Distributional 
impacts 

Supply side 
capacity and 

capability 

Affordability 

 

Achievability 

 

Most positive +2 +2 +2 £0-5m +2 

 +1 +1 +1 £0.5-1m +1 

 0 0 0 £1-2m 0 

 -1 -1 -1 £2-5m -1 

Least positive -2 -2 -2 +£5m -2 

Where +2 = Excellent, +1 = Good, 0 = Satisfactory or neutral, -1 = Poor, -2 = Very poor 

The results of the assessment are presented in Table E.3 . A detailed description of each of the 

options is set out in Table E.1. 
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Secondary critical success factor results - Charging CAZ benchmark options 

The various Charging CAZ options score negatively in terms of strategic fit, distributional impacts, 

and affordability: 

 The most effective option (Citywide Class D Charging CAZ) would increase in transport 

operating costs for businesses (including taxi and bus operators, and HGVs accessing the port 

and other destinations), and is likely to reduce the attractiveness of the city as an economic 

centre and a place to live and work.  The impact of the other options would be less significant 

but still negative.   

 Depending on the type of CAZ, the negative impacts of a Charging CAZ would be felt most by 

SMEs (including taxi and LGV drivers) and low income groups who are more likely to have 

older vehicles requiring upgrade.  

 Based on evidence from other authorities considering a CAZ, the likely cost is expected to be 

at least £5 million. 

However, the various options score positively on supply capacity and capability, and achievability.  

While any of the options would be very challenging to deliver in terms of political and public 

acceptability, it has been assumed that the Ministerial Direction to third tier authorities to bring 

forward compliance in the shortest possible time would give PCC the mandate the implement the 

scheme.  In addition, while no Clean Air Zones have been implemented to date, the individual 

elements are proven and other local authorities looking to deliver a CAZ over the next year and will 

be able to share lessons. 

Secondary critical success factor results - Other options 

The options considered to have the most potential for achieving compliance in the shortest 

possible time, have already been summarised in the previous section and comprise a junction 

improvement on the A3 (Alfred Road) (B6), various traffic management measures on the A2047 

(AQMA6) (B11,12,13,14,).   

The key issues emerging from the assessment of these options against the secondary critical 

success factors are summarised below. 

A scrappage scheme could be challenging and complex to deliver, and would need to be carefully 

designed to ensure that the intended outcomes are achieved and potential distributional impacts 

are managed. 

Changing the traffic priorities at Unicorn Gate junction (B6) would have a neutral impact on wider 

policies but is unlikely to result in notable transport-related distributional impacts and is relatively 

low cost with no significant supply side of achievability issues. 

Further assessment of the traffic management measures on the A2047 has highlighted the 

differences and trade-offs between the better performing options, in terms of their secondary 

impacts. 

 The pedestrianisation of London Road (B14) has been identified as having a very poor 

strategic fit.  London Road is an important bus route for the city and forms a key element of the 

proposed rapid transit scheme being progressed through the Transforming Cities Fund.  By 

compromising existing and proposed public transport routes it would conflict with PCC’s wider 

policy to encourage use of sustainable modes potentially resulting in more car use overall. 
 

 

 The two options to ban traffic between Stubbington Avenue and Kingston Crescent (B11, B12) 

are considered to have a positive strategic fit.  Both have the potential to deliver public realm 

and place making benefits, create a more attractive shopping environment, and generate 
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economic benefits for this district centre.  The removal of a significant volume of traffic would 

also improve safety for pedestrians and cyclists. 
 

However, both schemes are likely to result in rat running through nearby deprived 

neighbourhoods (adversely affecting safety, and the quality of the walking and cycling 

environment), if appropriate traffic management is not put in place.  There are a high proportion 

of children and disabled live in this area, who could be adversely impacted by this.  This issue 

is likely to be challenging to resolve, but if they can the economic and place making benefits 

could be significant for these groups. 
 

Allowing taxis to continue to use this route (B12) would reduce the effectiveness of the scheme 

in reducing emissions, but would provide accessibility benefits, particularly for individuals 

unable to travel by bus, or walk or cycle. 
 

 The option involving a one-way system on London Road (B13) would also create a more 

attractive shopping environment on London Road, and potential safety benefits for pedestrian 

and cyclists, but the scale of the benefits would be less than for B11 and B12.  The potential for 

rat running is also an issue for this option (with associated negative distributional impacts) but 

is likely to be less extensive than for B11 and B12 and potentially easier to address.   
 

 All of these options are likely to be challenging to deliver from a political and public 

acceptability aspect. 
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3.5. Short-listed options 

The sifted long list has been refined to a shortlist of options, based on the assessment scores for 

the primary and critical success factors.  The shortlisted options are presented in Table 12  

Shortlisted package components and delivery timescales, and comprise of packages of measures 

which are thought most likely to achieve compliance in the shortest possible time.    

At this stage there is limited evidence available to determine the optimum packages (and 

elements) and these may be further refined for the Outline Business Case.    

Evidence so far suggests that the most effective non-charging interventions are focused around 

traffic management measures on the A2047, junction improvements on A3, and use of cleaner 

buses.  However, they would only be successful with modal shift and cleaner vehicle uptake and 

so these relevant supporting measures are taken forward are also brought forward as part of the 

package approach.  

At this stage based on previous evidence which shows significant contribution from buses, 

coaches and HGVs it is felt a Class B CAZ would bring forward compliance. 

A Class B CAZ has been selected as the benchmark option at this stage. The emissions source 

apportionment data available suggests that buses, coaches and HGVs make a significant 

contribution to emissions on the exceedance links, particularly the A2047 where the exceedances 

are greatest.  Although the specific emissions impact of taxis is not available, their volumes are 

known to be high on the A3 and A2047 and nearly 40% of the fleet in Portsmouth is diesel and 

over 4 years old and consequently would be affected by the CAZ.   

Therefore, on the basis of evidence available at this stage, the view has been taken that a Class B 

CAZ has the potential to bring forward compliance to the earliest possible date.  This position will 

be reviewed as available data is improved and updated. 

Table 12  Shortlisted package components and delivery timescales 

 Shortlisted Package 

Measures 

Comprising long list measures Estimated 

delivery 

timescale 

1 Charging Clean Air Zone Citywide, Class B Charging CAZ 12 to 18 months 

2 Ban traffic except buses 

and cycles between 

Stubbington Avenue and 

Kingston Crescent with 

complementary traffic 

management and 

junction improvements at 

other key locations and 

the promotion of modal 

shift and uptake of 

cleaner vehicles. 

B11, B21, B6, D8, D10, D11, D2, 

D3, E1, E7, D12, E2, F1, E12, D1, 

A6, D13, A8, E3, E4, A9, E9, E11 

12 to 18 months 

3 Ban traffic except buses, 

taxis and cycles between 

Stubbington Avenue and 

Kingston Crescent with 

B12, B21, B6, D8, D10, D11, D2, 

D3, E1, E7, D12, E2, F1, E12, D1, 

A6, D13, A8, E3, E4, A9, E9, E11 

12 to 18 months 
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complementary traffic 

management and 

junction improvements at 

other key locations and 

the promotion of modal 

shift and uptake of 

cleaner vehicles. 

4 One-way system on 

London Road between 

Stubbington Avenue and 

Kingston Crescent with 

complementary traffic 

management and 

junction improvements at 

other key locations and 

the promotion of modal 

shift and uptake of 

cleaner vehicles. 

B13, B21, B6, D8, D10, D11, D2, 

D3, E1, E7, D12, E2, F1, E12, D1, 

A6, D13, A8, E3, E4, A9, E9, E11 

12 to 18 months 

 

The measures which have not been shortlisted for further analysis are detailed in Table 13, with 

further evidence presented in Table E.2 and Table E.3 . 

Table 13  Options which have not been shortlisted 

Option Reasons for not shortlisting  

A1. Increase car-parking charges in city centre (or vary charges 
by vehicle emissions) 

Limited effectiveness 

A2. Reduce number of car parking spaces available in city centre Limited effectiveness 

A4. Increase on-street parking charges for residents (or vary 
charges based on vehicle emissions) 

Limited effectiveness 

A5. Travel plans for new developments. 

 

Unlikely to achieve measurable 
benefits within required timeframe 

A7. Improve broadband coverage, speed and quality 

 

Limited effectiveness 

B7. Introduce priority lane aimed at promoting car sharing, public 
transport and the use of low emission vehicles on Mile End Road 
and Alfred Road (A3 Mile End Rd) 

Limited effectiveness 

B9. Reduce speed limit from 40mph to 30mph on Mile End Road Limited effectiveness 

B10. Traffic light gating of London Road, and bus lane on Queen 
Street (AQMA6) 

Unlikely to be deliverable within 
timeframe and may displace the 
issue. 
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B14. Pedestrianisation of London Road between Stubbington 
Avenue and Kingston Crescent (AQMA6) 

Adverse impact on wider strategic 
network 

B15. Narrowing of London Road, and removal of signalised 
junctions (AQMA6) 

Limited effectiveness 

B16. Remove on-street parking from London Road (Laburnum 
Grove - Chichester Road) and Kingston Road (Malthouse Rd - 
Sterling Street) (AQMA 6) 

Limited effectiveness 

B17. Extend southbound bus lane through to Kingston Crescent 
and potentially beyond (including removal of on-street parking) 
(AQMA6) 

Limited effectiveness 

B18. Conversion of existing s/bound bus lane on London Road to 
a priority lane aimed at promoting car sharing, public transport 
and the use of low emission vehicles; and extension through to 
Kingston Crescent and potentially beyond (AQMA6) 

Limited effectiveness 

B19. Reduce speed limit from 30mph to 20mph on London Road Limited effectiveness 

B20. Optimisation of traffic signals to smoother traffic movement 
along London Road 

Limited effectiveness 

D4. Charging points for new developments Unlikely to achieve measurable 
benefits within required timeframe 

D5. Electric vehicle promotion (e.g. financial incentives for electric 
cars and LGVs over and above OLEV £5k grant, salary sacrifice 
schemes for ULEVs amongst local businesses) 

Limited effectiveness, poor strategic 
fit and adverse distributional impacts 

D6. Free or discounted city centre parking for ultra-low emission 
vehicles 

Limited effectiveness, poor strategic 
fit and adverse distributional impacts 

D7. Discounted charges for residents on-street parking permits for 
low emission vehicles (vary charges based on vehicle emissions) 

Limited effectiveness, poor strategic 
fit and adverse distributional impacts 

D9. Support to convert buses on A2047 routes to lower emission 
fuels (including buses, biofuel powered buses, and electric buses, 
as an alternative to petrol and diesel) 

Unlikely to be deliverable within the 
timeframe.  

E10. Improve rail connectivity Unlikely to be deliverable within 
timeframe 

G2. Freight consolidation centres 

 

Unlikely to be deliverable within 
timeframe of study.  Currently no 
potential locations identified. 

G3. Port-related measures Limited effectiveness on roadside 
NOx emissions in identified areas. 
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4. Commercial Case 

4.1. Introduction 

In order for PCC to deliver the shortlisted options goods, services and works will be required from a 

range of predominantly external providers.  

4.2. Likely services and work required 

The proposed shortlist of options includes the following types of interventions: 

 CAZ charging options; 

 junction improvements, traffic management measures, and new infrastructure (e.g. charging 

points, new cycling routes); 

 'softer' measures such as travel planning, driver / cycle training, events, car clubs;  

 grants and financial incentives for vehicle upgrades / replacements, and a scrappage scheme; 

 communications and marketing. 

While further work is required (as part of the development of the Outline Business Case) to 

identified a preferred package, this gives an indication of the types of services required to deliver 

the air quality local plan and enables as assessment of the procurement route to be undertaken.  

The proposed sourcing requirements involved will be dependent upon the preferred package 

identified, but may potentially require: 

 recruitment and role development 

 purchase, installation, commissioning and operation of new equipment  

 communication & marketing services 

 training services 

 infrastructure works and associated specialist consultancy services 

 allocation of grants to enable move to cleaner vehicles and transport choices 

4.3. Sourcing approaches 

Section 3.3 identifies the following commercial options for delivering the air quality local plan: 

 Fully delivered in-house by local authority 

 Fully delivered by external consultant 

 Some elements delivered by each 

These have been assessed against the relevant Critical Success Factors, as show in Table 14.  

Based on this assessment and our understanding of the likely services required at this stage, we 

propose to deliver the air quality local plan package using a mix of in-house and external 

resources. 

In the first instance, the capability and capacity of our in-house teams will be considered to deliver 

elements, subject to having the necessary funding.  However, given the time pressures, where 

appropriate PCC will also look to utilise existing procurement routes, including existing frameworks 

to minimise risk to delivery timescales. 

 In terms of existing sourcing routes: PCC have an OJEU compliant long term Professional 

Services Framework with Atkins which can be used to provide a range of technical services 

such as engineering design, modelling, surveys, project delivery, policy development, network 

management advice, etc.  This can also be used to access a range of other service providers 

who partner with Atkins. 
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 Ensign/Colas is in a 25 year PFI contract with the council to provide highways maintenance 

across the city.  Some new build highways projects are sourced through the PFI using the 

"Call-Off" mechanism.  Project planning by PCC is carried out in conjunction with Colas to help 

ensure timeliness around delivery of works, make best use of road space and minimise traffic 

disruption. 

 PCC have a track-record of delivering travel planning programmes in recent years, most 

recently through the Air Quality Grant Programme.  We already have partners in place and will 

be quickly able to mobilise teams to deliver this element of the package.  Partners include 

specialist transport planning consultants, Sustrans, the Community Cycle Hub social enterprise 

organisation (Motiv8), our Bikeability provider (Pedal Power), the Blue Lamp Trust (for smarter 

driver training and in-car technology).  We also have good relationships with our local schools 

through the Modeshift programme and Safer Routes to School initiatives; and with local 

businesses through various workplace travel plan initiatives.  PCC also successfully delivered a 

range of measures through the Sustainable Travel Transition Year fund, which involved 

procurement of consultants for some initiatives. 

 PCC have an OJEU compliant contract with Ubitricity for the supply and installation of on-street 

residential electrical charging points for vehicles which can be utilised on a flexible basis with 

no restrictions in respect of volume. There is an existing 'Car Club' provider within the City in 

the form of Enterprise Rent a Car which although not under contract with PCC would represent 

a viable delivery partner.  

 PCC have an OJEU compliant multi-contractor framework agreement for the provision of 

highways and related works which can be accessed on a streamlined basis to obtain 

competitive tenders. 

 PCC has a range of contracts in place with providers covering services such as driver training, 

cycle training, journey planning that can be utilised on competed rates for lower value <£100k 

work package commissions.  

 

In addition, we have the following in-house resources: 

 Allocation of in house professional procurement support 

 In house commercial legal support 

The procurement process will need to take account of any additional grant award conditions 

required by JAQU as well as any lead in times for local governance processes.    

Whilst there would be some specific requirements for some individual package elements, broadly 

the package components shortlisted would be likely to require the following sourcing approaches: 

Charging Clean Air Zone 

For the implementation of a charging clean air zone, the main value of the contract would be the 

purchase of hardware, the value of IT services and aftercare.  It would be likely that the 

requirements would exceed the £181k threshold above which the sourcing of goods & associated 

services / works must be undertaken in accordance with the relevant provisions set out within the 

Public Contracts Regulations (2015). Existing framework agreements established by other 

contracting authorities would be investigated in the first instance, however if no viable existing 

sourcing route can be utilised PCC will undertake its own OJEU compliant procurement process, 

likely utilising the Open Procedure due to the restricted niche market and low bidding costs.  Likely 

stages would include understanding/defining the specification, statutory tender period / framework 

sourcing period, evaluation, procuring equipment, installation, launch and political signoff.   

Estimated procurement costs would be approximately £1,500 
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B11, B12, B13 - Traffic management A2047 (AQMA 6) 

For such measures, the existing Framework Consultant Atkins would be utilised to undertake 

modelling, design services, etc. Works would be sourced via the Council's Minor Works Highway 

Framework.  It will be necessary for delivery options to be investigated, before going out to tender 

through the Framework, ahead of the returns being assessed and contract awarded.  Estimated 

procurement costs would be approximately £500. 

 

B6 - Junction improvements on A3 

This type of measure would be procured under a works contract utilising the PCC existing PFI 

maintenance contractor, using the 'call off' mechanism for additional works. 

D8- Measures to encourage cleaner buses 

This measure could be delivered through Grant in Aid, as advised by Portsmouth City Council 

procurement and legal teams.  Bus companies would have an obligation to demonstrate value for 

money and securing delivery on an Open Book basis.  Value for Money could be tested by bus 

companies seeking competitive quotes from supplier installers or via effective benchmarking, 

presented to the council.  It would be necessary to agree mechanisms with the bus operators, 

involving Legal input. Estimated procurement costs would be approximately £1000 

D10, D11 - Measures to encourage cleaner taxis 

D10 - Procurement for this measure would likely be dealt with via a grant agreement, with the taxi 

company selecting the preferred supplier.  Clear criteria would be required for this, involving work 

by the PCC legal team.  

D11 - This measure could be awarded via the PCC's own OJEU compliant contract or via existing 

framework agreements.  Estimate procurement costs would be approximately £500 

D2, D3 - Measures to encourage cleaner cars and LGV's 

PCC's existing OJEU compliant contract with Ubitricity would be utilised for on-street residential 

chargepoints.  It would be necessary to assess what additional services are required and extend 

the contract.  This process would require the development of the specification, engaging with the 

contractor, mobilization and installation. For other chargepoint solutions PCC will utilise existing 

framework agreements or undertake our own OJEU compliant procurement process.  

 

E1, E2, E3, E4, E7, E9, E11, E12 - Measures to encourage mode shift to sustainable modes 

E1/E2/E3 - Separate contracts would be required for each of these measures, with either utilisation 

of existing contracts or obtaining three quotes in accordance with PCC's Contract Procedure Rules 

that apply to <£100k contracts. If over £100k PCC will undertake our own compliant procurement 

process. If over £180k PCC will undertake our own OJEU compliant procurement process. 

E4/E7 - This would be delivered via an internal communications marketing campaign 

E9 - The scope of subsidized routes could potentially be extended via variation of existing OJEU 

compliant contracts with bus operators. 

E11 -MaaS - This would be delivered utilising existing framework consultants. 

E12 - This measure could be delivered via PCC's Highways Minor Works Framework.  It would be 

necessary to define measures and requirements and build this into a specification, followed by the 

tender process and evaluation. 

Estimated procurement costs for such measures would be approximately £500 
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D12, D13 - Measures to reduce business fleet emissions 

D12 - As for D10, procurement for this measure would likely be dealt with via a grant agreement, 

requiring clear criteria to be set out, involving work by PCC legal team.  

D13 - Procurement via invitation only request for quotation process in accordance with PCC's 

Contract Procedure Rules which apply to <£100k contracts. Estimate procurement costs would be 

approximately £500 

F1 - Communications and Marketing 

This measure would be delivered either in house, or through the commissioning of consultants, 

depending on the specific measure selected.  Estimated procurement costs would be 

approximately £500. 

 

A8 - Low emission car club 

This measure would require the undertaking of a bespoke PCC OJEU compliant procurement 

procedure following market testing with potential providers.  Due to the restricted market for this 

service locally the Open Procedure will be utilised. Once a contractor is secured, mobilisation and 

launch of the scheme will take place.  Estimated procurement costs would be approximately 

£2,000 

A6 - VMS - This measure would utilise existing contractual arrangement which includes ongoing 

maintenance 

D13 - Eco driver training - utilise existing contractual relationships which have been established by 

competitive process, or seek three quotations in accordance with councils contract rules if below 

£100k. 

A9 - Vehicle scrappage - this would be delivered internally and require a grant agreement between 

PCC and vehicle owner. 

 

4.4. Potential service providers 

Where it is necessary to undertake work via external providers, appropriate procurement routes will 

be identified taking into account: 

 Type of contract (Goods/Services, Goods/Services and Design etc.) 

 Level of spend on requirements 

 Suitability of existing contracts & frameworks 

 Specialist nature (e.g. where there are very few supplier options) 

 Timescales for procurement 

 Attractiveness of the project to potential service providers. 
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Table 14  Assessment of service delivery options against CSFs 

Service delivery options Local Authority External contractor Both 

Compliance N/A N/A N/A 

Strategic and wider air quality 

fit 

N/A N/A N/A 

Value for money Good Good Excellent 

In-house delivery likely to provide good 

value for money in areas where PCC has 

strong in-house capability and experience, 

but this is likely provide less value for money 

in areas where there are skills gaps. 

PCC has a range of established 

procurement routes which have been 

competitively tendered, but for some 

services in-house delivery may offer better 

value for money. 

Enables the best value approach to be 

adopted for each element of package.  

Distributional impacts N/A N/A N/A 

Supply side capacity and 

capability 

Poor Good Excellent 

PCC is unlikely to have the resources to 

deliver all aspects of the package internally. 

External providers expected to have the 

capacity and capability to deliver all of 

package, but may need to draw on national 

resources unfamiliar with local context.  

Enables most appropriate capacity and 

capability to be used for each element of 

package. 

Affordability Good Satisfactory Good 

Likely to be less costly if fully delivered by 

local authority, providing relevant capacity 

and capabilities are available.  

Likely to be more costly if fully delivered by 

external consultant. 

Likely to be less costly than if fully delivered 

by external consultants. 

Achievability Poor Good Excellent 

PCC is unlikely to have the capacity and 

capabilities to deliver all aspects of the 

package successfully. 

External providers expected to have the 

capacity and capability to deliver all of 

package successfully, but may lack 

appreciation of local context required to 

maximise effectiveness. 

Ensures appropriate capacity and 

capabilities are available, along with 

appreciation of local context, to deliver 

package effectively.   

Interventions are mainly proven concepts, 

expected to be deliverable on a local scale.   

Decision Reject – PCC is unlikely to have the 

resources to deliver all aspects of the 

Reject – It is likely to be too costly for the 

entire project to be delivered by an external 

Take forward – Represents the most 

effective way of delivering the package, to 
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package internally. contract. quality, time and cost. 
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5. Financial Case 

5.1. Introduction 

At this stage in the process of business case development, the Financial Case is intended to 

provide a broad indication of the likely scale, source and timing of funding required for the options 

considered.  

This initial indication will be developed as the specification and design of the options progress to 

Outline Business Case stage and then to Full Business Case stage.  

5.2. Indicative costings for short list package components 

Table 15 provides indicative costings for each of the four shortlisted package options identified in 

Section 3.5. Table 16provides further detail of indicative costs for the component interventions 

included within packages 2, 3 and 4. 

Potential costs for each intervention and package option are expressed as illustrative ranges, 

reflecting the current early stage of option design.  

 

 

Table 15 Indicative cost estimates by package component 

Package option Indicative cost 
range 

Comments 

1 Charging Clean Air Zone 

(Benchmark) 

£10m - £20m Accounting for boundary 
cameras, cameras within 
the CAZ and back room 
support  

2 Ban traffic except buses and cycles between 
Stubbington Avenue and Kingston Crescent 
with complementary traffic management and 
junction improvements in other locations and 
the promotion of modal shift and uptake of 
cleaner vehicles. 

£20m - £35m Details of indicative costs 
for component 
interventions provided 
below 

 

3 Ban traffic except buses, taxis and cycles 
between Stubbington Avenue and Kingston 
Crescent with complementary traffic 
management and junction improvements in 
other locations and the promotion of modal 
shift and uptake of cleaner vehicles. 

£20m - £35m 

4 One-way system on London Road between 
Stubbington Avenue and Kingston Crescent 
with complementary traffic management and 
junction improvements in other locations and 
the promotion of modal shift and uptake of 
cleaner vehicles. 

£20m - £35m 
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Table 16 Indicative cost estimates by component intervention 

Intervention option Indicative 
cost range 

Comments 

B11 Ban traffic except buses and cycles between 
Stubbington Avenue and Kingston Crescent 
during all or part of the day (AQMA6) 

£1m-2m Includes allowance for associated 
traffic management 

B12 Ban traffic except buses, taxis (but not private hire 
vehicles), cycles between Stubbington Avenue 
and Kingston Crescent during all or part of the day 
(AQMA6) 

£1m-2m Includes allowance for associated 
traffic management 

B13 One-way system on London Road between 
Stubbington Avenue and Kingston Crescent 
during all or part of the day (AQMA6) 

£0.5m-1m Includes allowance for associated 
traffic management 

B21 Time restrictions on deliveries on London Road 
(AQMA6) 

<£0.5m Low cost option to implement, likely 
to need monitoring 

B6 Change traffic priorities at Unicorn Gate Junction, 
with bus priority on Queen Street (Road Link 
18114, A3 Alfred Road) 

<£0.5m Relatively low-cost option at 
Unicorn Gate without major 
infrastructure change 

D8 Retrofitting buses on A2047 routes to Euro 6 
standards 

£1m-£2m Assuming similar scale to the 
£1.5m awarded to retrofit 105 
buses 

D10 Encourage use of lower emission taxis through 
incentives / review and update existing taxi 
licensing policies 

£0.5m-£1m Assuming 300 upgrades at an 
average of PCC incentive of £2500 
per vehicle 

Interest free loan option would 
involve higher initial costs, 
subsequently reclaimed 

D11 Introduce charging points for taxis <£0.5m Assuming a mix of standard 
(approx., £3000 per installation) 
fast, and rapid charging points 
(approx. £15,000 per installation) 

D2 On-street charging points in residential areas <£0.5m 

D3 Public charging points in the city centre <£0.5m 

E1 Workplace Travel Planning (including Workplace 
Sustainable Travel Fund; personal journey 
planning; cycle training; Bike Doctor; promotional 
activities; encourage flexible working; etc.) 

<£0.5m Low cost measure to implement, 
building on existing and previous 
programmes 

E7 Promotion of Portsmouth Park & Ride amongst 
commuters 

£0.5m-£1m Cost to include subsidy 

D12 Encourage use of lower emission vehicles for 
business fleets (HGV / LGV fleets) – through 
subsidies and promotional campaigns 

£0.5m-£1m Scale depends largely on  whether 
subsidies/incentives provided 

E2 School Travel Planning (including travel to school 
initiatives; pedestrian, cycle and scooter training; 
parking for cycles and commuters; promotional 
activities; etc.) 

<£0.5m Low cost measure to implement, 
building on existing and previous 
programmes 

F1 Targeted communications and marketing <£0.5m Annual costs for staff, promotional 
activities and materials 

E12 Improve cycling and walking facilities (e.g. cycle £2-5m Assumes a number of interventions 
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Intervention option Indicative 
cost range 

Comments 

lanes, secure cycle storage, safe crossings, etc.) in key areas 

D1 Anti-idling campaign <£0.5m Extension of current low cost 
measure 

A6 Advance and real time (social and conventional 
media, VMS) messaging to discourage driving on 
days of high pollution and incentivise alternative 
behaviour 

<£0.5m Low cost option building on existing 
platforms and displays 

D13 Eco-driver training for businesses (wide scale / 
intensive application) 

<£0.5m Low cost option building on existing 
programme 

A8 Introduce car clubs and car hire schemes (using 
low emission vehicles) in exceedance areas, with 
subsidised hire rates 

£0.5m - 
£1m 

Allowing for approx. 30 car club 
vehicles, charging infrastructure if 
required+ operations 

E3 Personal Journey Planning for residents (and as 
associated incentives to develop and promote 
walking and cycling) 

<£0.5m Low cost option building on existing 
programme 

E4 Promote easitNETWORK and easitSHARE 
(easitPORTSMOUTH) 

<£0.5m Low cost option building on existing 
programme 

A9 Scrappage scheme for the most polluting vehicles £5m - 
£10m 

Scrapping 5,000 cars (~5% of the 
current fleet) would cost £10million 
at £2,000 per vehicle; or £7.5million 
to scrap 2000 vehicles using the 
Derby model (£5,000 for the first 
500 vehicles, £4,000 for the next 
500 vehicles, and £3,000 for the 
next 1,000 vehicles). 

E9 Improve bus connectivity £0.5m- 
£1m 

Assuming targeted service 
improvements with limited support 
required 

E11 Mobility as a Service (MaaS) <£0.5m Low cost option building on existing 
programme 

 

 

5.3. Current financial situation 

The initiatives contained within this business case have both revenue and capital implications. 

The council would usually fund capital projects through a mixture of it's own un-ring fenced 

corporate resources, unsupported borrowing, Government grants, developer contributions and 

other third party contributions. As more detail emerges on the level of resources the council 

requires to fund these initiatives a detailed financial appraisal will need to carried out that 

measures the financial impact and identify a funding package to support them.  

 

The council has limited corporate resources and many of these are un-ring-fenced so initiatives of 

this nature are competing against other obligations that the council has. In order to use 

unsupported borrowing the council has to consider the Prudential Code and ensure that any 

additional borrowing is affordable and sustainable. Many of the measures in this case are unlikely 
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to either reduce expenditure or generate income so there would be limited scope to use 

unsupported borrowing, so the council would be seeking to source grant funding in order to fully 

deliver the schemes. 

 

The council will also consider the ongoing revenue implications that could be funded from 

generating additional income or where savings occur in the other areas. 
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6. Management Case  

6.1. Introduction 

Portsmouth City Council is a unitary authority with responsibilities including highways, planning, 

public health and environmental monitoring and ownership of Portsmouth International Port. These 

departments together form an Air Quality Board working closely to address the air quality issues in 

the city. The council also works closely with stakeholders through a bi-monthly steering group 

attended by transport operators, businesses, and local interest groups. In July 2017 Portsmouth 

City Council adopted an air quality strategy which sets out a city wide approach to improving air 

quality. 

This section sets out how Portsmouth City Council plans to manage, and deliver the Portsmouth 

Air Quality Local Plan.   

 

6.2. Project Team 

Portsmouth City Council's Senior Transport Planner (Business Case Lead) has day-to-day 

responsibility for Portsmouth's Air Quality Local Plan development as the Project Manager, 

supported by a Technical Transport Planner. 

The Air Quality Lead has oversight of all air quality work streams and is the Senior Project 

Manager for the development of the Air Quality Local Plan on a day-to-day basis. 

The Assistant Director -Transport is the Senior Responsible Owner for Portsmouth's Air Quality 

Local Plan development. 

Portsmouth City Council have commissioned framework contractors Atkins to provide technical 

transport input into the local plan development. The air quality technical work is sub-contracted to 

AECOM. Systra are contracted to provide Sub Regional Transport Model outputs. 

Portsmouth City Council's finance officer oversees the budget monitoring for the development of 

Portsmouth's Air Quality Local Plan. 

Portsmouth City Council's procurement and legal teams provide guidance throughout the process. 

Portsmouth City Council's Strategic Transport Lead, Regulatory Services Manager, Principal 

Traffic and Network Engineer, Planning Policy Manager and Consultant in Public Health are fully 

embedded in the development of the Air Quality Local Plan, providing technical advice throughout. 

 

6.3. Project Governance 

Portsmouth City Council has an established Air Quality Board, overseen by the Portfolio Holders 

for Environment, and Traffic and Transport, which will guide and review the delivery of the AQ 

Local Plan.  This Board is made up of internal staff from all relevant departments, Portfolio Holders, 

the Commercial Port Director and is chaired by the Director of Public Health.  Terms of Reference 

have been adopted by the Board, the main points of which are shown below: 
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Portsmouth City Council Air Quality Board - Terms of Reference 

The purpose of the Air Quality Board is: 

 To consider the actions necessary to deliver compliance with governmental legislative 
requirements to resolve the key air quality issues of concern within Portsmouth; 

 To provide a strategic oversight of the investment and regeneration programmes underway 
which impact or are likely to impact upon pollution levels in Portsmouth; 

 To advise on the methodologies in air science and health assessments - including emission 
estimation, air quality assessment and projection, cost benefit analysis of air quality 
improvement measures and health impact assessments of all chosen outcomes; and   

 To consider the impact on the protected harbours. 

Objectives 

 Champion improvements in air quality across the city; 

 Deliver compliance with the National Air Quality objectives as required by law, in the 
shortest possible timeframe; 

 Oversee the development of the Air Quality Action Plan, and the implementation of 
interventions; 

 Foster collaborative working and sharing of information, integrating air quality into all 
Portsmouth City Council decision making and relevant plans and strategies; 

 Identify, assess and implement practical air quality improvement measures, building upon 
best practise ideas and solutions to resolve areas  of concern; and 

 Review updates on schemes or projects related to air quality. 

In addition to the Board, a multi-disciplinary Air Quality Project Team meet weekly to deliver the 

Ministerial Directive for the AQ Local Plan led by the Senior Transport Planner, ensuring 

integration as appropriate with the established AQ Steering Group and public facing 

communications.  The proposed governance structure for delivering the Full Business Case is 

outlined in Appendix F. 

Weekly phone meetings are held with the Air Quality Lead and the Senior Transport Planner from 

PCC, and JAQU to discuss progress on the development of the Local Plan.  The PCC Senior 

Responsible Owner will partake in teleconference meetings with JAQU on a six weekly basis.  

Weekly conference calls will be held between PCC, Atkins and AECOM, and in addition to this, 

fortnightly meetings will be held with the PCC Air Quality Lead, Senior Transport Planner, and the 

PCC Finance Team.   

Political engagement will be undertaken through the Portsmouth City Council Cabinet, with 

fortnightly updates being provided, along with cabinet reports and briefings.  There is already an 

established Air Quality Steering Group who will be regularly kept engaged and informed through 

the development of the plan.  This group includes representatives from key businesses, transport 

operators, active travel groups and residents groups.  Terms of Reference have been agreed by 

the Air Quality Steering Group, the main points of which are shown below. 

The purpose of the Air Quality Steering Group is: 

 To share local knowledge on air quality issues and consider the actions necessary to 

address these issues; 

 To assist in the formation of the updated Air Quality Action Plan; and 

 To assist in driving forward the Clean Air agenda. 

 

Objectives 
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 Share local knowledge on air quality related issues to help to determine potential measures 

to address these issues; 

 Consider potential schemes for inclusion in in Air Quality Action Plan; and 

 Champion improvements in air quality across the city. 

 

6.4. Project management processes 

The package will be delivered in accordance with PRINCE2 methodology, with clearly identified 
roles and responsibilities as set out in the project team and governance sections. 
 
The project management processes will involve weekly reports to the finance team, and weekly 
review of progress.  Any issues highlighted (e.g. overspend or underspend, timescale slippages) 
will be escalated to the SRO who will seek approval of the Air Quality Board for any changes or 
decisions required. 
 

The project manager will complete the Project Delivery and Budget Tracker document in 

conjunction with the finance officer on a monthly basis and return this to JAQU. 

 

6.5. Risk management  

The process of identifying, assessing, responding to, monitoring, controlling and reporting risks is 
summarised in this section.  It outlines how risk management activities will be performed, recorded 
and monitored throughout the local plan development and sets out proposed risk management 
structure, within the existing governance illustrated above. 
 
Risk identification is the responsibility of the entire project team.  The project manager will be 
responsible for identifying impact and interdependencies. 
 
All risks will be logged onto a project register.  Key risks will be allocated an owner.  The risk owner 
will be responsible for assessing, in more detail, the range of possible outcomes, defining the level 
of risk, contingency planning, monitoring, controlling and updating the status of the risk throughout 
the local plan development. 
 
Key risks will be reported up to the Senior Project Manager and SRO.  New or updated risks 
across the range of projects being delivered will be discussed and challenged by the project team 
before reporting issues and exceptions to the Air Quality Board. 
 
Risks closure will be considered by the project manager when the event has passed, is no longer 
valid or considered a risk. These will remain on the log and associated costs will either be 
transferred to the project, or removed. 

 

A risk log has been produced, showing initial risks which have been identified: 
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6.6. Provisional project plan 

 

An indicative Project Plan is provided in Appendix G, demonstrating how the project is envisaged 

to progress through to the submission of Outline and Full Business Case.  Some of the traffic 

management measure options identified in this SOC are likely to require a statutory consultation 

period to include, for example Traffic Regulation Orders (TROs) or Road User Charging Order 

(RUCO) which would need to be implemented prior to the Full Business Case being submitted.  

The current Project Plan therefore presents a case including consultation and, should the options 

not require consultation, the programme can be shortened enabling the Outline Business Case and 

Full Business Case to be submitted by the 31st October 2019. 

Accordingly, the Project Plan is to be refined, and further detail added, as the project progresses to 

the OBC. 

Risk Risk Level Mitigation Post mitigation 

risk level

ANPR surveys not completed to 

schedule, impacting upon the rest of the 

programme

Medium Close working with consultants to ensure completion is carried out on 

time.  If delayed due to weather conditions, ensure re-scheduling at 

the earliest opportunity.  Additional resources will be used if 

necessary  

Low

Project timescale overruns

Medium

Continuous monitoring and proactive programme management using 

PRINCE2.  Clear identification of responsibilities

Low

Lack of  resources, including funding, to 

deliver the identified package of 

measures

Low

Plan both internal and external resources effectively with areas 

lacking support being identified early.  Any unforeseen shortfall will 

be overcome through modification of the programme, prioritisation 

and redeployment of resources to offset shortfall.  Working closely 

with consultants and completing monthly budget tracker to keep track 

of costs

Low

External delivery partners withdraw 

from proposals

Low If partners withdraw from the full business case development, the 

plans will be reviewed and amended to facilitate the appointment of 

new partners or modified to offset the loss.

Contracts for delivery to be in place for major projects/schemes to 

reduce risk

Low

Procurement process causes delay to 

activities/projects

Medium Commence talks to procurement professionals early and seek advice 

early and when required.  Create a realistic programme with 

appropriate goals and measures

Low

Local opposition delays scheme 

delivery. 

Medium Undertake the appropriate consultation.  Investigate and understand 

reasons for opposition to schemes/behaviour change.  Revises 

scheme/marketing strategy as appropriate.  Programme high risk 

schemes later in the delivery phase to allow for longer consultations

Medium
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6.7. Monitoring and evaluation 

There are six monitoring sites located within the two road link locations, one of which has been on-

going for many years, and a further five Nitrogen Dioxide Diffusion Tube based monitoring 

locations were added recently according to the AAQD criteria requirements as outlined below: 

 Measurements should not be sited within 25m of a major junction; 

 Measurements should be made within 10m from the kerbside (NB. given the uncertainties 

in assessing access using aerial photography, roads with no clear access within 15m may 

be excluded from the PCM modelling); 

 The inlet sampling point should be within 1.5-4m above the ground; and 

 Measurements should be representative of air quality for a street segment no less than 

100m in length. 

Triplicate tubes were placed at each of the newly selected monitored locations as listed below: 

 Link 18114;  

o Alfred Road - Column 9, 

o Alfred Road - Column 12, 

o Alfred Road - Left of St Agatha bus stop, 

o Alfred Road - Opposite to St Agatha bus stop. 

 Link 48196; 

o Mile End Road - Column 5,      
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Appendix A:  Location of particular groups of people 
and businesses 

A.1 Introduction 

The following sections identify the locational characteristics of particular groups of people and 

businesses.  The information can be used to: 

 identify whether a particular policy unduly favours or disadvantages particular groups; and 

 identify measures to mitigate the impact of a policy on those groups affected or amendment of 

the policy itself.  

The following variables have been mapped using the sources recommended by JAQU in the 

Options Appraisal Guidance for Third Wave Local Authorities: 

 deprivation; 

 children; 

 the elderly; 

 people with disabilities; 

 males / females; 

 ethnicity; 

 small and medium-sized enterprises; 

 light goods vehicles; and 

 location of amenities. 

Specific sources are as follows: 

 deprivation (English indices of deprivation 2015: income deprivation component, DCLG) 

https://www.gov.uk/government/statistics/englishindices-of-deprivation-2015  

 children (Mid-2016 population estimates: population aged under 16) 

https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationesti

mates/datasets/lowersuperoutputareamidyearpopulationestimates 

 the elderly (Mid-2016 population estimates: population aged 65 and over) 

https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationesti

mates/datasets/lowersuperoutputareamidyearpopulationestimates 

 people with disabilities (English indices of deprivation 2015: illness and disability ratio)  

https://www.gov.uk/government/statistics/englishindices-of-deprivation-2015 

 males / females (Mid-2016 population estimates) 

https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationesti

mates/datasets/lowersuperoutputareamidyearpopulationestimates 

 ethnicity (2011 census data: non-white population by MSOA) 

https://www.nomisweb.co.uk/census/2011/dc2101ew 

 small and medium-sized enterprises (UK business counts: local units by MSOA, 2018) 

https://www.nomisweb.co.uk/query/construct/summary.asp?mode=construct&version=0&datas

et=141 

 light goods vehicles (dataset provided by JAQU, from DVLA/DfT, March 2017) 

 location of amenities (observations taken from Google Earth, 2018). 

 

  

https://www.gov.uk/government/statistics/englishindices-of-deprivation-2015
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/datasets/lowersuperoutputareamidyearpopulationestimates
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/datasets/lowersuperoutputareamidyearpopulationestimates
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/datasets/lowersuperoutputareamidyearpopulationestimates
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/datasets/lowersuperoutputareamidyearpopulationestimates
https://www.gov.uk/government/statistics/englishindices-of-deprivation-2015
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/datasets/lowersuperoutputareamidyearpopulationestimates
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/datasets/lowersuperoutputareamidyearpopulationestimates
https://www.nomisweb.co.uk/census/2011/dc2101ew
https://www.nomisweb.co.uk/query/construct/summary.asp?mode=construct&version=0&dataset=141
https://www.nomisweb.co.uk/query/construct/summary.asp?mode=construct&version=0&dataset=141
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A.2 Deprivation 

Distribution of income deprived within Portsmouth 

 

Distribution of income deprived within England and Wales 
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Distribution of income deprived and children within England and Wales 

 

Distribution of income deprived and disability within England and Wales 
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Distribution of income deprived and ethnicity within England and Wales 

 

Distribution of income deprived, children, disability, and ethnicity within England 

and Wales 
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A.3 Children 

 

A.4 The elderly 
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A.5 Disability 

 

A.6 Males / Females 
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A.7 Ethnicity 

 

A.8 Business count 
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A.9 Light Goods Vehicles 

 

A.10 Local amenities 
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Appendix B:  Local air quality problem for exceedance 
links identified by DEFRA 

B.1 Introduction 

The information summarised below is taken from the Targeted Feasibility Study to deliver NO2 

compliance in the shortest possible time (PCC, 2018a), focused on the two links identified in the 

Defra PCM National Model as having projected exceedances of the annual mean (NO2) EU limit of 

40 µg/m3. 

B.2 Understanding the problem 

The two road links predicted to be non-compliant are: 

 Road link 48196 – A3, Mile End Road between the southern end of the M275 and Church 

Street roundabout. This link is predicted to achieve compliance in 2021; and 

 Road link 18114 – A3, Alfred Road between Hope Street roundabout and the Queen Street / 

Anglesea Road / Alfred Road intersection. This link is predicted to achieve compliance in 2020. 

Information on key sources and current NO2 levels have been taken from a Source Apportionment 

Study (PCC, 2017), and the Council’s statutory reports compiled in fulfilment of their Local Air 

Quality Management (LAQM) obligations and traffic count information sourced from the 

Department for Transport (DfT) and PCC’s own traffic count data.   

B.3 Road Link 48196 

Road link 48196 (Figure B.1) lies within the boundary of PCC AQMA 11 and is one of the three 

main routes into Portsmouth.  The southbound A3 receives traffic directly off the M275.   

It is a dual carriageway link, with 2 to 3 lanes in each direction, and a 40mph speed limit.   

Figure B.1 Road Link 48196 location 
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Figure B.2 Road Link 48196 images 

Church Street roundabout looking north 

 

Southern end of M275, looking south 

 

Traffic data collated for PCC’s Source Apportionment Study determined the 24-hour Annual 

Average Daily Traffic (AADT) on this section of the A3 to be 66,003 vehicles in 2015, comprising 

85.8% cars and taxis, 11.6% light goods vehicles (LGVs), 1.7% Heavy Goods Vehicles (HGVs) 

and 0.9% buses.  DfT traffic count data used for the PCM model predictions for the road link 

(Count Point 48196) for 2015 compare reasonably well to these figures. PCC has operated a 

roadside continuous air quality monitoring station (CAQMS) at the most southerly point of road link 

48196 for over 15 years (see Figure B.3).  The station is equipped with a Horiba APNA-370 

chemiluminescence gas analyser for monitoring NOx, NO2 and NO concentrations.  PM10 and 

(more recently) PM2.5 are also measured at the site.   
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Figure B.3 Location of CAMQS (point 2) relative to Census ID 48196 (point 1)

 

Table B.1  presents the ratified NO2 annual mean concentrations for 2012 to 2017 from this site.  

The results demonstrates continuous compliance with the EU NO2 Limit Value (40 µg/m3) 

throughout this period. 

Table B.1 NO2 annual mean concentrations at PCC monitoring site   

NO2 Annual Mean Concentration (µg/m3) 

2012 2013 2014 2015 2016 2017 

36.9 35.9 36.5 30.3 35.5 33.5 

The NO2 data obtained from the CAMQS is considered to be reliable in terms of assessment of 

compliance with the EU Limit Value.  The monitor is located alongside road link 48196, with a 

distance to the kerbside of 6.5m.  It is 2.0m from the nearest sensitive receptor (station located 

closer to kerbside), and has an inlet height of 1.8m. Data capture for 2017 was 98.4%.  The 

expanded measurement uncertainty for NO2 is 10.8%, and therefore below 15%. 

Defra’s PCM model predictions (Table B.2 1) indicate that annual mean NO2 concentrations are 

higher than at this monitoring site, with a value of 46.6 µg/m3 in 2017. The PCM model predicts 

compliance is predicted by 2021 (39.6 µg/m3).  Using Defra’s background maps of pollutant 

concentrations, the percentage reduction in road NOx emissions required to achieve compliance in 

2017 is estimated to be 30% and by 2020 this reduction would be 9%.  
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Table B.2 1 Defra PCM Modelled NO2 Concentrations and Percent Reductions in Road NOx to Achieve 
Compliance for Road Link 48196 

Year 

Defra PCM 

Annual Mean 

NO2 

Concentration 

(µg/m
3
) 

Background NO2 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration at 

NO2 = 40 µg/m
3
 

(µg/m
3
) 

Percent 

reduction in 

Road NOx to 

achieve 

compliance 

2017 46.6 22.5 52.8 37.1 30 

2018 45.0 21.9 50.1 38.1 24 

2019 43.6 21.4 47.6 39.1 18 

2020 41.7 20.8 44.3 40.4 9 

2021 39.6 20.3 40.7 41.5 N/A 

Note: Background NO2 concentrations obtained from Defra’s background maps of pollutant concentrations, for the 1-km grid square 

centred on 464500, 101500 (https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015).  Road NOx concentrations calculated 

using Defra’s NOx-to-NO2 Calculator tool (Local Authority = Portsmouth, Traffic mix = All other UK urban traffic) 

Local modelling conducted for the Targeted Feasibility Study (see Section B.5) provides different 

modelled results to those from Defra’s PCM model.  The differences are due to the scale and 

purposes of the two modelling approaches.  The PCM model is a more strategic approach that 

considers UK wide concentrations to assist in EU reporting. It includes emissions from main roads 

only and is verified from selected monitoring sites across the UK.  However, the detailed modelling 

for the Targeted Feasibility Study has been verified on a local scale using PCC’s own monitoring 

and traffic data for all roads in the study area. Based on this local information, the percent 

reductions required to achieve compliance are given in Table B.3 .  The results for this link suggest 

that annual mean NO2 concentrations are lower than predicted in the PCM model, and by 2020, 

compliance is effectively achieved.  

Table B.3 Local Modelled NO2 Concentrations and Percent Reductions in Road NOx to Achieve Compliance for 
Road Link 48196 

Year 

Modelled Annual 

Mean NO2 

Concentration 

(µg/m
3
) 

Background NO2 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration at 

NO2 = 40 µg/m
3
 

(µg/m
3
) 

Percent 

reduction in 

Road NOx to 

achieve 

compliance 

2018 44.2 21.9 47.5 37.7 20.6 

2019 42.2 21.4 43.7 38.7 11.5 

2020 40.1 20.8 40.1 39.9 0.6 

Note: Background NO2 concentrations obtained from Defra’s background maps of pollutant concentrations, for the 1-km grid square 

centred on 464500, 101500 (https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015).  Road NOx concentrations calculated 

using Defra’s NOx-to-NO2 Calculator tool (Local Authority = Portsmouth, Traffic mix = All other UK urban traffic) 

PCC’s 2017 Source Apportionment Study quantified the contributions of different road vehicle 

types to ambient NO2 concentrations in areas of likely exceedance.  Source apportionment data 

forecast for 2020 (Table B.4) shows that regional and local background sources are estimated to 

account for around 54% of annual mean NO2 concentrations, with local road traffic accounting for 

46%.  Cars and taxis are predicted to be the greatest road traffic source, followed by LGVs.   

https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015
https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015
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Table B.4 Source Apportionment of Annual Mean NO2 Concentrations in 2020 for Road Link 48196 

 

Contribution to Annual Mean NO2 Concentration (%) 

Regional 

background 

Local 

background 

Cars & 

Taxis 
LGVs OGV1 OGV2 

Buses & 

Coaches 

Including regional and 

local background 

contributions 

12.6 41.5 28.5 9.2 2.7 1.0 4.6 

Excluding regional and local background contributions 61.8 20.1 5.9 2.3 10.0 

Note: Percentage contributions may not add up to exactly 100% due to rounding to 1 decimal place 

Source: PCC 2017 Source Apportionment Study  

Considering road traffic NOx emissions only, traffic data from the Source Apportionment Study and 

Defra’s Emission Factors Toolkit (Version 8.0.1) have been used to identify a more detailed 

disaggregation by vehicle type.  It is considered that the local data provided from this study are 

more accurate than the PCM data and are shown in Table B.4 for 2015 and 2020.   

Table B.5 Source Apportionment of Road Traffic NOx Emissions for Road Link 48196 

Year 

Contribution to Road NOx Emissions (%) 

Petrol 

cars 

Diesel 

cars 

Petrol 

LGVs 

Diesel 

LGVs 

Rigid 

HGVs 

Artic. 

HGVs 

Buses & 

coaches 
Others 

2015 9.0 45.9 0.3 22.7 7.7 5.0 9.2 0.2 

2020 7.2 55.5 <0.1 23.5 4.4 2.1 6.4 0.9 

Notes: Emission calculations performed using Defra’s Emission Factors Toolkit and traffic data from PCC’s 2017 Source Apportionment 

Study. 

Traffic modelling for 2016 conducted as part of the Transport Assessment for the City Centre 

Critical Infrastructure project (City Centre Road) found that southbound traffic on the A3 Mile End 

Road was at 89% saturation, whereas the Church Street roundabout was operating above capacity 

at 116% in the morning peak period, with a maximum queue length of 69 PCUs (passenger car 

equivalents).  

This information, coupled with local knowledge show that the key contributing factor to the 

modelled exceedance on road link 48196 is therefore highly likely to be the traffic 

congestion that occurs on the southbound approach to Church Street roundabout, 

particularly during the morning and evening peak.  The congestion is not caused by any one single 

trip generator: the link is one of the key commuter routes into the city and the traffic movements 

have many different out-of-city origins and numerous in-city destinations. 

Congestion on the southbound carriageway is primarily caused by traffic being brought to a halt by 

the traffic signals on the approach to Church Street roundabout.  Vehicles idling at a red signal and 

then their subsequent acceleration when the signal turns to green will cause increased exhaust 

emissions in this location.   

Northbound traffic is also subject to periods of congestion caused by the traffic signals at the 

junction of Mile End Road and Princess Royal Way.  Northbound traffic for the M275 is also slowed 
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when entering Mile End Road from Hope Street as vehicles have to currently change lanes to join 

the motorway.  

 

B.4 Road Link 18114 

Road link 18114 is south of road link 48196 and extends along the A3, Alfred Road between Hope 

Street roundabout and the Queen Street / Anglesea Road / Alfred Road intersection (Figure B.4 ).  

The link is not within any of the PCC AQMAs.  This section of the A3 provides the main traffic link 

between the western corridor (M275) and Portsea, Gunwharf and Old Portsmouth. There is a high 

volume of traffic and congestion at peak times similarly to link 48194. 

It is a part single and part dual carriageway link, mainly 2 3 lanes in each direction, with a 40mph 

speed limit.  There is a section of southbound bus lane.   

Figure B.4 Road Link 18114 location 
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Figure B.5 Road Link 18114 images 

Queen Street / Anglesea Road / Alfred Road intersection looking north 

 

 

Hope Street / Alfred Road intersection looking south 

 

Data from the Source Apportionment Study (PCC, 2017) showed that the 24-hour AADT on this 

section of the A3 was predicted to be 39,512 vehicles in 2015, comprising 87.3% cars and taxis, 

10.4% LGVs, 1.6% HGVs and 0.6% buses.  DfT traffic count data used for the PCM model 

predictions for the road link for 2015 show a slightly higher AADT, a lower percentage of cars and 

taxis, and a higher proportion of buses.  

Defra’s PCM model predictions (Table B.6) indicate an annual mean NO2 concentration in 2017 of 

43.9 µg/m3 for road link 18114, and indicate that compliance will be achieved by 2020 

(38.8 µg/m3).  Based on these model predictions, emissions from road NOx would need to be 

reduced by 21% in order to achieve compliance in 2017 and by 2019, a 4% reduction would be 

required. 
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Table B.6 Defra PCM Modelled NO2 Concentrations and Percent Reductions in Road NOx to Achieve Compliance 
for Road Link 18114 

Year 

Defra PCM 

Annual Mean NO2 

Concentration 

(µg/m
3
) 

Background NO2 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration at 

NO2 = 40 µg/m
3
 

(µg/m
3
) 

Percent 

reduction in 

Road NOx to 

achieve 

compliance 

2017 43.9 23.5 44.1 35.0 21 

2018 42.3 23.0 41.2 36.0 13 

2019 40.7 22.5 38.6 36.9 4 

2020 38.8 21.9 35.4 38.1 N/A 

Note: Background NO2 concentrations obtained from Defra’s background maps of pollutant concentrations, average of the two 1-km grid 

squares centred on 463500, 100500 and 464500, 100500 (https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015).  Road 

NOx concentrations calculated using Defra’s NOx-to-NO2 Calculator tool (Local Authority = Portsmouth, Traffic mix = All other UK urban 

traffic) 

However, local modelling of this road link provides different results, showing that NO2 

concentrations may be higher than those predicted in the PCM model – primarily due to use of 

local data on traffic flows and average speeds.  By 2019, the local modelling results show that 35% 

reduction may be required to achieve compliance (see Table B.7 ). Compliance with the Limit 

Value may not be achieved until 2023, three years later than that predicted by the PCM model. 

Table B.7 Local Modelled NO2 Concentrations and Percent Reductions in Road NOx to Achieve Compliance for 
Road Link 18114 

Year 

Modelled Annual 

Mean NO2 

Concentration 

(µg/m
3
) 

Background NO2 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration at 

NO2 = 40 µg/m
3
 

(µg/m
3
) 

Percent 

reduction in 

Road NOx to 

achieve 

compliance 

2018 49.2 23 57.2 35.4 38.1 

2019 48.3 22.5 55.9 36.4 35.0 

2020 45.9 21.9 51.4 37.6 26.8 

2021 43.8 21.5 47.3 38.5 18.6 

Note: Background NO2 concentrations obtained from Defra’s background maps of pollutant concentrations, average of the two 1-km grid 

squares centred on 463500, 100500 and 464500, 100500 (https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015).  Road 

NOx concentrations calculated using Defra’s NOx-to-NO2 Calculator tool (Local Authority = Portsmouth, Traffic mix = All other UK urban 

traffic) 

Source apportionment data for 2020 ( Table B.8 ) shows that regional and local background 

sources are estimated to account for around 57% of annual mean NO2 concentrations, with local 

road traffic accounting for 43%.  Cars and taxis remain the greatest road traffic source; however, 

LGVs are estimated to be the second-largest contributor, followed by buses.   

https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015
https://uk-air.defra.gov.uk/data/laqm-background-maps?year=2015
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Table B.8 Source Apportionment of Annual Mean NO2 Concentrations in 2020 for Road Link 18114 

 

Contribution to Annual Mean NO2 Concentration (%) 

Regional 

background 

Local 

background 

Cars & 

Taxis 
LGVs OGV1 OGV2 

Buses & 

Coaches 

Including regional and 

local background 

contributions 

12.3 45.1 25.8 6.9 2.5 0.7 6.8 

Excluding regional and local background contributions 60.4 16.3 5.9 1.7 15.8 

Note: Percentage contributions may not add up to exactly 100% due to rounding to 1 decimal place. 

Source: PCC 2017 Source Apportionment Study  

 Table B.9  shows a more detailed disaggregation of road traffic NOx emissions for 2015 and 2020 

which suggest a large contribution from diesel cars along this road link, particularly in 2020.  

 

Table B.9 Source Apportionment of Road Traffic NOx Emissions for Road Link 18114 

Year 

Contribution to Road NOx Emissions (%) 

Petrol 

cars 

Diesel 

cars 

Petrol 

LGVs 

Diesel 

LGVs 

Rigid 

HGVs 

Artic. 

HGVs 

Buses & 

coaches 
Others 

2015 9.4 48.5 0.3 20.7 8.3 5.5 7.2 0.2 

2020 7.4 58.3 <0.1 21.2 4.8 2.3 5.0 0.9 

Notes: Emission calculations performed using Defra’s Emission Factors Toolkit and traffic data from PCC’s 2017 Source Apportionment 

Study. 

The key contributing factor to the modelled exceedance on road link 18114 is congestion 

caused by commuter traffic particularly during morning and evening peak times. The 

signalised junction at Queen Street / Anglesea Road often reaches capacity during the day, and 

will exceed capacity at peak times, causing queuing traffic.  

There are conflicting demands at this location with the main road (A3) being prioritised to optimise 

bus journey times along this route.  Beyond the Queen Street / Anglesea Road junction, the traffic 

generally flows freely as the traffic dissipates to various destinations in the city.  

 

B.5 Modelling Measures 

As part of the Targeted Feasibility Study, data from the PCC’s monitoring network and local air 

quality modelling were used to provide an updated baseline situation. This showed, that without 

intervention, road link 48196 will achieve compliance in 2020 – one year earlier than the PCM 

predictions.  For road link 18114, in the absence of intervention, compliance is predicted to be 

achieved in 2023, more than two years later than PCM predictions.   

PCC has explored a range of measures that could potentially bring forward the achievement of 

compliance for these road links, i.e. meeting Defra’s primary critical success factor.  From a long 

list of measures, four measures were taken forward for detailed appraisal.  From these shortlisted 

measures, Measure 3 to promote park & ride was not considered to meet this success factor, but 
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the following measures were identified as deliverable within the relevant timeframes, therefore 

offering the best opportunity to bring forward compliance and meet this success factor: 

 Bus retrofitting to upgrade all pre-Euro VI buses; 

 A package of measures to reduce private car use.  It is anticipated that 2% reduction in private 

vehicle traffic and 1% increase in average vehicle speed is achievable; and 

 Promoting the uptake of cleaner vehicles.  PCC has tested an ambitious target of replacing 5% 

of conventional-fuelled cars with 1% electric cars and 4% plug-in hybrids, along with a lower 

replacement rate of 3.5% comprising 0.5% electric cars and 3% plug-in hybrids.   

Modelling showed that whilst none of these measures alone was sufficient to bring forward 

compliance, implementing all three measures was predicted to bring forward compliance 

from 2020 to 2019 for road link 48196 and from 2023 to 2022 for road link 18114.  It is 

therefore concluded that although there is not one single preferred option, all three measures 

should be pursued as far as is possible.  PCC is already committed to measures to reduce private 

car use and promoting the uptake of cleaner vehicles through existing funding sources and has 

applied for grant funding to retrofit 108 buses to meet Euro VI standard.  
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Appendix C:  Local air quality problem for AQMA6 

C.1 Introduction 

The information summarised below is taken from the Targeted Feasibility Study to deliver NO2 

compliance in the shortest possible time (PCC, 2018b), focused on AQMA 6. This study was 

similar in nature to that undertaken for the two compliance links. 

C.2 Understanding the problem 

A review of a recent local air quality monitoring data identified the A2047 located within AQMA 6 in 

Portsmouth City Council (PCC) as an area experiencing exceedances of the annual mean NO2 EU 

Limit Value of 40 µg/m3.  The A2047 London Road is one of the three main routes into Portsmouth.  

The northern end of the A2047 links to the A3, which receives traffic from the A27 / M27.  The 

A2047 compromises the following three road links within Defra’s PCM model, all of which were 

expected to meet the EU Limit Value:  

 Road link 6118 – A2047 London Road located north of the eastern end of Kingston Crescent, 

between Derby Road/Laburnum Grove and Magdalen Road (a part of this road link is located 

within AQMA 6); 

 Road link 38333 – A2047 Kingston Crescent located west from the junction with London Road 

and Kingston Road; and A2047 London Road between the junction with Kingston Crescent and 

Derby Road/Laburnum Grove (a part of this road link is located within AQMA 6); and 

 Road link 36116 – A2047 Kingston Road /Fratton Road located south of the junction with 

Kingston Crescent down to intersection with A2030 Road (located within AQMA 6). 

The location of these road links in relation to PCC’s AQMA boundaries are indicated in Figure C.1 . 
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Figure C.1 Road Links 6118, 36116 and 38333

 

PCC operates a roadside continuous air quality monitoring station (CAQMS) at London Road, just 

south of the junction with Laburnum Grove (Site C2) and within the boundary of AQMA 6. The 

station is equipped with a Horiba APDA-372 chemiluminescence gas analyser for monitoring NOx, 

NO2 and NO concentrations. PM10 and PM2.5 are also measured at the site.  The site is 1m from 

the kerbside at a height of 1.8m.  In addition to the CAQMS, PCC has 3 NO2 diffusion tube 

monitoring locations within AQMA 6.  DT24 is located at 221 Fratton Road, DT25 is located on the 

façade of 117 Kingston Road, and DT26 is situated outside The Tap PH in London Road.  All of 

the diffusion tubes are at 2m height.    

Table C.1 Table C.1 presents the ratified NO2 annual mean concentrations for 2012 to 2017 at the 

CAQMS and the 3 diffusion tube monitoring sites.  The results demonstrate that the EU NO2 Limit 

Value (40 µg/m3) has been exceeded at two or more monitoring locations in each year between 

2012 and 2017.   
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Table C.1 NO2 annual mean concentrations at monitoring locations within AQMA 6 

Monitoring 

Location 

NO2 Annual Mean Concentration (µg/m3) 

2012 2013 2014 2015 2016 2017 

CAQMS C2 

(link 38333)   
43.9 39.7 45.7 38.4 41.2 44.6 

DT24  

(link 36116) 
39.1 42.5 40.5 36.3 37.7 38.3 

DT25  

(link 36116) 
44.6 38.7 52.2 41.8 43.7 44.3 

DT26  

(link 38333) 
50.5 50.9 40.8 43.1 49.2 43.1 

Bold – indicates exceedance of annual mean NO2 EU Limit Value  

Based on the monitored concentrations, the percentage reduction in NOx emissions required to 

achieve compliance has been estimated for 2017 at three sites (Table C.2 1).  At the CAQMS, an 

estimated 23% reduction in road NOx emissions would be needed to meet the Limit Value, with 

slightly lower reductions required at the other two sites.  

Table C.2 1 Reductions in Road NOx to Achieve Compliance at monitoring locations in AQMA No. 6 

 

Site ID 

Monitored 

Annual Mean 

NO2 

Concentration 

(µg/m
3
) 

Background 

NO2 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

at NO2 = 

40 µg/m
3
 

(µg/m
3
) 

Percent 

reduction in 

Road NOx to 

achieve 

compliance 

CAQMS (C2) 

(link 38333 
44.6 22.4 48.2 37.3 23% 

DT25 

(link 36116) 
44.3 18.7 55.5 45.2 19% 

DT26  

(link 36116) 
43.1 20.6 48.5 41.1 15% 

In 2018, PCC sited a number of additional diffusion tube monitoring sites on London Road, along 

link 6118.  Data for these sites are not yet available but will be feed into the study as part of further 

evidence submissions and the target determination.  
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C.3 Road Link 6118 

Road link 6118 covers the A2047 London Road north of the eastern end of Kingston Crescent, 

between Derby Road/Laburnum Grove and Magdalen Road (see Figure C.2).   

It is a single carriageway road with one lane in each direction for general traffic, a 30mph speed 

limit, and sections of on-street parking, bus and cycle lanes.  The land-use is mixed and comprises 

local shops, a number of schools, and other local amenities.  It is a major bus route. 

Figure C.2 Road Link 6118 location 

 

Figure C.3 1 Road Link 6118 images 

London Road / Stubbington Avenue intersection looking south 
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London Road / Kingston Crescent intersection looking north 

 

Data from the Source Apportionment Study (PCC, 2017) showed that the 24-hour AADT on this 

section of the A2047 was estimated to be 14,280 vehicles in 2015, comprising 78% cars and taxis, 

16.2% LGVs, 2.3% HGVs and 3.5% buses.  DfT traffic count data used in the PCM model 

predictions for Road Link 6118 for 2015 exhibit a similar fleet composition, although the total 

vehicle flow according to the DfT data is around 17% lower. 

In 2020, regional and local background sources are forecasted to account for around 64.5% of 

annual mean NO2 concentrations, with local road traffic accounting for 35.6%. Cars and taxis 

remain the greatest road traffic source, followed by buses and coaches (Table C.3).  

Table C.3.  Source Apportionment of Annual Mean NO2 Concentrations in 2020 for Road Link 6118 

 

Contribution to Annual Mean NO2 Concentration (%) 

Regional 

background 

Local 

background 

Cars & 

Taxis 
LGVs OGV1 OGV2 

Buses & 

Coaches 

Including regional and 

local background 

contributions 

15.2 49.3 16.8 6.9 1.9 0.6 9.4 

Excluding regional and local background contributions 47.7 19.6 5.4 1.8 25.5 

Note: Percentage contributions may not add up to exactly 100% due to rounding 

Source: PCC 2017 Source Apportionment Study  

Table C.4 shows that in 2015, buses and coaches (30.7%) were calculated to be the largest 

contributing source of road NOx emissions followed by diesel cars (30.3%).  In 2020, the largest 

contributing road source is calculated to be diesel cars (39.8%), followed by diesel LGVs (24.4%). 

Table C.4.  Source Apportionment of Road Traffic NOx Emissions for Road Link 6118 

Year 

Contribution to Road NOx Emissions (%) 

Petrol 

cars 

Diesel 

cars 

Petrol 

LGVs 

Diesel 

LGVs 

Rigid 

HGVs 

Artic. 

HGVs 

Buses & 

coaches 
Others 

2015 5.8 30.3 0.3 21.8 8.4 2.4 30.7 0.3 

2020 5.1 39.8 <0.1 24.4 5.3 1.1 23.4 0.8 

Notes: Emission calculations performed using Defra’s EFT and traffic data from PCC’s 2017 Source Apportionment Study. 
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C.4 Road Link 38333 

Road link 38333 comprises the A2047 Kingston Crescent located west from the junction with 

London Road and Kingston Road; and the A2047 London Road between the junction with 

Kingston Crescent and Derby Road/Laburnum Grove (Figure C.4).  It is located south of link 6118.  

The link is located partly in within AQMA 6, and partly in AQMA 11 at the M275 end.  There is a 

high volume of traffic on this road as it links the A2047 London Road / Kingston Road to the 

Rudmore Roundabout, which receives traffic from the M275 and A3.   

Figure C.4 Road Link 38333 location 

 

Figure C.5 Road Link 38333 images 

A2047 London Road / Chichester Road junction, looking north (outside The Tap PH, D26 monitoring site) 
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A2047 London Road / Laburnum Grove junction, looking south (close to CAQMS C2 monitoring site) 

 

The Source Apportionment Study (PCC, 2017) determined the 24-hour AADT on this road link to 

be 10,891 vehicles in 2015, comprising 82.0% cars and taxis, 15.5% LGVs, 1.9% HGVs and 0.6% 

buses.  DfT traffic count data used in the PCM model predictions for Road Link 36116 for 2015 

shows the AADT to be 15,443 vehicles – approximately 42% higher than the Source 

Apportionment Study figure.   

The source apportionment data for 2020 (Table C.5) shows that regional and local background 

sources are estimated to account for around 59.4% of annual mean NO2 concentrations, with local 

road traffic accounting for 40.6%.  Cars and taxis are forecast to be the greatest road traffic source 

(50.1%), followed by buses and coaches (22.0%) and LGVs (20.0%).   

 

Table C.5 Source Apportionment of Annual Mean NO2 Concentrations in 2020 for Road Link 38333 

 

Contribution to Annual Mean NO2 Concentration (%) 

Regional 

background 

Local 

background 

Cars & 

Taxis 
LGVs OGV1 OGV2 

Buses & 

Coaches 

Including regional 

and local 

background 

contributions 

13.9 45.6 20.2 8.1 2.3 0.8 9.2 

Excluding regional and local background 

contributions 
50.1 20.0 5.7 2.2 22.0 

Note: Percentage contributions may not add up to exactly 100% due to rounding 

Source: PCC 2017 Source Apportionment Study  

Table C.6 summarises the source-apportioned road traffic NOx emissions for 2015 and 2020. In 

2015, light duty vehicles were estimated to account for around 79% of road NOx and heavy duty 

vehicles for around 21%.  Diesel cars (42.1%) were calculated to be the largest contributing road 

source.  In 2020, light duty vehicles are estimated to account for a higher percentage of road NOx 

emissions (~87%) than 2015.  

  



PORTSMOUTH CITY COUNCIL 
 

91 
 

Table C.6.  Source Apportionment of Road Traffic NOx Emissions for Road Link 38333 

Year 

Contribution to Road NOx Emissions (%) 

Petrol 

cars 

Diesel 

cars 

Petrol 

LGVs 

Diesel 

LGVs 

Rigid 

HGVs 

Artic. 

HGVs 

Buses & 

coaches 
Others 

2015 8.1 42.1 0.4 28.5 11.3 3.2 6.2 0.1 

2020 6.5 51.0 0.1 29.5 6.5 1.4 4.3 0.8 

Notes: Emission calculations performed using Defra’s EFT and traffic data from PCC’s 2017 Source Apportionment Study. 
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C.5 Road Link 36116 

Road link 36116 is to the south of link 38333, and comprises the A2047 Kingston Road / Fratton 

Road, south of the junction with Kingston Crescent down to intersection with A2030 Road ( Figure 

C.6 ).  This road link is also within the boundary of AQMA 6.  There is a high volume of traffic on 

this road, and it is subject to congestion, particularly at peak times.   

It is a single carriageway road with one lane in each direction for general traffic, a 30mph speed 

limit, and sections of on-street parking, bus and cycle lanes.  The land-use is mixed and comprises 

local shops, a number of schools, and other local amenities.  It is a major bus route. 

 

Figure C.6 Road Link 36116 location 
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Figure C.7.  Road Link 36116 images 

Kingston Road/Binstead Road junction looking north (close to DT25 monitoring site) 

 

Fratton Road / Alver Road intersection looking north (close to DT24 monitoring site) 

 

Data from the Source Apportionment Study (PCC, 2017) determined the 24-hour AADT on this 

section of the A2047 to be 22,400 vehicles in 2015, comprising 81.2% cars and taxis, 14.5% 

LGVs, 1.2% HGVs and 3.1% buses.  DfT traffic count data used in the PCM model predictions for 

Road Link 36116 for 2015 shows small differences in fleet composition (e.g. lower percentage of 

cars and taxis and high percentage of LGVs), and total vehicle flow according to the DfT data is 



PORTSMOUTH CITY COUNCIL 
 

94 
 

around 20% lower. 

The source apportionment data predicted for 2020 (Table C.7) shows that regional and local 

background sources are estimated to account for around 59.1% of annual mean NO2 

concentrations, with local road traffic accounting for 40.9%.  In 2020, cars and taxis (50.3%) 

remain the greatest road traffic source, followed by buses and coaches (24.7%) and LGVs 

(19.0%).   

Table C.7.  Source Apportionment of Annual Mean NO2 Concentrations in 2020 for Road Link 36116 

 

Contribution to Annual Mean NO2 Concentration (%) 

Regional 

background 

Local 

background 

Cars & 

Taxis 
LGVs OGV1 OGV2 

Buses & 

Coaches 

Including regional and 

local background 

contributions 

14.7 44.4 20.6 7.7 1.9 0.5 10.2 

Excluding regional and local background contributions 50.3 19.0 4.6 1.3 24.7 

Note: Percentage contributions may not add up to exactly 100% due to rounding 

Source: PCC 2017 Source Apportionment Study  

Table C.8 summarises the contribution of vehicle types to road traffic NOx emissions.  In 2015, light 

duty vehicles were estimated to account for around 75% of road NOx emissions and heavy duty 

vehicles for around 25%.  Diesel cars (41.1%) were calculated to be the largest contributing road 

source.  The contributions are predicted to be similar in 2020, with a slight increase in contribution 

from diesel cars and lower contribution from buses and coaches. 
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Table C.8.  Source Apportionment of Road Traffic NOx Emissions for Road Link 36116 

Year 

Contribution to Road NOx Emissions (%) 

Petrol 

cars 

Diesel 

cars 

Petrol 

LGVs 

Diesel 

LGVs 

Rigid 

HGVs 

Artic. 

HGVs 

Buses & 

coaches 
Others 

2015 7.8 41.1 0.3 24.8 6.8 2.0 17.0 0.2 

2020 6.2 49.1 <0.1 24.9 3.5 0.7 14.7 0.9 

Notes: Emission calculations performed using Defra’s EFT and traffic data from PCC’s 2017 Source Apportionment Study. 

C.6 Modelling Measures 

As part of the Targeted Feasibility Study, data from the PCC’s monitoring network and local air 

quality modelling were used to provide a baseline situation.  The study showed that the EU Limit 

Value is not achieved in 2018 and without any further intervention may not be achieved by 2024 on 

road link 36116 (Fratton Road) and 39333 (Kingston Crescent) in the AQMA.   

A map showing predicted annual mean NO2 concentrations in the 2018 baseline around the 

junction with Kingston Crescent are shown in Figure C.8 compared against the EU Limit Value. 

 

Figure C.8 Modelled annual mean NO2 concentrations, 2018 Baseline 

 

An example of the required reduction in road NOx at the worst case receptor is shown in Table C.9 

for the baseline year up to 2021 in line with the information provided on the two compliance links in 

Appendix B.  These reductions are higher than those shown in Table C.2., which are provided for 

monitoring sites located further from the road. 
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Table C.9 Defra PCM Modelled NO2 Concentrations and Percent Reductions in Road NOx to Achieve Compliance 
for Road Link 39116 (at worst case location) 

Year 

Local Modelled 

Annual Mean 

NO2 

Concentration 

(µg/m
3
) 

Background NO2 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration 

(µg/m
3
) 

Road NOx 

Concentration at 

NO2 = 40 µg/m
3
 

(µg/m
3
) 

Percent 

reduction in 

Road NOx to 

achieve 

compliance 

2018 54.2 20.6 75.3 40.5 46.3 

2019 51.9 20.1 70.3 41.4 41.1 

2020 49.4 19.5 65.2 42.6 34.6 

2021 46.6 19.0 59.4 43.7 26.4 

Note: Background NO2 concentrations obtained from Defra’s background maps of pollutant concentrations, for the 1-km grid square 

centred on 464500- 101500, 465100-101500, 465500-100500, 464500-100500 (https://uk-air.defra.gov.uk/data/laqm-background-

maps?year=2015).  Road NOx concentrations calculated using Defra’s NOx-to-NO2 Calculator tool (Local Authority = Portsmouth, 

Traffic mix = All UK traffic)      

PCC has explored a range of measures that could potentially bring forward the achievement of 

compliance for these road links, i.e. meeting Defra’s primary critical success factor.  From a long 

list of measures, four measures were taken forward for detailed appraisal.  The following measures 

were identified as deliverable within the relevant timeframes and therefore offering the best 

opportunity to bring forward compliance and meet this success factor: 

 Bus retrofitting to upgrade all pre-Euro VI buses; 

 A package of measures to reduce private car use.  It is anticipated that 2% reduction in private 

vehicle traffic and 1% increase in average vehicle speed is achievable; 

 Promoting the uptake of cleaner vehicles.  PCC has tested an ambitious target of replacing 5% 

of conventional-fuelled cars with 1% electric cars and 4% plug-in hybrids, along with a lower 

replacement rate of 3.5% comprising 0.5% electric cars and 3% plug-in hybrids;   

 Implementing a one-way system on London Road, southbound between Stubbington Avenue 

and Kingston Crescent in AQMA 6; 

 Making a section of London Road pedestrianised (between Stubbington Avenue and Kingston 

Crescent) within AQMA 6, resulting in traffic diversions in the wider area; and 

 Installing peak time traffic lights on the gyratory at the north of London Road act as a gate to 

release vehicles (excluding buses) travelling southbound only as fast as the road ahead can 

take them. 

A summary of the results for the baseline and these options (and combinations of options) is given 

in Table C.10 up to 2025 across a wider study area which takes into account possible traffic 

diversions. 
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Table C.10 Future Projected Exceedances at all Modelled Receptors 

Scenario No. receptors 

exceeding EU 

LV (detailed 

modelling) 

No. receptors exceeding EU LV (JAQU roadside 

projection factors)  

2018 2019 2020 2021 2022 2023 2024 2025 

Base 203 122 65 29 10 3 0 0 

M1 Bus retrofitting 121 59 25 7 3 0 0 0 

M2 Reducing private 

car use 

186 114 60 27 10 2 0 0 

M3 Encouraging 

electric vehicles 

(Cars only) 

179 106 58 25 10 2 0 0 

M4 Encouraging 

electric vehicles 

(Cars and vans) 

175 105 56 24 10 2 0 0 

M5 One-way System 249 157 72 26 3 1 0 0 

M6 Pedestrianisation 459 317 166 69 27 12 2 0 

M7 Gating 179 117 55 24 7 1 0 0 

M123 97 42 18 6 0 0 0 0 

M1234 94 42 17 6 0 0 0 0 

M12345 130 58 23 3 1 0 0 0 

M12346 247 137 64 25 6 1 0 0 

M12347 93 37 15 5 0 0 0 0 

The projections indicate that the EU Limit Value may not be met until 2024 with no measures 

in place. Implementation of any one measure alone would not be sufficient to bring forward 

compliance, but a combination of measures in place (e.g. Measures 1, 2 and 3), could bring 

forward compliance to 2022.  It is noted that the impact of Measures 5 and 6 are not as effective 

across the model domain due to the assumptions made regarding traffic diversions outside of the 

AQMA.  However, if only those receptor points within AQMA 6 are considered, then these 

measures could bring forward compliance to 2021.  
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Appendix D:  Recent / current measures to reduce 
emissions 

The following measures have been implemented since 2015, are currently being implemented, or 

are expected to be implemented soon, and, therefore, are not reflected in Defra’s baseline PCM 

modelling.  A number of these are expected to have a positive contribution to improving air quality 

on the identified exceedance links, as highlighted below: 

Road Link 48196 (A3 Mile End Road) 

 Church Street Roundabout linking with crossing on Commercial Road North.  This scheme was 

implemented in 2016, to alleviate the stop-start traffic conditions on A3 Mile End Road, 

Commercial Road and Marketway.  It has improved traffic flow and reduced incidents of 

southbound traffic queuing back from the pedestrian crossing south of the roundabout and 

blocking the junction.   

Changes to the roundabout to encourage more free-flowing traffic on the A3 has the potential 

to reduce emissions along road corridors.  However, these impacts will depend on what the 

changes to average speeds are due to the fact that speed emission factors show a polynomial 

relationship. 

 Mile End Relining Scheme.  This scheme is expected to be implemented in 2019, to enable 

better flow of traffic bound for the M275 from the Church Street roundabout into the northbound 

A3 Mile End Road, due to significantly less lane-changing.   

Smoothing traffic flow and increasing average speeds on this link will reduce emissions along.  

However, these impacts will depend on what the changes to average speeds are due to the 

fact that speed emission factors show a polynomial relationship. 

 Bus retrofit programme (68 First buses and 37 Stagecoach buses) to enable pre-Euro 6 bus 

services which pass through this route to be upgraded to the higher emission standard of Euro 

645.  Bus retrofitting will not only benefit these road links, but will also have strategic, wider air 

quality benefits as the retrofitted vehicles will travel along the other roads in the city.  This 

scheme is expected to be delivered in 2019.   

The scheme was modelled as part of the Targeted Feasibility Study and found to results in a 

2% reduction in annual mean NO2 concentrations.    

Road Link 18114 (A3 Alfred Road) 

 Anglesea Road / Park Road Junction Upgrade.  This scheme was implemented in 2018, with 

the aim of managing vehicle and foot traffic more efficiently and reducing congestion, using 

MOVA (Microprocessor Optimisation Vehicle Actuation) to maximise the efficiency of the stand-

alone signalised junction.  

  

The main air quality benefits are expected to be south of Alfred Road. 

 Bus retrofit programme (see above).   This scheme is expected to be delivered in 2019. 

The scheme was modelled as part of the Targeted Feasibility Study and found to results in a 

2% reduction in annual mean NO2 concentrations.    

                                                
45

 Both First Bus and Stagecoach are proposing to use Selective Catalytic Reduction Technology (SCRT), 
which is CVRA accredited exhaust technology enabling harmful emissions such as Oxides of Nitrogen 
(NOx), Diesel Particulates (PM), Carbon Monoxides (CO) and Hydrocarbons (HC) to be reduced by up to 
95%.   
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AQMA 6 (A2047 London Road) 

 A2047 Route long cycle safety improvements. PCC has been working to reduce accidents, 

reduce speeds and smooth traffic flow along this road from 2012-2017 by implementing a 

combination of new surfaces, lining and traffic calming at junctions. 

This is likely to have had a very small impact on vehicle numbers, and consequently a low 

impact on emissions in these locations. 

City-wide 

 Re-development of The Hard Interchange was completed in May 2017, providing improved bus 

interchange facilities with real-time information and improved connectivity to rail, ferry and taxi 

services and improved pedestrian and cycle links to Gunwharf Quays and city centre, helping 

to make public transport easier and more attractive to use.  This work compliments the 

previous work carried out to improve the concourse and provide more secure cycle facilities at 

Portsmouth and Southsea station, which was completed in 2015.   

 The Park and Ride 2 (PR2) service was launched in September 2018, and is a brand new half 

hourly service that accommodates the University and travels a new route from the Park and 

Ride to the heart of the city, also servicing businesses.  The new route is popular and has been 

very well received and is part of a wider strategy to develop additional park and ride routes 

across Portsmouth. 

 Sustainable Travel Transition Year programme 2016/17 - PCC were awarded £455,000  from 

the DfT towards a £733,200 programme of proven behaviour change measures including 

personalised journey planning, workplace travel planning, travel to school initiatives and 

measures to support cycling and walking.  

 Air Quality Grant Programme - PCC were awarded an Air Quality Grant (AQG) of £450,000 

from Defra for delivery of targeted improvements in air quality within Portsmouth in 2018/19.  

The funding covers infrastructure improvements, communications and marketing, initiatives to 

promote sustainable travel in workplaces and schools, and eco-driving.  

Just over half of this budget is allocated to infrastructure improvements.  This involves 

improvements to key travel routes to encourage use of active travel modes, making walking 

and cycling more attractive forms of travel.   

Market research has been carried out and the most effective communications and marketing 

package was deemed to be an anti-idling campaign. PCC also participated in National Clean 

Air day in June 2018.  

Residents are targeted by the AQG Programme through the promotion of alternative travel 

such as electric vehicles and training courses focused on cycling.  There is discount on the 

purchase, loan and safety equipment of bikes to specific demographics who travel through 

AQMAs.  Schools and workplaces have initiatives such as the Pompey Monsters Walk to 

School Challenge which is aimed at primary school children.  Pedestrian training is also being 

provided to teach primary school aged children basic road safety and encourage walking to 

school, and a scheme is being delivered where by children are taught how to safely use 

scooters.  

PCC are working with workplaces that have large fleets to encourage eco-driving.  This is done 

through training courses and providing advice on the possibilities of improving the 

environmental impact of their fleets by converting to vehicles with lower emissions.  

The initiatives coming out of this fund are citywide, but with a focus on the AQMAs, particularly 

AQMA 6.  This programme is expected to have contributed to improving air quality, although 
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the impact on the identified exceedance links is expected to be low.  

 Electric Vehicle (EV) Charging Points.  PCC secured funding from the Office for Low Emission 

Vehicles (OLEV) to install additional charging points for EVs in residential areas.  37 charging 

points at 32 sites will be installed in the city by the end of March 2019. PCC have an off-street 

trial of fast charging points in three PCC owned car parks; this trial scheme is jointly funded by 

PCC and CityEV.  This is in addition to charge points at the Park and Ride.  Installing EV 

charging infrastructure is expected to encourage EV ownership, resulting in cleaner emissions. 

Alone this measure is expected to have had a low impact, but could be part of a longer term 

solution as part of a package of measures to encourage cleaner fuelled vehicles.  Modelling for 

the Targeted Feasibility Study showed that if up to 5% of cars were replaced with 

electric/hybrid this would result in a reduction in concentrations of up to 4%. 

 Bike hire - PCC are introducing a new bike-sharing scheme, in February 2019.  Portsmouth 

residents and visitors will have access to 150 bikes, in an effort to encourage people to swap 

their car journeys and travel by bike. 

This is likely to have a very small impact on vehicle numbers on the identified exceedance 

links, and consequently a low impact on emissions in these specific locations.  However, it 

could be part of a longer term solution as part of a package of measures to encourage mode 

shift away from car. 

 Quieter Routes Programme.  As part of the Safer Cycling Work Programme, PCC launched the 

Quieter Routes programme, aimed at encouraging people to travel by bike around the city.  A 

travel survey conducted in 2014 found that lack of confidence on the roads was a major barrier 

to people travelling by bike around the city.  The Quieter Routes programme identified and 

signed 10 cycle routes connecting key areas of the city, which avoid busy roads and signpost 

cyclists onto cycle infrastructure or the 20mph road network. 

This is likely to have a very small impact on vehicle numbers on the identified exceedance 

links, and consequently a low impact on emissions in these specific locations.  However, it 

could be part of a longer term solution as part of a package of measures to encourage mode 

shift away from car. 

 Traffic signal schemes and reconfiguration. PCC is modernising existing signal infrastructure 

and improving the overall operation of the traffic signal equipment across the city to include 

signal controller technology.  The aim of these works is to improve traffic throughput, reduce 

delays and improve the safety of road users and pedestrians. 

Smoothing traffic flow and increasing average speeds has the potential to reduce emissions 

along road corridors.  These impacts will depend on what the changes to average speeds are 

due to the fact that speed emission factors show a polynomial relationship. 

 South Western Railway (SWR) Service Improvements. From December 2018, additional and 

faster train services began operating to and from Portsmouth to Southampton and London.  

There will be two additional services per hour in each direction on the core Portsmouth Harbour 

to Fareham/Havant routes, making rail a more attractive travel option.  PCC will work with SWR 

to promote these enhancements. 
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Appendix E:  Long list of potential options 

E.1 Initial long list and sifting process 
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Table E.1 Initial long list of options and results of initial sifting to reject options which are not considered feasible 

Category Description Reject / Take forward 

CAZ. Clean Air Zone 

CAZ1 Class A Charging Clean Air 

Zone (focused on Portsea 

Island) 

Charging Clean Air Zone targeting taxis and Private Hire Vehicles (PHVs), buses 

and coaches on Portsea island. Evidence from Southampton suggests that this 

may achieve average NO2 reductions of 3-5% across the city, which may not be 

sufficient to achieve compliance in the shortest possible time in AQMA 6. 

Take forward for further 

consideration, but additional 

measures also likely to be required 

CAZ2 Class B Charging Clean Air 

Zone (focused on Portsea 

Island) 

Charging Clean Air Zone targeting taxis and PHVs, buses, coaches and HGVs. 

Evidence from Southampton suggests that this may achieve average NO2 

reductions of 6.5% across the city, with a range of 2-18%. 

Take forward for further 

consideration, but additional 

measures also likely to be required 

CAZ3 Class C Charging Clean Air 

Zone (focused on Portsea 

Island) 

Charging Clean Air Zone targeting taxis and PHVs, buses, coaches, HGVs and 

LGVs. Evidence from modelling in Birmingham suggest that maximum NO 

reductions of 9% may be achieved with Bath showing up to 26% a reduction. 

Take forward for further 

consideration 

CAZ4 Class D Charging Clean Air 

Zone (focused on Portsea 

Island) 

Charging Clean Air Zone targeting taxis and PHVs, buses, coaches, HGVs, 

LGVs and private cars. Evidence from modelling in Bath suggests up to 28% 

reduction in NO2 concentrations may be possible due to this option. This option 

may therefore be the most likely to bring forward compliance in the shortest 

possible time in AQMA 6. 

Take forward for further 

consideration 

A. Measures to reduce private vehicle use 

A1 Increase car-parking charges in 

city centre (or vary charges by 

vehicle emissions) 

Increase car-parking charges in city centre to discourage people from driving 

into the city centre for commuting, business, leisure / shopping, and other 

purposes.  Could include higher charges for diesel vehicles / lower charges for 

low emission vehicles. 

Source apportionment figures indicate diesel cars (and to a lesser extent diesel 

LGVs) to be the main road traffic NOx sources so higher charges for these 

Take forward – Targets cars trips 

into the city centre by those living 

within and outside Portsmouth 
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Category Description Reject / Take forward 

vehicles could be considered.   

A2 Reduce number of car parking 

spaces available in city centre 

Reduce number of car parking spaces available in city centre to discourage 

people from driving into the city centre for commuting, business, leisure / 

shopping, and other purposes. 

Take forward – Targets cars trips 

into the city centre by those living 

within and outside Portsmouth. 

A3 Introduce workplace parking 

levy in Portsmouth (city centre 

or citywide) 

(potentially higher charges for 

diesel vehicles) 

Introduce workplace parking levy in Portsmouth to reduce the number of trips 

made for commuting purposes. 

Source apportionment figures indicate diesel cars (and to a lesser extent diesel 

LGVs) to be the main road traffic NOx sources so higher charges for these 

vehicles could be considered.   

Reject – Unlikely to be deliverable 

within the relevant timescales 

Advice from Nottingham suggests 

that the scheme would require 

approximately four years to deliver 

A4 Increase on-street parking 

charges for residents 

(or vary charges based on 

vehicle emissions) 

Increase on-street parking charges for residents, to discourage car ownership.  

Could include higher charges for diesel vehicles / lower charges for low emission 

vehicles. 

Source apportionment figures indicate diesel cars (and to a lesser extent diesel 

LGVs) to be the main road traffic NOx sources so higher charges for these 

vehicles could be considered.   

Take forward – Targets residential 

cars trips to all locations 

A5 Travel plans for new 

developments. 

Ensure effective implementation, monitoring and enforcement of travel plans for 

new developments. 

Take forward – Targets residential 

cars trips to all locations 

A6 

 

Advance and real time (social 

and conventional media, VMS) 

messaging to discourage driving 

on days of high pollution and 

incentivise alternative behaviour 

Use of VMS, social media, broadcast media, and the internet to inform drivers to 

avoid certain roads on days of high pollution.  Encourage drivers to consider 

using alternative methods of transport or not travelling.   

Collect, analyse and display live air quality information at key locations, and 

display alongside parking and public transport information to help influence 

people’s travel choices when travelling into the city centre.  

Work with bus operators to offer free or discounted peak period travel on days 

when air quality is particularly poor.   

Take forward – Targets cars trips 

into the city centre by those living 

within and outside Portsmouth 

A7 Improve broadband coverage, Improve broadband coverage, speed and quality so that more people can work Take forward – Reduces peak 
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Category Description Reject / Take forward 

speed and quality from home, thereby reducing the need to travel. hour commuter trips 

A8 Introduce car clubs and car hire 

schemes (using low emission 

vehicles) in exceedance areas, 

with subsidised hire rates 

Promote and increase the use of car clubs and car hire schemes rather than 

ownership.  Car club fleets to largely comprise of low emission vehicles, 

including electric vehicles.  Use of technology such as mobile applications to 

enable residents and visitors to find cars and hire cars on demand.  Scheme to 

be implemented in London Road.   

Take forward – Discourages car 

ownership and reduces number of 

trips made by car 

A9 Scrappage scheme for the most 

polluting vehicles 

A scrappage scheme targeted at that most polluting cars / LGVs owned by 

residents living on Portsea Island, potentially prioritising low income residents / 

workers.  Rewards could involve cash, a discount on a new replacement vehicle 

with lower emissions, or vouchers to switch to a different form of transport (car 

club, public transport or cycle).   

Likely to be most effective if implemented alongside a Charging CAZ, which 

would motivate individuals to give up or stop using the most polluting vehicles.  

E.g. Birmingham is offering all residents a £2,000 scrappage reward or a £1,000 

mobility credit, with those prepared to give up their vehicle being offered the 

larger amount.   

However, Derby is proposing a scrappage scheme as an alternative to a CAZ.  

The scheme will cost around £7.5m to implement and hopes to remove 2000 

polluting cars by 2020 (within the first year).  Payments to drivers that scrap their 

cars would be graduated and see £5,000 granted to the first 500 vehicles, 

£4,000 to the next 500 and £3,000 to the next 1,000. The money can also be 

exchanged for mobility credits which can be used on public transport. 

Further information on Scrappage Schemes can be found here: Consultation on 

additional measures to support individuals and businesses affected by local NO2 

plans (Defra, 2017). 

Take forward – Removes the most 

polluting vehicles from the roads 

 

B. Road network changes and traffic management measures to reduce congestion 

B1 Tipner Bridge There is commitment in the existing Local Plan for the development of “an all 

modes” bridge to provide more efficient transport links into the city centre. 

Reject – Scheme is currently not 

funded.  Not possible to construct 
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Category Description Reject / Take forward 

within the relevant timescales. 

B2 Build new strategic road into the 

city centre 

Build new strategic road into the city centre to bypass the areas of modelled 

exceedance. 

Reject – Not possible to construct 

within the relevant timescales. 

B3 Modification of existing road 

network around A3 (City Centre 

Road Scheme) 

A full application has been made for extensive modifications to the road network 

around the A3, southwards from the junction with Princess Royal Way to the 

junction with Unicorn Road, including the construction of a new road link 

between Flathouse Road and the A3 south of Herbert Street.   

Creation of a new signalised junction on the A3 Mile End Road, north of Church 

Street roundabout, would route traffic wishing to travel to destinations in the 

Gunwharf Quays and Historic Dockyard areas via a new dual carriageway road, 

effectively bypassing the section of road link 48196 between Princess Royal 

Way and the Church Street roundabout.  Church Street roundabout, Hope Street 

roundabout and Marketway roundabout would be upgraded to linked signalised 

junctions to avoid stop-start traffic.  Full details of the application (Reference: 

17/02066/CS3) can be viewed at http://publicaccess.portsmouth.gov.uk/online-

applications/)  

Reject – Currently at an early 

design stage.  Not likely to be 

deliverable within the relevant 

timescales. 

B4 Inbound flow control 

(Road Link 48196, A3 Mile End 

Road;  

Road Link 18114, A3 Alfred 

Road) 

Regulate the flow of traffic travelling into Portsmouth via the western corridor 

using traffic signals or variable speed limits with the aim of reducing congestion 

on Mile End Road, Commercial Road, Marketway, and Alfred Road. 

Reject – Existing VMS alone 

insufficient to effectively control 

inbound flow.  Implementation of 

required technology not likely within 

the relevant timeframes.  

Significant adverse impact on 

strategic road network. 

B5 Change traffic priorities on 

Church Street roundabout  

(Road Link 48196, A3 Mile End 

Road) 

Make changes to the configuration of the Church Street roundabout to maintain 

free-flowing traffic from the A3 Mile End Road through the Church Street 

roundabout and into Commercial Road. 

Reject – Would displace queue 

downstream to Alfred Road, and 

result in higher emissions on this 

and adjacent roads.  In general, 

traffic is not stationary along Mile 

End Road. 

http://publicaccess.portsmouth.gov.uk/online-applications/
http://publicaccess.portsmouth.gov.uk/online-applications/
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B6 Change traffic priorities at 

Unicorn Gate Junction, with bus 

priority on Queen Street (Road 

Link 18114, A3 Alfred Road) 

Give extra green time to outbound traffic at Unicorn Gate junction to reduce 

queuing on Alfred Road.  Remove on-street parking on Queen Street to allow 

bus lane to be implemented, to enable buses to exit Queen Street onto Alfred 

Road.  May increase congestion and deteriorate air quality on adjacent roads. 

No specific measures for this option have been identified at this time.   

Take forward – Smooths traffic 

flow and reduces emissions along 

Alfred Road. 

B7 Introduce priority lane aimed at 

promoting car sharing, public 

transport and the use of low 

emission vehicles on Mile End 

Road and Alfred Road (Road 

Link 48196, A3 Mile End Road)  

Implement priority lanes which can only be used by vehicles with more than one 

person in the car, low emission vehicles and buses etc. This would encourage 

car sharing and reduce the number of single occupancy car trips and or journeys 

and the use of low emission vehicles and public transport. 

Take forward – Targets the level 

of emissions from single occupancy 

car trips.  Removes traffic flow (by 

encouraging mode shift) and 

reduces emissions on Mile End 

Road and Alfred Road. 

B8 Introduce HGV lanes along the 

A3.   

Conversion of one southbound lane to HGVs only, to prevent HGVs getting 

delayed in traffic.   

Reject – HGVs account for only a 

small proportion of emissions on 

the A3 links. 

B9 Reduce speed limit from 40mph 

to 30mph on Mile End Road 

Reduce speed limit from 40mph to 30mph on Mile End Road Take forward – Reduces the per 

vehicle levels of emissions from 

diesel cars. 

B10 Traffic light gating of London 

Road, and bus lane on Queen 

Street (AQMA6) 

Installation of a gate at the northern end on London Road (either at the London 

Road / Copnor Road ‘Coach and Horses’ gyratory, or further south on London 

Road) to allow vehicles to be held back at peak times, so that traffic congestion 

would be reduced through the AQMA.  Proposed by Stakeholder Group. 

Reject – Not likely to be deliverable 

within the relevant timescales. 

B11 Ban traffic except buses and 

cycles between Stubbington 

Avenue and Kingston Crescent 

during all or part of the day 

(AQMA6) 

Removal of these vehicles from the links comprising AQMA 6, during all or part 

of the day. Assumptions around the re-routing of the vehicles would be required.  

Re-routing onto Copnor Road and/or A3 may exacerbate problems on these 

links. Proposed by Stakeholder Group but has also been previous considered by 

the Council. 

Take forward – Reduces traffic 

flow and emissions in AQMA6. 

B12 Ban traffic except buses, taxis Removal of these vehicles from the links comprising AQMA 6, during all or part Take forward – Reduces traffic 
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(but not private hire vehicles), 

cycles between Stubbington 

Avenue and Kingston Crescent 

during all or part of the day 

(AQMA6) 

of the day. Assumptions around the re-routing of the vehicles would be required.  

Re -route onto Copnor Road and/or A3 may exacerbate problems on these links. 

Proposed by Stakeholder Group but has also been previous considered by the 

Council. 

flow and emissions in AQMA6. 

B13 One-way system on London 

Road between Stubbington 

Avenue and Kingston Crescent 

during all or part of the day 

(AQMA6) 

Introduction of a southbound or northbound one-way system on London Road to 

reduce traffic flow and levels of emissions in the AQMA.  Proposed by 

Stakeholder Group but has also been previous considered by the Council. 

Take forward – Reduces and 

smooths traffic flow and reduces 

emissions in AQMA6. 

B14 Pedestrianisation of London 

Road between Stubbington 

Avenue and Kingston Crescent 

(AQMA6) 

Full pedestrianisation of a section of London Road to reduce traffic flow and 

levels of emissions in the AQMA. 

Take forward – Removes traffic 

flow and reduces emissions in 

AQMA6. 

B15 Narrowing of London Road (with 

pavement widening), and 

removal of signalised junctions 

(AQMA6) 

Likely to discourage vehicle use and prioritise pedestrians.  Also likely to 

increase distance between road emissions and receptors, thereby marginally 

reducing concentrations experienced.  

Removal of signalised junctions anticipated to increase the speed of traffic in 

affected locations, and therefore overall emissions would decrease. 

Take forward – Reduces and 

smooths traffic flow and reduces 

emissions in AQMA6. 

B16 Remove on-street parking from 

London Road (Laburnum Grove 

- Chichester Rd) and Kingston 

Road (Malthouse Rd - Stirling 

St) (AQMA6) 

Reduces delays to traffic caused by vehicles manoeuvring into and out of 

spaces.  Smooths traffic flow.   

There are currently sections of on-street parking between Laburnum Grove and 

Chichester Road, Malthouse Road and Stirling Street, and elsewhere. 

Take forward – Smooths traffic 

flow in AQMA6. 

B17 Extend southbound bus lane 

through to Kingston Cres, and 

potentially beyond (AQMA6) 

Extension of existing southbound bus lane on London Road, from Laburnum 

Grove through to Kingston Cres, and potentially beyond. 

Take forward – Removes traffic 

flow (by encouraging mode shift) 

and reduces emissions in AQMA6. 
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B18 Conversion of existing s/bound 

bus lane on London Road to a 

priority lane aimed at promoting 

car sharing, public transport and 

the use of low emission 

vehicles; and extension through 

to Kingston Crescent and 

potentially beyond (AQMA6)  

Develop and implement priority lanes which can only be used by vehicles with 

more than one person in the car, low emission vehicles and buses etc. This 

would encourage car sharing and reduce the number of single occupancy car 

trips and or journeys and the use of low emission vehicles and public transport. 

Take forward – Targets the level 

of emissions from single occupancy 

car trips.  Removes traffic flow (by 

encouraging mode shift) and 

reduces emissions in AQMA6. 

B19 Reduce speed limit from 30mph 

to 20mph on London Road 

Reduce speed limit from 30mph to 20mph on London Road. Take forward – Reduces the per 

vehicle levels of emissions from 

diesel cars. 

B20 Optimisation of traffic signals to 

smoother traffic movement 

along London Road 

Smoothing traffic flow and increasing average speeds has the potential to 

reduce emissions along road corridors. These impacts will depend on what the 

changes to average speeds are due to the fact that speed emission factors show 

a polynomial relationship. 

Take forward – Reduces the per 

vehicle levels of emissions from 

vehicles. 

B21 Time restrictions on deliveries 

on London Road (AQMA6)  

Restrictions on the time of day that goods deliveries can be made to businesses 

to encourage deliveries to occur outside of peak travel times.  

Designated loading/delivery times for business on London Road.  

Take forward – Targets HGV and 

LGV trips 

C. Measures to re-time vehicle trips 

C1 Time restrictions on deliveries 

on London Road (AQMA6) 

See B21. Take forward – Targets HGV and 

LGV trips 

C2 Flexible working   See E1. Take forward – Targets commuter 

trips 

D. Measures to encourage use of cleaner vehicles and more sustainable driving (to reduce tailpipe emissions) 

a) General   
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D1 Anti-idling campaign   Variable messaging signs (VMS) could be installed to encourage drivers in 

queuing traffic to switch off their engines, or to use the automatic stop-start 

facility that many modern vehicles have.  The VMS could also be used to display 

current information about air quality in the city. 

Take forward – Targets all types of 

vehicle trips.    

b) Private cars and LGVs   

D2 On-street charging points in 

residential areas 

Encourage residents to swap to cleaner vehicles by installing further on-street 

charging points in residential areas  

Builds on the current roll-out of on-street charging points using funding from 

OLEV.  

Take forward – Targets the level 

of emissions from cars belonging to 

residents. 

D3 Public charging points in the city 

centre 

Encourage residents and visitors to swap to cleaner vehicles by installing further 

fast charging points in city centre car parks and on-street parking locations.   

Builds on the current roll-out of public charging points in the city using funding 

from OLEV. 

Take forward – Targets the level 

of emissions from cars belonging to 

residents and visitors. 

D4 Charging points for new 

developments 

Ensure new developments (new housing and new commercial facilities) provide 

charging points.  

Take forward – Targets the level 

of emissions from cars belonging to 

residents and visitors. 

D5 Electric vehicle promotion (e.g. 

financial incentives for electric 

cars and LGVs over and above 

OLEV £5k grant, salary sacrifice 

schemes for ULEVs amongst 

local businesses) 

Promotion of electric vehicle charge points available through OLEVs ORCS 

scheme and encourage the further uptake of electric and hybrid in the city. 

Incentivise and provide funding for electric cars and LGVs.  Provide grants for 

electric cars to drivers, so that the uptake of electric cars is incentivised and 

increases, quickly. This is over and above the existing Government schemes 

promoted through OLEV that provides up to £5k support. 

Promote salary sacrifice schemes for ULEVs amongst local businesses. 

Take forward – Targets the level 

of emissions from cars and LGVs 

belonging to residents and visitors. 

 

D6 Free or discounted city centre 

parking for ultra- low emission 

Introduce free or discounted parking for ultra- low emission vehicles in off- / on-

street public spaces, to encourage residents and visitors to swap to cleaner 

Take forward – Targets the level 

of emissions from cars belonging to 
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vehicles vehicles. residents and visitors. 

D7 Discounted charges for 

residents on-street parking 

permits for low emission 

vehicles ( vary charges based 

on vehicle emissions) 

Introduce discounted charges for residents on-street parking permits, residents 

to swap to cleaner vehicles 

Take forward – Targets the level 

of emissions from cars belonging to 

residents. 

c) Buses and coaches   

D8 Retrofitting buses on A2047 

routes to Euro 6 standards 

Work with bus and coach operators to encourage the use of their cleanest 

vehicles on routes passing through areas of poor air pollution.  Work with the 

operators to encourage the replacement or retrofit of older vehicles with low-

emission vehicles. Introduce emissions monitoring equipment on vehicles to 

identify poor driving styles or faulty powertrain equipment.   

Note - PCC has been awarded £1.5 million from Defra to retrofit 105 buses 

passing through Mile End Road and Alfred Road to meet Euro 6 standards. 

Take forward – Targets the level 

of emissions from buses. 

 

D9 Support to convert buses on 

A2047 routes to lower emission 

fuels (including hybrid buses, 

biofuel powered buses, and 

electric buses, as an alternative 

to petrol and diesel) 

Potential for some funding from further rounds of DfT Ultra Low Emission Bus 

Fund.  PCC could also offer grants towards the cost of a new bus, for buses on 

specific routes. 

 Reject– Not likely to be deliverable 

within the relevant timescales. 

 

d) Taxis   

D10 Encourage use of lower 

emission taxis through 

incentives / review and update 

existing taxi licensing policies 

Encourage taxi drivers in Portsmouth to swap to electric, hybrid or in some 

instances Euro VI vehicles, through incentives (including potentially grants, 

subsidised fees, and interest free loans) and promotion campaigns.   

Review existing taxi licensing policies and make amendments where possible to 

encourage use of cleaner vehicles.  For example, ensure that future licensing 

decisions consider emissions and accessibility.   

Take forward – Targets the level 

of emissions from taxis. 
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D11 Introduce charging points for 

taxis 

Install charging points for electric taxis.  Take forward – Targets the level 

of emissions from taxis. 

e) Business fleets   

D12 Encourage use of lower 

emission vehicles for business 

fleets (HGV / LGV fleets) – 

through subsidies and 

promotional campaigns 

Encourage businesses in Portsmouth to swap to electric pool cars and fleets, 

through subsidies and promotion campaigns.   

 

Take forward – Targets the level 

of emissions from vehicles 

belonging to local businesses. 

D13 Eco-driver training for 

businesses (wide scale / 

intensive application) 

Continuation of the eco-driver training initiative for local businesses, previously 

run between 2013 and 2017.  This involves PCC working with businesses in the 

city with large fleets, to encourage smarter driving behaviour, and providing 

advice on the possibilities of improving the environmental impact of their fleets 

by converting to vehicles with lower emissions.   

Take forward – Targets business 

and commuter trips by focusing on 

businesses.    

E. Mode shift to sustainable modes 

a) General   

E1 Workplace Travel Planning 

(including Workplace 

Sustainable Travel Fund; 

personal journey planning; cycle 

training; Bike Doctor; 

promotional activities; 

encourage flexible working; etc.) 

Targeted at the largest 

employers in the City Centre 

and near the exceedance links 

Between 2010 and 2015, 49 workplace travel plans were signed.  Through the 

Sustainable Travel Transition Year Fund (STTY, 2016/17) and Air Quality Grant 

Programme (AQG, 2018/19), PCC worked with a number of businesses within 

the city to develop new / update existing Workplace Travel Plans, in conjunction 

with other measures to reduce journeys by private car (including personalised 

journey planning with employees, car-sharing initiatives, incentivising travel by 

public transport or active transport).  A fund was also available for businesses to 

apply for measures to promote sustainable travel to their employees for 

commuting and business use. 

On-going delivery of this initiative, targeted at large workplaces in AQMAs or 

those with staff who travel through AQMAs for commuting or business travel, 

could improve air quality through reducing peak-time congestion. 

Take forward – Targets 

commuting and business trips 
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Would also include personalised journey planning advice to encourage use of 

sustainable modes, and to encourage employees to swap to greener vehicles 

and adopt green driving behaviour (combined with eco-driver training). 

E2 School Travel Planning 

(including travel to school 

initiatives; pedestrian, cycle and 

scooter training; parking for 

cycles and commuters; 

promotional activities; etc.) 

Targeted at schools near the 

exceedance links 

Builds on the schools elements of the LSTF, STTY, and AQG programmes 

(between 2011-19). This has had a positive impact on reducing numbers of 

private cars on Portsmouth's highway network during peak times, freeing up 

space for commuters, improving access to priority employment areas and 

essential services, and cutting carbon emissions. 

Bikeability, and more recently, Scootability has seen a doubling of children 

travelling to school by bicycle or scooter on a regular basis. As of February 

2015, PCC had run 58 sessions of Scootability over 34 schools for 5045 pupils; 

helping children to develop basic road safety awareness, as well as skills 

essential for cycling such as balancing, steering, and stopping.  This has 

continued in recent years. 

Walk-to-School week has run in Portsmouth since 2004 with good levels of 

engagement. In 2015/16 we successfully engaged with nine schools and have 

plans to build upon this figure.  

Take forward – Targets travel to 

school trips 

 

E3 Personal Journey Planning for 

residents (and as associated 

incentives to develop and 

promote walking and cycling) 

Targeted at residents near the 

exceedance links 

Journey planning activity targeted at residents in AQMAs to encourage use of 

sustainable modes, and encourage them to swap to greener vehicles and adopt 

green driving behaviour. This activity will look at demographics to identify which 

residents will be most receptive and is likely to include face-to-face and e-

communication, offering a variety of activities from basic advice and information 

to discounted cycle / driver training courses. 

Previous interventions have included Family Cycle Training and Bike Grants 

(which won the Healthy Streets Award 2017 for Best Behaviour Change 

Initiative), Community Cycle Hub, Pedal Portsmouth mass cycle ride, Bike 

Doctor sessions) 

Take forward – Targets residents 

car trips. 

E4 Promote easitNETWORK and 

easitSHARE 

easitPORTSMOUTH is a social enterprise focused on encouraging more people 

to travel sustainably and to consider their environment.  Initiatives include 

Take forward – Targets vehicle 

trips made by residents and visitors  
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(easitPORTSMOUTH) discounts on rail travel, purchase and hire of bicycles, and discounts on electric 

vehicle charging units.  easitSHARE is a new initiative to encourage people to 

share their journey to work.  Promoting easitPORTSMOUTH could help 

encourage modal shift from private car to sustainable travel options. 

b) Public transport   

E5 South East Hampshire Bus 

Rapid Transit (SEHBRT).   

PCC is currently developing a bus rapid transit system in conjunction with 

Hampshire County Council and district authorities to promote public transport 

within the Portsmouth travel to work area.   

Reject – Not likely to be 

implemented fully and / or 

significantly enough to impact on 

NOx emissions within the relevant 

timescales.   

E6 Expansion of Portsmouth Park & 

Ride site. 

A park & ride scheme is already operational, linking Tipner to the city centre and 

The Hard Interchange (Gunwharf Quays and the Historic Dockyard).  There are 

currently 660 spaces, and buses run every 10-15 minutes.  Travel time to the 

city centre is 7 minutes, and 11 minutes to The Hard.  The service is popular 

with visitors and the leisure market, with lower levels of demand amongst 

commuters.   

PCC have aspirations to expand the number of parking spaces, by constructing 

an additional parking deck.  A business case is currently being developed. 

Reject – Not likely to be 

implemented within the relevant 

timeframes. 

 

E7 Promotion of Portsmouth Park & 

Ride amongst commuters 

(potentially targeting diesel car 

drivers specifically) 

Promote greater use of the park & ride scheme amongst commuters through 

lower fares during weekday AM peak (e.g. 07:00-09:00) for diesel car drivers or 

all car drivers, increased bus frequency during weekday AM peak, and more 

marketing and promotion (potentially targeting diesel car drivers specifically). 

Take forward – Targets commuter 

car trips (but may reduce capacity 

for leisure trips).    

 

E8 Priority lanes – See B7, B17, 

B18 

See B7, B17, B18 Take forward – Targets the level 

of emissions from single occupancy 

car trips.  Removes traffic flow (by 

encouraging mode shift) and 

reduces emissions. 



PORTSMOUTH CITY COUNCIL 
 

114 
 

Category Description Reject / Take forward 

E9 Improve bus connectivity  

(especially in peak periods) – 

frequency and service 

improvements 

Promote greater use of bus travel in the peak periods focused around services 

which could reduce traffic and congestion on the routes with poor air quality, 

through investment in new routes, increased service frequency, additional bus 

priority.   

Take forward – Targets vehicle 

trips made by commuters on routes 

with poor air quality. 

E10 Improve rail connectivity  

(especially in peak periods) 

Promote greater use of rail travel in the peak periods, through investment in new 

routes and increased service frequency. 

From December 2018, additional and faster train services will operate to and 

from Portsmouth to Southampton and London.  There will be two additional 

services per hour in each direction on the core Portsmouth Harbour to 

Fareham/Havant routes, making rail a more attractive travel option.  PCC will 

work with SWR to promote these enhancements. 

Take forward – Targets medium 

and longer-distance vehicle trips 

made by commuters on routes with 

poor air quality. 

E11 Mobility as a Service (MaaS) The complete journey experience for public transport users is important and this 

should be focussed upon to increase public transport usage. MaaS brings all 

aspects of travel together.  It combines routing options from different transport 

providers into a single mobile service, removing the hassle of planning and one-

off payments.  It seeks to improve the complete journey experience for public 

transport users in order to encourage mode shift to public transport. 

Take forward – Encourages mode 

shift to public transport 

 

c) Cycling and walking   

E12 Improve cycling and walking 

facilities (e.g. cycle lanes, 

secure cycle storage, safe 

crossings, etc.) 

Implement more high quality cycle routes, quieter cycling routes and improved 

walking routes to provide an attractive alternative for drivers currently using 

routes with poor air quality. 

Physical improvements to key travel routes to improve permeability and 

encourage use of active travel modes, making walking and cycling more 

attractive forms of travel.  To include greening of routes, tree planting and other 

public realm where possible. 

Implement measures to improve cycle security in the City Centre and AQMA to 

increase cycling activity and increase mode share. Provide more secure cycle 

Take forward - Targets shorter-

distance vehicle trips on routes with 

poor air quality. 
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storage; and provide free GPS trackers for cycles, D-Locks and cycling kits. 

F. Communications and marketing   

F1 Targeted communications and 

marketing 

Market research would be undertaken in order to determine the most effective 

communications and marketing package. This could include participation in 

National Clean Air Day, recruitment of Clean Air Champions, formation of a 

Clean Air Network, events to promote air quality and the introduction of branding 

to promote good air quality. 

Portray the message that healthier lifestyle and behaviour is trendy and 

fashionable.  Encourage more open conversations into schools, healthcare 

facilities and employers. 

Use innovative presentation to link improvement measures with future air quality 

at locations to engage with the community and promote behaviour change. 

Citywide targeting areas of poor air quality. 

Take forward - Targets all vehicle 

trips in the city. 

 

G. Other   

G1 Physical barriers Physical barriers on either side of the road to screen pedestrians from vehicle 

emissions. 

This would not reduce concentrations at the roadside from the road, but would 

not reduce the source emissions. Concentrations may be reduced at relevant 

receptors behind the barrier but this will not affect compliance along the road 

link. 

Reject – Would not reduce 

source emissions. 

G2 Freight consolidation centres Work with distributors to establish local freight micro-consolidation centres.  

These centres would receive deliveries during less busy times of the day (e.g. 

during the night).  Goods could then be delivered to customers and businesses 

using ultra-low emissions vehicles (e.g. electric vans and cargo cycles).  The 

impact of a freight consolidation centre/delivery service plan is currently 

being modelled as part of PCC’s updated AQAP for AQMA 6. 

Take forward – Targets HGV 

emissions. 
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G3 Port-related measures A range of measures could be relevant, dependent on current activity at the port 

including: 

 Shore-to-ship electrical connections to reduce the need for engines to run on 

the ships 

 Development of port-specific air quality strategy 

 Installation of exhaust abatement 

 Adoption of alternative technologies, such as micro-generation, fuel cells 

and EV 

 Introduction of ‘Green Tariffs’ – London and Southampton propose such 

tariffs, which offer cost reductions for vessels that meet certain standards. 

Take forward – Targets emissions 

close to the A3 exceedance links. 
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Table E.2 Assessment of sifted long list against Primary Success Factor (compliance and local displacement objective) 

Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

CAZ. Clean Air Zone 

CAZ

1 

Citywide Class A Charging 

CAZ (Taxis / PHVs, buses / 

coaches) 

12-18 

months 

Medium - Evidence from other cities such as Southampton suggests average 

NO2 reductions across the city of less than 3-5%, which may not be sufficient 

to achieve compliance in the shortest possible time on the A2047. 

High  

(primary restraint 

measure) 

Low  

(if citywide) 

Other LAs are proposing implementing a Charging 

CAZ in around a year, suggesting it could become 

operational in late 2020/early 2021 

CAZ

2 

Citywide Class B Charging 

CAZ (Taxis / PHVs, buses / 

coaches, HGVs) 

12-18 

months 

High - Evidence from other cities such as Southampton suggests average NO2 

reductions across the city of less than 10%, but with potential for greater 

impacts at the roadsides.  . 

High  

(primary restraint 

measure) 

Low  

(if citywide) 

See above (re timescales).   

CAZ

3 

Citywide Class C Charging 

CAZ (Taxis / PHVs, buses / 

coaches, HGVs, LGVs) 

12-18 

months 

High - Evidence from other cities such as Leeds, Birmingham and Bath 

suggests average NO2 reductions across the city of between 10-25%.   

High  

(primary restraint 

measure) 

Low  

(if citywide) 

See above (re timescales).  At this stage it is felt a 

Class B CAZ will achieve the necessary 

compliance. 

CAZ

4 

Citywide Class D Charging 

CAZ (Taxis / PHVs, buses / 

coaches, HGVs, LGVs, Cars) 

12-18 

months 

High - Evidence from other cities such as Southampton suggests average NO2 

reductions across the city of between 10-30%.  . 

High  

(primary restraint 

measure) 

Low  

(if citywide) 

See above (re timescales). At this stage it is felt a 

Class B CAZ will achieve the necessary 

compliance. 

A. Measures to reduce private vehicle use 

A1 Increase car-parking charges 

in city centre  

(or vary charges by vehicle 

emissions) 

0-6 months 

(or 6-12 

months) 

Low - Only around ~1000 of the ~4,500 off-street public parking spaces in the 

City Centre are controlled by the Council*.  Any increase in parking charges in 

Council-owned car parks is likely to be offset by no change in the charges 

applied in privately operated car parks, which have spare capacity.  In addition, 

there is a substantial amount of private non-residential parking available 

including key employers such as the Naval Base which has substantial on-site 

parking. 

Numbers of trips affected would be very small compared to average daily flows 

on compliance links of ~65,000 vehicles (Mile End Road). The Targeted 

Feasibility Study showed that reducing the numbers of cars by 1-2% would 

have a corresponding reduction in NOx emissions and roadside concentrations.  

*The Parking Strategy (2014) states that there are currently 3,791 off-street 

spaces within the City Centre (Table 2.2), of which a quarter are under Council 

control. With the exception of the Isambard Brunel car park, the largest and 

most popular car parks are all under the control of private owners / operators. 

Medium 

(complementary 

demand 

management 

measure) 

Low - 

A2 Reduce number of car parking 

spaces available in city centre 

0-6 months Low/Medium – As described above, the Council have limited control over off-

street public parking.  However, there are approximately 800 on-street spaces 

in the City Centre, of which an estimated 40% are paid (i.e. meter/pay & 

display), 20% are controlled spaces in Residents Parking Schemes, and 40% 

are uncontrolled (an estimated 310 bays, based on kerb length) (Parking 

Strategy, 2014).  Non-RPS spaces could be removed and road space re-

allocated. 

However, numbers affected would be small compared to average daily flows 

on compliance links of ~65,000 vehicles. The Targeted Feasibility Study 

Medium 

(complementary 

demand 

management 

measure) 

Low - 



PORTSMOUTH CITY COUNCIL 
 

118 
 

Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

showed that reducing the numbers of cars by 1-2% would have a 

corresponding reduction in NOx emissions and roadside concentrations. 

A4 Increase on-street parking 

charges for residents 

(or vary charges based on 

vehicle emissions) 

0-6 months 

(or 6-12 

months) 

Low - Unlikely to reduce car ownership or car use substantially.  As for car 

parking measures, the number of cars targeted would be low compared to 

overall flows on compliance links. The Targeted Feasibility Study showed that 

reducing the numbers of cars by 1-2% would have a corresponding reduction 

in NOx emissions and roadside concentrations. 

Medium 

(complementary 

demand 

management 

measure) 

Low Would be unpopular with local residents. 

A5 Travel plans for new 

developments. 

24+ 

months 

Low - No large developments expected in next 2 years.  Any substantial new 

development will be required to produce a travel plan anyway. 

Low 

(complementary 

behaviour change 

measure) 

Low FAIL - Unlikely to achieve measurable benefits 

within timeframe of study 

A6 

 

Advance and real time (social 

and conventional media, VMS) 

messaging to discourage 

driving on days of high 

pollution and incentivise 

alternative behaviour 

0-6  

months 

Low/Medium - The impact of this type of complementary measure to 

encourage people to shift away from private cars is difficult to quantify. There is 

evidence for large reductions if cars are banned on high pollution days for 

example, but over the course of the year, the impact is likely to be low.   

Limited evidence available to date on the effectiveness of this type of 

approach. 

Low/Medium 

(complementary 

behaviour change 

measure) 

Low Already done to some extent on high pollution 

days through anti idling campaign; but there is 

scope to increase profile and intensity of 

messaging. 

A7 Improve broadband coverage, 

speed and quality 

24+ 

months 

Low - Poor broadband coverage not perceived to be an issue, and unlikely to 

be a deterrent to working from home.  A lot of major employers in the city 

centre are not in the professional services sector, and options for home 

working are therefore generally limited. 

This is likely to have a negligible impact on the number of people driving to 

work in comparison to the high AADT flows on the compliance links. 

Low 

(complementary 

behaviour change 

measure) 

Low FAIL – Not expected to have a significant impact 

in terms of reducing the need to travel 

A8 Introduce car clubs and car 

hire schemes (using low 

emission vehicles) in 

exceedance areas, with 

subsidised hire rates 

6-12 

months 

Low - Carplus surveys suggest that 5.4 cars may be removed per car club. If 

there are 50 car clubs set up in Portsmouth, then this may reduce the number 

of car trips across a day by 500 (assuming cars are driven twice a day). This 

impact would be supplemented by reduced emissions generated by the low 

emission car club vehicles (rather than average vehicles). However, the impact 

is likely to be negligible or low compared to the high daily flows on compliance 

links.  

This is currently being modelled as part of the updates to PCC’s AQ Action 

Plan. 

Low 

(complementary 

behaviour change 

measure) 

Low Could prove an attractive option (to using an 

existing older car) in low income areas near 

exceedance links if hire costs were low.  

A9 Scrappage scheme for the 

most polluting vehicles 

12-18 

months 

Medium – Potential to remove the most polluting vehicles from the road.  A 

scheme costing £7.5-10 million could result in scrapping of 2,000-5,000 

vehicles (out of the 102,200 cars and 17,500 light goods vehicles licensed in 

Portsmouth at the end of 2017) from the road (based on a £2,000 per vehicle 

incentive; or £5,000 for the first 500 vehicles, £4,000 for the next 500 vehicles, 

and £3,000 for the next 1,000 vehicles.   

If incentive is provided in the form of a mobility credit, then most likely to be 

taken up by those who use their car occasionally, so may not have much 

impact on overall emissions. 

Low/Medium 

(complementary 

behaviour change 

measure) 

Low Could be packaged with car club or car hire 

scheme, to encourage residents with the most 

polluting vehicles and low levels of use, to give up 

car ownership.  Would be an important 

complementary measure if a CAZ D was 

introduced, but could also be implemented without 

a CAZ if appropriate controls are put in place. 

See Table E.1 for more detail. 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

B. Road network changes and traffic management measures to reduce traffic flow / congestion 

B6 Change traffic priorities at 

Unicorn Gate Junction, with 

bus priority on Queen Street 

(Road Link 18114, A3 Alfred 

Road) 

12-18 

months 

Medium - Gives extra green time to outbound traffic at Unicorn Gate junction to 

reduce queuing on Alfred Road.   

 

Medium/High 

(primary traffic 

management 

measure) 

Medium/High 

(may displace air 

quality problem to 

AQMA12 – Queen 

Street) 

Relatively easy to deliver but may increase 

congestion for traffic from The Hard trying to exit 

Queen Street onto Alfred Road, affecting 

AQMA12.  Would increase journey times and 

reduce reliability for buses exiting from Queen 

Street, unless on-street parking on Queen Street 

is removed to allow bus lane to be implemented.   

B7 Introduce priority lane aimed at 

promoting car sharing, public 

transport and the use of low 

emission vehicles on Mile End 

Road and Alfred Road (Road 

Link 48196, A3 Mile End 

Road) 

12-18 

months 

Low - Could create increased congestion in non-priority lane if volume of traffic 

eligible to use this lane is not substantial.  It is anticipated that the majority of 

transfer would involve multi-occupancy cars.  The number of low emission 

vehicles is expected to be low over the next few years, and on its own this 

measure is unlikely to encourage substantial transfer to cleaner vehicles. 

Low 

(complementary 

behaviour change 

measure) 

Low 

(does not physically 

prevent vehicles from 

using this route) 

Southbound buses currently have almost 

continuous priority (via bus lanes) from the P&R 

site on the M275 to the City Centre, with the 

exception of Mile End Road and Alfred Road.  A 

bus lane was temporarily implemented on Mile 

End Road, but subsequently removed.   

B9 Reduce speed limit from 

40mph to 30mph on Mile End 

Road  

0-6 months Low – Average speeds already believed to be below 40mph.  In addition, 

polynomial relationship between speed and emissions means that impact on 

emissions is likely to be low.    

Medium 

(primary restraint 

measure) 

Low 

(does not physically 

prevent vehicles from 

using this route) 

Speed limit on Alfred Road is already 30mph.  

Due to polynomial relationship between speed and 

emissions, a further reduction to 20mph on Alfred 

Road and / or Mile End Road is unlikely to 

significant benefits so has not been considered 

here. 

B10 Traffic light gating of London 

Road (AQMA6) 

24 

months+  

(design 

and build) 

Medium - Modelling as part of the Targeted Feasibility Study considered a gate 

at the northern end of London Road at Copnor Road gyratory.  It forecast a 

reduction of traffic flow by 10%, with a small increase in average speeds to 

give a reduction of 2% in emissions in London Road, with some smaller 

reductions across a wider area. Further improvements to help free-flow of 

vehicles on London Road may result in greater benefits. 

 

High  

(primary restraint 

measure) 

High  

(likely to displace 

traffic from key N/S 

corridor, which may 

impact on other 

exceedance links 

and AQMAs). Further 

consideration of 

origins and 

destinations and 

potential diversion 

route required to 

determine impact.   

FAIL - unlikely to be deliverable within 

timeframe and may displace the issue   

B11 Ban traffic except buses and 

cycles between Stubbington 

Avenue and Kingston Crescent 

– all or part of the day 

(AQMA6) 

12-18 

months 

High - Modelling for the Targeted Feasibility Study predicted that 

pedestrianisation of a section of London Road between Kingston Crescent and 

Stubbington Avenue (link 38333) could result in a reduction of up to 20% in 

roadside concentrations along London Road but there may be increases 

across the wider area depending on vehicle displacement. Allowing buses 

through this section of the road would reduce the benefits.  Although the 

proportion of buses in the fleet is low (1%), their contribution to road NOx 

emissions is relatively high (23%, with the current bus fleet). This measure has 

not been specifically modelled. 

High  

(primary restraint 

measure) 

High  

(would displace 

traffic from key N/S 

corridor, which may 

impact on other 

exceedance links 

and AQMAs). Further 

consideration of 

origins and 

destinations and 

More stringent than a Charging CAZ, but could 

deliver public realm and place making benefits to 

this district centre.  Has been considered 

previously.  Likely to be more acceptable than a 

Charging CAZ, but still challenging to deliver.   

Potential positive impacts on local economy, and 

would improve bus journey times and reliability, 

with positive impact on modal shift. 

Traffic management measures required to prevent 

rat running through residential streets (hard to 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

potential diversion 

route required to 

determine impact.   

predict / resolve).   

Scheme would need to accommodate vehicle 

loading / unloading for businesses without rear 

access. 

B12 Ban traffic except buses, taxis 

(but not private hire vehicles), 

cycles between Stubbington 

Avenue and Kingston Crescent 

– all or part of the day 

(AQMA6) 

12-18 

months 

High – See above. 

This measure has not been specifically modelled.  Likely to be less effective 

than the above option, but the contribution of taxis to NO2 emissions is 

currently unknown (awaiting ANPR results).   

High  

(primary restraint 

measure) 

High  

(see above). 

As above.   

Allowing taxis would reduce the effectiveness but 

provide accessibility benefits (particularly for 

individuals unable to use bus, cycle or walk). 

B13 One-way system on London 

Road between Stubbington 

Avenue and Kingston Crescent 

– north or southbound, during 

all or part of the day (AQMA6) 

12-18 

months 

Medium/High - Modelling for the Targeted Feasibility Study considered making 

London Road one-way southbound between Stubbington Avenue and Kingston 

Crescent, thereby halving the vehicle flow. This was predicted to reduce NO2 

concentrations by 10% on London Road, but resulted in a similar level of 

increase in concentrations in the wider area. 

Data on vehicle movements available from Stubbington Avenue Roundabout 

Study. 

High  

(primary restraint 

measure) 

Medium/High  

(displacement impact 

would be half that of 

above options). 

Could operate northbound or southbound. Less 

challenging to deliver than banning traffic. 

Traffic management measures required to prevent 

rat running through residential streets (hard to 

predict / resolve).   

Could free up space for a high quality cycle lane. 

B14 Pedestrianisation of London 

Road between Stubbington 

Avenue and Kingston Crescent 

(AQMA6) 

12-18 

months 

High - Modelling for the Targeted Feasibility Study predicted that 

pedestrianisation of a section of London Road between Kingston Crescent and 

Stubbington Avenue (link 38333) could result in a reduction of up to 20% on 

roadside concentrations along London Road but there may be increases 

across the wider area depending on vehicle displacement. 

High  

(primary restraint 

measure) 

High  

(would displace 

traffic from key N/S 

corridor, which may 

impact on other 

exceedance links 

and AQMAs). Further 

consideration of 

origins and 

destinations, and 

potential diversion 

route required to 

determine impact.   

As per B11 and B12.  

Additional challenge of where to divert buses, and 

potential accessibility issues for those unable to 

walk or cycle.  Would compromise wider policy to 

encourage use of sustainable modes due to 

compromised bus routes, potentially resulting in 

more car use overall.  The A2047 is currently an 

important bus corridor for the city. 

B11 or B12 considered preferable at this stage.  

 

B15 Narrowing of London Road 

(with pavement widening), and 

removal of signalised junctions 

(AQMA6) 

6-12 

months 

Low/Medium - Narrowing of a section of London Road (widening pavements) 

could reduce average speeds which may not have an air quality benefit as 

concentrations can increase at low speed. By combining with a removal of 

signal junctions this may encourage free-flowing non-congested traffic. 

Modelling for the Targeted Feasibility Study shows an average speed of 17.9 

km/h on the road. Increasing this could result in a beneficial impact on 

emissions. However, changes in flows or speeds of less than 5-10% are likely 

to have a low impact on emissions (<5%). 

Medium 

(complementary 

demand 

management 

measure) 

Low 

(does not physically 

prevent vehicles from 

using this route) 

Wider pavements would improve the environment 

for pedestrians and shoppers.  Could also be 

combined with public realm and place making 

initiatives. 

A temporary order could be implemented fairly 

quickly. 

B16 Remove on-street parking from 

London Road (Laburnum 

Grove - Chichester Rd) and 

Kingston Road (Malthouse Rd 

- Stirling St) (AQMA6) 

6-12 

months 

Low/Medium - Reduces delays to traffic caused by vehicles manoeuvring into 

and out of spaces.  Smooths traffic flow and increases speed, thereby having 

similar benefits to B15.   

High  

(primary restraint 

measure) 

Low 

(does not physically 

prevent vehicles from 

using this route) 

Potential adverse impact on local economy, 

limiting opportunities for passing trade and short 

visits. 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

B17 Extend southbound bus lane 

through to Kingston Crescent, 

and potentially beyond 

(involving removal of on-street 

parking) (AQMA6) 

12-18 

months 

Low - Potential impact of bus priority lane on traffic flow is not known but may 

be low across the day, if priority lanes operate in peak time only. Potential for 

bus lane to increase delay for general traffic. 

Requires on-street parking to be removed which itself is estimated to have a 

Low/Medium impact. 

Low 

(complementary 

behaviour change 

measure) 

Low 

(does not physically 

prevent vehicles from 

using this route) 

There is already a s/bound bus lane along the 

majority of the northern section of London Road, 

from the gyratory to Stubbington Avenue and on to 

Laburnum Grove, and a small section further 

south between St Mary’s Road and Alver Road.  

Removal of on-street parking would create scope 

to extend bus lane along sections between 

Laburnum Grove and Kingston Crescent.  There 

are longer term proposals to improve bus priority 

on this route as part of the Transforming Cities 

rapid transit proposals. 

B18 Conversion of existing s/bound 

bus lane on London Road to a 

priority lane aimed at 

promoting car sharing, public 

transport and the use of low 

emission vehicles; and 

extension through to Kingston 

Crescent and potentially 

beyond (AQMA6)  

6-12 

months 

Low - Could create increased congestion in non-priority lane if volume of traffic 

eligible to use this lane is not substantial.  It is anticipated that the majority of 

transfer would involve multi-occupancy cars.  The number of low emission 

vehicles is expected to be low over the next few years, and on its own this 

measure is unlikely to encourage substantial transfer to cleaner vehicles. 

In practice, this bus lane is already well used by buses, and there may not be 

sufficient capacity to accommodate car share and low emission vehicles as 

well. 

Low 

(complementary 

behaviour change 

measure) 

Low 

(does not physically 

prevent vehicles from 

using this route) 

See above. 

B19 Reduce speed limit from 

30mph to 20mph on London 

Road 

0-6 months Low – Average speeds already believed to be below 30mph.   

In addition, polynomial relationship between speed and emissions means that 

impact on emissions is likely to be low.  Research (Williams, 2013
46

) shows 

that reducing speeds from 30mph to 20mph reduces NOx emissions for diesel 

cars from 0.8104 to 0.7437g/km (-8.2%) and increases emissions for petrol 

cars from 0.0673 to 0.0726g/km (+7.9%, but absolute levels are much lower 

than for diesel cars).   

Medium 

(primary restraint 

measure, but 

compliance may be 

low) 

Low 

(does not physically 

prevent vehicles from 

using this route, and 

side roads already 

20mph) 

Average speeds in the peak are almost certainly 

less than 20mph between Stubbington Avenue 

and New Road (southbound).  At other times, new 

limit may not be complied with (recent research 

shows that only 51% of drivers comply with 20mph 

speed limits
47

). 

Residential roads in Portsmouth already have a 

20mph limit. 

B20  Optimisation of traffic signals 

to smoother traffic movement 

along London Road 

0-6 months Low - Smoothing traffic flow and increasing average speeds has the potential 

to reduce emissions along road corridors. These impacts will depend on the 

details of the changes to average speeds due to the polynomial nature of the 

relationship between speed and emissions.  

However, there are relatively few signals along London Road, and work has 

already been undertaken to optimise signals (see comments). 

 

Medium/High 

(primary traffic 

management 

measure) 

Low/Medium 

(does not physically 

prevent vehicles from 

using this route, 

small risk of 

displacement of 

congestion) 

PCC has already undertaken significant work in 

this area.  The ORTMCS (Optimisation of Road 

Traffic Management Control Systems) project 

reviewed several corridors in Portsmouth including 

AQMA 6 and found that no tangible benefit would 

be derived by further optimisation of traffic signals, 

with a slight benefit gained in PM peak from some 

minor bus stop alterations. 

B21 Time restrictions on deliveries 

on A2047 (AQMA6)  

0-6 months Low – HGVs only make up around 1.5% of the vehicle flow (and LGVs 15%) 

on the road, therefore restricting deliveries at certain peak times is unlikely to 

change 24 hour AADT flows. There may be a small increase in average 

speeds which could result in small emission benefits.  

Medium 

(complementary 

demand 

management 

measure) 

Low - 

                                                
46

 Williams, D (2013); an evaluation of the estimated effects on vehicle emissions of a 20mph speed restriction in central London. Transport and Environment Analysis Group, Centre for Transport Studies, Imperial College London. 
47

 DfT (2018); 20mph Research Study Headline Report, Atkins. 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

C. Measures to re-time vehicle trips 

C1 Time restrictions on deliveries 

on London Road (AQMA6) 

0-6 months Low/Medium Medium Low See B21 

C2 Flexible working   - - - - See E1.  Many major employers in the city centre 

are not in the professional services sector, and 

options for flexible working may be more limited. 

D. Measures to encourage use of cleaner vehicles and more sustainable driving (to reduce tailpipe emissions) 

a) General      

D1 Anti-idling campaign   0-6 months Low - This could potentially reduce localised emissions substantially if there 

was a particular area of concern (e.g. taxi rank). While idling taxis are not 

known to be a problem, queuing traffic occurs on both the A3 and A2047 

(especially in the peaks).  However, PCC already run an anti-idling campaign 

with promotional banners attached to lampposts on both roads.  The scope for 

additional benefits is therefore limited. 

Low 

(complementary 

behaviour change 

measure) 

Low Likely to be most effective as an on-going 

package of awareness and behaviour change 

measures.  

b) Private cars and LGVs      

D2 On-street charging points in 

residential areas 

6-12 

months 

Very low - In the short-term this is unlikely to be encourage a substantial 

proportion of residents to swap to electric vehicles.  Modelling for the Targeted 

Feasibility Study showed that if up to 5% of cars were replaced with 

electric/hybrids this would result in a reduction in concentrations of up to 4%. 

DfT forecast that Ultra Low Emissions Vehicles (ULEV) will account for 

between 3% and 6% of new car sales in 2020
48

 and that approximately 8% of 

the car fleet is replaced each year with a brand new vehicle.  New ULEVs in 

2020 would therefore account for up to 0.5% of the fleet.  Although the rate of 

uptake is forecast to increase significantly through the 2020s, achieving a 

significant reduction in emissions in 2021 would require a very significant 

increase in the predicted rate of uptake.  

A large proportion of houses in Portsmouth have no off-street parking 

(especially in the vicinity of the exceedance links).  On-street charging points 

are therefore a necessity for many residents, which may slow uptake.  In 

addition, many residents in Portsmouth (particularly in the vicinity of 

exceedance links) are on low income and are less likely to the able to afford an 

electric vehicle. 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

may be part of a package of on-going measures 

to encourage cleaner fuelled vehicles. 

PCC have already received funding from OLEV to 

install charging points in residential areas.  Further 

funding would enable this programme to continue 

beyond March 2019. 

Negative distributional impact, as this option 

favours more affluent residents.  

D3 Public charging points in the 

city centre (and citywide) 

6-12 

months 

Longer to 

achieve 

significant 

behaviour 

Very low - In the short-term this is unlikely to be encourage a substantial 

proportion of drivers to swap to electric vehicles. Modelling for the Targeted 

Feasibility Study showed that if up to 5% of cars were replaced with 

electric/hybrid this would result in a reduction in concentrations of up to 4%.  

As outlined in D2, DfT forecasts suggest that even doubling the forecast rate of 

uptake of all ULEVs in 2020 would only add a further 0.5% to the car fleet. 

Research shows that use of public charging points tends to be low, with most 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

may be part of a package of on-going measures 

to encourage cleaner fuelled vehicles. 

PCC have already received funding from OLEV to 

trial fast chargers in three public car parks, in 

addition to charge points at the P&R. 

                                                
48

 Figure 1 in the Routes to Zero Strategy, DfT, 2018 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

change EV owners relying on home charging.  However, they are important in 

providing a fall-back option and alleviating range anxiety.  In addition, usage 

may be higher in Portsmouth due to the more limited opportunities for home 

charging. 

Further funding would enable this programme to 

continue beyond March 2019. 

D4 Charging points for new 

developments 

24+ 

months 

Low - In the short-term this is unlikely to be encourage a substantial proportion 

of drivers to swap to electric vehicles. There are no large developments 

expected in next 2 years.   

Low 

(complementary 

behaviour change 

measure) 

Low FAIL - Unlikely to achieve measurable benefits 

within timeframe of study 

D5 Electric vehicle promotion (e.g. 

financial incentives for electric 

cars and LGVs over and above 

OLEV £5k grant, salary 

sacrifice schemes for ULEVs 

amongst local businesses) 

6-12  

months 

Longer to 

achieve 

significant 

behaviour 

change 

Low – In the short-term this is unlikely to be encourage a substantial proportion 

of residents to swap to electric vehicles.  However, likely to be more effective 

than only providing charging points.  

Modelling for the Targeted Feasibility Study showed that if up to 5% of 

petrol/diesel cars were replaced with electric/hybrids this could result in a 

reduction in roadside NO2 concentrations of up to 4%. As outlined in D2, DfT 

forecasts suggest that even doubling the forecast rate of uptake of all ULEVs in 

2020 would only add a further 0.5% to the car fleet  

However, many residents in Portsmouth (particularly in the vicinity of 

exceedance links) are on low income and are less likely to be able to afford an 

electric vehicle. 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

may be part of a package of on-going measures 

to encourage cleaner fuelled vehicles. 

Negative distributional impact, as this option 

favours more affluent residents. 

Difficult to target at those using the A3 or A2047. 

D6 Free or discounted city centre 

parking for ultra-low emission 

vehicles 

6-12 

months 

Low - Only around ~1000 of the ~4,500 off-street public parking spaces in the 

City Centre are controlled by the Council.  Numbers affected would be very 

small compared to average daily flows on compliance links of ~65,000 vehicles 

(Mile End Road).  The impact on overall vehicle emissions on the exceedance 

links would therefore be negligible. 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

may be part of a package of on-going measures 

to encourage cleaner fuelled vehicles. 

 

D7 Discounted charges for 

residents on-street parking 

permits for low emission 

vehicles (vary charges based 

on vehicle emissions) 

6-12 

months 

Low - In the short-term this is unlikely to be encourage a substantial proportion 

of residents to swap to low emission vehicles. Many residents in Portsmouth 

(particularly in the vicinity of exceedance links) are on low income and will be 

less likely to be able to afford an electric vehicle. 

 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

may be part of a package of on-going measures 

to encourage cleaner fuelled vehicles. 

Negative distributional impact, as this option 

favours more affluent residents.  Likely to be 

unpopular with most residents. 

c) Buses and coaches      

D8 Retrofitting buses on A2047 

routes to Euro 6 standards 

6-12 

months 

Low/Medium - Buses/coaches on London Road contribute to around 20% of 

road NOx emissions. Retrofitting buses run by the two main operators to meet 

Euro 6 standards was modelled as part of the A2047 Targeted Feasibility 

Study and found to result in a 2% reduction in NO2 concentrations. The impact 

is relatively low because a large number of existing buses are already Euro 6 

or at least Euro 5. 

High (primary 

restraint measure) 

Low PCC has been awarded £1.5 million from Defra to 

retrofit 105 buses passing through Mile End Road 

and Alfred Road to meet Euro 6 standards.  Bus 

retrofitting would have wider air quality benefits as 

the retrofitted vehicles will travel along the other 

roads in the city.   

D9 Support to convert buses on 

A2047 routes to lower 

emission fuels (including 

hybrid buses, biofuel powered 

24 months 

+ 

Medium – Although Euro 6 emissions rates are much lower than previous 

diesel buses, converting buses to electric or hybrid rather would have greater 

benefits, especially if it was rolled out across other bus operators e.g. National 

Express. 

High (primary 

restraint measure) 

Low FAIL - unlikely to be deliverable within the 

timeframe. 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

buses, and electric buses, as 

an alternative to petrol and 

diesel) 

d) Taxis      

D10 Encourage use of lower 

emission taxis through 

incentives / review and update 

existing taxi licensing policies 

6-12 

months  

(for 

incentives) 

Low/Medium - There are currently 1216 licenced taxis in Portsmouth, and 93% 

of them are diesel, of which 50% are over 4 years old. Taxis account for just 

1% of the vehicle fleet, but rates are competitive and usage within the city is 

relatively high.  The % of vehicle trips on the A3 and A2047 is therefore 

expected to be significantly higher than 1%. ANPR data is required to 

determine this percentage, and to enable the overall impact of this option to be 

estimated. 

Medium 

(complementary 

behaviour change 

measure) 

Low This type of measure is being considered in 

neighbouring Southampton, Eastleigh and 

Fareham building on existing low emission taxi 

incentive schemes.   

Incentives would need to be carefully designed to 

encourage upgrade and taxi drivers to stay in the 

area (for instance spreading incentive over 5 

years, e.g. through waived licencing fees and 

support for insurance and servicing)?  Interest free 

loans to cover the upfront investment required for 

an upgraded vehicle represent another option. 

Taxi licensing review likely to be more restricted 

and challenging. 

Would be an important complementary 

measure if a CAZ was introduced. 

D11 Introduce charging points for 

taxis 

6-12 

months 

Low – Unlikely to cause a significant increase in uptake as vehicle cost is likely 

to be a much larger deterrent to uptake than charging points. Hybrid/electric 

licensed taxis are currently less than 3% of the taxi fleet in Portsmouth so this 

measure would need to be considered alongside D10 to have a Low/Medium 

impact.   

Low 

(complementary 

behaviour change 

measure) 

Low Charging points could be installed at taxi ranks 

however are unlikely to influence decisions on taxi 

choice.  

e) Business fleets      

D12 Encourage use of lower 

emission vehicles for business 

fleets (HGV / LGV fleets) – 

through subsidies and 

promotional campaigns 

 

12-18 

months 

Low/Medium - The contribution to NOx emissions from HGVs is relatively low 

(around 12-14%).  Reducing emissions of HGVs may range from a low to 

medium impact depending on the take up of these lower emission vehicles. 

The contribution of diesel LGVs is around 20-30%, but the per vehicle 

emissions are lower than for HGVs and the number of vehicles which would 

need to be swapped or made cleaner is much higher.  

Low/Medium 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

may be part of a package of on-going measures 

to encourage cleaner fuelled vehicles. 

Identifying potential approaches to achieve 

significant change is likely to be challenging but 

could include green accreditation to help support 

firms’ environmental credentials 

D13 Eco-driver training for 

businesses (wide scale / 

intensive application) 

0-6 months 

(implement

ation) 

Longer to 

achieve 

significant 

behaviour 

Low/Medium - Driving style can save fuel and improve vehicle emissions with 

smoother driving (less braking and accelerating). Evidence from ROSPA
49

 

suggests that companies that send drivers on eco driving courses may see a 

10% saving in fuel which could potentially save the same magnitude on NOx 

emissions from the business fleet, if rolled out on a very wide scale. 

Low/Medium 

(complementary 

behaviour change 

measure) 

Low Likely to be most effective as an on-going 

package of awareness and behaviour change 

measures. 

Timescales for ensuring a high proportion of 

business drivers are likely to be more than 2 

years.  However, PCC already have a training 

programme in place, so could quickly scale this 

                                                
49

 https://www.rospa.com/safety-training/on-road/driver-training/develop/eco-driving/ 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

change up.   

E. Mode shift to sustainable modes 

a) General      

E1 Workplace Travel Planning 

(including Workplace 

Sustainable Travel Fund; 

personal journey planning; 

cycle training; Bike Doctor; 

promotional activities; etc.) 

Targeted at the largest 

employers in the City Centre 

and near the exceedance links 

0-6 months 

(implement

ation) 

Longer to 

achieve 

significant 

behaviour 

change 

Low – Impact of this measure alone on car trips throughout the day is likely to 

be low but could be combined with other sustainable transport measures.  The 

Targeted Feasibility Study showed that reducing the numbers of cars by 1-2% 

would have a corresponding reduction in NOx emissions and roadside 

concentrations (*see E13 for evidence on estimated reduction). 

Previous experience in Portsmouth shows that workplace travel planning can 

be effective if the package of measures is tailored to the businesses 

concerned, and if businesses are keen to work with PCC and actively promote 

sustainable modes. For example, 1,250 people participated in a previous My 

Commuter Challenge (2015), logging a total of 22,900 miles of sustainable 

journeys.  After the challenge 74% of challenge participants stated that they 

were already switching to walking or cycling instead of driving for short 

journeys, and intend to keep it up; 64% of challenge participants increased the 

number of days on which they cycle and 57% increased the number of days 

they walk; and 35% of challenge participants that weren’t cycling regularly 

before the challenge said that they were now cycling on a weekly basis. 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

could be part of a package of on-going 

awareness and behaviour change measures. 

Supports complementary measures focused on 

infrastructure and service improvements. 

PCC have been working with local businesses 

since 2010 (including some of the largest 

employers in the City), most recently through the 

Air Quality Grant programme, and could easily 

continue / increase this activity.  

 

E2 School Travel Planning 

(including travel to school 

initiatives; pedestrian, cycle 

and scooter training; parking 

for cycles and commuters; 

promotional activities; etc.) 

Targeted at schools near the 

exceedance links 

0-6 months 

(implement

ation) 

Longer to 

achieve 

significant 

behaviour 

change 

Low – Impact of this measure alone on car trips throughout the day is likely to 

be low but could be combined with other sustainable transport measures.  The 

Targeted Feasibility Study showed that reducing the numbers of cars by 1-2% 

would have a corresponding reduction in NOx emissions and roadside 

concentrations (*see E13 for evidence on estimated reduction). 

Previous experience in Portsmouth shows that school travel initiatives can be 

effective at reducing car use.  For example, Bikeability and more recently, 

Scootability training saw a doubling of children travelling to school by bicycle or 

scooter on a regular basis, from 5% of primary aged children in 2013 to 11% in 

2015.  

The Pompey Monsters Walk School Challenge was run across 3 schools in 

2016/17 using Sustainable Travel Transition Year Funding. 68% of pupils 

signed up; 73% of parents agreed or strongly agreed that the monsters theme 

encouraged their children to walk more; and over 97% of parents said they are 

likely or very likely to continue walking to school.  In addition, 2400 pupils 

across 14 schools received Scootability training and nine schools received 

scooter racks. 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

could be part of a package of on-going 

awareness and behaviour change measures. 

Supports complementary measures focused on 

infrastructure and service improvements. 

PCC have worked closely with schools for many 

years most recently through the Air Quality Grant 

programme and could easily continue / increase 

this activity.   

A recent study projected that for every £1 invested 

in walking to school there is a £7.64 return in 

benefits to the wider community.  An Enhanced 

cycling economy - Engaging Commuters, British 

Cycling, 2014 (www.livingstreets.org.uk) 

E3 Personal Journey Planning for 

residents (and as associated 

incentives to develop and 

promote walking and cycling 

including Family Cycle 

Training and Bike Grants, 

Community Cycle Hub, Pedal 

0-6 months 

(implement

ation) 

Longer to 

achieve 

significant 

behaviour 

Low – Impact of this measure alone on car trips throughout the day is likely to 

be low but could be combined with other sustainable transport measures.  The 

Targeted Feasibility Study showed that reducing the numbers of cars by 1-2% 

would have a corresponding reduction in NOx emissions and roadside 

concentrations (*see E13 for evidence on estimated reduction). 

Previous experience in Portsmouth shows that this approach works best when 

linked to promotion of new infrastructure and is targeted at households most 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

could be part of a package of on-going 

awareness and behaviour change measures. 

Supports complementary measures focused on 

infrastructure and service improvements. 

PCC undertook personalised journey planning 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

Portsmouth mass cycle ride, 

Bike Doctor sessions) 

Targeted at residents near the 

exceedance links 

change likely to respond positively to behavioural change measures (identified using 

mapping of Mosaic propensity to change). 

Previous interventions have included Family Cycle Training and Bike Grants 

(which won the Healthy Streets Award 2017 for Best Behaviour Change 

Initiative), Community Cycle Hub, Pedal Portsmouth mass cycle ride, Bike 

Doctor sessions) 

using Local Sustainable Transport Fund and 

Transition Year funding between 2011 and 2016) 

and could easily resume this activity.   

E4 Promote easitNETWORK and 

easitSHARE 

(easitPORTSMOUTH) 

0-6 months 

(implement

ation) 

Longer to 

achieve 

significant 

behaviour 

change 

Low – Impact of this measure alone on car trips throughout the day is likely to 

be low but could be combined with other sustainable transport measures.  The 

Targeted Feasibility Study showed that reducing the numbers of cars by 1-2% 

would have a corresponding reduction in NOx emissions and roadside 

concentrations (*see E13 for evidence on estimated reduction). 

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

could be part of a package of on-going 

awareness and behaviour change measures. 

Supports complementary measures focused on 

infrastructure and service improvements. 

b) Public transport      

E7 Promotion of Portsmouth Park 

& Ride amongst commuters 

(potentially targeting diesel car 

drivers specifically) 

0-6  

months 

Low – As reported in the Targeted Feasibility Study, the current Park & Ride 

operates at 80% capacity (532 spaces of the 665 available).  If active 

promotion improved patronage, potentially up to 90% capacity (up to 600 

spaces), there may be an additional 50-70 cars using this facility each day.  

Given most cars will use the M275 and A3 to travel into the centre, a 

conservative estimate of 40 fewer cars on these links is therefore assumed.  

Based on the number of cars travelling on the A3 exceedance links, the 

changes in flow are less than 0.1%. 

The majority of users are currently leisure visitors (shoppers and visitors).  The 

available capacity in the peak period is much higher, providing scope to reduce 

traffic on the A3 links by a greater amount (e.g. close to 200).  However, the 

change in flow would still be very small.  In addition, the cost for frequent users 

is only £2/day, so the scope for further reductions is limited.    

Low 

(complementary 

behaviour change 

measure) 

Low/Medium 

 

Focusing the promotion of Park & Ride use 

heavily on commuters would reduce capacity for 

the main existing market of off-peak leisure users, 

and may encourage more off-peak trips into the 

City Centre.  Alternatively these individuals may 

choose to go elsewhere, resulting in negative 

impacts on the retail and visitor economy. 

Could be combined with A6, with free parking 

offered on days with high pollution.  

E8 Priority lanes –  

See B7, B17, B18 

12-18 

months 

Low - See B7, B17, B18 Low 

(complementary 

behaviour change 

measure) 

Low 

 

See B7, B17, B18 

E9 Improve bus connectivity  

(especially in peak periods) – 

frequency and service 

improvements 

6-12 

months 

Low - This would have a low overall impact over the day although may reduce 

peak emission from buses which contribute between 6-25% of road NOx  

emissions. However, there are already a large number of buses serving both 

the A3 and A2047 routes and bus connectivity is already good.  Mode shift 

potential is therefore limited. 

Low 

(complementary 

behaviour change 

measure) 

Low - 

E10 Improve rail connectivity  

(especially in peak periods) 

24+ 

months 

Low – From 2019South Western Railway are operating additional and faster 

train services to / from Southampton and London.  Scope for other substantial 

rail improvements in the short-term are limited. 

Low 

(complementary 

behaviour change 

measure) 

Low FAIL - Unlikely to be deliverable within timeframe 

of study 
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Category Delivery 

Time 

Effectiveness in achieving compliance on identified links? Risk of 

displacement of air 

quality problem?   

 

Comments (Evidence base, assumptions, 

packaging options) 

Options failing to meet compliance criteria 

identified in grey 

Potential scale of NOx reduction  Certainty of 

delivering change 

E11 Mobility as a Service (MaaS) 12-18 

months 

Low – Impact of this measure alone on car trips throughout the day is likely to 

be low but could be combined with other sustainable transport measures.  The 

Targeted Feasibility Study showed that reducing the numbers of cars by 1-2% 

would have a corresponding reduction in NOx emissions and roadside 

concentrations (*see E13 for evidence on estimated reduction). 

Low 

(complementary 

behaviour change 

measure) 

Low Limited applications of MaaS to date to 

demonstrate effectiveness. 

c) Cycling and walking      

E12 Improve cycling and walking 

facilities (e.g. cycle lanes, 

secure cycle storage, safe 

crossings, etc.)  

6-12 

months 

Low - Measures to encourage cycling would need to be combined as they 

would have a negligible impact alone. These types of measures may contribute 

to modal shift from private cars, thereby reducing traffic flows slightly but would 

have a low overall impact on emissions and concentrations on road links.  

Low 

(complementary 

behaviour change 

measure) 

Low Alone this measure would have a low impact but 

could be part of a package of on-going 

awareness and behaviour change measures. 

 

F). Communications and marketing 

F1 Targeted communications and 

marketing 

0-6 months 

(implement

ation) 

Longer to 

achieve 

significant 

behaviour 

change 

Low/Medium - Difficult to quantify the impact of a communication and 

marketing campaign, but this measure would need to be combined with other 

measures to promote a reduction in private car use.   

 

Medium 

(complementary 

behaviour change 

measure) 

Low This would be an important element of any 

package of measures. 

G). Other 

G2 Freight consolidation centres 24+ 

months 

Low/Medium - Information from the Southampton CAZ studies showed that an 

out of city freight consolidation centre and delivery service plan could lead to a 

reduction in both HGVs and LGVs in the city centre by 5% and 2.5% in the rest 

of the city. This is being modelled as part of Portsmouth’s updated air quality 

action plan for AQMA 6, assuming a 5% reduction in flows of these vehicle 

types. 

Medium 

(complementary 

behaviour change 

measure) 

Low FAIL - Unlikely to be deliverable within timeframe 

of study.  Currently no potential locations 

identified. 

G3 Port-related measures 18-24 

months 

(sooner for 

some 

measures) 

Low/Medium – Particularly for the A3 links.  High (primary 

restraint measure) 

Low Portsmouth’s port-specific air quality strategy 

(required within the Defra Clean Air Strategy) to 

be investigated further. 

 

Scoring approach 

Delivery Timescales Potential scale of NOx reduction 
(emissions-based or proxy estimate based 
on potential scale of vehicle flow reduction) 

Certainty of delivering change  
(e.g. high certainty for banning traffic; low 
certainty for travel planning / behaviour 
change) 

Risk of displacement of traffic or air 
quality problem to other AQMAs 

<6 months High High (primary restraint measure, e.g. bans 
or prevents vehicle movements or reduces 

Low 
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per vehicle emissions) 

6-12 months    

12-18 months Medium Medium (complementary demand 
management measure, e.g. stick measure 
which discourages rather than prevents 
emissions) 

Medium 

18-24 months    

24+ months Low Low (complementary behaviour change 
measure, e.g. carrot measure which relies 
on individuals choosing to change 
behaviour) 

High 
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Table E.3 Assessment of sifted long list against Secondary Success Factors 

Category Compliance (and local objective)  
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CAZ. Clean Air Zone 

CAZ

1 

Citywide Class A Charging CAZ (Taxis / 

PHVs, buses / coaches) 

12-18 M H L  

 

-1 - -1 +1 >£5 m +1  Increase in transport operating costs for businesses (incl. taxi and bus operators), likely 

to reduce attractiveness of city as an economic centre (-ve strategic fit). 

 SMEs (incl. taxi drivers) likely to have older vehicles requiring upgrade (-ve 

distributional impacts). 

 Ministerial Direction that a CAZ is implemented, if needed; other local authorities 

looking to deliver a CAZ; individual elements proven (+ve supply issues and 

achievability). 

 Not shortlisted as at this stage it is thought that a Class B CAZ will achieve the 

necessary compliance whilst maintaining the best strategic fit. 

CAZ

2 

Citywide Class B Charging CAZ (Taxis / 

PHVs, buses / coaches, HGVs) 

12-18 H H L -1 - -1 +1 >£5 m +1  Increase in transport operating costs for businesses (incl. taxi and bus operators, and 

HGVs accessing the port and other destinations), likely to reduce attractiveness of city 

as an economic centre (-ve strategic fit). 

 SMEs (incl. taxi drivers) likely to have older vehicles requiring upgrade (-ve 

distributional impacts). 

 Ministerial Direction that a CAZ is implemented, if needed; other local authorities 

looking to deliver a CAZ; individual elements proven (+ve supply issues and 

achievability). 

CAZ

3 

Citywide Class C Charging CAZ (Taxis / 

PHVs, buses / coaches, HGVs, LGVs) 

12-18 H H L -2 - -1 +1 >£5 m +1  Increase in transport operating costs for businesses (incl. taxi and bus operators, and 

HGVs accessing the port and other destinations), likely to reduce attractiveness of city 

as an economic centre (-ve strategic fit). 

 SMEs (incl. taxi and LGV drivers) likely to have older vehicles requiring upgrade (-ve 

distributional impacts). 

 Ministerial Direction that a CAZ is implemented, if needed; other local authorities 

looking to deliver a CAZ; individual elements proven (+ve supply issues and 

achievability). 

 Not shortlisted as at this stage it is thought that a Class B CAZ will achieve the 

necessary compliance whilst maintaining the best strategic fit. 

CAZ

4 

Citywide Class D Charging CAZ (Taxis / 

PHVs, buses / coaches, HGVs, LGVs, 

Cars) 

12-18 H H L -2 - -2 +1 >£5 m +1  Increase in transport operating costs for businesses (incl. taxi and bus operators, and 

HGVs accessing the port and other destinations), likely to reduce attractiveness of city 

as an economic centre, and as a place to live and work (-ve strategic fit). 

 SMEs (incl. taxi and LGV drivers) likely to have older vehicles requiring upgrade (-ve 

distributional impacts). 

 Lowest income groups likely to be most affected as they are least likely to be able to 

afford to upgrade their vehicles (-ve distributional impact).  

 Ministerial Direction that a CAZ is implemented, if needed; other local authorities 

looking to deliver a CAZ; individual elements proven (+ve supply issues and 

achievability). 

 Not shortlisted as at this stage it is thought that a Class B CAZ will achieve the 

necessary compliance whilst maintaining the best strategic fit. 

A. Measures to reduce private vehicle use 
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Category Compliance (and local objective)  
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A1 Increase car-parking charges in city 

centre  

(or vary charges by vehicle emissions) 

0-6 

(or  

6-12) 

L M L +2 - 0 

(-1) 

+2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes for trips in the 

City Centre (For variation in charge by vehicle emission see also D6). 

 Higher charges for more polluting vehicles likely to adversely affect lower income 

groups who are least likely to be able to afford to upgrade their vehicles. 

 Easy for Council to deliver. Low cost option; would increase Council revenue. 

 Not shortlisted (due to limited effectiveness). 

A2 Reduce number of car parking spaces 

available in city centre 

0-6 L/M M L +1 - 0 +2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes for trips in the 

City Centre.  Consistent with Local Plan. 

 Relatively easy for Council to deliver. Low cost option. 

 Not shortlisted (due to limited effectiveness). 

A4 Increase on-street parking charges for 

residents 

(or vary charges based on vehicle 

emissions) 

0-6 

(or  

6-12) 

L M L 0 - -1 +2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes, but needs to be 

balanced with needs of residents given lack of off-street parking. 

 Lowest income groups most adversely affected. 

 Likely supply side capacity and relatively easy to deliver (but may require consultation). 

 Low cost option, which would increase Council revenue. 

 Not shortlisted (due to limited effectiveness). 

A5 Travel plans for new developments. 24+ L L L - - - - - -  COMPLIANCE FAIL - Unlikely to achieve measurable benefits within timeframe of this 

study 

A6 

 

Advance and real time (social and 

conventional media, VMS) messaging to 

discourage driving on days of high 

pollution and incentivise alternative 

behaviour  

0-6  

 

L L/M L +2 - 0 +2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes. 

 No obvious transport-related distributional impacts. 

 Likely supply side capacity and relatively easy to deliver. 

 Low cost option (VMS could be hired). 

 Variable Message Signs on motorways can be effective if located early enough to allow 

drivers to make an informed choice.  Requires joint working with Highways England. 

A7 Improve broadband coverage and quality 24+ L L L - - - - - -  COMPLIANCE FAIL - Not expected to have a significant impact in terms of reducing 

the need to travel 

A8 Introduce car clubs and car hire schemes 

(using low emission vehicles) in 

exceedance areas, with subsidised hire 

rates 

6-12 L L L +1 - +1 +1 £0.5 

-1m 

+1  Consistent with wider policies to encourage use of sustainable modes.  Could convert 

existing parking spaces to car club spaces. 

 May increase travel options for vulnerable groups who do not have access to a car.  

 PCC would offer grants to potential providers, specifying outcomes to be achieved.  

 Would need to be implemented on a large scale and strongly promoted to encourage 

use, but could prove an attractive option (to using an existing older car) in low income 

areas near exceedance links if hire costs were low. 

 Cost based on at least 20 car club vehicles. 

A9 Scrappage scheme for the most polluting 

vehicles 

12-18 M L/M L 0 - 0 -2 >£5 m 0  Positive if residents are incentivised to switch to a different form of transport, but could 

also be seen as encouraging car ownership. 

 Analysis of the UK’s 2009 scrappage scheme and other schemes abroad suggests that 

the main beneficiaries are people who were planning to replace their vehicle anyway, 

and could already afford to purchase a new vehicle
50

.  But could be targeted at low 

income groups. 

 No experience of local authorities delivering scrappage schemes in the UK to date, 

although being considered in London, Birmingham, Derby.  Could be challenging and 

                                                
50

 Consultation on additional measures to support individuals and businesses affected by local NO2 plans (Defra, 2017) 
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Category Compliance (and local objective)  

S
tr

a
te

g
ic

 f
it

 

(n
o

n
-A

Q
) 

V
a
lu

e
 f

o
r 

M
o

n
e
y
  

D
is

tr
ib

u
ti

o
n

a
l 

im
p

a
c
ts

 (
o

th
e
r)

 

S
u

p
p

ly
 c

a
p

 &
 

c
a
p

a
b

il
it

y
 

A
ff

o
rd

a
b

il
it

y
 

A
c
h

ie
v

a
b

il
it

y
 Notes 

D
e

liv
e

ry
 

ti
m

e
s
c
a

le
s
 

(m
o

n
th

s
) 

P
o

te
n

ti
a

l 

s
c
a
le

 o
f 

N
O

2
 

re
d

u
c
ti
o

n
  

C
e

rt
a

in
ty

 o
f 

c
h

a
n
g

e
 

R
is

k
 o

f 

d
is

p
la

c
e
m

e
n
t 
 

complex, depending on format of scheme. Birmingham is proposing that employers 

apply for the scrappage reward on behalf of their employees, as they can validate an 

individual’s income and address. A scheme that provides a discount off a second-hand 

vehicle would be significantly more complex to administer and has significantly higher 

risks of fraud as it would involve working with a large number of second hand dealers. 

PCC would need to manage the process for scrapping vehicles, whilst ensuring that 

process does not create restrictions in the market.  The more a scheme is targeted 

towards a specific set of drivers, the more scope there is for a scheme to be open to 

fraud and abuse
51

. 

 Scrapping 5,000 cars (~5% of the current fleet) would cost £10million at £2,000 per 

vehicle; or £7.5million to scrap 2000 vehicles using the Derby model (£5,000 for the 

first 500 vehicles, £4,000 for the next 500 vehicles, and £3,000 for the next 1,000 

vehicles). 

 Process would need to ensure that reward not used to buy another equally polluting 

vehicle.  Could offer mobility credits for use of a car club, public transport, or towards a 

low emission vehicle.  Very careful design required to ensure the intended outcomes 

are achieved. 

B. Road network changes and traffic management measures to reduce congestion 

B6 Change traffic priorities at Unicorn Gate 

Junction, with bus priority on Queen 

Street (A3 Alfred Road) 

12-18 M 

 

M/H M/H 0 - 0 +2 <£0.5

m 

+2  Neutral impact on wider policies (but Queen St is on the main route to The Hard for 

buses).  

 Unlikely to result in notable transport-related distributional impacts.   

 Relatively low cost option. 

 Likely supply side capacity and relatively easy to deliver, but robust study needed to 

inform a well-designed scheme that optimises benefits and mitigates impacts. 

B7 Introduce priority lane aimed at promoting 

car sharing, public transport and the use 

of low emission vehicles on Mile End 

Road and Alfred Road (A3 Mile End Rd) 

12-18 L L L +1 - 0 +2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes, but may slow 

buses, including the Park & Ride, if level of use is high. 

 Unlikely to result in notable transport-related distributional impacts.   

 Likely supply side capacity and relatively easy to deliver, but robust study needed to 

inform a well-designed scheme that optimises benefits and mitigates impacts.  

Enforcement challenges. 

 Not shortlisted (due to limited effectiveness). 

B9 Reduce speed limit from 40mph to 30mph 

on Mile End Road  

0–6 L M L +1 - +1 +2 <£0.5

m 

+2  Positive safety benefits, and more pleasant environment for pedestrians / cyclists on 

adjacent path. 

 More pleasant environment for residents, who include a high proportion of deprived 

and vulnerable groups. 

 Easy to deliver (TRO required).  

 Not shortlisted (due to limited effectiveness). 

B10 Traffic light gating of London Road 

(AQMA6) 

24+ M H H 0 - 0 +2 £0.5 

-1m 

+1  COMPLIANCE FAIL - Unlikely to achieve measurable benefits within timeframe of 

study. 

 Also could create backlog of traffic north of London Road gyratory, which could extend 

back through Portsbridge Roundabout and adversely impact the performance of the 

M27, A27, A397  
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 Consultation on additional measures to support individuals and businesses affected by local NO2 plans (Defra, 2017) 
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B11 Ban traffic except buses and cycles 

between Stubbington Avenue and 

Kingston Crescent – all or part of the day 

(AQMA6) 

12-18 H H H +2 - -2 

(w/out 

TM 

mitigati

on) 

+2 £1-2m +1  Could deliver public realm / place making and hence economic benefits to this district 

centre.  Also likely to improve safety for pedestrians and cyclists, and create a more 

attractive shopping environment.  

 Likely to result in rat running through nearby deprived neighbourhoods (adversely 

affecting safety, and the quality of the walking and cycling environment), if appropriate 

traffic management (TM) not put in place.  There are a high proportion of children and 

disabled live in this area, who could be adversely impacted by this.  However, these 

groups could also benefit from the place making / economic benefits.    

 Initial measures to support an experimental order could be installed for <£0.5 million. If 

successful and full closure with public realm improvement is implemented, the cost is 

likely to be £1-2 million. But could be higher if traffic management on nearby residential 

streets required.  

 Likely supply side capacity, but robust study needed to inform a well-designed scheme 

that optimises benefits and mitigates impacts. Need for supporting traffic management 

(to prevent rat running) will be hard to predict / resolve.  Likely to be controversial. 

 Scheme would need to accommodate a large amount of vehicle loading / unloading for 

businesses without rear access, e.g. by allowing deliveries at certain times of the day 

only.  This would need to be enforced, e.g. by parking enforcement officers or use of 

rising bollards allowing buses to enter but preventing other traffic from accessing road. 

+2 £2-5m 

with 

TM 

B12 Ban traffic except buses, taxis (but not 

private hire vehicles), cycles between 

Stubbington Avenue and Kingston 

Crescent – all or part of the day (AQMA6) 

12-18 H H H +2 - -2 

(w/out 

TM 

mitigati

on) 

+2 £1-2m +1  As for B11, however, allowing taxis (but not private hire vehicles) would provide 

accessibility benefits, particularly for individuals able to use bus, cycle or walk.  This 

might include the high proportion of disabled people living locally. 

+2 £2-5m 

with 

TM 

B13 One-way system on London Road 

between Stubbington Avenue and 

Kingston Crescent – north or southbound, 

during all or part of the day (AQMA6) 

12-18 M/H H M/H +1 - -1 

(w/out 

TM 

mitigati

on) 

+2 £0.5-

1m 

+1  Likely to improve safety for pedestrians and cyclists, and create a more attractive 

shopping environment. Could free up space for a high quality cycle lane. 

 Likely to result in rat running through nearby deprived neighbourhoods (adversely 

affecting safety, and the quality of the walking and cycling environment), if appropriate 

traffic management (TM) not put in place.  There are a high proportion of children and 

disabled live in this area, who could be adversely impacted by this.  However, these 

groups could also benefit from safety and walking / cycling benefits.    

 Scheme cost may come in lower than £0.5m however the extent of traffic management 

required for side roads is currently known (and could be significant to prevent rat-

running). 

 Likely supply side capacity, but robust study needed to inform a well-designed scheme 

that optimises benefits and mitigates impacts. Need for supporting traffic management 

(to prevent rat running) will be hard to predict / resolve. 

+1 

B14 Pedestrianisation of London Road 

between Stubbington Avenue and 

Kingston Crescent (AQMA6) 

12-18 H H H -2 

 

- -2 

(w/out 

mitigati

on) 

+2 £2- 

5m 

+1  As for B11 (e.g. public realm benefits), but would compromise wider policy to 

encourage use of sustainable modes, due to compromised bus routes, potentially 

resulting in more car use overall.  This is an important bus corridor for the city, and 

forms a key element of the proposed rapid transit scheme being progressed through 

the Transforming Cities fund. 

 Could negatively impact small retailers, due to reduction in passing trade or short visits. 

 Scheme would need to accommodate a large amount of vehicle loading / unloading for 
+2 
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businesses without rear access.   

 Not shortlisted (due to adverse impact on strategic fit). 

B15 Narrowing of London Road, and removal 

of signalised junctions (AQMA6) 

6-12 L/M M L +1 - -1 +2 £2- 

5m 

+1  Wider pavements would improve the environment for pedestrians and shoppers.   

 Would improve the quality of the environment for the high proportion of deprived 

groups, disabled, and children in the area; but potential disbenefits for these groups if 

crossing opportunities removed.   

 Similarly to B11, temporary measures could be implemented relatively quickly and 

cheaply (<£0.5 million) however a permanent scheme for this corridor could easily be 

£5+million. 

 Likely supply side capacity, but robust study needed to inform a well-designed scheme 

that optimises benefits and mitigates impacts.  Need for supporting traffic management 

(to prevent rat running) will be hard to predict / resolve. 

 Not shortlisted (due to limited effectiveness). 

+1 

B16 Remove on-street parking from London 

Road (Laburnum Grove - Chichester Rd) 

and Kingston Road (Malthouse Rd - 

Stirling St) (AQMA6) 

6-12 L/M H L 0 - -1 +2 <0.5m +1  Could negatively impact small retailers, due to reduction in passing trade or short visits 

(although evidence from elsewhere suggests that this may not be a significant issue).  

May be requirement to provide alternative parking on side roads. 

 Low cost and easy to deliver, but likely to be unpopular with local businesses.  

 Not shortlisted (due to limited effectiveness). 

B17 Extend southbound bus lane through to 

Kingston Crescent and potentially beyond 

(involving removal of on-street parking) 

(AQMA6) 

6-12 L L L +2 - +1 +2 <0.5m +1  Consistent with wider policies to encourage use of sustainable modes.   

 The bus lane could be in operation at peak times to prevent vehicles manoeuvring into 

spaces during the busiest times and also give greater reliability of service for buses. 

Outside of the peaks the lane could allow short stay parking to aid businesses. Similar 

schemes are quite common in Surrey. 

 Could benefit the high proportion of low income and disabled local residents who are 

less likely to have access to a car.  But could negatively impact small retailers, due to 

reduction in passing trade or short visits. 

 Likely supply side capacity, but robust study needed to inform a well-designed scheme 

that optimises benefits and mitigates impacts.  Likely to be unpopular with local 

businesses. 

 Not shortlisted (due to limited effectiveness). 

-1 

B18 Conversion of existing s/bound bus lane 

on London Road to a priority lane aimed 

at promoting car sharing, public transport 

and the use of low emission vehicles; and 

extension through to Kingston Crescent 

and potentially beyond (AQMA6)  

6-12 L L L +2 - +1 +2 £0.5-

1m 

+1  Consistent with wider policies to encourage use of sustainable modes. 

 Could benefit the high proportion of low income and disabled local residents who are 

less likely to have access to a car.  But could negatively impact small retailers, due to 

reduction in passing trade or short visits. 

 Likely supply side capacity, but robust study needed to inform a well-designed scheme 

that optimises benefits and mitigates impacts.  Likely to be unpopular with local 

businesses.  Enforcement challenges. 

 Not shortlisted (due to limited effectiveness). 

-1 

B19 Reduce speed limit from 30mph to 20mph 

on London Road 

0-6 L M L +1 - +1 +2 <0.5m +2  Some safety benefits, and more pleasant environment for pedestrians / cyclists on 

adjacent path (although change to speed expected small, leading to small benefits).  

Consistent with 20mph limit on residential roads across the city. 

 More pleasant environment for residents, who include a high proportion of deprived 

and vulnerable groups. 

 Easy to deliver (TRO required).  

 Not shortlisted (due to limited effectiveness). 
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B20  Optimisation of traffic signals to smoother 

traffic movement along London Road 

0-6 L 

 

M/H L/M 0 - 0 +2 <0.5m +2  Neutral impact on wider policies due to limited scope for further optimisation and 

congestion benefits. 

 Unlikely to result in notable transport-related distributional impacts.   

 Relatively low cost option. 

 Likely supply side capacity and relatively easy to deliver, but robust study needed to 

inform a well-designed scheme that optimises benefits and mitigates impacts. 

 Not shortlisted (due to limited effectiveness). 

B21 Time restrictions on deliveries on A2047 

(AQMA6)  

0-6 L M L 0 - 0 +2 <0.5m +2  Neutral impact on wider policies. 

 Unlikely to result in notable transport-related distributional impacts.   

 Low cost option, likely supply side capacity and relatively easy to deliver. 

C. Measures to re-time vehicle trips 

C1 Time restrictions on deliveries on A2047 

(AQMA6)  

0-6 L/M M L 0 - 0 +2 <0.5m +2  See B21. 

C2 Flexible working   - - - - - - - - - -  See E1. Many major employers in the city centre are not in the professional services 

sector, and options for flexible working may be more limited. 

D. Measures to encourage use of cleaner vehicles and more sustainable driving (to reduce tailpipe emissions) 

a) General 

D1 Anti-idling campaign   0-6 L L L 0 - 0 +2 <0.5m +2  Neutral impact on wider policies, and unlikely to result in notable transport-related 

distributional impacts.   

 PCC have on-going campaign which could be implemented more intensely, so likely 

supply side capacity and relatively easy to deliver.   

b) Private cars and LGVs 

D2 On-street charging points in residential 

areas 

6-12 L L L -1 - -1 +2 <0.5m +1  Could be seen as promoting car ownership / use.   

 Favours the most affluent residents who are most likely to be able to afford an electric 

car, and will therefore be able to benefit from the lower fuel costs associated with these 

vehicles. 

 Cost will depend on the number being installed.  The current trial involves £133,000 

from OLEV to deliver 50 charge points across the city (i.e. £2,660 per location). 

 Likely supply side capacity and relatively easy to deliver. 

 Some lampposts have been found to be unsuitable in areas where charge points have 

been requested.  

 Further funding would enable PCC’s current programme to continue beyond March 

2019.  There is currently a backlog of requests from residents for on-street charging 

points. 

D3 Public charging points in the city centre 

(and citywide) 

6-12 L L L -1 - -1 +2 <0.5m +1  Could be seen as promoting car ownership / use.   

 Favours the most affluent residents who are most likely to be able to afford an electric 

car, and will therefore be able to benefit from the lower fuel costs associated with these 

vehicles. 

 Likely supply side capacity and relatively easy to deliver. 

 Further funding would enable PCC’s current programme to continue beyond March 
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2019.   

D4 Charging points for new developments 24+ L L L - - - - - -  COMPLIANCE FAIL - Unlikely to achieve measurable benefits within timeframe of 

study. 

D5 Electric vehicle promotion (e.g. financial 

incentives for electric cars and LGVs over 

and above OLEV £5k grant, salary 

sacrifice schemes for ULEVs amongst 

local businesses) 

6-12  

 

L L L -2 - -2 +2 <0.5m 0  Could be seen as promoting car ownership / use.   

 Favours the most affluent residents who are most likely to be able to afford an electric 

car, and will therefore be able to benefit from the lower fuel costs associated with these 

vehicles.  Does not represent a fair and equal apportionment of funds. 

 Would need to be administered by PCC.   

 Difficult to target at those using the A3 or A2047. 

 Not shortlisted (due to limited effectiveness, poor strategic fit and adverse 

distributional impacts). 

D6 Free or discounted city centre parking for 

ultra-low emission vehicles 

6-12 L L L -2 - -1 +2 <0.5m +2  Could be seen as promoting car ownership / use.  Not consistent with wider policies to 

encourage use of sustainable modes for trips into the City Centre. 

 Favours the most affluent residents who are most likely to be able to afford an electric 

car and will therefore be able to benefit from the lower fuel costs associated with these 

vehicles.   

 Relatively easy for Council to deliver. Low cost option but would reduce Council 

parking revenue.  

 Not shortlisted (due to limited effectiveness, poor strategic fit and adverse 

distributional impacts). 

D7 Discounted charges for residents on-

street parking permits for low emission 

vehicles (vary charges based on vehicle 

emissions) 

6-12 L L L -1 - -1 +2 <0.5m +1  Could be seen as promoting car ownership / use.   

 Favours the most affluent residents who are most likely to be able to afford an electric 

car and will therefore be able to benefit from the lower fuel costs associated with these 

vehicles.   

 Low cost option and relatively easy for Council to deliver, but likely to be unpopular 

with local residents. 

 Not shortlisted (due to limited effectiveness, poor strategic fit and adverse 

distributional impacts). 

c) Buses and coaches 

D8 Retrofitting buses on A2047 routes to 

Euro 6 standards 

6-12 L/M H L 0 - 0 +1 £1-2m +2  Neutral impact on wider policies (other than direct emissions benefits). 

 Unlikely to result in notable transport-related distributional impacts.   

 Requires co-operation of bus operators, but PCC already working with the two main 

operators to retrofit buses on the A3 routes. 

 PCC has been awarded £1.5 million from Defra to retrofit 105 buses passing through 

Mile End Road and Alfred Road to meet Euro 6 standards. 

D9 Support to convert buses on A2047 

routes to lower emission fuels (including 

hybrid buses, biofuel powered buses, and 

electric buses, as an alternative to petrol 

and diesel) 

24+ M H L 0 - 0 +2 £1-2m 0  COMPLIANCE FAIL - Unlikely to achieve measurable benefits within timeframe of 

study. 

 

d) Taxis 

D10 Encourage use of lower emission taxis 6-12 L/M M L 0 - +1 +2 £0.5- +1  Neutral impact on wider policies (other than direct emissions benefits). 
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through incentives / review and update 

existing taxi licensing policies 

1m  Benefits small and medium enterprises. 

 Southampton scheme offers incentives of between £1500 and £3000 per taxi (varying 

by type of upgraded vehicle).  Fareham and Eastleigh are offering/proposing similar 

schemes.  Other authorities are believed to be considering a £10,000 interest-free 

loan. 

 Birmingham City Council estimate the cost of a new ULEV taxi as costing £55,599; or 

£24,500 to purchase a second-hand vehicle and install an LPG retrofit solution. 

 License fee already low. 

D11 Introduce charging points for taxis 6-12 L H L 0 - 0 +2 <0.5m +1  Neutral impact on wider policies (other than direct emissions benefits). 

 Benefits small and medium enterprises. 

 Likely supply side capacity.   

e) Business fleets 

D12 Encourage use of lower emission 

vehicles for business fleets (HGV / LGV 

fleets) – through subsidies and 

promotional campaigns 

12-18 L/M H/M L 0 - 0 0 £0.5-

1m 

-1  Neutral impact on wider policies (other than direct emissions benefits). 

 Unlikely to result in notable transport-related distributional impacts.   

 Requires co-operation of local businesses, but PCC already have good working 

relationships.  Identifying potential approaches to achieve significant change is likely to 

be challenging but could include green accreditation to help support firms’ 

environmental credentials. 

D13 Eco-driver training for businesses (wide 

scale / intensive application) 

0-6 L/M L/M L +1 - 0 +2 <0.5m +1  Consistent with wider policies to reduce congestion (promoting smoother driving). 

 Unlikely to result in notable transport-related distributional impacts.   

 Timescales for ensuring a high proportion of business drivers are likely to be more than 

2 years.  However, PCC already have a training programme in place, so could quickly 

scale this up.  Relies on co-operation of businesses.   

E. Mode shift to sustainable modes 

a) General 

E1 Workplace Travel Planning (including 

Workplace Sustainable Travel Fund; 

personal journey planning; cycle training; 

Bike Doctor; promotional activities; etc.) 

Targeted at the largest employers in the 

City Centre and near the exceedance 

links 

0-6 

 

L L L +2 - 0 +2 <£0.5

m 

+1  Consistent with wider policies to encourage use of sustainable modes and active 

travel.  Also potential economic benefits (e.g. reduced lateness and absenteeism). 

 Unlikely to result in notable transport-related distributional impacts.   

 PCC experienced in delivering these initiatives and has existing suppliers.  

 Achievability depends on the co-operation of businesses. 

E2 School Travel Planning (including travel 

to school initiatives; pedestrian, cycle and 

scooter training; parking for cycles and 

commuters; promotional activities; etc.) 

Targeted at schools near the exceedance 

links 

0-6 

 

L L L +2 - +2 +2 <£0.5

m 

+1  Consistent with wider policies to encourage use of sustainable modes and active 

travel. 

 Will benefit the high proportion of children from deprived backgrounds living near the 

exceedance links. 

 PCC experienced in delivering these initiatives.   

 Achievability depends on the co-operation of businesses. 

E3 Personal Journey Planning for residents 

(and as associated incentives to develop 

0-6 L L L +2 - +2 +2 <£0.5

m 

+1  Consistent with wider policies to encourage use of sustainable modes and active 

travel, and could reduce social isolation and increase opportunities to access jobs and 

services. 
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and promote walking and cycling incl. 

Family Cycle Training and Bike Grants, 

Community Cycle Hub, Pedal Portsmouth 

mass cycle ride, Bike Doctor sessions) 

Targeted at residents near the 

exceedance links 

 Residents living near the exceedance links include a high proportion of income 

deprived, children, disabled and those of non-white ethnicity.  These groups are likely 

to benefit positively from increased awareness of non-car travel options.   

 PCC experienced in delivering these initiatives and has existing suppliers.  

 Previous experience suggests that approaching individual's on-street at key locations 

is more effective than doorstep interventions. 

E4 Promote easitNETWORK and 

easitSHARE (easitPORTSMOUTH) 

0-6 

 

L L L +2 - +1 +2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes and active 

travel, and could reduce social isolation and increase opportunities to access jobs and 

services. 

 Residents living near the exceedance links include a high proportion of income 

deprived, children, disabled and those of non-white ethnicity.  These groups are likely 

to benefit positively from increased awareness of non-car travel options.   

  

b) Public transport 

E7 Promotion of Portsmouth Park & Ride 

amongst commuters 

(potentially targeting more polluting cars 

specifically) 

0-6  

 

L L L/M 

 

0 - 0 +2 £0.5-

1m 

-1  Consistent with wider policies to encourage use of sustainable modes and would 

reduce delays on strategic routes that might negatively impact on the economy.  

However, focusing the promotion of Park & Ride use heavily on commuters would 

reduce capacity for the main existing market of off-peak leisure users and may 

encourage more off-peak trips into the City Centre.  Alternatively these individuals may 

choose to go elsewhere, resulting in negative impacts on the retail and visitor 

economy. 

 Unlikely to result in notable transport-related distributional impacts.   

 Likely supply side capacity.   

 Achievability challenges.  Identifying means which will be successful in encouraging 

commuters to use the park & ride will be challenging (the cost for frequent users is only 

£2/day, so the scope for further reductions is limited).  Strong demand management 

measures in the City Centre likely to be required, but PCC have limited control over city 

centre parking and measures such as congestion charging or a workplace parking levy 

are not deliverable within relevant timescales.        

E8 Priority lanes –  

See B7, B17, B18 

12-18 L L L +2 - 0 +2 <£0.5

m 

+1  See B7, B17, B18 

E9 Improve bus connectivity  

(especially in peak periods) 

6-12 L L L +2 - +2 0 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes and active travel 

(through walking to the bus stop), and could reduce social isolation and increase 

opportunities to access jobs and services. 

 Residents living near the exceedance links include a high proportion of income 

deprived, children, disabled and those of non-white ethnicity.  These groups are likely 

to benefit positively from improved bus connectivity.   

 Requires bus operators to make improvements, unless services are subsidised by the 

Council. 

E10 Improve rail connectivity (esp. in peaks) 24+ L L L - - - - - -  COMPLIANCE FAIL - Unlikely to be deliverable within timeframe of this study 

E11 Mobility as a Service (MaaS) 12-18 L L L +2 - +1 0 <£0.5

m 

0  Consistent with wider policies to encourage use of sustainable modes and active travel 

(through walking to the bus stop) and could reduce social isolation and increase 

opportunities to access jobs and services. 

 Residents living near the exceedance links include a high proportion of income 
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Category Compliance (and local objective)  
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deprived, children, disabled and those of non-white ethnicity.  These groups are likely 

to benefit positively from improved bus connectivity.   

 Limited suppliers and applications of MaaS to date to demonstrate effectiveness. 

c) Cycling and walking 

E12 Improve cycling and walking facilities 

(e.g. cycle lanes, secure cycle storage, 

safe crossings, etc.)  

6-12 L L L +2 - +2 +2 £2-5m +2  Consistent with wider policies to encourage use of sustainable modes and active travel 

(through walking to the bus stop) and could reduce social isolation and increase 

opportunities to access jobs and services.  Consistent with public realm policies. 

 Walking and to a lesser extent cycling open to all. Potential to incentivise for low 

income groups. 

 Likely supply side capacity and relatively easy to deliver. 

F). Communications and marketing 

F1 Targeted communications and marketing 0-6 

 

L/M 

 

M L +2 - 0 +2 <£0.5

m 

+2  Consistent with wider policies to encourage use of sustainable modes, active travel, 

and promote economic growth. 

 Unlikely to result in notable transport-related distributional impacts.   

 Likely supply side capacity and relatively easy to deliver.   

G). Other 

G2 Freight consolidation centres 24+ L/M M L - - - - - -  COMPLIANCE FAIL - Unlikely to be deliverable within timeframe of this study 

G3 Port-related measures 0-24 L/M H L 0 - 0 +2 TBC +2  Neutral impact on wider policies (other than direct AQ benefits. 

 No obvious distributional impacts. 

 Not shortlisted as unlikely to achieve measurable benefits within required 

timeframe 

 

 
 

 

 

 

 

Appendix F - PCC Organogram 
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Appendix G - Project Plan 

 

 

Indicative Milestone Jan-19 Feb-19 Mar-19 Apr-19 May-19 Jun-19 Jul-19 Aug-19 Sep-19 Oct-19 Nov-19 Dec-19 Jan-20 Feb-20 Mar-20 Apr-20 May-20 Jun-20 Jul-20 Aug-20 Sep-20 Oct-20 Nov-20 Dec-20 Jan-21 Feb-21 Mar-21 Apr-21 May-21 Jun-21 Jul-21 Aug-21 Sep-21 Oct-21 Nov-21

Evidence Methodology Submission

Submission to JAQU ◊

Strategic Outline Business Case (SOC)

Submission to JAQU ◊

SOR Meeting with JAQU 26-Feb

Initial Evidence Submission 

   Prepare ANPR survey

ANPR survey ◊

Baseline evidence ◊

Baseline & forecast evidence ◊

Review JAQU & Technical Independent Review 

Outline Business Case (OBC) 

  OBC development

Submission to JAQU  ◊

Meeting with JAQU

Consultation (if required)

Statutory consultation (CAZ) and analysis

Approval process

Full Business Case (FBC)

Submission to JAQU ◊

Meeting with JAQU

Proposed Delivery Timescale

Package A - Benchmark CAZ - 12 to 18 month delivery

Package B - 12 to 18 month delivery

Package C - 12 to 18 month delivery

Package D - 12 to 18 month delivery


