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1 Introduction 

1.1 Introduction 
1.1.1 This Sudbury Bus Station Appraisal Study has been prepared by WSP on behalf of Suffolk County 

Council (SCC). It provides transport planning advice in relation to the feasibility of a new improved 
Sudbury Bus Station. This is a result of emerging proposals, supported by the Babergh Local 
Development Framework (2011–2031) and Babergh District Council’s Sudbury Town Centre, 
Supplementary Planning Document (SPD), which considers a high quality comprehensive 
redevelopment of the Hamilton Road Quarter under Policy SD06, within which the Bus Station is 
currently located. 

1.1.2 The Hamilton Road Quarter is seen as representing the most significant opportunity to improve and 
expand the heart of Sudbury. However, the current layout of the quarter is seen as spatially 
inefficient with vacant land and lack of purposefully streetscape design. An update of the bus station 
is therefore identified as an integral part of the quarter’s redevelopment, in order to optimise its 
function close to the centre and in regards to interchange with rail. In addition Suffolk County Council 
are committed to improving the Bus Station facility in Sudbury, to ensure that it is able to meet the 
current needs as well as those predicted for the future, having regard to anticipated growth in and 
around the town of Sudbury.   

1.1.3 This study and the future needs of a new bus station facility in Sudbury are therefore crucial to the 
growth of the town. Its location will be key in shaping the growth and layout of the wider town centre 
going forward. Therefore this study aims to identify bus station options which will: 

 Provide strategic options that will provide the framework for developing an effective and long 
term solution to local public transport requirements in Sudbury and support strategies to increase 
public transport use;   

 Develop options that integrate well with the town centre and future development proposals;  

 Accommodate the needs of the private sector bus and coach operators;  

 Set out key parameters that will enable any new interchange to provide high quality facilities that 
will contribute to raising the profile of the town centre;  

 Provide high quality passenger waiting environments and high quality passenger information; 
and  

 Consider options that seek to minimise land take, making efficient use of town centre land and 
provide the best possible links with retail activity. 

1.1.4 Developing options for a bus station in Sudbury is challenging due to: 

 The constraints on the road network in the town, particularly considering the one way ring road 
around the town centre (A131);   

 Potential impacts of proposed development;   

 Catering for the operating aspects; and 

 Land availability and needs to serve key central destinations and meet the needs of passengers.  
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1.2 Commission 
1.2.1 The principle objective of this study is to develop and evaluate options for providing a new bus 

interchange facility in Sudbury town centre and to make recommendations for a shortlist of preferred 
options that should be the subject of further detailed work.  

1.2.2 We are aware that previous studies by Babergh District Council have already looked at potential 
locations for the redevelopment of a bus interchange facility in Sudbury and this study seeks to build 
of this previous work while also considering site locations not previously considered.  

1.2.3 Sites previously considered in Sudbury to accommodate the bus station, and also reviewed in this 
study are as follows: 

 Land adjacent to Sudbury Rail Station (Land identified SD05 in the Local Plan Map); 

 Hamilton Road Quarter, where the current Bus Station is located (Land identified SD06); a 
number of options for a new bus station were already assessed by Babergh DC in a 
Supplementary Planning Document which identified two preferred options: 

 A bus station located to the north of the quarter (near the current location); 

 A bus station on the south east corner of the quarter alongside Great Eastern Road; 

 Land at the corner of Station Road and Waitrose Supermarket access road; the land is currently 
used as a car park by the Kingfisher Leisure Centre (Land identified SD10);  

1.2.4 Sudbury is a significantly important market town within Babergh District and sizeable residential and 
employment growth is expected in the future. An improved and refurbished bus station will play a key 
role in supporting growth within the Sudbury area and consequently officer and operator consultation, 
also forms an essential part of this study.  

1.2.5 In summary the following parties will be consulted as part of this study:  

 Suffolk County Council (SCC);  

 Babergh District Council (BDC); and 

 Local bus operators.  
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1.3 Policy Background 
1.3.1 The following policy guidance has been reviewed as part of this study:  

Suffolk Local Transport Plan 2011 – 2031 

1.3.2 The Suffolk Local Transport Plan sets out the County transport strategy. The plan recognises that 
Sudbury bus station redevelopment and improving the surrounding town centre environment is a key 
transport issue for Babergh.  

1.3.3 The implementation chapter, tailored for Sudbury, describes the Town has being attractive as a retail 
and service centre. The plan notes that there are currently congestion and air quality issues on the 
main corridors routes linking to Sudbury. The main focus, set by the Council, is to reduce the need to 
travel by car. 

1.3.4 The Council aims to improve the quality of the sustainable transport networks in Sudbury. A town 
wide network of cycle routes have been identified for Sudbury. More importantly the Council 
recognise that there is the potential to provide improved and commercially viable bus services to the 
Town. 

1.3.5 A key focus of redevelopment is on the bus station. The LTP states that “Future redevelopment will 
make it possible to build a new bus station with better passenger waiting facilities and information 
display screens.” 

Babergh Local Plan 2006  

1.3.6 The Babergh District Council (BDC) Local Plan has been prepared to inform development between 
2006 - 2016. This second version of the plan supersedes the 1995 adopted version which provided 
guidance up to 2001. 

1.3.7 Chapter 9 of the Local Plan relates to Transport. The objectives of BDC, which are shared by Suffolk 
County Council in its quality of highways network maintenance, are summarised below: 

1. “To encourage an effective and efficient transport system that provides greater opportunities for 
choice for all members of the community; and to balance the needs of the car against the needs 
of public transport and non-motorised users such as cyclists and pedestrians.  

2. To reduce the environmental impact of travel and to limit the growth of road traffic.  
3. To encourage the use of modes of transport other than the private car.  
4. To make adequate provision for all transport modes in new developments that recognises the 

wider strategy for such modes.  
5. To safeguard land for highways and other transport proposals.  
6. To help reverse the decline in use of public transport.  
7. To reduce the need for travel through improved land use and development strategies through 

better integrated planning.” 

1.3.8 Focussing on the Sudbury area, which includes Great Cornard and Chilton, the Local Plan identifies 
that the Town Centre is made up of attractive medieval streets but these are not ideal for supporting 
the current level of traffic that goes through Sudbury. 

1.3.9 Transport Strategies identified for the Sudbury area include: 

 “to provide a transport network that meets the needs of Sudbury and Great Cornard and which 
encourages walking, cycling and the use of public transport; 

 to  provide  safe  and  continuous  pedestrian  and  cycle  facilities between  the  main  residential  
areas  and  the  town  centre,  leisure facilities, railway station, major employment centres and 
schools to improve these facilities; and also between Sudbury and Great Cornard and 
surrounding communities; 
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 to reduce the impact of traffic, particularly in sensitive locations; 

 to promote safe and secure cycle parking in the town centre and at leisure facilities, major  
employment centres, railway stations and schools;  

 to promote transport measures that reduce the number of road casualties; 

 to remove through traffic from inappropriate routes; 

 to promote improved personal security and safety on all transport modes, and safe routes to 
school; 

 to improve  accessibility,  frequency,  quality  and  reliability  of  bus services in and around 
Sudbury and Great Cornard; 

 to promote transport interchange facilities for cycle, bus and rail passengers; 

 to maintain safe and convenient short-stay parking adjacent to the town centre area particularly 
for the mobility impaired; 

 to encourage alternative modes of travel via the management of long-stay off-street car parking 
on the periphery of the town centre and the railway station; 

 to  promote  transport measures which protect and enhance the quality of the Conservation Area 
and buildings of special architectural or historic interest;  

 to provide effective access to industrial and commercial centres for  servicing  and  delivery;  

 to improve the provision of information and awareness of transport alternatives and  viability; and 

 to ensure the integration of future developments by providing effective pedestrian, cycle and 
public transport links.” 

1.3.10 As noted above, a key priority for BDC is to develop improved public transport services. In addition to 
the proposed Great Cornard railway station, the council notes that they wish to see increased bus 
service frequencies and improved reliability within the local area, improving transport 
interconnectivity. 

1.3.11 Policy TP11 of the Local Plan encourages a Local Transport Action Plan to be implemented in 
Sudbury and Great Cornard to: “encourage walking, cycling and the use of public transport and 
reduces vehicle movements particularly in the town centre area and impacts on the key Traffic 
Reduction Area (kTRA).” 

1.3.12 Chapter 10 of BDC Local Plan has provides specific guidance on Sudbury Town. Among other 
objectives BDC, in partnership with Suffolk County Council (CCC), are committed to providing better 
integrated public transport for the Sudbury Area. 

1.3.13 Policy SD05, relates to the land adjacent to the railway station, which was reserved to provide a for a 
bus-rail interchange. This development would have included for an integrated approach including 
Motorised and Non-Motorised Users access. 

1.3.14 In addition, Policy SD06 Hamilton Road Quarter (where the existing bus station is located), has been 
registered for a mixed-use redevelopment including retail, residential, leisure or other commercial 
uses.  As part of the regeneration of the Hamilton Road Quarter the scheme should include: “the 
retention and improvement of the Bus Station into the scheme, or alternatively relocating to a 
different but equally suitable site in the town centre.” 

1.3.15 Policy SD10 also refers to an alternative site (at the corner of Station Road and Waitrose 
Supermarket access road) which could be used as an alternative for the Bus Station. 
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Babergh Local Development Framework 2011 - 2031 

1.3.16 The Babergh Local Development Framework (LDF) has replaced the Babergh Local Plan and is the 
current document which guides and manages development in the District. 

1.3.17 “The Core Strategy & Policies (Part 1 of the new Local Plan) provides a high-level, strategic plan for 
Babergh for 20 years from 2011-2031.”   

1.3.18 Alongside the Core Strategy, Development Plan Documents (DPDs), provide much more detailed 
policies covering detailed or specific requirement of development proposals. 

1.3.19 Policy CS3: Strategy for Growth and Development details the proposed growth for Babergh. BDC 
confirms that they intend to make provision of 9,700 jobs in the district supported by the development 
of 5,975 dwellings between 2011 and 2031. 

1.3.20 Further to this the document has highlighted that the proposed land allocation in the Sudbury area 
would deliver 850 dwellings by 2016. This figure includes 350 additional dwellings on top of the 700 
dwellings allocated at the Chilton development (totalling 1,050 dwellings) and 500 dwellings to the 
east of Sudbury. 

1.3.21 Policy CS4 of this Core Strategy details the expected Chilton mixed use development whilst Policy 
CS5 provide details and guidance on the 500 dwellings development to the east of Sudbury. 

1.3.22 Babergh Local Development Framework is still under review and it is understood that many allocated 
sites from the previous Local Plan remain. 

LDF - Supplementary Planning Document (2010) 

1.3.23 Policy SD06 – Hamilton Road Quarter, Sudbury Town Centre provides guidance on permitted 
development and regeneration of the area.   

1.3.24 The Supplementary Planning Document (SPD) states that “the bus station is an important part of 
Sudbury’s infrastructure, providing a sustainable means getting to the town for many people.”   

1.3.25 However the layout of the bus station and facilities provided are aging. Although the bus station is 
located close to the Town Centre, the location is not ideal for interchange with rail and is not 
particularly pedestrian friendly, with vehicles dominating the streetscape. 

1.3.26 The Hamilton Road Quarter includes the Borehamgate Shopping area and land around Hamilton 
Road which currently contains the bus station. 

1.3.27 In 2009, three options were presented to public consultation which all integrated a mixed use scheme 
with an improved bus stations. The Final Sustainability Appraisal, based on a scoring system, has 
provided an analysis and an evaluation of the following options: 

 Option 1 The Bus Station located to the north of the quarter; 

 Option 2 Linear Bus Lay-bys in Gt Eastern Rd; and 

 Option 3 The Bus Station on the south eastern corner of the site alongside Gt Eastern Rd 

1.3.28 BDC concluded that “there were little difference between options 1 and 3 but option 2 did not show 
as many benefits as the other two and the (final) choice of option 3 is the result of the consideration 
of other factors.” 
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Sudbury Transport Study (2011) 

1.3.29 AECOM prepared for BDC and SCC in 2011 a transport review of the current local issues and future 
impact associated with committed residential and employment development within the Sudbury area. 

1.3.30 The report provides a wide transport assessment of Sudbury on all different modes of transport. In 
relation to Sudbury bus station, the report identifies that bus services provides links to the major 
towns such as Ipswich, Colchester and Bury St Edmunds as well as other local settlements.  

1.3.31 The report notes that although key corridors are being served by bus services, which provide a good 
coverage of the town and its surroundings, it is noted that these services are infrequent. The quality 
of bus services are also disadvantaged by the current bus station facilities and lack of real time 
information. 

1.3.32 The study provides traffic background information and measures the anticipated traffic impact 
generated by the proposed major development at Chilton (1,050 dwellings) and to Sudbury East (500 
dwellings), including employment predicted growth. 

1.3.33 It is clearly indicated in the report that without providing adequate sustainable measures to reduce 
car usage, Sudbury’s highway network will not be able to adequately accommodate future residential 
and employment growth without traffic impacts on the town.  

1.3.34 The report highlights that the existing lack of frequent bus services discourages bus mode share and 
is a key barriers to sustainable travel to and from the Town. Table 5.4 of the same documents has 
highlighted key measures to improve sustainable travel in Sudbury. These measures, among others, 
includes: 

 Sudbury Bus Station - Provide an improved bus station off Great Eastern; 

 RTPI - Provision of Real Time Public Transport Information; and 

 Public Transport - Bus route improvements Identification of improved inter-urban bus services, 
including new / extended routes and increased frequency. 

1.3.35 The reports note that “improvements to the existing bus station, such as increased capacity, 
enhanced information and waiting facilities, improved accessibility and a more attractive 
environment, will form an important role in encouraging people to leave their cars at home.”   
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2 Existing Conditions and Key Issues 

2.1 Existing Conditions 
 

2.1.1 The current bus station location is along Hamilton Road, south of Sudbury Town Centre and just 
south of the Boreham Gate Shopping Centre, as shown in Figure 2.1. Sudbury Railway Station is 
located at approximately 300m to the south east.  

Figure 2.1 Site Location 

 
2.1.2 The bus station operates a one-way system along Hamilton Road from Station Road to Great 

Eastern Road. Currently Hamilton Road is open to all vehicle traffic and is not limited to bus only 
access. 

2.1.3 The bus station has 6 operational stands for local bus services. Local services are operated by 
several local bus companies such as Hedingham Omnibuses, Beestons or HC Chambers & Sons. 
Suffolk County Council (SCC) provides stand allocations and provision of timetabled displays. The 
bus station is owned and managed by Babergh District Council (BDC), including shelters, toilets and 
the responsibility for cleaning.  
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2.1.4 Sudbury Bus Station provides bus stands on a parallel layout. The current layout of the station is 
shown on Figure 2.2 below. 

Figure 2.2 Current Bus Station Layout 

 
2.1.5 As indicated above (and shown in Figure 2.3), the Bus Station can be accessed on foot from the 

north via the Boreham Gate Shopping Arcade and via a private car park access which links onto King 
Street. To the east the Bus Station can be accessed via Hamilton Road/Great Eastern Road (leading 
to Sudbury Train Station) and to the south via Hamilton Road/Station Road   

2.1.6 The current bus station has the following characteristics: 

 Functional space with room for longer term bus layover along Hamilton Road; 

 Limited pedestrian access and not very visible to users coming from the town centre;  

 Poor integration with other modes 

 Located close to town centre for shopping; 

 Toilet building (24 hour opening) and two shelters;  

 Lighting and CCTV; 

 Non delineated pedestrian crossing points between stands; 

 Limited  timetable information (current timetables located on the front of the toilet building away 
from main bus stands; 

 Small Coffee stand that has recently opened; and.  
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 Towns one way ring road system means some passengers get off prior to bus station to avoid 
having to loop around the town. 

 
Figure 2.3 Main Access Points to Sudbury Bus Station 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

Access through Boreham Gate Shopping Arcade View of Hamilton Road / Station Road  

    
View of Hamilton Road / Great Eastern Road   View of Bus Station from ped link to King Street 

   
 

Access through Boreham Gate Shopping Arcade View of Hamilton Road / Station Road  
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2.1.7 The following bus services currently stop at Sudbury Bus Station:  

Table 2.1 Bus Services 

Stands Bus Services Routes Operators 

A 

1 (Thursdays) Ashen - Great Yeldham - Sudbury Hedingham Omnibuses 

5 (Thursdays) Sudbury - Bulmer - Sible Hedingham Hedingham & District Omnibuses 

11 / 12 / 13 Sudbury - Halstead Regal Busways 

700 Sudbury Town Service Felix Taxis 

716 Sudbury - Long Melford (Circular) Felix Taxis 

B 331 (Thursdays) Sudbury - The Belchamps - Sible 
Hedingham De Vere Travel 

C 
5 Sudbury - Great Cornard - Sudbury Beestons 

90 / 91 / 91C Sudbury - Hadleigh - Ipswich Beestons 

D 236 Sudbury - Glemsford - Clare - 
Haverhill Beestons 

E 

84 / 84A Sudbury - Leavenheath - Nayland - 
Colchester HC Chambers & Sons 

752 Bury St Edmunds - Long Melford - 
Sudbury - Great Cornard HC Chambers & Sons 

754 Colchester - Sudbury - Bury St 
Edmunds HC Chambers & Sons 

F 

112 Sudbury - Bildeston - Hadleigh Suffolk Norse 

702 Sudbury - Thomas Gainsborough 
School HC Chambers & Sons 

753 Colchester - Sudbury - Bury St 
Edmunds HC Chambers & Sons 

 

2.1.8 Tickets and fares vary from operators and routes. There is no ticket hall available at the bus station 
and fares are purchased on-board each bus. 

2.1.9 A number of different bus companies operate services from Sudbury Bus Station as summarised in 
Table 2.1. In terms of bus type, Optare Solo Buses were used for the town service 700 and 716. 
With the remaining inter town services are operated predominately with Double Decker Buses. 

Figure 2.4 Observed Bus Types Operating from Sudbury Bus Station 

 

 

 

 

 

 

 

 

Optare Solo     Typical Double Decker 
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2.2 Current Bus Flow and Route Analysis 
2.2.1 This section provides an operational assessment of Sudbury Bus Station as a desktop exercise 

based on the analysing the bus service timetables and site visit/surveys conducted at the bus station 
on Thursday 1st May 2014. This day was chosen as it is the town’s market day and as such the bus 
station is at its busiest use during the week.   

2.2.2 Sudbury bus services which call at the bus station are summarised in Table 2.4 above. These are all 
local services which mostly serve settlements in Suffolk and North Essex including Colchester. There 
are no long distance bus services which stop within Sudbury bus station (For example, inter town 
coach services such as National Express). 

2.2.3 The current routes of the main bus services operating in Sudbury (frequency of hourly and above) 
are highlighted in Figure 2.5. 

Figure 2.5 Current Main Bus Routes within Sudbury (Frequency of hourly or above) 
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2.2.4 Figure 2.6 below summarises the existing peak daytime Buses Per Hour (BPH) entering on the main 

town centre corridors. In total there are 12 buses which enter the town centre in the peak hour, 
excluding the 700 town service which moves between each of these corridors in its loop of the town. 
As can been seen from this analysis the majority of inter town bus movements are to the north and 
south of Sudbury with minimal buses servicing east and west corridors into the town centre.   

Figure 2.6 – Current Bus Flows in the Vicinity of the Town Centre 

 
2.2.5 Bus routing within Sudbury is greatly affected by the A131 which provides a one way ring road 

around the town. This is a key consideration for potential relocation of the bus station due to the 
potential for an alternative site to increase or decrease bus mileage through the need to increase or 
decrease bus circulation of the ring road.  

Bus Timetable Analysis 

2.2.6 The following section outlines the general operation of the Sudbury Bus Station based on analysis of 
the bus service timetables. This desktop analysis (backed up by site visits to the bus station) has 
concluded that the busiest time period at the Bus Station (for bus movements) is during the late 
morning and early afternoon periods, with the peak hours being between 11:00-12:00, 13:00-14:00 
and 1600-1700.  

2.2.7 Figure 2.7 shows the number of arrivals and departures from Sudbury bus station by hour, Monday 
to Friday. However this also includes Thursdays only services on the day of the market (which 
include bus services 1, 5, 112 (also Tuesday), 323, 331 (also Saturday) and 715 – which all consist 
of one bus in the AM and one in the PM) and as such fewer services can be expected on other 
weekdays.  



 

 

 

   
 17 | 58  
   

Figure 2.7 - Current Bus Station Weekday Arrival / Departure Profiles (timetables data) 

 
 
2.2.8 Sudbury Bus Station is relatively busy with approximately 120 departures per day. During peak 

periods there are a maximum of 13 arrivals or departures per  hour. Within the bus stations overall 
AM peak (10:00 to 11:00) there are a total of 22 movements. In the bus stations overall PM peak 
hour (16:00 to 17:00) there are a total of 25 movements.   

2.2.9 The current Monday –Friday operations can be summarised as follows and as shown in Figure 2.8:  

 Peak arrival hours = 10:00-11:00 and 16:00-17:00 

 Peak departure hours = 07:00-08:00, 13:00-14:00 and 16:00-17:00;  

 Total of approximately 120 departures per day. 

 

2.2.10 Usage of the 6 working stands is shown on Figure 2.8 below. It is demonstrated that, due to the 
layout (see Figure 2.2), Stands B and D are rarely used and only required when buses are present 
at stands A and C, upon their arrival. Stand B is located away from pedestrian desire lines and from 
the site visit was found to be seldom used due to the higher frequency Optare Solo services 
frequenting these stands, which meant extended layover at stand A was very uncommon.  

2.2.11 Stands A, C and E observe most of the arrivals and departures. 
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Figure 2.8 Current Daily Bus Station Stands Usage (Timetables Data) 

 
 
2.2.12 Stand A is the busiest stand of the station, with services at this stand sometimes staying for less than 

a minute, quickly boarding and alighting passengers before continuing on their route. This enables 
services such as the 700 to call at the station at 16:44 whilst service 716 arrives and is able to use 
the same stand only a few minutes later. 

2.2.13 It should be noted that the above stand use is representative of the “timetabled scenario” of what 
should occur when services ran exactly to schedule. In practice scheduling is unlikely to occur to 
100% accuracy (due to traffic conditions on a given day etc) and some variation in arrival and 
departure times plus the length of time of a buses layover will be inevitable. The current stand use 
suggests this is ample spare capacity so that if a bus is delayed in a given stand (Stand E for 
example) when the next scheduled bus arrives, and can’t locate is its designated stand, it can locate 
on the stand behind it (Stand F for example). This was observed to occur during surveys at peak 
periods.  

2.2.14 Overall the current low bus frequencies and ample number of stands at the station ensures that all 
buses can be easily accommodated during peak periods. 

Bus Station Survey – Bus Stand Utilisation 

2.2.15 A survey of the bus station was undertaken on Thursday 1st May 2014. Thursday is a market day in 
Sudbury and as such additional mini bus services operate to the town creating the busiest day of the 
week at the bus station. Bus Station Surveys have been undertaken to asses current facilities, record 
the nature of the travel to the station and confirm stand utilisation. 

2.2.16 The Bus Station survey was undertaken between 0800–1200 and 1300-1800. Figure 2.9 below 
shows the observed schedule of bus services arriving at and departing from the bus station during 
this survey period. It should be noted that this is the “observed scenario” of what occurred on 
Thursday 1st May 2014. This shows several variations from the scheduled timetable due to available 
spaces at the stands in addition to the deviation of services arrivals and departures. There was also 
noted to be a level of service ‘interworking’ with buses changing between routes/ covering multiple 
routes.   
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Figure 2.9 Observed Sudbury Bus Stand Use 
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2.2.17 Analysis of observed stand use, as shown within Figure 2.9, supports the timetable analysis by 
clarifying that stands A, C and E are the most popular bus stands and that there is still ample 
capacity at the bus station, with extended periods of each hour experiencing no bus movements. 
Therefore it was observed that stands are not used to their full capacity, and with six stands, the bus 
station could easily accommodate increased frequencies of services, subject to timetable review.  

2.2.18 In relation to layovers, it was noted that within the bus station a sign clearly indicates that the 
maximum lay-over time for buses and coaches is 20 minutes and requests that for longer stays, 
vehicles should park at the Station Road Coach Park. However, while on site several buses were 
observed parked along Hamilton Road (extreme south of the Station) for extended periods of time. 
Within the survey up to 4 vehicles were recorded as undertaking an extended layover in this way at 
any one time. 

2.2.19 Table 2.2 shows the maximum, minimum and average layover of each service. This indicates that 
average bus layover varied between services, with the shorter layovers undertaken by the town 
services and longer layovers undertaken by out of town services. This is as expected with longer 
distance services requiring a greater layover margin within their timetable to account for potential 
congestion. Maximum layovers were observed in the region of 35 minutes which is beyond the 
signed layover restrictions within the bus station but caused minimum disruption given the ample 
spare capacity currently available within the bus stations stand operations.  .  

Table 2.2 – Average Observed Layover of Sudbury Bus Station Services 

Layover 
in 

minutes 

Service 

11/12/2013 700 715/716 91 236 84 752/753/754 

Average 00:07 00:05 00:02 00:09 00:05 00:03 00:03 

Maximum  00:36 00:17 00:07 00:38 00:14 00:10 00:12 

Minimum > 00:01 > 00:01 > 00:01 00:02 00:01 00:01 > 00:01 

 

Bus Station Survey – Passenger Analysis 

2.2.20 Table 2.3 below summarises the number of passengers boarding and alighting during the surveyed 
time period (0800–1200 and 1300-1800) for each stand. In total 1,615 people were recorded using 
the bus station during the survey period. 

2.2.21 Relative to bus capacity it was observed that all services were easily within seating capacity and no 
services observed to be fully occupied at any one time during the survey. Maximum bus capacity 
observed was estimated at around 60%, with the average bus being observed at less than 50% full 
upon arrival or departure of the bus station. However, given the one way loop around the town it is 
noted that some passengers may have alighted from the buses before they reached the bus station.   

Table 2.3 - Passengers Boarding/Alighting Buses on Thursday 01st May 2014 (0800–1200 and 
1300-1800)  

 Stand A Stand B Stand C Stand D Stand E Stand F 

Passengers 
OUT IN OUT IN OUT IN OUT IN OUT IN OUT IN 
113 149 102 74 161 168 106 55 130 183 198 176 
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2.2.22 It was observed that passengers using Sudbury Bus Station were prominently school and college 
students (and therefore not old enough hold a car license) or senior citizens. A very limited number of 
commuters were observed to use the buses throughout the day and at peak periods. 

2.2.23 Table 2.4 shows the observed origin and destination of the passengers recorded during the survey. 
The Bus Station is located to the south of the Town Centre and the town’s retail facilities/market. It 
was identified from the survey and site observations that the main pedestrian flow through the station 
was via Borehamgate Shopping Arcade (69%). As the survey was undertaken on a Thursday the 
market may have attracted more people to this northern entrance then in a typical weekday but even 
with this accounted for the Borehamgate entrance is the natural desire line for pedestrians due to the 
current design of the bus station and it being the nearest pedestrian exit/entrance to/from the busiest 
bus stand’s A, C and E.  

Table 2.4 Passengers’ Origin and Destination 

Borehamgate Link to  
A131 King St 

Hamilton Rd 
leading to Gt 
Eastern Road 

Hamilton Rd 
leading to 

Station Road 
Interchange 

69% 16% 8% 4% 3% 
 

2.2.24 Passenger desire lines to reach the retail and town centre from the bus station will need to be 
considered within the potential relocation of the bus station. Table 2.13 also highlights that there is 
currently only a very small number of people who interchange at the station between bus services 
and similarly from site observations very few people currently interchanged between Bus and Rail. 

Bus Station Survey – Rail Interchange   

2.2.25 Observation of movements between Sudbury Bus Station and Sudbury Railway Station at peak 
periods confirmed that most people were walking or cycling to the Rail Station from other areas of the 
Town (i.e, not the bus station) or driving to the Railway Station. As a result no significant interchange 
trips were observed between both Sudbury Railway and Bus Station in the peak. This may-be due to 
passengers feeling the local bus and long distance rail timetables are not sufficiently integrated, 

2.2.26 The lack of bus/rail interchange is also not helped by the current parking policy in Sudbury which 
ensures there is significant cheap parking available close to the rail station and throughout the town. 
Currently the first 3 hours of parking is free and 24 hours is £2. As such the majority of interchange 
witnessed at Sudbury Rail Station during the peak commuting hours of 08:00-09:00 and 17:00-18:00 
was between private cars parked in the Kingfisher Leisure Centre car park and trains at the rail 
station. 

Figure 2.10 Cheap and Plentiful Parking is a Potential Cause for Low Bus/Rail Interchange  
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2.3 Planning for Growth 
2.3.1 Based on population data from the 2001 and 2011 Census it can be confirmed that Sudbury is 

growing to become an important centre within Babergh District and Suffolk. Table 2.5 below presents 
a summary of local population growth in the Sudbury area and surrounding local villages. 

2.3.2 The Census data demonstrates that during this 10 year period Sudbury (and the neighbouring 
villages of Great Cornard and Chilton) has observed a net growth of 13% in households and an 8% 
growth in number of people. This demonstrates that the area is economically thriving and that, based 
on policy review; future growth at this level is expected.  

2.3.3 Local villages located around Sudbury have not however experienced the same level of growth and 
expansion suggesting bus patronage demand from these locations has likely remained stable or 
decreased during this period.  

Table 2.5 Observed Growth in Sudbury Area between 2001 – 2011  

Parish 
Households All People 

2001 2011 Increase 2001 2011 Increase 

Sudbury 5,369 5,986 11% 11,933 12,834 8% 

Great Cornard 3,095 3,564 15% 8,000 8,773 10% 

Chilton 134 147 10% 373 367 -2% 

Total Sudbury 8,598 9,697 13% 20,306 21,974 8% 

       
Long Melford 1,561 1,661 6% 3,433 3,464 1% 

Acton 708 755 7% 1,800 1,811 1% 

Grt Waldingfield 612 605 -1% 1,457 1,431 -2% 

Total Villages 2,881 3,021 5% 6,690 6,706 <1% 
Source: 2001 & 2011 Census Data 

2.3.4 The 2011 Census data identifies that there is 21,974 people living within Sudbury. However, 
including local villages within a 5km radius from Sudbury Town Centre this number increases to 
approximately 28,680 people. 

2.3.5 BDC have identified, within the Local Development Framework Plan, that they have planned further 
population growth within the Sudbury area during the period 2011 – 2031, with a 1,050 dwelling 
development in Chilton (northeast of Sudbury) and 500 dwellings to the east of Sudbury (mostly 
Great Cornard). A summary of growth is shown in Table 2.6. 

Table 2.6 Planned Growth in Sudbury Area between 2011 – 2031  

Parish 
Households 

2011 2011-2031 2031 Increase 

Sudbury 5986 0 5986 0% 

Great Cornard 3564 500 4064 14% 

Chilton 147 1050 1197 714% 

Total Sudbury 9697 1550 11247 16% 
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2.3.6 Table 2.16 identifies that a total of 16% growth in households is projected to occur within the next 20 
year period. This number appears a conservative estimate and growth could conceivably be higher 
should local growth increase as it did within 2001 – 2011. However, based on BDC LDF projections, 
the local Sudbury area is looking to accommodate approximately 32,192 people by 2031. 

2.3.7 The 2011 Sudbury Transport Study has indicated that the proposed growth in Sudbury area would 
put an additional and significant pressure on the local highway network, key links and junctions. As a 
result, sustainable methods of transport need to be actively promoted and encouraged and key 
transport measures provided within the Town to mitigate future growth. 

2.4 Potential Mode Shift 
2.4.1 Sudbury, including Great Cornard is currently a relatively concentrated town, however it is expected 

to extend and grow both in terms of commuters to the town and in its inhabitants. Using Journey to 
Work Census data (2011) Table 2.7 below provides information on how people currently travel to 
work within the Sudbury Area. 

Table 2.7 Method of Travel to Work (2011 Census Data) – Sudbury Area 

Method of Travel to Work Sudbury Parish Great Cornard Parish Chilton Parish Total Sudbury Area 

Work Mainly at or From Home 292 5% 180 4% 10 5% 482 5% 

Underground, Metro, Light Rail, Tram 9 0% 4 0% 1 1% 14 0% 

Train 173 3% 77 2% 6 3% 256 2% 

Bus, Minibus or Coach 86 1% 105 2% 2 1% 193 2% 

Taxi 22 0% 19 0% 0 0% 41 0% 

Motorcycle, Scooter or Moped 30 0% 32 1% 0 0% 62 1% 

Driving a Car or Van 3572 58% 2938 67% 148 76% 6658 62% 

Passenger in a Car or Van 316 5% 306 7% 7 4% 629 6% 

Bicycle 161 3% 138 3% 2 1% 301 3% 

On Foot 1421 23% 570 13% 17 9% 2008 19% 

Other Method of Travel to Work 40 1% 23 1% 3 2% 66 1% 

Total 6122 100% 4392 100% 196 100% 10710 100% 

 

Method of Travel to Work Long Melford Acton Parish Great Waldingfield Total Villages 

Work Mainly at or From Home 138 8% 62 7% 57 8% 257 8% 

Underground, Metro, Light Rail, Tram 2 0% 1 0% 1 0% 4 0% 

Train 37 2% 17 2% 13 2% 67 2% 

Bus, Minibus or Coach 39 2% 22 2% 7 1% 68 2% 

Taxi 1 0% 3 0% 2 0% 6 0% 

Motorcycle, Scooter or Moped 12 1% 3 0% 4 1% 19 1% 

Driving a Car or Van 1166 70% 695 75% 521 77% 2382 73% 

Passenger in a Car or Van 82 5% 58 6% 36 5% 176 5% 

Bicycle 34 2% 20 2% 7 1% 61 2% 

On Foot 141 8% 49 5% 24 4% 214 7% 

Other Method of Travel to Work 10 1% 2 0% 1 0% 13 0% 

Total 1662 100% 932 100% 673 100% 3267 100% 
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2.4.2 The 2011 census data demonstrate that bus patronage within Sudbury is low at around 2% within the 
town area and local villages. Although around 19% already walk to work within the Sudbury Town 
area the above analysis shows there is plenty of potential for a shift towards more sustainable 
method of transport then the private car. 

2.4.3 Cycling and bus services have been identified as policy areas for targeted improvements and this will 
require dedicated infrastructure improvements within the town for these modes to grow in their 
prevalence as the preferred method of travel for commuters. 

2.4.4 BDC is a rural district, however in terms of comparison; Table 2.8 identifies the method of travel to 
work within the neighbouring authority of Ipswich and the wider area of East Anglia. In Ipswich bus 
services are used by approximately 8% of the working population. East Anglia area data shows a 
mid-range value of 4% which indicates an averaging across both rural and urbanised areas.  

Table 2.8 Method to Travel to Work (2011 Census Data) within the Eastern England 

Method of Travel to Work Babergh DC Ipswich East of England 

Work Mainly at or From Home 3252 8% 2216 3% 161428 6% 

Underground, Metro, Light Rail, Tram 80 0% 59 0% 33110 1% 

Train 1515 4% 1622 2% 205077 7% 

Bus, Minibus or Coach 937 2% 5067 8% 106303 4% 

Taxi 87 0% 237 0% 13227 0% 

Motorcycle, Scooter or Moped 275 1% 724 1% 22475 1% 

Driving a Car or Van 28734 68% 36712 56% 1757121 62% 

Passenger in a Car or Van 1912 5% 4529 7% 143749 5% 

Bicycle 851 2% 3069 5% 100651 4% 

On Foot 4345 10% 10929 17% 288663 10% 

Other Method of Travel to Work 262 1% 315 0% 17708 1% 

Total 42250 100% 65479 100% 2849512 100% 

 
2.4.5 Based on the above analysis it is therefore anticipated, as part of steady increases projected in 

Sudbury population growth, that bus usage could be significantly increased to reach levels similar to 
that of larger neighbouring urban centres such as Ipswich. This can be achieved through a package 
of measures including improved bus frequency and improved bus infrastructure, with the potential for 
bus mode share to increase from 2% to 7%, within the local Sudbury area. 
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2.5 Allowing for Growth in the Town Centre Area 
2.5.1 Based on the above analysis it is clear that the wider Sudbury area will continue to experience 

sizeable growth and that there is a great potential to encourage more people to use public transport 
services. 

2.5.2 Therefore a new bus station or interchange will need to allow for an increase in the level of bus 
services. The existing station currently accommodates 120 departures daily. Should the growth in 
population correspond to future growth in bus service demand then approximately 140 services 
would need to be accommodated in the future. 

2.5.3 Bus service coverage for the town appears to be adequate and it is anticipated that any additional 
increase in bus services, as a direct result of new development, are likely to be delivered through an 
increase in current service frequency. This is in-line with general best practice policy to extend and 
support current routes (where viable), rather than create new routes, in order to maintain long term 
viability and improve commerciality of services. It is therefore assumed that new routes for future new 
developments will be minimal. 

2.5.4 Should there be new development routes, it has been demonstrated, both within the desktop and bus 
station survey analysis, that currently not all of the existing 6 bus stands are being fully utilised, and 
therefore spare capacity is available. For example Stand B is only used by a service operating on 
market days (Thursdays) and stand D only sees a very limited number of services throughout the 
day. 

2.5.5 The station is not formally managed at the time of writing. Introducing a management strategy at the 
station could reduce stand usage and should enable the current number of stands to cater for 
expected levels of growth. 

2.5.6 Based on the current peak period there are currently 13 buses in one hour visiting the existing bus 
station. It is expected that with the potential levels of growth identified, this would increase to around 
15 to 16 buses an hour. However, assuming the potential for increase in bus service frequencies, 
across the current range of services, a future bus station should look to cater for around 20 buses an 
hour. 

2.5.7 Based on 20 arrivals and departures in one hour, and assuming 6 buses per hour and per stand, 
(enabling an average of 10 minutes per bus to set down, layover and pick up passengers) then a 
minimum of 4 stands would be required. Therefore, it is expected that the current configuration of 6 
stands would be adequate to accommodate future growth. However, should there continue to be a 
need to accommodate bus services with low frequencies and significant layover, longer stay 
coach/bus parking may also be required off site (such as within the Kingfisher Leisure Centre car 
park). 

2.5.8 In summary, it is estimated that a bare minimum of 4 stands, managed adequately, could have the 
potential to accommodate current bus services and provide capacity for population growth up to 
2031. However in order to take into account for longer layover on some services, requirement of DRT 
to use additional stands, and to accommodate the potential increase in service frequency going 
forward, it is recommended that the design of any future bus station interchange within Sudbury 
should look to maintain the existing 6 bus stands.  
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3 Identification of Interchange Options 

3.1 Future Development Options 
3.1.1 Detailed work has been undertaken by WSP on evaluating possible locations for a new Sudbury bus 

interchange, informed by a review of previous studies in combination in with site visits to identify a 
range of additional bus station relocation options that have not yet been considered. 

3.1.2 Any bus interchange must be of a high quality with the ability to accommodate the needs of all users, 
especially those with particular needs and should consider some or all of the following design 
features: 

 A passenger building/facility, separated from bus movements, that contains high quality waiting 
facilities, toilets, and potentially retail space for refreshments;   

 Appropriate enclosure and roof for shelter for passengers;  

 Closed circuit television system to enhance the perception of, and actual, security;  

 A fully accessible interchange layout and information provision, in full accordance with the 
Equalities Act 2010; 

 A high degree of pedestrian legibility including the consistent use of tactile paving, visitor signage 
and audio announcements;  

 Accessible raised kerbs at all boarding points, in order to provide near-level boarding to low-floor 
buses and easier boarding to step-entry vehicles;  

 24 hour pedestrian access routes, demonstrating legible, signed, safe, and efficient pedestrian 
links to the rest of the town centre and the railway station with careful consideration of pedestrian 
desire lines;  

 Comprehensive passenger information facilities; 

 Secure cycle parking provision with CCTV coverage. This should be located as close as possible 
to the main pedestrian entrance to the interchange, be easily accessed from all nearby roads and 
cycle routes, 

 A drop off / pick up point for taxis and private cars;  

 The interchange should provide a well lit, safe and secure environment, and aim to engender a 
spacious and open atmosphere, thus creating an attractive, safe environment for bus users;  

 Where possible the interchange should aim to avoid need for pedestrians to cross the busways;  

 Where it is necessary for pedestrians to cross busways and/or roads to access the interchange, 
clear and efficient pedestrian crossing points should be provided, with careful consideration of 
pedestrian desire lines. 

3.1.3 Considering the above criteria seven key locations have been identified for review within this study 
for the potential re-development of Sudbury Bus Station. These include: 

 Redevelopment of the existing Sudbury Bus Station on Hamilton Road 

 On-street bus interchange along King Street (this is the only Town centre road judged to be wide 
enough to accommodate on-street bus stands) 

 New bus station just east of the existing bus station on Great Eastern Road   

 New bus station using land within the current Kingfisher Leisure Centre Car Park 

 New bus station north of the Railway Station 

 Redevelopment of Girling Street Car Park into a new bus station.  
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 Hybrid option combing an on-street bus interchange along Great Eastern Road and the partial 
redevelopment of Girling Street Car Park 

3.1.4 The locations of these seven options within Sudbury are shown below in Figure 3.1.. 

Figure 3.1 Sudbury Bus Station Redevelopment Site Options 

 

3.2 Best Practice Review of Interchange Design  
3.2.1 This section summarises current best practice in bus station design. Almost all new bus stations 

constructed in the UK in recent years conform to one of three basic types:  

 Drive In, Reverse Out – DIRO (Conventional Saw-tooth);  

 Parallel, Drive-thru stands (such as the existing Sudbury Bus Station); and  

 Shallow Saw-tooth arrangements.  

3.2.2 Consideration of each of the three above types is made, followed by an assessment of the Dynamic 
Stand Allocation option, which could potentially be applicable to all three basic layout options.  

Drive In, Reverse Out’ (DIRO)   

3.2.3 Also known as Conventional Saw-tooth this type of layout, as illustrated by the diagram below 
(Figure 3.2) has been used for many years in bus stations throughout the UK.   

3.2.4 Constructed examples of DIRO layouts include the new bus stations at Leicester, Burnley and 
Warrington.  
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3.2.5 The key features are an approximately 60-degree approach angle to allow the bus to turn easily into 
the stand, and the obvious requirement to reverse out of this position. The spacing between stands 
can be adjusted somewhat depending on the constraints of the site and the need, or otherwise, to 
have access to the side of the vehicle behind the entrance/exit for loading luggage into the boot area 
(generally only applicable to higher floor coach type vehicles used on longer distance services).  

Figure 3.2 Example of DIRO Layout 

 
3.2.6 The advantages of DIRO are:  

 Maximises use of scarce stand space;  

 Removes need for passengers to cross in front of moving buses;  

 Minimises walking distance for passengers between stands;    

 Ability to provide clearly demarcated boarding area which can be fitted with raised kerbs to assist 
boarding and tactile strips to assist users with visual impairments; and  

 Front on approach of buses with associated display screens confirms correct service for 
passengers.  

3.2.7 The disadvantages of DIRO are: 

 Need for reversing movement out of stands raising potential for conflict with other buses and 
potentially pedestrians people entering bus manoeuvring areas; 

 Reversing layouts ill-suited to high frequency services which sometimes experience bunching of 
buses on the same route, creating hazardous tail-backs into the area required for the arrival and 
manoeuvring of other services; 

 Manoeuvring space required for vehicles entering and exiting stands, meaning that, ideally, a 
relatively wide site is required; 

 Potential safety issues associated with buses overrunning stand area requiring heavy duty 
barriers/bollard to protect pedestrians; 

 Ideally requires dedicated staff to supervise manoeuvres or light controlled system; and 

 Potentially less well suited to Dynamic Stand Allocation due to the additional manoeuvring time 
required. 

3.2.8 DIRO is well suited to larger bus stations that have adequate numbers of stands and also space to 
segregate reversing buses from other buses moving through the station and where pedestrian 
access onto the forecourt area can be very effectively controlled. Also well suited to 
terminating/laying over services as these do not restrict other services.  

3.2.9 It is not suitable for on-street applications or where reversing movements could conflict with 
pedestrians or other users.  
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Parallel, Drive-Through Stands  

3.2.10 This approach, much more in line with the common rail station or petrol filling station layout, has 
island platforms with buses feeding between these. Such an arrangement (see Figure 3.3) was fairly 
common in older bus stations (Such as the existing Sudbury Bus Station) but has tended to fall out of 
favour more recently with a greater emphasis on reducing conflicts between buses and pedestrians 
and removing barriers for passengers with mobility difficulties.  Nevertheless, a number of recent 
stations do incorporate some elements of this type, such as Manchester’s Shudehill Interchange (a 
bus/light rail interchange).   

Figure 3.3 Example of Parallel Layout 

 

3.2.11 The advantages of parallel drive through stands are: 

 No requirement for buses to reverse reducing potential conflicts with other buses; and  

 Time savings from ability to drive straight onto stand.  

3.2.12 The disadvantages of parallel drive through stands are:  

 Inefficient use of space;  

 Island style platforms (as per a petrol filling station) increases need for passengers to cross 
between platforms. This:  

 increases potential for conflicts between pedestrians and buses  

 requires level changes providing difficulties for people with mobility difficulties (or raised 
crossing areas for buses to negotiate)  

 Potentially higher pedestrian exposure to bus emissions;  

 Canopies tend to funnel and exaggerate wind, making waiting conditions uncomfortable;  

 Approach angle to kerb can result in gap between kerb and first step, unless drivers well trained, 
as with standard on-street bus stops;  

 If no passing space, one service can delay others; and  

 Not easily compatible with vehicle layover – bus may need to drop off passengers and then 
return to a layover area.  

3.2.13 In terms of suitability, this design can be used for on street facilities including temporary 
arrangements and provide high through flow arrangements (e.g. London on street interchanges with 
no terminating services/layover).  
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Shallow Saw-Tooth Arrangements  

3.2.14 This type of stand arrangement is principally a variation of the drive-through stand arrangement but is 
gaining in favour for interchanges. It shares some of the disadvantages of the drive through stand 
approach but has some additional advantages. Figure 3.4 below shows the potential layout. 

Figure 3.4 Shallow Saw-Tooth Layout 

3.2.15 The advantages of shallow saw-tooth are:  

 No requirement for buses to reverse reducing potential conflicts with other buses;  

 Time savings from ability to drive straight onto stand;  

 Clearly demarcated boarding/alighting points; and  

 Design encourages drivers to pull close to kerb, assisting boarding and alighting.  

3.2.16 The disadvantages of shallow saw-tooth are:  

 Less efficient use of space than conventional saw-tooth stands;  

 If associated with island style platforms increases need for passengers to cross between 
platforms. This: 

 increases potential for conflicts between pedestrians and buses  

 requires level changes providing difficulties for people with mobility difficulties (or raised 
crossing areas for buses to negotiate)  

 Potentially higher exposure to bus emissions.  
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4 Developing Interchange Options  

4.1 Interchange Options 
4.1.1 Having arrived at a shortlist of potential interchange sites, and having reviewed best practice in terms 

of interchange design, this section details how these have been developed into a series of 
conceptual layouts to more fully understand the potential scale of provision that could be provided. 

4.1.2 The basic assumptions and caveats that have been made in developing these conceptual stand 
layouts are detailed in the following section. The individual draft concept for each option is then 
presented together with their key characteristics, and followed by a SWOT analysis which identifies 
each option in relation to its Strengths, Weaknesses, Options and Threats. 

4.2 Conceptual Stand Layouts – Key Assumptions  
4.2.1 A number of key assumptions have been made in developing the following conceptual options:  

 Layouts have been developed assuming standard 12m double decker buses (not 15m or 
articulated). As detailed the local bus fleet is composed mainly of 12m double decker buses or 
mini buses which are smaller in length (e.g. Optare Solo). Although nationwide bus and coach 
services may operate longer buses, they currently do not stop at Sudbury. Due to the location of 
the Town, its size, and the fact that there is a train station, it is not expected that nationwide bus 
services will route through Sudbury in a near future due to timetabling and economic reasons.  

 Whilst the following layouts are purely conceptual, they have been tracked using Autotrack 
software to ensure that they provide a realistic indication of space requirements. Additional 
tracking will be required to further develop these options and minimise vehicle to vehicle 
conflicts. 

 It is assumed within these options that bus layover is limited to a maximum of 20 minutes, with 
the exception of the on-street stand option where no extended layover would be permitted at the 
stands. Any layover required within this on-street option would therefore need to occur at an 
alternative location.  

 On-Street Bus layby bays assume a size requirement of 12m x 3.1m. In addition, swallow saw-
tooth, or angled bus stop designs have been favoured for the gain of space and manoeuvrability. 

 For the off-street options incorporating drive in – reverse out (DIRO) layouts, the bays have been 
assumed to be 12m x 3.5m operating at 45 degrees as is typical elsewhere. For the parallel 
layout option angled bus stops have also been presented where applicable 

 Many potential sub-options could be considered for many of these sites. This exercise has been 
designed to help scope the size and possible facilities that could be provided. Additional sub-
options would, it is envisaged, be developed and appraised as part of subsequent commissions.  

 Traffic / circulation impacts have not been considered in detail. In many cases the options could 
require changes to existing traffic circulation, pedestrianized zones and so on which will need to 
be considered in a future phase of work on town centre interchange in the context of other 
developments within the Town Centre.  

4.2.2 It should be noted that these are purely conceptual options that have been developed without 
consideration of site conditions, land availability, existing utilities and other CDM requirements. 
Further work on these options will need to be informed by appropriate information and investigations 
on these and other matters.   
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4.3 Option 1(a) – Hamilton Road Bus Station (Existing Location) – 
Parallel Layout 

4.3.1 This option (Figure 4.1) demonstrates how the Bus Station could be improved using its current 
location within the Hamilton Quarter and its integration to future development. The characteristics of 
this option are: 

 6 Saw-tooth (or angled bays) Bus Stops, standards 12m * 3.1m; 

 One-way street from Station to Great Eastern Road; 

 Improved and slightly relocated egress access on Great Eastern Road; 

 Wider footways and waiting areas; 

 Integrate within Hamilton Quarter Development; 

 Limited bus layover to 20 minutes; and 

 Servicing accesses to shops and rear car park access remains as it currently exists. 

 
Figure 4.1 Option 1(a) - Updated Hamilton Bus Station – Parallel Layout 

 

  

Pedestrian Links 
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4.3.2 The same layout is shown on WSP drawing 3748/SK/001a attached to the appendices of this report. 
A SWOT analysis to this option is summarised in Table 4.1 below. 

 

Table 4.1 Option 1(a) SWOT Summary  

Strengths 

 Regeneration of existing Bus Station 
 Access to shopping area 
 Limited additional land intake 
 Wide Pedestrian area and provision of 

adequate sitting facilities 
 Additional pedestrian crossing facilities 
 Within 200m walking distance from Town 

Centre 
 Public perception reluctant to change 

Weakness 

 Share same hidden location as existing Bus 
Station 

 May still remain a barrier to Non-Motorised 
User’s (NMU) movements 

 All motor vehicles allowed through the 
station 

 Ratio construction costs / full benefit 
 Pedestrian crossing bus areas 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Integrate Bus Station within Hamilton Quarter 
regeneration scheme 

 Improve timetable readability, potential to 
introduce real timetable information 

 Improved management of bus stands 
 Potential for further interchange 

Threats 

 Funding / Finance 
 Long bus layover  
 Does not provide enough readability due to 

hidden location from Sudbury High Streets 
 Economic benefits versus bus provision 
 Does not allow Hamilton Quarter to achieve 

full development potential 
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4.4 Option 1(b) – Hamilton Road Bus Station (Existing Location) – 45º 
DIRO Layout 

4.4.1 This option (Figure 4.2) demonstrates how the Bus Station could be improved using its current 
location within the Hamilton Quarter and its integration into future development. The characteristics 
of this option are: 

 6 bays on DIRO 45 degrees layout, standards 12m * 3.5m; 

 One-way street from Station to Great Eastern Road with segregated bus manoeuvring area; 

 Improved egress access on Great Eastern Road; 

 Wider footways and waiting areas; 

 Integrate within Hamilton Quarter Development; 

 Limited bus layover to 20 minutes; and 

 Servicing accesses to shops and rear car park access remain as existing. 

 
Figure 4.2 Option 1(b) - Improved Hamilton Bus Station – DIRO Layout 
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4.4.2 The same layout is shown on WSP drawing 3748/SK/001b attached to the appendices of this report. 
A SWOT analysis to this option is summarised in Table 4.2 below. 

 

Table 4.2 Option 1(b) SWOT Summary  

Strengths 

 Regeneration of existing Bus Station 
 Access to shopping area 
 Limited additional land intake 
 Wide Pedestrian area and provision of 

adequate sitting facilities 
 Additional pedestrian crossing facilities 
 Within 200m walking distance from Town 

Centre 
 Segregated bus manoeuvring 

Weakness 

 Share same hidden location as existing Bus 
Station 

 May still remain a barrier to NMUs 
movements 

 All motor vehicles allowed through the 
station 

 Ratio construction costs / full benefit 
 DIRO not suitable for potential high 

frequency services 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Integrate Bus Station within Hamilton Quarter 
regeneration scheme 

 Improve timetable readability, potential to 
introduce real timetable information 

 Improved management of bus stands 
 Potential for further interchange 
 Opportunities for a “parallel” type bus stop for 

high frequency buses 
 

Threats 

 Funding / Finance 
 Long bus layover  
 Does not provide enough readability due to 

hidden location from Sudbury High Streets 
 Economic benefits versus bus provision 
 Does not allow Hamilton Quarter to achieve 

full development potential 
 Conflict with other buses and other private 

vehicle entering buses manoeuvring area 
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4.5 Option 2 – King Street – On-street Option 
4.5.1 This option (Figure 4.3) demonstrates how the Bus Station could be relocated on-street within 

Sudbury Town Centre. The characteristics of this option are: 

 5 on-street bus stops, standards 12m * 3.1m (4 on King Street and 1 on East Street – East Street 
stand to enable easy routing of buses to the East which wish to avoid one way system); 

 Bus Stops located on the A131 one-way system; 

 Direct access to shops and Sudbury Town Centre; 

 Wider footways and waiting areas; 

 Minimal land take; 

 Minimal disturbance on highway network; 

 Bus shelter orientated to allow access to shops and maximise width of footway. 

 Bus layover limited to a minimum;  

 A reduced number of stands which could Impact on services; and 

 Loss of on-street car parking spaces and reduced Market Space. 

 
Figure 4.3 Option 2 – On-street Option on King Street 
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4.5.2 The same layout is shown on WSP drawing 3748/SK/002 attached to the appendices of this report. A 
SWOT analysis to this option is summarised in Table 4.3 below. 

 

Table 4.3 Option 2 SWOT Summary  

Strengths 

 Direct access to shopping area and Sudbury 
Town Centre 

 No land intake 
 Wide pedestrian area and provision of 

adequate sitting facilities 
 Within Sudbury Town Centre 
 Low costs and full development potential for 

Hamilton Quarter development 
 Adequate for high frequency services 

Weakness 

 A reduced number of bus stands can be 
accommodated; adequate for current bus 
services but maybe limited for future growth 

 May create a barrier to NMUs movements 
 Potential impact on highway, which could 

result in increased traffic congestion 
 Bus services looping on the A131 one-way 

system 
 Potential loss of Market Area 
 Unable to accommodate bus layover 
 Relocation of taxi stands to the opposite side 

of the road on East Street, resulting in loss of 
on-street parking 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Integrate Bus Station within the heart of 
Sudbury 

 Improve timetable readability, potential to 
introduce real timetable information 

 Potential for further interchange 
 Reduced number of parking spaces 

availability may encourage people to use 
public transport 

 Additional Bus stops on King Street before 
Church or East Street by Post Office 

Threats 

 Impact on highway at peak period 
 Long bus layover  
 Public objection on car parking loss 
 Public objection on loss of market space 
 Future bus services demand significantly 

increase 
 Objection by retailers due to the shelters 

potentially in front of shops. 
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4.6 Option 3 – Great Eastern Road – 90º DIRO Layout 
4.6.1 This option (Figure 4.4) demonstrates how the Bus Station could be relocated to the south east of 

Hamilton Quarter and be directly accessed from Great Eastern Road. The characteristics of this 
option are: 

 6 bays on DIRO 90 degrees layout, standards 12m * 3.5m;  

 Widened bus manoeuvring areas; 

 Wider footways and waiting areas; 

 Highway improvement required on Great Eastern Road and the junction with Station Road; 

 Relocation of local supermarket access required; 

 Integrate within Hamilton Quarter Development; 

 Limited bus layover to 20 minutes; and 

 Limited land intake to maximise Hamilton Road Quarter redevelopment. 

 
Figure 4.4 Option 3 – Bus Station off Great Eastern Road – DIRO Layout 
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4.6.2 The same layout is shown on WSP drawing 3748/SK/003 attached to the appendices of this report. A 
SWOT analysis to this option is summarised in Table 4.4 below. 

 

Table 4.4 Option 3 SWOT Summary  

Strengths 

 Within 400m Walking distance to Town 
Centre 

 Limited Land intake 
 Remove barrier created by Hamilton Road 
 Closer to Railway Station 
 Improve NMUs facilities 
 Increase safety for NMUs 

Weakness 

 Hidden from Town Centre 
 Requires highway improvements 
 Potential conflict issues between buses 
 DIRO layout might not be adequate for high 

frequency services  
 Costs 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Improve timetable readability, potential to 
introduce real timetable information 

 Improved management of bus stands 
 Potential for further interchange 
 Potential to be well integrated within 

Hamilton Quarter Dev. 

Threats 

 Funding / Finance 
 Long bus layover  
 Economic benefits versus bus provision 
 Future bus services demand significantly 

increase 
 Potential impact on highway 
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4.7 Option 4 – Station Road – 45º DIRO Layout 
4.7.1 This option (Figure 4.5) demonstrates how the Bus Station could be relocated to the northwest 

corner of Kingfisher public car park, off Station Road. The characteristics of this option are: 

 6 bays on DIRO 45 degrees layout, standards 12m * 3.5m;  

 Wider footways and waiting areas; 

 Highway improvement required on Great Eastern Road and the junction with Station Road; 

 Significant realignment of Station Road; 

 Relocation of local supermarket access required; 

 Limited bus layover to 20 minutes; and 

 Loss of car parking spaces. 

 
Figure 4.5 Option 4 – Bus Station off Station Road – DIRO Layout 
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4.7.2 The same layout is shown on WSP drawing 3748/SK/004 attached to the appendices of this report. A 
SWOT analysis to this option is summarised in Table 4.5 below: 

 

Table 4.5 Option 4 SWOT Summary  

Strengths 

 Just within 400m Walking distance to Town 
Centre 

 Give full potential for Hamilton Quarter 
redevelopment 

 Closer to Railway Station 
 Improve NMUs facilities 
 Increase safety for NMUs 
 Close to leisure centre and supermarkets 

Weakness 

 Slightly away from Town Centre 
 Require highway improvements 
 Potential conflict issues between buses 
 DIRO layout might not be adequate for high 

frequency services  
 Higher cost of construction  
 Longer walking distance to town 
 Loss of parking at supermarket 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Improve timetable readability, potential to 
introduce real timetable information 

 Improved management of bus stands 
 Potential for further interchange especially 

with railway station 
 Further development near bus station 
 Potential for taxi parking 
 Reduce parking spaces may encourage 

people to use public transport services 

Threats 

 Funding / Finance 
 Long bus layover  
 Economic benefits versus bus provision 
 Potential impact on highway 
 Public opposition on loss of parking 
 Increase walking distances for bus users 
 Land ownership  
 Impact on retailers 
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4.8 Option 5 – Land adjacent to Sudbury Railway Station – 45º DIRO 
Layout 

4.8.1 This option (Figure 4.6) demonstrates how the Bus Station could be relocated to the site adjacent to 
Sudbury Railway Station. The characteristics of this option are: 

 6 bays on DIRO 45 degrees layout, standards 12m * 3.5m;  

 Wider footways and waiting areas; 

 Integration with adjacent Railway Station; 

 Highway improvement required on Station Road; 

 Significant realignment of Station Road; 

 Relocation of local supermarket access opportunity; 

 Limited bus layover to 20 minutes; and 

 Loss of car parking spaces to the adjacent Babergh managed car park. 

 

Figure 4.6 Option 6 – Bus Station at land adjacent to Sudbury Railway Station – DIRO 
Layout 
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4.8.2 The same layout is shown on WSP drawing 3748/SK/005 attached to the appendices of this report. A 
SWOT analysis to this option is summarised in Table 4.6 below. 

 

Table 4.6 Option 5 SWOT Summary  

Strengths 

 Adjacent to Sudbury Railway Station 
 Direct pedestrian access to Railway Station 
 Give full potential for Hamilton Quarter 

redevelopment 
 Improve NMUs facilities 
 Increase safety for NMUs 

Weakness 

 Remove some existing car park 
 Potential conflict issues between buses 
 DIRO layout might not be adequate for high 

frequency services  
 Costs 
 Requires highway improvements 
 Away from Town Centre 
 Land intake 
 Add distance to bus station 

 

Opportunities 

 Potential to create Sudbury transport hub 
 Increase modal interchange with provision of 

cycle stands 
 Improve timetable readability, potential to 

introduce real timetable information 
 Improved management of bus stands 
 Greatly increase public transport interchange 
 Reduce parking spaces may encourage 

people to use public transport services 

Threats 

 Funding / Finance 
 Long bus layover  
 Economic benefits versus bus provision 
 Potential impact on highway 
 Public opposition on loss of parking 
 Misuse of station due to remoteness 
 Increase walking distance for bus users  
 Potential reduced footfall in town centre  
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4.9 Option 6 – Girling Street – 45º DIRO Layout 
4.9.1 This option (Figure 4.7) demonstrates how the Bus Station could be relocated to the site of Girling 

Street public car park. The characteristics of this option are: 

 6 bays on DIRO 45 degrees layout, standards 12m * 3.5m;  

 Wider footways and waiting areas; 

 Within 200m of Sudbury’s main shopping streets 

 Highway street marking alterations required on Girling Street; 

 Relocation of local supermarket access required; 

 Limited bus layover to 20 minutes; and 

 Loss of car parking spaces. 

 
Figure 4.7 Option 6 – Bus Station off Girling Street – DIRO Layout 
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4.9.2 The same layout is shown on WSP drawing 3748/SK/006 attached to the appendices of this report. A 
SWOT analysis to this option is summarised in Table 4.7 below. 

 

Table 4.7 Option 6 SWOT Summary  

Strengths 

 Within 200m Walking distance to main 
shopping streets 

 Direct pedestrian access to North Street 
 Give full potential for Hamilton Quarter 

redevelopment 
 Improve NMUs facilities 
 Increase safety for NMUs 

Weakness 

 Remove existing car park 
 Potential conflict issues between buses 
 DIRO layout might not be adequate for high 

frequency services  
 Costs 
 Requires bus services to loop round the 

A131 one way system 
 Poor link to rail station 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Improve timetable readability, potential to 
introduce real timetable information 

 Improved management of bus stands 
 Potential for further small development near 

bus station 
 Reduce parking spaces may encourage 

people to use public transport services 

Threats 

 Funding / Finance 
 Long bus layover  
 Economic benefits versus bus provision 
 Potential impact on highway 
 Public opposition on loss of parking 
 Additional driving distance for some of the 

bus services along the A131 one-way 
system 
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4.10 Option 7 – Great Eastern Road and Girling Street Car Park 
4.10.1 This proposed option demonstrates how Sudbury Bus Station could be accommodated between two 

sites. This is a hybrid option providing 3 bus stops (on-street) along Great Eastern Road and 3 bus 
stops within the existing Girling Street Car Park. The main characteristics of this options are: 

 3 on-street bus stops, standards 12m * 3.1m, located on Great Eastern Road; 

 3 saw-tooth (or angled bays) bus stops, standards 12m * 3.1m, located off street within Girling 
Street Car Park, just off the Sudbury A131 one-way system; 

 Required new roundabout junction located on the north western corner of Kingfisher Leisure Car 
Park; 

 Within 200m of Sudbury’s main shopping streets; 

 Highway alterations required on Great Eastern Road and Girling Street,  and within the current 
Girling Street car park; 

 Improved pedestrian infrastructures and connections;  

 Limited bus layover to 20 minutes; and 

 Loss of off-street parking spaces at both Girling Street Car Park and Kingfisher Leisure Car Park;  

 

Figure 4.8 Option 7 – Hybrid option with on-street bus stops along Great Eastern Road and 
off-street bus stops at the Girling Street car park 
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4.10.2 The same layout is shown on WSP drawing 3748/SK/007 attached to the appendices of this report. A 
SWOT analysis to this option is summarised in Table 4.8 below. 

 

Table 4.8 Option 7 SWOT Summary  

Strengths 

 Within 200m walking distance to main 
shopping streets 

 Direct pedestrian access to shopping areas 
 Reduced land intake and which provides full 

potential for Hamilton Quarter redevelopment 
 Option retains some of the Girling Street Car 

Park for car parking  
 Improve NMUs facilities 
 Increase safety for NMUs 
 Adequate for high frequency services 

Weakness 

 Removes spaces at two existing car parks 
 Potential conflict issues between buses due 

to services being split 
 Reduces ability for extended bus layover 
 Cost of developing two locations 
 May discourage bus interchange if 

movement required between sites 
 Highway impact on Station Road and Great 

Eastern Road 

Opportunities 

 Increase modal interchange with provision of 
cycle stands 

 Improve timetable readability, potential to 
introduce real timetable information 

 Reduce parking spaces may encourage 
people to use public transport services 

 Potential access improvement to Kingfisher 
Leisure Centre and Waitrose Supermarket 

Threats 

 Funding / Finance 
 Long bus layover  
 Economic benefits versus bus provision 
 Operations of bus station at two locations 
 Potential impact on highway 
 Public opposition to loss of parking 
 Add passenger confusion 
 Services may be split 
 Potential poor efficiency from running two 

locations 
 

  



 

 
 
 

 
 

 

Project number: 70003748    
June 2015 48 | 58  
   

5 Option Appraisal 

5.1 Option Sifting  
5.1.1 Within this section of the report the conceptual designs, and more importantly the proposed location 

of each option, will be reviewed against a number of key objectives to identify recommendations for a 
preferred option. A reminder of the option location are:  

 Redevelopment of the existing Sudbury Bus Station on Hamilton Road 

 On-street bus interchange along King Street 

 New bus station just east of the existing bus station on Great Eastern Road   

 New bus station using land within the current Kingfisher Leisure Centre Car Park 

 New bus station north of the Railway Station 

 Redevelopment of Girling Street Car Park into a new bus station.  

 Hybrid option combing an on-street bus interchange along Great Eastern Road and the partial 
redevelopment of Girling Street Car Park 

5.1.2 The location of these seven options within Sudbury are show below in Figure 5.1 

Figure 5.1 Sudbury Bus Station Redevelopment Site Options 
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5.1.3 The overall objectives for a redeveloped bus station for Sudbury can be condensed to three key 
elements, Quality for Users, Operational Efficiency and Viability.  Looking at each of these key 
objectives the preferred location for the Sudbury Bus Station will be identified. 

5.2 Quality for Users  
5.2.1 From the Bus Station Survey it is clear that the journey purpose, for the majority of users, is to 

access the shops and other service industries within Sudbury’s town centre. Therefore key to the 
success of a re-developed bus station will be close proximity to the town centre, particular for use by 
senior citizens which were observed to be large proportion of the bus patronage currently using 
Sudbury’s bus services. Another key factor to consider is the the new Church Field Road Health 
Centre. The Health Centre will be located to the north-eastern edge of the Town and therefore this 
could potentially increase interchange demand between services at the Sudbury Bus Station to 
access this development. 

5.2.2 In order to assess the objective, GIS accessibility analysis was undertaken across Sudbury Town 
Centre to identify the relative walking distance to each of the proposed locations. National guidance 
suggests that accessible public transport is judged to be within 400m, however for mobility impaired 
(or older people – who will be a significant proportion of users) guidance recommends a 200m 
walking distance. Based on this parameter analysis was conducted from the centre of the town to 
identify how far each proposed location was from the retail centre of Sudbury. 

The results of this analysis can be seen in Figure 5.2 below:  

Figure 5.2 – GIS Accessibility Analysis of potential site locations 
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5.2.3 Results of the analysis indicate that the most accessible bus station location options considered 
include: 

Table 5.1 – Results of GIS Accessibility Analysis  

Option Analysis relative to Accessibility Rank 

Option 2 This On-Street bus interchange option is located on Kings Street which is located 
within the centre of the town and thus is the most accessible location  1 

Option 6 Girling Car Park is located within 200m of the town centre but has direct 
pedestrian access onto North Street which is a main shopping street in Sudbury 2 

Option 1 Existing bus station location on Hamilton Road which is within 200m of the town 
centre with access onto King Street via the Boreham Gate Arcade 3 

Option 3 
The Great Eastern Road site is located within 250m of the town centre but is 
without the direct access onto Sudbury’s Shopping Streets, However it does strike 
a balance by being nearer to the rail station and in the future it will situated close 
to the updated Hamilton Quarter and its revised retail offering. 

4 

Option 7 
Both sites combined within this option (No 3 and No 6) are located just outside the 
200m walking distances of the town centre but are still located near main 
shopping areas of Sudbury town centre. However, by having two sites this may 
reduce the potential of bus services interchange and create confusion for users. 

5 

Option 4 
The Leisure Centre Car park site is on the edge of the 400m access zone but is 
close to the station. However the majority of current observed users are seeking 
access to the town centre which puts this site at a disadvantage 

6 

Option 5 The land north of the Rail Station is located beyond the 400m distance from the 
town centre and therefore is the least attractive site in relation to this objective   7 

 

5.2.4 In relation to accessibility to the town centre, Options 2, 6 and 1 provide the most convenient 
locations. 

5.3 Operational Efficiency  
5.3.1 The one way ring road (A131) surrounding Sudbury Town Centre has a big effect of bus routing and 

equally on operational efficiency. In order to help assess this objective GIS analysis was again used 
to build upon the understanding of the current bus operation and routing in order to identify what the 
mileage impact would be from operating out of each of the Bus Station locations. 

5.3.2 To undertake the analysis the one way system was coded into GIS which also incorporated the 
current bus routings from the edge of the town centre to each bus station location. The difference in 
bus mileage was then identified based on the current bus network and in comparison to existing 
operations from current bus station on Hamilton Road.  An image of the GIS network can be seen in 
Figure 5.3.  

5.3.3 The results of this analysis and subsequent ranking are shown in Table 5.2 below 
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Figure 5.3 – GIS Analysis of Operational Efficiency based on Local Road Network  

 

 

Table 5.2 – Result of Operational Efficiency Analysis  

Option Operational Mileage in the peak hour relative 
to the current situation 

Rank 

Option 7 -5429m 1 

Option 3 -4097m 2 

Option 4 -1330 3 

Option 2 -78m 4 

Option 1 0 5 

Option 6 +1037m 6 

Option 5 +1573m 7 
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5.3.4 The results of the analysis indicate that in relation to bus service operational efficiency Options 7 and 
3 are the most beneficial. Options 6 and 5 are less efficient than the current bus station location due 
to the need for buses to undertake additional circulations of the town along the A131 one way ring 
road when coming in or out of the town (Option6) or due to the extended routing all buses must 
undertake to reach the bus station option (Option 5).  

5.4 Viability  
5.4.1 In relation to Viability, key considerations of each site relate to  a range of specific viability sub 

objectives which include:  

 Deliverability/cost – e.g. ease/complexity of construction, disruption, temporary arrangements, 
technical issues as well as costs;  

 Policy/Development Integration – relationship to local land use and other town centre policies 
and development proposals;  

 Facilities provision  - scope to provide facilities such as toilets etc  

 Shelter – ability to provide shelter from elements whilst waiting for buses and moving around 
interchange;  

 Image/Security – overall perception of site/potential facility including at nightime;  

 Futureproof – how well can the interchange option cater for likely future requirements e.g. 
numbers of stances, different vehicle types;  

 Interchange Opportunities – how easy is it for interchange to be made between bus services and 
also other modes e.g. taxis/rail; and  

 Conflict minimisation – degree to which conflicts between buses and other buses, buses and 
pedestrians and buses and other vehicles can be minimised. 

5.4.2 Many of the above elements are influenced by the concept design and layout of each bus station 
option rather the sites specific location, and at this stage the design of each bus station is at the very 
early stages. However, the fundamental elements of viability can be summarised into two key areas 
of assessment at this strategic stage, namely the Feasibility and Deliverability of the site location.  

5.4.3 Based on these two combined elements the options have been ranked in regard to Viability: 

Table 5.3 – Result of Viability Analysis 

Option Analysis relative to Feasibility and Deliverability constraints Rank 

Option 1 

The benefit of refurbishing or redesigning the bus station at the existing location is that the 
land is already owned by BDC, the operation is proven and (as the site surveys have 
shown) there is sufficient spare capacity at the current location to enable future expansion. 
Therefore in terms of Feasibility and Delivery going forward this is the easiest and most 
assured option 

1 

Option 3 

The Great Eastern Road site offers the feasibility to provide a more efficient bus station 
(relative to land take) and freeing up Hamilton Road for redevelopment while still being 
located very close to the town centre and amenities. Currently the site operates as a car 
workshop and land ownership is not within either Councils control, however given the 
previous policy direction for the redevelopment of the Hamilton Road Quarter it is assumed 
that BDC has an option for its redevelopment.  The delivery of the site will have impact on 
Great Eastern Road, however this is offset by reduce bus traffic using Station road and 
Hamilton Road. Stopping the need to undertake a one way loop through the bus station will 
also reduce operator bus mileage and should help enable timetables to be more efficient. 
The potential difficulties will be in designing a revised bus station into a smaller land take 
then the current Hamilton Road bus station 

 

2 
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Option 4 

The Leisure Car Park offers the ability to offer a revised bus station at a location of reduced 
visual impact (due to being away from the historic town centre) however this in turn means 
that although the bus station will be nearer for rail interchange it is further from the town 
centre (the main destination for current bus users). Relative to delivery at this location, the 
car park is away from residences and on land currently owned by BDC. However the 
development of this location will result in the loss of car parking, which although potentially 
less sensitive then central town centre parking will still result in reduced parking revenue to 
BDC. 

3 

Option 7 

A key benefit of this option is to maximise the development land within the Hamilton Road 
Quarter (reducing land take on Option 3) through locating 3 bus stops on-street, upon Great 
Eastern Road. This option would however also necessitate constructing a new roundabout 
junction on the Kingfisher Leisure Car Park (on land ownership by BDC) increasing the cost 
and required land take. Due to the hybrid nature of the scheme the remaining 3 bus bays 
are located within the District Council owned Girling Street car park (location of Option 6). 
The design seeks to retain a proportion of the current 60 car parking spaces with easy 
access off the A131 but this will impact on current parking revenue through some loss of 
parking. Overall the scheme incorporates many of the benefits of options 3 and 6 but in 
terms of feasibility is balanced with the additional risk and cost required in delivering a joint 
bus station at two locations.  

4 

Option 6 

The Girling Street Car park offers a very feasible location for a relocated bus station due to 
the ease of access from the A131, ample land to accommodate a modern future proof bus 
station and direct pedestrian access onto North Street (a main shopping street in Sudbury). 
The land is also owned and operated by BDC. In terms of delivery, the development of this 
location would result in the loss of up to 60 town centre parking spaces which may create 
opposition from retail and concerns from BDC due to loss of parking revenue. This location 
is also the furthest from the rail and thus the least likely to encourage interchange. 

5 

Option 5 

The land North of the rail station is currently wasteland and thus presents a good 
opportunity to redevelop currently used land.  However, due the sites relatively small size, 
and tight access the deliverability of providing a bus station this location would be 
operationally difficult and would require using land within the neighbouring Roy’s 
Supermarket car park, which is believed to be operated by BDC. The location is ideal for 
interchange with rail, however onsite surveys of the bus station have indicated this is not 
the primary destination of the vast majority of bus users and as such is not ideally located 
for access into the town centre. The site is tucked away which reduces visual impact on the 
town centre but will lead to routing away from the town centre which may not prove popular 
with operators. The road loayout means that buses would still need to cover their existing 
routes but with increased mileage incurred. 

6 

Option 2 

Due to the historic street design of Sudbury, Kings Street offers the only real feasible 
opportunity to deliver a full on-street interchange. However its central town centre location 
will mean its deliverability will be very challenging due to the loss of very central town 
centre parking, the visual impact of the bus shelters along Kings Street (which may have 
opposition with retailers) and a direct impact on reducing the available room to host 
Sudbury’s Thursday market. Finally due to a lack of ability for buses to layover there will 
need to be a separate facility for extended layover to occur. Due to these reasons, although 
the site is feasible this option will be the most difficult to deliver. 

7 
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5.5 Option Recommendations  
5.5.1 Based the assessment of strategic objectives undertaken above in relation to Quality for Users, 

Operational Efficiency and Viability, the following summary of rankings can be identified, as shown in 
Table 5.4 below: 

Table 5.4 – Summary of Strategic Objective Assessment   

Option 
Quality for Users 

(Accessibility to 
Town Centre) 

Operational 
Efficiency (Bus 
Mileage Impact 

Viability 
(Feasibility and 
Deliverability) 

TOTAL 

Option 3 – Great Eastern Road 4 2 2 8 

Option 1 – Existing Location (Hamilton 
Road) 3 5 1 9 

Option 7 – Combined Great Eastern 
Road and Girling Street Car Park 5 1 4 10 

Option 4 – Leisure Centre Car Park 6 3 3 12 

Option 2 – Kings Street 1 4 7 12 

Option 6 – Girling Street Car Park 2 6 5 13 

Option 5 – Land North of Railway 
Station 7 7 6 20 

 

5.5.2 Table 5.7 identifies that of the seven options for the potential redevelopment location of Sudbury Bus 
Station, two stand out as being the most beneficial in relation to their ability to offer ‘User Quality’, 
‘Operational Efficiency’ and Viability. These are:  

 Option 3 - New bus station just east of the existing bus station on Great Eastern Road 
 Option 1 - Redevelopment / refit of the existing Hamilton Road Bus Station  

5.5.3 Option 7, the combination of on-street delivery on Great Eastern Road and off street delivery at 
Girling Street comes as a very close third. The benefits to this option are that it reduces the land take 
in the Hamilton Quarter (compared to Option 3) and retains some of the car parking at Girling Street 
(unlike option 6) as well as reducing vehicle operation mileage caused by the A131 one way system. 
However, the splitting of services between two locations holds additional risks in terms of an increase 
in cost of delivery, potential confusion to users and the creation of a barrier to bus interchange due to 
the need for users to walk across the town to change between certain bus services. 
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5.6 Initial Conclusions 
5.6.1 From reviewing the current Sudbury Bus Station facilities and operation it is clear that a refitted or 

relocated bus station is needed in Sudbury in order to meet policy objectives to increase sustainable 
mode share and enhance the town through strategic redevelopment. Projected growth of Sudbury 
will add increasing pressure to the local transport network and encouraging bus mode share locally, 
above the current 2%, will be a key element in ensuring that traffic congestion does not limit 
residential and employment growth in the future. 

5.6.2 Through strategically reviewing the current bus operation, local policy and land availability/ suitability 
around the town a number of potential bus station development options have been identified, some 
of which have been previously assessed as part of supplementary planning documents (related to 
the redevelopment of the Hamilton Road Quarter) and some new locations. These new locations 
have been identified through site visits and our previous experience of bus station delivery. 

5.6.3 Having identified a short list of options, concept designs have been identified at each location, in 
order to check the feasibility of delivery at each site, set against analysis of future bus capacity 
requirements and review of best practice.  

5.6.4 With these initial concept designs in-place the Options have been appraised against key strategic 
objectives focused around Quality for Users, Operational Efficiency and Viability. Through this 
process two options have been identified as preferred options, namely:  

 Option 3 - New bus station just east of the existing bus station on Great Eastern Road 
 Option 1 - Redevelopment / refit of the existing Hamilton Road Bus Station  

5.6.5 Both these options are off street and located within, or very close to the existing bus station location. 
The strength of both these sites are that they:  

 Provide easy pedestrian accessibility to the town centre while striking a balance of being within 
walking distance of Sudbury station;  

 Are located within land allocations identified for redevelopment within the Local Plan and thus are 
consistent with evolving local transport policy; 

 Create minimal distribution to current bus operations in the town. 

 Do not have adverse effects on parking provision or on the retail environment which should ease 
delivery of the scheme;  

 Are located within sites that have the scope to enable future growth. 

 

On-Street Vs Off-Street Delivery 

5.6.6 Aside from these two preferred options. Having reviewed the highway network around the town, the 
only completely on-street option identified as potentially viable for a bus interchange is along King 
Street (Option 2). Option 7 does include some off street provision but only for half the buses stands.  

5.6.7 On-street delivery can have significant benefits due to the freeing up of prime development land 
close to the town centre (i.e. the existing bus station). It also delivers passengers directly to and from 
the town centre, increasing accessibility and convenience for public transport users. However, as 
identified within the viability review, the delivery of an on-street interchange at King Street would be a 
very challenging option due to the loss of very central town centre parking, the visual impact of the 
bus shelters along King Street (which may have opposition with retailers) and a direct impact on 
reducing the available room to host Sudbury’s Thursday market.  
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5.6.8 In terms of bus operation, the lack of ability to layover at on-street stops will create the need for a 
separate layover facility close to the town centre. This could potentially be solved through use of the 
existing coach park to the south of the Leisure Centre. However, if this is not possible the creation of 
a new/larger layover in the Leisure Centre car park would incur additional cost to the scheme option 
and in either case this leads to additional bus mileage to reach the layover facility (which is 
particularly onerous given the one-way system around the town (A131).   

5.6.9 Due to these reasons it is suggested that an off–street Option is taken forward, of which Option 1 
(redevelopment of current site) and Option 3 (land just off Great Eastern Road) are the preferred 
solutions at this stage. These options are in line with previous BDC Supplementary Planning 
Documents which identified the Great Eastern Road site as their preferred location for the bus 
station, in relation to redevelopment of the Hamilton Road Quarter. 

5.7 Next Steps 
5.7.1 Following review of this draft report by Suffolk County Council it is recommended that the preferred 

options are presented to bus operators for feedback and further refinement/development of the 
concept layout. 

 

  



 

 

 

   
 57 | 58  
   

6 Appendix 
 

 

 



WSP Group Ltdc



WSP Group Ltdc



SHELTER

SHELT
ER

SHELTER

SHELTER

SH
EL

TE
R

WSP Group Ltdc



WSP Group Ltdc



R14.9000

SHELT
ER

SHELT
ER

S
H

E
LTER

WSP Group Ltdc



WSP Group Ltdc



SHELTER

SHELTER

SHELTER

WSP Group Ltdc



WSP Group Ltdc



 

WSP UK Limited 
60-68 Hills Road 
Cambridge 
CB2 1LA 
UK 
Tel: +44 1223 558050 
Fax: +44 1223 558051 
  

 


	150617 - Sudbury Bus Station Appraisal Report (FINAL REPORT)
	3748-SK-001a PS
	3748-SK-001b PS
	3748-SK-002 PS
	3748-SK-003 PS
	3748-SK-004 PS
	3748-SK-005 PS
	3748-SK-006 PS
	3748-SK-007-B

