
FOREWORD

The 1995 Warwickshire Estate Roads Design Guide provided guidance on how the principles contained in the
second edition of Design Bulletin 32 : Residential Roads and Footpaths (DB32) should be applied within the
County and also prescribed local standards for housing and industrial roads.  Guidance was also given in
respect of designing 20mph and 30mph calmed roads; and the need to ensure the safety of all road users
emphasised.  However, because road standards prescribed in local design guides generally were being applied
too rigidly by those designing and approving housing layouts, there has been considerable concern about new
residential areas tending to be dominated by the roads that served them, with insufficient consideration being
given to the quality of the environment. In order to encourage a more balanced approach, the Department of
Environment, Transport and the Regions (DETR) published, in September 1998, the document Places, Streets
& Movement - as a companion guide to DB32 - which urged highway authorities to adopt a more flexible
approach in the application of standards to residential estate road design.

By publishing Transport and Roads for Developments: The Warwickshire Guide 2001, the County Council
endorses the call towards achieving higher quality residential layouts, but it also goes further by promoting
higher quality layouts for all types of development – i.e. we recognise that there is scope for some flexibility
in the way all developments are designed and are anxious to positively encourage this.  In doing so, however,
we also place great emphasis on the need to ensure that the flexible application of design standards will not
be at the expense of highway safety. 

It is important, however, not to refer to this document in isolation as there are a number of national and local
polices and other guidance sources that will have an effect on how the roads within and leading to any
development are designed.  Of particular importance are policies that promote strategies for integrated
transport; sustainable development, and reduction of development impact in environmentally sensitive areas.
The opportunity is taken within this guide, therefore, to provide developers with guidance about how the wider
transport issues and environmental impact of roads should be addressed in order to arrive at the acceptable
standards for any given situation.  

In order to stress the importance of the above matters, this document has been adopted by the County Council
as supplementary guidance in respect of the Local Transport Plan 2000 which, in terms of new development,
sets out policies for providing transport choice for those who will live or work in, or visit those developments
and also ensure they can be satisfactorily accessed by the different transport modes.  Also because we are
concerned to ensure that roads within new developments will be satisfactorily integrated into their own local
environments considerable advice is provided about how this can be best achieved.  Again, there are many
other guides, both national and local, which are material here, but by clearly setting out the County Council’s
own perspective on such matters it is anticipated that common objectives will be more readily identified by
the various agencies involved and so lead to greater co-operation than may have previously been apparent.
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THE CONSULTATION PROCESS

The Developers’ Design Guide Project Group was established in November 1999 with the remit to produce comprehensive
guidance for developers in respect of transportation and the design of roads for new developments having regard to current
trends in national and local transportation policies, the call for the flexible application of design standards for new development
roads and to take account of their environmental impact.

The Project Group was made up by professionals of differing disciplines drawn mainly from the Planning, Transportation and
Economic Strategy Department (PT&ES) of the County Council, but also with Local Planning Authority and Agent Highway
Authority representatives.  Each member provided an input with respect to their own interest areas and a number of other
submissions were requested from other professional interest groups not represented in the Group.  

The first draft of the document was prepared from the various initial inputs which was then subjected to rigorous consultations
within PT&ES and Warwickshire’s Agent Highway Authorities during the spring of 2000.  

The initial consultation responses and other helpful comments which were received resulted in the Project Group making
considerable textual alterations together with a significant re-arrangement of the overall document.  This formed the basis of
the full Consultation Draft which was then issued in the summer of 2000.

In addition to the five Local Planning Authorities within the County of Warwickshire, namely :- 

North Warwickshire Borough Council;  Nuneaton and Bedworth Borough Council; Rugby Borough Council; Stratford-on-
Avon District Council, and Warwick District Council; 

and the three Agent Highway Authorities, namely:-

Nuneaton and Bedworth Borough Council; Rugby Borough Council, and Warwick District Council

the following Authorities, Companies and Organisations were also formally consulted:-

Age Concern (Warwickshire); Alcester Town Council; Atherstone Town Council; Automobile Association; Alan Baxter
Associates; Beaudesert and Henley-in-Arden Joint Parish Council; Beazer Homes; Bedworth Society; British Horse
Society (South Warwickshire); British Motorcycle Federation; Bryant Homes (West Midlands); Cable and Wireless;
Chapman Warren; Brian Cole Associates; Coleshill Town Council; Confederation of British Industry; Council for Disabled
People (Warwickshire); Council for the Protection of Rural England; The Countryside Agency; Coventry and Warwickshire
Chamber of Commerce; Coventry City Council; Cycleways (Leamington Spa); East Midlands Electricity; Energis
Communications; Environment Agency; Fellows Burt Dalton Associates; Freight Transport Association; Friends of the
Earth (Warwickshire); Gallagher Estates; Gas Transportation Co; Guide Dogs for the Blind Association; Highways Agency;
Institute of Advanced Motorists; Kenilworth Society; Kenilworth Town Council; Leamington Society; A C Lloyd (Builders);
Mason Richards Partnership; Midland Electricity; NTL; Nuneaton Society; Oscar Faber; Ove Arup & Partners; Pedestrian
Association; ProLogis Kingspark; RAC; Ramblers Association (Stratford-upon-Avon); Redrow Homes (Midlands) ; Road
Haulage Association; Rugby Civic Society; Rugby Local Agenda 21 Transport Sub-group; Severn Trent Water; Shipston-
on-Stour Town Council; Metropolitan Borough of Solihull; Southam Town Council; South Warwickshire Access;
Stagecoach Midland Red; Stratford-upon-Avon Society; Stratford-upon-Avon Town Council; Studley Parish Council;
Sustrans; Telewest Communications; TMS Consultancy; Transco; Warwickshire Ambulance Service NHS Trust;
Warwickshire Association for the Blind; Warwickshire Constabulary; Warwickshire Fire and Rescue Service; Warwickshire
Rural Community Council; Warwickshire Wildlife Trust; The Warwick Society; Warwick Town Council; Whitnash Town
Council; Wood Frampton; WSP Development.

In addition, the following Warwickshire County Council Departments were consulted:-

Chief Executives; Education; Property Services; Social Services; Trading Standards (Libraries and Heritage)

The full consultation resulted in requests for over 100 individual matters - both major and minor - to be reviewed.  The Project
Group Manager, with advice from individual Group members, drafted recommendations in respect of each of these and issued
a consultation supplement to all the relevant consultees inviting their further observations.  The result of this process was that
most of the recommendations were considered to be satisfactory by the consultees, but requests for the further review of 12
items were maintained.  These were duly considered by the Project Group in September 2000 and further recommendations
were made in respect of each.  Each relevant consultee was again informed of the Project Group’s recommendation but no
further requests for reviews were received.  

The net result of the full consultation was that, in respect of the 100 or more individual matters for which a review was
requested, a total of 60 textual or other alterations were made.  It is concluded that the current text, and hence the guidance
contained within this document, represents the consensus view of the Project Group and the consultees.
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STATUS

Transport and Roads for Developments: The Warwickshire Guide 2001 was adopted by Warwickshire County Council’s
Cabinet on September 4th 2001 as Supplementary Guidance with respect to the Warwickshire Local Transport Plan
2000.

Transport and Roads for Developments: The Warwickshire Guide 2001 supersedes the Warwickshire Estate Roads
Design Guide published in 1995.

Whilst Transport and Roads for Developments: The Warwickshire Guide 2001 is published primarily to provide
guidance to developers and their consultants about assessing the overall transport requirements for new
developments, the layout and design of new roads, together with information about the procedures and agreements
relating to these, it will also be used for assessing the suitability of the existing layout, design and character of roads
wherever it is proposed to use them to serve additional development.
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INTRODUCTION

0.1 TRANSPORT FOR NEW DEVELOPMENTS

0.1.1 Warwickshire’s Local Transport Plan, published in July
2000, sets out how the objectives of the County’s
transport strategy are being addressed. Included are
measures to provide for a better environment for
pedestrians, better traffic management and public
transport, better rural transport and integration of
transport, and more transport choice by making it
easier to walk, cycle and access public transport.
There are proposals to improve junctions, and to
reduce the impact of vehicles in towns and villages,
residential areas and the countryside.  It also promotes
measures to secure a more efficient use of the highway
network by allocating road space for priority traffic and
to reduce the use of lorries but, at the same time,
promotes suitable routes for those lorries that must
remain on the highway network.  New developments
will be required to conform positively, where
appropriate, to the measures set out in the Local
Transport Plan (extracts of which are included as
Appendix 1) and Transport and Roads for
Developments: The Warwickshire Guide 2001 provides
comprehensive guidance on how this should be
achieved.

0.1.2 New developments should also take account of the
County Council’s Public Transport Strategy as set out
in the Local Transport Plan. In order to satisfy this
objective considerable guidance is contained herein
about designing for bus routes and bus stops, but
reference should also be made to Planning For Public
Transport In Developments, published by the
Institution of Highways and Transportation in March
1999, which has more specific guidelines on how to
plan for and encourage the use of public transport,
and detailed information about bus priority measures
which can be introduced into new layouts.

0.2 ROADS FOR NEW DEVELOPMENTS

0.2.1 Transport and Roads for Developments: The
Warwickshire Guide 2001 endorses the moves towards
achieving better quality housing layouts promoted by
the Department of the Environment, Transport and the
Regions (DETR) publication Places, Streets &
Movement by enabling and encouraging greater
flexibility in estate road design within the County.  It
also enables and encourages greater flexibility in the
design of roads for other types of development.

0.2.2 It is essential that consideration is given to the safety
needs of all road users - pedestrians and cyclists;
children and the elderly, the mobility impaired, public
transport users, and drivers.  Since publishing the
1995 Warwickshire Estate Roads Design Guide the
County Council has made significant advances with
regard to the design of 20mph and 30mph speed
controlled roads and further developments in this field
continue to evolve. Safety auditing of new estate roads
- either by formal safety audit procedures or by the
systematic checking against prescribed standards by
highway case officers - is also now an integral part of
the design and approval process and there is,

therefore, every confidence that innovative, safe road
layouts can continue to be secured in the future as
safety and flexibility are not seen as being mutually
exclusive.

0.2.3 Greater flexibility in the design of roads for industrial
developments is also encouraged but, because of the
particular safety risks associated with the relatively
high numbers of heavy goods vehicles likely to use
these roads, carriageway widths and some other
standards continue to be prescribed.  There will,
therefore, be an expectation that the location of a
development will influence the overall design concept
- e.g. an urban industrial area may be expected to have
a more uniform road layout than a rural industrial park.
However, a higher degree of flexibility can be applied
to other commercial developments, such as business
parks where heavy goods vehicles are less dominant.  

0.2.4 One reason for encouraging greater flexibility in design
is so that roads themselves will be visually more
pleasing.  In order to achieve this, particularly
expensive or less commonly used surfacing materials
or street furniture might be specified for some
developments or particular areas within developments.
In such cases it will be important that the Highway
Authority has the ability to maintain the roads in their
desired condition and, as the developer will normally
be required to pay a commuted sum for their future
maintenance, these wider cost implications should
always be a consideration when specifying certain
materials.

0.3 THE WIDER CONTEXT

0.3.1 When considering the transport and road requirements
for new developments, developers and designers
should have particular regard to the national Planning
Policy Guidance contained in PPG1: General Policies
and Principles which sets out the principles of design
and sustainable development;  PPG3: Housing which
deals with the efficient use of land and densities for
new housing and reducing the amount of land
dedicated to road space;  PPG6: Town Centres and
Retail Developments;  PPG7: The Countryside -
Environment Quality and Economic and Social
Development;  PPG9: Nature Conservation;  PPG12:
Development Plans and Regional Planning Guidance
which deals with the need to acknowledge local
context and encourage alternative transport in
development plans;  PPG13: Transport which
promotes better integration between land use planning
and between different transport modes, PPG15:
Planning and the Historic Environment which deals
with the conservation of the historic environment
including advice on the impact of new roads, PPG 16:
Archaeology and Planning, and PPG 25: Development
and Flood Risk.  

0.3.2 Development proposals should also be consistent with
relevant policies contained in the Warwickshire
Structure Plan 1996-2011; the current Local Plans,
and other supplementary planning guidance provided
in Village Plans, Urban Village Plans, Design
Statements and Development Briefs.
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0.3.3 Roads and Transport for New Developments: The
Warwickshire Guide 2001 is intended to be
complementary to, and be complemented by other
local design guides dealing with the wider or specific
aspects of design for new individual developments
which will be published by Local Planning Authorities
from time to time.

0.4 BEST PRACTICE

0.4.1 There are four main aspects which will influence the
quality of new development with regard to highways:
its safety, its capacity to allow movement by choice of
transport modes, its character and appearance, and its
maintenance. It is emphasised that the continual
improvement of the ways in which all of these are
achieved should be seen as best practice, and it is
implicit, therefore, that the designer should have full
regard to every aspect of street design from the overall
layout to the positioning of such items as street lights
and gullies.  For this reason, examples of what may be
considered good or bad practice are not contained
within this document in order to avoid the risk of
stereotyped design solutions being advanced on the
basis that they will always be acceptable because they
conform to a best practice example.  It is often the
case that any idea for a layout or design solution can
be improved upon and the investigation as to how this
is done should be both the designer’s and approver’s
raison d’être.  It must be borne in mind, however, that
road layouts which contain common features, the
significance of which are recognised by all users, will
always be safer than roads which give people
confusing signals - e.g. road markings, where applied,
should always conform to the current regulations.    

0.5 BEST VALUE

0.5.1 Having regard to the continual development of Best
Practice techniques and results of Best Value surveys,
the County Highway Authority will undertake to
continually improve the quality of the advice it
provides in connection with future development
proposals and hence endeavour to improve the quality
of developments generally, and also improve guidance
which may be included in any subsequent version of
this document.

0.5.2 In order to satisfy the commitment given in 0.5.1, the
County Highway Authority will, amongst other things,
measure the satisfaction of the end users* of
developments on which it has provided advice on 
transportation and highway matters. Satisfaction will
be measured by way of end user surveys with regard to
a number of topics such as:- 

the location of the development and its accessibility
by walking, cycling and public transport; 

facilities for movement within the development for
pedestrians, cyclists and the mobility impaired; 

road and personal safety for both adults and children,
including perceived or real problems with on-street
parking, visibility, traffic speed, lighting and security; 

appearance including the general layout and
landscaping; 

maintenance including the routine maintenance of the
public highway areas; and 

opportunities will also be provided for consultees to
express views about where and how improvements
could be made.

Note:
End users’ is defined as a sample of residents on
newly completed residential developments - i.e.
adoption procedures completed and where full or near
full occupancy has taken place - from mid 2001; and
subsequently the owners/occupiers and employees on 
newly completed industrial and commercial
developments.

0.6 QUALITY OF PLANNING SUBMISSIONS

0.6.1 In order that the Local Planning Authorities are able to
fully consider the implications of the transport and
highway aspects of development proposals, it is
essential that, as part of the planning consultation
process, the Highway Authority is provided with all
relevant information.  This in turn will enable the
Highway Authority to provide high quality advice.
Developers should ensure, therefore, that when
applying for planning consent accurate and
comprehensive details are submitted as part of any
planning application or as supplementary information
when appropriate.

0.7 ARRANGEMENT OF CHAPTERS

0.7.1 The following chapters are arranged in a way which
provides specific guidance about particular stages of
assessing and providing for the transport needs of
developments and the design of the roads they will
contain.

CHAPTER 1:

Primary Considerations deals with the basic
requirements regarding site location so as to ensure
developments will satisfy the overall transport and
access requirements; and the broad approach which
should be adopted in order to achieve sustainable
development together with a high quality design for
new development roads.

CHAPTER 2:

Assessing Transport Requirements deals with the
alternative methods which should be applied in order
to assess the transport needs of developments, and
quantifying the impact this will have on the local
transport and road network, depending on the scale
and type of each individual development.

CHAPTER 3:

Enabling, Sustaining and Mitigating Measures
describes the types of improvements to the existing
highway network and provisions for public transport
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services which may be justified following the
assessment of the overall transport needs, and outlines
how such measures should be implemented.

CHAPTER 4:

Planning a Road Layout describes the principles which
should be adopted to ensure a road layout can be
developed whereby it will satisfactorily integrate with
the overall development and reflect the existing local
context or desired character and, at the same time,
safely cater for needs of all those requiring access
including public transport users.  Guidance is also
provided about ways in which particular 
difficulties or problems can be assessed and decisions
made in order to achieve a satisfactory outcome.

CHAPTER 5:

The Detailed Design of Road Layouts contains details of
optimum and prescribed dimensions and other
geometric properties for the various elements which
need to be considered when deciding on the 
requirements for individual roads within a development,
together with detailed guidance about managing vehicle
speed.

CHAPTER 6:

Procedures and Agreements provides guidance about
the various procedures which developers are urged to
follow to ensure that matters relating to transport and
roads can be dealt with expeditiously within the
planning process, and details of the various types of
formal agreements which may need to be entered into,
or statutory processes pursued to enable developments
to proceed without undue delay.
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CHAPTER 1

PRIMARY CONSIDERATIONS

1.1 MIXED-USE DEVELOPMENT 

1.1.1 Developments which combine a mix of land uses,
including housing on a site will be seen as
promoting the wider objectives of development in
terms of the transportation considerations inasmuch
that they are likely to go some way to achieving the
objectives of reducing the need to travel and
reliance on the car.

1.1.2 When considering a mix of land uses it is often
appropriate to consider the inclusion of some
residential provision closely integrated with some
other uses - e.g. flats over shops.  

1.1.3 Some small scale mixed use developments may be
based on district shopping centres incorporating
other types of small businesses together with some
residential units.

1.1.4 Of particular importance are mixed use
developments providing a mix of housing,
employment and community uses to encourage the
regeneration of brownfield sites.

1.1.5 On larger mixed-use developments, non-residential
uses which could generate significant numbers of
heavy goods vehicles or high concentrations of other
vehicular traffic should be located within clearly
identified areas.  Residential and non-residential
areas should, however, be close-linked in order to
encourage travel by walking and cycling between
them.

1.1.6 Where mixed developments are proposed it will be
necessary to consider the individual roads and
transport requirement for each use, then for the
optimum facilities to be provided.

1.2 RESIDENTIAL DEVELOPMENT

Location

1.2.1 In order to secure sustainable residential
development it should be located where it can be
linked to public transport and where easy walking
and cycling access is available to employment areas,
shops, schools and other services, thereby reducing
social exclusion and dependence on travelling by
car.   

1.2.2 In particular, larger developments should be close to
high quality public transport corridors, either
existing or proposed, and through routes for buses
should always be included within the layout.

Design

1.2.3 About two-thirds of all planning applications which
the Local Planning Authorities will consult the
Highway Authority on in the foreseeable future are
likely to include new residential development

proposals.  Whilst the guidance contained in this
document about the design of roads for residential
areas is comprehensive and should be followed, the
foremost consideration should always be that the
developments will be the places where people will
live, and every effort should be made to ensure that
they will derive enjoyment from so doing by ensuring
activities on the street are not dominated by the car.

1.2.4 To encourage high quality residential layouts, a
flexible approach to estate road design is advocated.
High quality should, however, not be considered in
terms of visual appearance and amenity only, but
also in terms of highway safety, transport choice,
and on-going maintenance.

1.2.5 Vehicular traffic within residential areas should be
managed by integrating measures to control speed
within the design itself. There should be no
opportunities for vehicles to travel at more than
20mph within a residential area except, in some
instances, when it may be acceptable to allow
vehicle speeds of up to 30mph - such as along links
between one distinct neighbourhood and another, or
along roads which have no direct accesses for
dwellings.  

1.2.6 A road layout should make it evident to all road
users when they are entering or leaving a residential
area.

1.3 MAIN TYPES OF NON-RESIDENTIAL
DEVELOPMENT

1.3.1 The Main Types of Non-Residential Development
are:-

l Industrial Developments (including
manufacturing, storage  and distribution
etc.)

l Business and Technology Parks (including
offices, corporate HQs, research and
development establishments etc.)

l Retail (including food and non-food.)

l Leisure (including cinemas, bowling
alleys, hotels etc.)    

First Considerations

1.3.2 All developments must be fully accessible by
public transport, cyclists, pedestrians and the
mobility impaired as well as by car, and where
appropriate the provision of all necessary traffic
signing to and from the development will be a
requirement.

1.3.3 Developments normally require provisions to be
made within the site for the parking of cars in line
with national maximum standards or local
standards where these have been set.

1.3.4 A Travel Plan will normally be required for all non-
residential developments including:- 
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Retail developments, cinemas, conference facilities,
and leisure uses of 1,000 sq.m. gross floor space
or more.

Offices, research and development establishments
and high technology and studio developments of
2,500 sq.m. gross floor space  or more.

Hospitals of 2,500 sq.m. gross floor space or more.

Industrial developments of 5,000 sq.m. gross floor
space or more.

Warehousing developments of 10,000 sq.m. gross
floor space or more.

Stadia containing 1,500 seats or more.

Schools - School Travel Plans should set out a
strategy for minimising the number of vehicles
visiting the school and for encouraging pupils to
walk or cycle to school. 

1.3.5 A Travel Plan may also be required for developments
where the application is for a modest extension but
its size would be sufficient to increase the overall
gross floor area to above the normal threshold
requirement, or an application for an extension to a
development where the threshold has already been
exceeded.  Detailed guidance about developing a
Travel Plan is provided in Chapter 3.

1.3.6 Where roads are proposed to be publicly maintained,
they should be designed and laid out in such a way
to ensure that:-

the safety and convenience of all road users is the
prime consideration;

vehicle speeds are low - i.e. not greater than 30mph
wherever any private direct frontage access is
required;

public transport access is provided as close as
possible to all important buildings;

routes for cyclists and pedestrians are as direct as
possible and of a high quality;

the conflict between vehicles and cyclists, and
vehicles and pedestrians is minimised;

they can be economically maintained;

access for emergency vehicles is adequate;

the personal security of all users of the site is
ensured;

adequate areas for vehicle manoeuvring are
provided;

adequate provisions for vehicle loading and
unloading are made;

adequate servicing arrangements are provided;

the transport infrastructure, buildings, landscaping
and other facilities are complementary to one other,
and

any specific requirements for the protection or
support of local flora and fauna.

1.3.7 About one-fifth of all planning applications which
the Local Planning Authorities will consult the
Highway Authority on in the foreseeable future are
likely to include industrial development, and storage
and distribution warehousing. A high proportion of
the remaining non-residential applications will be
for developments where people will work, or visit for
a variety of reasons.  Whilst the guidance contained
in this document about the design of roads for most
non-residential uses is comprehensive and should
be followed, the foremost consideration should
always be that the developments will be places
where people will work and visit and they should
expect to derive some enjoyment in doing so.

1.3.8 In order to encourage high quality non-residential
layouts a flexible approach in the way a number of
the engineering elements are utilised in the design
of estate roads is advocated so as to ensure a good
balance is achieved between the overall
considerations of safety, choice of transport modes,
character and appearance, and the future
maintenance liability.

1.4 INDUSTRIAL AND WAREHOUSING DEVELOPMENT

1.4.1 Access to industrial and warehousing developments
should be considered only from public highways
which have been identified by the County Council as
routes suitable for lorry traffic and have suitable
provisions to enable cyclists and pedestrians to
safely access the site.  Where routes are being
considered which are not identified as being
suitable for lorry traffic within the Local Transport
Plan then it is essential that developers seek advice
about their proposals from the Highway Authority
prior to submitting a planning application. Amongst
other matters which will need to be considered will
be the impact of such routes on the environment
including the natural and cultural heritage.

1.4.2 Where opportunities exist industrial and
warehousing developments should be located where
rail freight opportunities can be developed.

1.4.3 Industrial developments might typically comprise of
light and heavier industrial sites; warehousing for
storage and distribution and, in some instances,
wholesale and retail trading activities. Whilst outline
planning applications might indicate specific areas
being allocated for particular uses, some variations
to these should be anticipated at detailed planning
stage and allowances made in the overall layout
from the outset.    

1.4.4 Where warehousing is dominant, particularly where
national or regional distribution centres are being
established, the number of daily heavy goods vehicle
trips are likely to be significantly high. The way in
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which individual companies sometimes operate
could have particular consequences for the highway
and, in some instances, lorries might arrive some
hours, or sometimes days, before their scheduled
delivery time.  Where they may not be permitted
entry to their destination site for operational or
security reasons, secure off-road parking or layover
facilities will be required including provisions for
drivers’ mess and comfort needs - provisions being
incorporated either within individual sites or
development layouts as a whole.

1.4.5 Where phased developments are proposed over a
number of years, future demands should be
anticipated.  Although facilities might initially be
provided to meet the short term needs of the
development, adequate space should be reserved for
the  upgrading of roads etc. at a later date in order to
accommodate future traffic growth or other transport
requirements.

1.4.6 Visitors entering an industrial development should
not be faced with too many choices.  Direction
signing and road markings should be used to clearly
inform visitors and guide all types of traffic to its
destination within the development.  

1.4.7 On very large developments, the provision of safe
stopping points with information maps should be
considered.

Industrial Road Layouts

1.4.8 Roads will normally need to cater for the passage and
manoeuvring of significant numbers of heavy goods
vehicles. Because of the particular safety risks
associated with these vehicles, some elements of
road design are prescribed.  These 
are:-

l carriageway widths; 

l horizontal and vertical carriageway alignment; 

l vehicle turning areas; 

l stopping sight distance (forward visibility); 

l radius kerbs for junctions and accesses, and 

l junction and access visibility. 

1.4.9 There will be an expectation that prescribed
standards will be achieved in all cases.  A flexible
approach to the design of non-prescribed elements is
advocated in order to encourage higher quality in
terms of aesthetics and amenity.  Details are
provided in Chapter 5: The Detailed Design of Road
Layouts. 

1.4.10 Road layouts should enable good quality public
transport access to be provided. 

1.4.11 A junction and access strategy should be developed
and approved for all industrial developments
especially when phased developments are proposed

and later phases are likely to be subject to separate
planning applications. 

1.4.12 Junctions and individual site accesses within the
development must be spaced in such a way that
there will be no conflicting vehicle movements
between them. 

1.4.13 Layouts should be designed to cater for all normal
heavy goods vehicle access and manoeuvring
requirements. A small number of vehicles of unusual
dimensions or axle combinations may, from time to
time, experience manoeuvring difficulties, but it is
recognised that for practical and economic reasons
layouts need not be designed to cater for these. 

1.4.14 The highway should not be used as manoeuvring
space for goods vehicles associated with adjacent
sites. 

1.4.15 Signing should be provided at the first internal road
junction to ensure the expeditious distribution of
traffic around the development. 

1.4.16 In addition to the guidance provided below, further
design recommendations for goods vehicle access
and manoeuvring, and related goods handling are
contained in Designing for Deliveries published by
the Freight Transport Association. 

Individual Industrial Units

1.4.17 Regardless of the system proposed to operate entry or
security gates or barriers for individual sites,
sufficient space must be provided for the requisite
number of operational or delivery vehicles to wait,
either in file or rank, outside the gates or barriers but
clear of the public highway. 

1.4.18 Separate access points for operational vehicles, cars,
cycles and pedestrians should be considered for
larger individual sites to minimise the conflict
between vehicle types and enable separate
circulatory systems to be provided for the different
modes within the site. 

1.4.19 All vehicles must be able to leave and re-enter the
highway in a forward gear. 

1.4.20 Parking and turning areas within the site for heavy
goods vehicles should be designed so that only
simple manoeuvres are required, avoiding the
necessity for repeated shunting and over articulation.
The driver’s line of sight should be maintained
wherever reversing is required and blind driving
movements should be avoided.  When the Highway
Authority or Local Planning Authority require these
principles to be demonstrated, then only standard
manoeuvring templates or approved computer
software packages are to be used to generate the
predicted swept paths of manoeuvring vehicles. 

1.4.21 Car park layouts should ensure ease of access to and
from each parking space. 

1.4.22 Secure cycle and motor cycle parking facilities are to
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be provided within every site.  Employers should also
provide changing rooms with lockers and showers to
encourage walking, cycling and motor cycling to and
from work. 

1.4.23 Mess and comfort facilities should be provided on
site for all visiting drivers. 

1.5 BUSINESS AND TECHNOLOGY PARKS

1.5.1 Other than service, furniture and equipment delivery
vehicles, the roads within the development will not
normally need to cater for significant numbers of
heavy goods vehicles.  Few road design elements are,
therefore, prescribed in Chapter 5: The Detailed
Design of Road Layouts. 

1.5.2 Road layouts should enable good quality public
transport, cycle and pedestrian access to be
provided. 

1.5.3 Visitors entering business or technology parks should
not be faced with too many choices, and direction
signing should be used to clearly inform visitors and
guide them to their destinations within the
development. 

1.5.4 On very large developments the provision of safe
stopping points with information maps should be
considered. 

1.5.5 Signing should be provided at the first internal road
junction to ensure the expeditious distribution of
traffic around the development. 

1.5.6 Junctions and individual site accesses within the
development must be spaced in such a way that
there will be no conflicting vehicle movements
between accesses. 

Business and Technology Units

1.5.7 Separate access points for cars, cycles and
pedestrians should be considered for larger
individual sites to minimise the conflict between
vehicle types and enable separate circulatory
systems to be designed for individual modes within
the site.  Occasional service and delivery vehicles
should normally use the car access.  

1.5.8 Car park layouts should ensure ease of access to and
from every space. 

1.5.9 Secure cycle and motor cycle parking facilities are to
be provided within every site.  Employers should also
provide changing rooms with lockers and showers to
encourage walking, cycling and motor cycling to and
from work. 

1.6 RETAIL DEVELOPMENT

1.6.1 Separate access points for service and delivery
vehicles, buses and cars, and cycles and pedestrians
should be provided for all larger retail developments,
or the individual modes should be segregated at the
first opportunity within the development in order to

minimise the conflict between vehicle types, and
vehicles, cyclists and pedestrians. 

1.6.2 Where segregation of transport modes is effected
within the development then there should be
sufficient distance between the primary junction -
i.e. with the existing highway - and the first internal
road junction or car park access to ensure that any
vehicle queues that are likely to form will not
interfere with the efficient operation of the primary
access. 

1.6.3 All retail developments must be fully accessible by
bus with setting down and picking up points located
to minimise the distance customers need to walk
with any bulk purchase, and so as to minimise the
deviation of any existing bus route that might serve
the development. 

1.6.4 Secure cycle and motor cycle parking facilities are to
be provided within every retail development for both
employees and customers. Changing rooms with
lockers and showers should also be provided for
employees to encourage walking, cycling and motor
cycling to and from work. 

1.6.5 Car park layouts should ensure ease of access to and
from every space, with provisions being specifically
made for disabled people including those with
wheelchairs, and parents and toddlers.  At the same
time the safety of pedestrians and the mobility
impaired who need to cross car parks should also be
a prime consideration. 

1.6.6 All public areas including access roads and car parks
should be provided with a high standard of lighting
for safety and security.  It is important that this
lighting does not conflict with any adjacent public
street lighting and the overall requirements should be
considered together. 

1.6.7 Entry or security gates or barriers to service areas
must be set back to provide sufficient space for the
requisite number of delivery vehicles to wait outside
the gates or barriers, either in file or rank, but clear
of the public highway or internal access road. 

1.6.8 Parking and turning areas for service and delivery
vehicles should be designed so that only simple
manoeuvres are required, avoiding the necessity for
repeated shunting and over articulation.  The driver’s
line of sight should be maintained wherever reversing
is required and blind driving movements should be
avoided.  When the Highway Authority or Local
Planning Authority require these principles to be
demonstrated then only standard manoeuvring
templates or approved computer software packages
should be used to generate the predicted swept paths
for manoeuvring vehicles. 

1.6.9 Where service and delivery vehicles require access
then carriageway widths; safe stopping sight distance
(forward visibility); junction and access visibility, and
radius kerbs at junctions and accesses should be in
accordance with those prescribed for industrial and
warehousing developments as set out in Chapter 5. 
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1.6.10 Signing should be considered at the first internal
road junction to ensure the expeditious distribution
of traffic around the development. 

1.7 LEISURE USE DEVELOPMENTS

1.7.1 All leisure developments must be fully accessible by
buses with stops provided close to the main
entrances to the various attractions and to minimise
as far as practicable the deviation of any existing bus
route that might serve the development. 

1.7.2 Secure cycle and motor cycle parking facilities are to
be provided within every leisure development for both
employees and patrons. Changing rooms with lockers
and showers should also be provided for employees
to encourage walking, cycling and motor cycling to
and from work. 

1.7.3 Separate access points for service vehicles, buses
and cars, and cycles and pedestrians should be
provided for all larger leisure developments, or the
individual modes should be segregated at the first
opportunity within the development, in order to
minimise the conflict between vehicle types, and
vehicles, cyclists and pedestrians. 

1.7.4 Where segregation of transport modes is effected
within the development then there should be
sufficient distance between a primary junction - i.e.
to the existing highway - and the first internal road
junction or car park access to ensure that any vehicle
queues that might form will not interfere with the
efficient operation of the primary access.  In this
connection it is important to consider the possibility
of ‘flash’ peak traffic before and after cinema shows. 

1.7.5 Car park layouts should ensure ease of access to and
from every space with provision being specifically
made for disabled people including those with
wheelchairs.  At the same time the safety of
pedestrians and the mobility impaired who need to
cross them must be a prime consideration. 

1.7.6 Parking and turning areas for service vehicles should
be designed so that only simple manoeuvres are
required, and that vehicles are able to leave and re-
enter the public highway in a forward gear. 

1.7.7 All public areas including access roads and car parks
should be provided with a high standard of lighting
for security and safety.  It is important that this
lighting does not conflict with any adjacent public
street lighting and the overall requirements should be
considered together. 

1.8 OTHER TYPES OF NON-RESIDENTIAL
DEVELOPMENT

1.8.1 Other Types of Non-Residential Development might
include :-

Freight Villages and Freight Terminals.

Exhibition Centres.

Sports Stadia.

Schools and other Education Establishments.

Hospitals.

1.8.2 Developers should seek specific guidance about the
road and transport requirements for these
developments from the Highway Authority and Local
Planning Authority.  However, the following is
provided for initial guidance:-

1.9 FREIGHT VILLAGES AND TERMINALS 

1.9.1 Freight villages and terminals should only be located
where easy access to a national primary transport
corridor or corridors is available.

1.9.2 The traffic implications of transferring loads from
larger goods vehicles or railway trucks to an
increased number of smaller lorries, and vice-versa,
must be considered.

1.9.3 It will be essential to consider the impact of goods
vehicles on routes to and from a proposed site over a
wide area and measures to mitigate or minimise this
will generally be required  - e.g. environmental and
structural weight limits, advisory goods vehicle route
signing, construction of bypasses etc.

1.9.4 Freight villages and terminals tend to have similar
characteristics to industrial estates but will usually
be on a larger scale.  Therefore, additional areas of
hard standing are generally required for manoeuvring
goods vehicles and layover parking, and other
support services may also be required.  

1.10 EXHIBITION CENTRES

1.10.1 Exhibition centres will often have some of the
characteristics as leisure developments, but will tend
to be larger in scale and can often be of regional or
national significance.  It is essential, therefore, that
they are located along established or proposed public
transport corridors or close to public transport
interchanges.  

1.10.2 Exhibition centres must also be located with easy
access to the primary road network to ensure car
traffic does not unacceptably impact on local roads.

1.10.3 Other routes to and from a proposed site over a wide
area must be considered and measures to mitigate or
minimise any impact will generally be required - e.g.
advisory route signing, traffic regulation orders etc.

1.11 SPORTS STADIA

1.11.1 Regardless of the local, regional or national
importance of any stadium, it is essential that it is
located along a well established or proposed public
transport corridor or close to a public transport
interchange.

1.11.2 It is also important that sports stadia are located with
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easy access to the primary road network to ensure car
traffic does not unacceptably impact on local roads.

1.11.3 Other routes to and from a proposed site over a wide
area need to be considered and measures to mitigate
or minimise any impact will generally be required -
e.g. advisory route signing, traffic regulation orders
etc.

1.12 SCHOOLS

1.12.1 There is the potential for traffic generated by a new
school to have a significant impact on the
surrounding area and a School Travel Plan will
normally be required.

1.12.2 The following should be provided when material to
the interests of  pupils’ safety:-

The type of road fronting the school site must be
capable of accommodating buses with a bus lay-by or
turnaround area being provided, preferably within the
school grounds.

Access from school sites will only be acceptable from
roads where the 85th percentile recorded traffic
speed is 20mph or less. Where recorded speeds are
greater than 20mph, then funding for the

construction of suitable speed-reducing features will
be required.

Vehicles and pedestrians are to have separate points
of access to the public highway.

Guard railing will usually be required at pedestrian
access points to prevent children from running or
stepping into the carriageway.

The provision of a separate parents’ ‘pick-up’ area
within the school grounds will, in most cases, be
required.  However, it will normally be a requirement
that only ‘essential’ parking or pick-up spaces are 
provided and the actual number should be
determined by a method to be agreed with the
Highway Authority in order that an area is provided 
of sufficient size to minimise the risk of highway
congestion.

A waiting area for parents (on foot) within the school
grounds will always be required.

1.12.3 Suitable facilities for the operation of a school
crossing patrol will be required, where this is
justified - e.g. footway extensions, pedestrian refuge,
raised crossing point etc.
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CHAPTER 2

ASSESSING TRANSPORT REQUIREMENTS

2.0. 1It is necessary to assess the transport requirements
for all development proposals, regardless of size,
where there are implications for travel or access by
motor vehicles, cyclists, pedestrians and/or the
mobility impaired. The method of assessment will,
however, depend on the type and scale of the
proposals. Assessments will fall into one of the
following categories:-

l Transport Assessments;

l Informal Transport Appraisals;

l Transport Statements, or

l Access Assessments.

2.1 TRANSPORT ASSESSMENTS

2.1.1 A Transport Assessment will be required for all large
developments including:-

l 100 or more dwellings;

l 1,000 sq.m. and above gross retail floor space;

l 2,500 sq.m. and above gross office floor space;

l 5,000 sq.m. and above gross industrial floor
space, and

l 10,000 sq.m. and above gross warehousing floor
space.

l Leisure Use Developments 

2.1.2 A Transport Assessment will also be required for all
developments where :-

the proposals fall below the above thresholds but
there are other committed, approved or proposed
developments that require access to a common
transport corridor, and whereby the cumulative would
exceed the stated thresholds at or close to one or
more nodes;

single developments which fall below the above
thresholds but, because of the site location or other
particular circumstances, the Highway Authority
considers such a development could have a 
significant impact in transport terms, and

other developments where the Highway Authority or
Local Planning Authority consider it appropriate for a
Transport Assessment to be submitted to enable
transport benchmarks to be established when
subsequent development proposals might be
anticipated.

2.1.3 A Transport Assessment should form part of an

Environmental Assessment when one is required to
be submitted as part of a planning application.
When an Environmental Assessment is not required
the Local Planning Authority and/or the Highway
Authority may require the developer to submit or
include within the Transport Assessment an
Environmental Impact Statement in respect of any
particular matters identified arising from the
transportation proposals.

Principles of Transport Assessments

2.1.4 The Transport Assessment must demonstrate that the
development proposals positively contribute to the
following  Local Transport Plan objectives:-

To improve conditions for those relatively
disadvantaged or excluded by the existing transport
system.

To meet the general access needs of the community
as a whole - both people and businesses.

To produce a better environment, particularly in town
centres and residential districts.

To produce a safer environment by reducing
accidents and crime.

Scope of Transport Assessments

2.1.5 The scope of each Transport Assessment should be
agreed between the developer and the Highway
Authority.  

2.1.6 Some of the parameters used are likely to vary as
time evolves or circumstances change, and these will
need to be agreed with the Highway Authority for
individual Transport Assessments.

Existing Conditions

2.1.7 The Transport Assessment is likely to require full
details of the following to be included and the source
of any information used must be 
identified:-

General:-

Identification of other committed, approved or
known development proposals in the area and a
summary of their transport impacts.

Identification of any committed highway, public
transport or community transport schemes in the
area.

Current transport policies for the area.

Identification of any significant deficiencies in the
structural condition of the road along the proposed
access routes (to be assessed jointly with the
Highway Authority)

Traffic:-
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Current traffic flows on links and junctions in the
area affected  including, if appropriate, details of
modal splits.

Accident records for the junctions and links upon
which the  development will have an impact.

Public Transport:-

Bus routes and service frequencies.

Distance to bus stops and quality of passenger
waiting areas. 

Access to rail and service frequencies.

Other modes:-

Public highway facilities for pedestrians and their
usage.

Public highway facilities for cyclists and their
usage.

Public highway facilities for Safe Routes to
Schools.

Public highway facilities for the mobility impaired.

Access to waterways.

Interchanges:-

Transport interchange arrangements.

Public Rights of Way:-

Routes crossing, abutting or linking to the site and
their usage.

Existing natural desire lines across the site.

Details of current status, width, and the alignment
of routes on the Definitive Map.

Claims to recognise routes not yet recorded.

Claims that existing routes may have higher rights
(e.g. that a footpath is a bridleway).

Proposed Development

2.1.8 General:-

General description including area, land use mix,
former use, and phasing.

Numbers of Residents / Staff / Employees /
Visitors.

For employment sites, details of working hours and
shift patterns.

Traffic Generation:-

Numbers of trips likely to be attracted to the site

(new and transferred).

Predicted modal split of trips with justification.

Distribution of the trips.

Assignment of the trips.

Servicing arrangements for the development.

2.1.9 The proposals must be tested for the year of opening
(base year) and for a design year to be agreed with
the Highway Authority.

Transport Proposals

2.1.10 Based on the predicted number of development
related trips and their future growth - to be agreed
with the Highway Authority - together with the
predicted future traffic growth on the network - also
to be agreed with the Highway Authority - the
following must be provided:-

l Impact on Existing Transport Systems:-

l Details of the expected impact on the existing
transport facilities.

l Details of the expected impact on existing Public
Rights of Way.

New Proposals:-

A consideration of how all parts of the site can be
accessed by walking; cycling; motorcycling; public
and/or community transport; mobility impaired;
cars; service and delivery vehicles, 
and emergency services.

Details of any Travel Plan(s) to be implemented for
the development.

Feasibility of layout plan(s) for the proposed site
access(es).

Preliminary or Stage 1 Safety Audit of access
proposals.

New transport or transport related facilities to be
provided including transport interchanges - e.g.
park and ride facilities.

Details of liaison with the relevant public transport
and/or community transport operators.

Details of the loading and unloading and servicing
facilities for commercial operations.

Details of liaison in respect of Public Rights of Way
with relevant Local Authorities including Parish or
Town Councils and user group 
representatives.

The environmental impact of any new or improved
transport facilities and proposed mitigation
measures.
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The environmental impact on Public Rights of Way
and proposed mitigation measures.

Details of the provisions to be made for
pedestrians, cyclists and the m o b i l i t y
impaired.

Parking provision for cars, cycles and motorcycles
and car park operation system.

Details of how proposals will make a positive
contribution to reducing transport related crime.

Details of how future travel patterns will be
monitored and reviewed.

Plans

2.1.11 Plans must be included to show all relevant transport
routes leading to, and adjacent to the site including
public rights of way.  

2.1.12 It is important to identify on the plans any highway
or transport route, including public rights of way,
which will require stopping-up or diverting.  There
are legal requirements to advertise planning
applications affecting a public right of way, and also
to stop-up or divert highways and public rights of way
to enable developments.

Assessment Data

2.1.13 All relevant survey information and calculation
sheets should be appended to the submitted master
copy of a Transport Assessment.

Non Technical Summary

2.1.14 A brief summary in non-technical language of the
proposals and the transport implications must be
included.

2.2 INFORMAL TRANSPORT APPRAISALS

2.2.1 Informal Transport Appraisals will often be required
for developments where the submission of a formal
Transport Assessment would be an unreasonable
requirement in terms of cost in order to determine a
planning application, but where particular
development-related transport or access issues are
identified by the Highway or Local Planning Authority
which need to be addressed - e.g. where an
application is made for a modest extension to a
premises, but its size would be sufficient to increase
the overall gross floor space to above the normal
threshold requirement.

2.2.2 Informal Transport Appraisals should follow the
general format of Transport Assessments, but may be
used where the scale of the new development - e.g.
a modest extension to a premises - is unlikely, in
itself, to justify significant highway improvements.
An Informal Transport Appraisal may, however,
require a formal Travel Plan proposal to be

incorporated into it for the whole of a particular site
to cover both existing and proposed operations.

2.2.3 Informal Transport Appraisals may form part of an
Environmental Assessment when one is required.
When an Environmental Assessment is not required
the Local Planning Authority and/or the Highway
Authority may require the developer to submit or
include within the Informal Transport Appraisal an
Environmental Impact Statement in respect of any
particular matters identified arising from the
transportation proposals.

2.2.4 The submission of an Informal Transport Appraisal
when required should form part of the planning
application and may be used as a transport
benchmark when subsequent development proposals
for the site are anticipated.

2.3 TRANSPORT STATEMENTS

2.3.1 For small developments where there is no
requirement for a Transport Assessment or Informal
Transport Appraisal, a simple form of Transport
Statement may be required. 

2.3.2 A Transport Statement will normally be used as a
check list to ensure that the transport requirements
for a site have been fully considered and relevant
information provided in order that the planning
application can be determined.  

2.3.3 A Transport Statement will normally comprise of
verifiable information about the existing and
proposed vehicle types and numbers accessing the
site, and information about accessibility by other
modes.

2.3.4 The submission of a Transport Statement when
required will form part of the formal planning
application and may be used as a benchmark on
which to assess any applications for further
developments which might rely on the access.

2.3.5 When an Environmental Assessment is not required
the Local Planning Authority and/or the Highway
Authority may require the developer to submit as part
of the Transport Statement an Environmental
Statement in respect of any particular concerns
arising from the transportation proposals.

2.4 ACCESS ASSESSMENTS

2.4.1 It is necessary to assess every development proposal
which requires a new or improved access to the
public highway.  For very small developments it will
often be sufficient to make the relevant declarations
on the planning application form supported by a plan
detailing the existing and, where appropriate,
proposed access layout or layouts. 

2.4.2 To ensure the Access Assessment is adequate, the
Local Planning Authority or Highway Authority may
request the applicant to supply such additional
information as may be considered necessary for
checking purposes - e.g. the numbers and types of
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vehicles using the access; the numbers of
pedestrians and cyclists, and potential for use by the
mobility impaired etc.  

2.4.3 The purpose of an Access Assessment will often be
to check that the layout geometry of the access and
visibility is adequate for the purposes to which it will
be put.  It may also be required to check the
adequacy of the internal site arrangements to ensure
manoeuvring vehicles will not adversely affect the
efficient operation of the public highway.

2.4.4 The Local Planning Authority and/or the Highway
Authority may require the developer to provide an
Environmental Statement in respect of any particular
matters identified arising from an Access
Assessment.  Such a statement normally will relate to
local concerns only - e.g. the effects on the local
environment of improving an access visibility splay
by identifying the loss of any hedges or trees.
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CHAPTER 3

ENABLING, SUSTAINING, AND MITIGATING MEASURES

3.1 ROAD SAFETY AND CAPACITY IMPROVEMENTS

3.1.1 Prior to an outline planning permission being
granted, the applicant will be required to
demonstrate  to the Local Planning and Highway
Authorities’ satisfaction that the local highway
network is capable of safely accommodating the
additional vehicular, cycle and pedestrian traffic
that will be generated by the development, and also
in the short term, the development construction
traffic. The County Council’s road safety action plan,
A Safer Way To Go published in July 2000, sets out
the way in which it is intended to improve road
safety and applicants or developers should ensure
that their own proposals are consistent with the
plan.  In the case of a development which requires
the implementation of a Travel Plan then it will be
the residual additional vehicular traffic that will
need to be safely accommodated.

3.1.2 To satisfy safety requirements, the developer may be
required to undertake specific safety checks for
roads leading to the site where road traffic accidents
have been recorded by the Highway Authority or
where specific safety concerns are apparent.  The
Highway Authority will identify the types and extent
of any checks considered necessary and will, where
appropriate, make available any relevant information
such as accident data.   

3.1.3 Where provisions for pedestrians and/or cyclists and
public transport users are justified then it will be
necessary to ensure that the improvement starts and
finishes at logical points.

3.1.4 When physical improvements for safety and/or
capacity reasons, or traffic management measures
including traffic calming on local roads are justified,
then the costs must be met by the developer.  These
costs will normally include the maintenance costs
for a 10 year period from the time of the completion
of the works, or such other period as may be agreed
between the Highway Authority and the developer.
This may also apply where the Highway Authority
already has approved road improvement schemes
yet to be implemented, but requiring to be brought
forward, in whole or part, to enable the
development.

3.1.5 The applicant or developer will be responsible for
producing feasibility layouts of all justified
improvements.  Layouts should take account of any
constraints the Local Planning Authority deem
appropriate insofar as an improvement might
otherwise unreasonably impact on the local
environment. The developer will be required to
subject the feasibility layout to an independent
Preliminary or Stage 1 Safety Audit, the findings of
which should be acceptable to the Highway
Authority and Local Planning Authority.  Departures

or exemptions from standards will be required to be
certified by the Highway Authority’s Head of
Engineering Services, and the developer may submit
detailed reasons why exemptions from standards are
necessary, including statements about any
unreasonable impact on the local environment that
would result if full standards were to be applied.

3.1.6 There will be no requirement for the developer to
produce a feasibility layout when the Highway
Authority is satisfied that appropriate full standards
for an appropriate improvement can be achieved
within land controlled by the developer and/or the
existing public highway, and the Local Planning
Authority have agreed that no environmental
constraints are to be applied to an improvement
which would result in the need to permit exemptions
from standards.

3.1.7 Grampian type conditions will normally be imposed
on the relevant planning consent to secure highway
improvements or, where proposals will require the
Highway Authority to undertake separate further
consultations - e.g. where a Traffic Regulation Order
will be required or a preferred traffic calming option
needs to be determined - then the matter will
normally be the subject of a planning obligation.

3.2 PUBLIC TRANSPORT

3.2.1 People will rely less on cars for making trips, and
decide to use public transport only when proper
provision for this has been made.  In most cases this
will mean bus services, but where appropriate rail
services will also need to be considered.  Therefore,
where new public transport routes or services, or
improvements to, or diversions of existing services
are justified in order to sustain new developments
and meet the objectives set out in the Local
Transport Plan, then the costs of providing for these,
together with any related off-site infrastructure
works, must be met by the developer.

3.2.2 Where existing bus stop/passenger waiting facilities
are inadequate, the developer should make
proposals for any justified improvement.  When it is
proposed to relocate an existing bus stop and/or
passenger shelter, or erect new ones within an
existing public highway to serve a new development,
the developer should discuss the proposal with the
adjacent property owner or owners, the bus
operators, the Highway Authority, the District
Council, the Parish Council and the police, in order
to determine the most suitable location.

3.2.3 Developments served by an existing undiverted bus
service or services will often be on one side only of
the road carrying the bus route, and occasionally on
both sides.  Whichever is the case, it is necessary to
ensure that a safe means of crossing the road is
provided for bus passengers which, when
appropriate, might be a pedestrian refuge or
pedestrian crossing.

3.2.4 Grampian type conditions will normally be imposed
on the relevant planning consent to ensure that the
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necessary physical improvements to public transport
facilities are secured, and matters relating to the
financing of new services, or the diverting or
improving of existing ones will normally be the
subject of planning obligations.

3.3 TRAVEL PLANS

3.3.1 A Travel Plan is a strategy for reducing travel demand
in order to minimise the number of motor vehicles
visiting a development, thereby reducing congestion
and the impact of travel on the environment.

3.3.2 A Travel Plan will be required for all non-residential
developments that fulfil the requirements for a
Transport Assessment, and may be required for
developments where the application is for a modest
extension the size of which would be sufficient to
increase the overall gross floor space to above the
normal threshold, or an application for an extension
to a development where the threshold has already
been exceeded.

3.3.3 A Travel Plan should ideally form part of the
Transport Assessment, but may be submitted as a
separate document.

3.3.4 A Travel Plan should consider the traffic implications
of:-

l journeys by staff to and from work;

l business travel;

l travel by visitors;

l people’s safety and security when travelling by
various modes;

l deliveries and contractors, and

l fleet vehicles.

3.3.5 A Travel Plan must include:-

a target for the proportion of the work force and, in
some circumstances, visitors who will travel by
means other than car (usually over a 5-year
timescale);

a strategy for achieving the target or targets, and

a process for monitoring progress towards achieving
the target or targets.

3.3.6 The strategy selected will depend on such factors as
the location of the site and existing public transport
provision etc. However, there is no presumption that
remote rural locations should have a less onerous
target than urban sites.

3.3.7 The strategy will typically include such items as:-

measures that encourage travel to work by public
transport;

the provision of works buses;

taxi service for workers delayed at work or late
finishers;

measures that encourage cycling and walking to work
(e.g. provision of secure cycle parking, showers);

a flexible benefits package, to provide alternatives to
a company car that are attractive to employees and
do not cost employers any more;

a review of standard working hours, or the
encouragement of working from home;

a car sharing scheme;

IT equipment to reduce business travel (such as
video conferencing), and

enhancing the fuel efficiency of the vehicle fleet.

3.3.8 The Travel Plan targets should be agreed with the
County Council on the basis of there being a
reasonable prospect of their being achieved by the
strategy proposed.  To this end the County Council
will normally make available to developers any
information and other assistance such as its
resources permit in order to assist with the
development of any individual Travel Plan.

3.3.9 A Travel Plan relating to a speculative development
proposal is likely to set out only the ‘in principle’
targets to be achieved and methods of achieving
them, whereas a Travel Plan developed for a specific
occupier should include a detailed strategy.  The
ultimate occupier of a speculative development will,
therefore, often require further guidance about
methods of achieving targets. Subsequent occupiers
of premises whose operational needs are often likely
to differ to previous occupiers will also require
guidance about varying strategies in order to achieve
agreed targets.  The development of Travel Plans,
including form and content, is likely to be ongoing as
experience is gained with respect to their
implementation and operation by all those involved.
The County Council will, therefore, use its best
endeavours to provide the most up-to-date advice
based on such accumulated experience.

3.3.10 The cost of carrying out both initial and monitoring
surveys of staff travel patterns are to be met by the
developer, and a commuted sum for this purpose will
normally be included in the Section 106 agreement.

3.3.11 Financial or other forms of agreed penalties for non-
compliance with the targets will normally be included
in a Section 106 agreement.

3.4 CHILDREN AND SAFER ROUTES TO SCHOOLS

3.4.1 A Safer Routes to School Audit will always be
required for residential developments where a full
Transport Assessment is required to be submitted,
and also other residential developments where the
Highway Authority consider it necessary because it is
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perceived that particular hazards already exist.

3.4.2 A Safer Route is one which:-

a pupil aged 4 or over could walk safely accompanied
by an adult who may be accompanied by other
children or pushing a buggy;

a pupil aged 8 or over could walk safely
unaccompanied, and

a pupil aged 10 or over could cycle safely
unaccompanied.

3.4.3 A local school  is one which:-

admits primary age pupils and is within 2 miles of any
dwelling on the development site,

and/or

admits secondary age pupils and is within 3 miles of
any dwelling on the development site.

3.4.4 The developer should carry out an audit of the most
direct routes from each dwelling on the development
to local schools. This will comprise pedestrian routes
to primary schools and pedestrian and cycle routes to
secondary schools. The audit should examine such
matters as footway widths, appropriate crossing points
and potentially hazardous locations, together with an
assessment of the security of the routes. When the
detailed layout plans of the development are not at a
sufficiently advanced stage then off-site routes should,
as a minimum, be audited and the details should be
submitted or included with any Transport Assessment

3.4.5 Within the development site all routes must meet an
acceptable standard to enable pupils to travel safely
and with confidence to and from school and without
fear of ‘stranger danger’. Beyond the boundary of the
development, proposals shall be made for
improvements to the existing infrastructure to bring it
to an acceptable standard which shall then be secured
by way of a planning obligation.

3.4.6 The audit should also examine the availability of bus
services.  This is particularly important in rural areas.
Suitable additional transport provision may need to be
secured by way of a planning obligation.

3.4.7 Parks and trees are always popular with children and
any nearby facility will be an attraction, especially if
such facilities cannot be accommodated within a
development. It is essential therefore that direct, safe
linkages to these are provided and improvements to
the existing infrastructure may be required, secured by
way of a planning obligation.

3.5 PUBLIC RIGHTS OF WAY

3.5.1 When a development surrounds all or part of a
‘countryside path’ it invariably changes its character
and reduces its amenity value.  It will be expected that
developers will provide an equally valuable facility
elsewhere or provide the resources to upgrade or
enhance an appropriate recreational or access route in
compensation for the loss of amenity.  A commuted
sum is likely to be sought for the on-going
maintenance of the replacement or upgraded facility.
Where paths have a sealed surface it may be
appropriate to include them in any relevant highway
adoption proposals when it is likely they will also be
required to be lit to appropriate standards.

3.5.2 A new development will often significantly increase
the recreational use and demands being made on an
adjoining right of way, or change the function of a
route from recreational to that of a safe and convenient
walking route to shops, schools and other services.  It
may also be pertinent to consider the desirability of
upgrading or enhancing existing routes to provide safe
walking and cycling to and from the development.  In
these types of situation it will be expected that a
developer contribution will be made to fund the
necessary enhancement or upgrading.  Where this
necessitates the provision of a sealed surface then the
standard of construction should be such so as to
enable its adoption by the Highway Authority.
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CHAPTER 4

PLANNING A ROAD LAYOUT

4.1 THE LOCAL CONTEXT

4.1.1 For the purposes of this guidance, the term ‘street’
refers to the road and the plots that line it either
side considered as a whole and, in order to
successfully integrate development within a
settlement, the street should be taken as the
essential unit of development - i.e. the roads and
the plots they serve being designed together.

4.1.2 Where a new development involves the laying out of
a number of streets, the aim should be to maintain
a clear and appropriate relation to the existing street
network in terms of weighting and character.
Similarly, a new street should be recognisable as an
extension of the existing highway network in terms
of hierarchy.  For example, a short lane or cul-de-sac
off a main route should be recognisable as a
secondary or lower weighted route, whereas a new
route that connects two major features should be
recognisable as a more highly weighted or another
main route.

4.1.3 The way in which towns and villages have grown
needs to be considered.  Growth, generally, has
tended to be from the centre outwards and the
centre is, therefore, usually the older part. The main
street was often an existing road which, at first, was
only informally defined; its formalization over a
period of time resulting in a street which now often
winds and/or varies in width.  In some villages the
main through route still has wide grass verges,
whilst in towns there are often wide footways.
Streets within the centre tend to have more small
plots - often deep with narrow frontages - and
building coverage is high.  Generally the buildings
are older and tend to be set at the back of footway,
and are usually of more than a single storey.  Off the
main street, the side streets will usually have
narrower carriageways with or without footways. The
geometry of the streets tends to be more formal and
regular; the plots larger, and the buildings newer
with a lower coverage.  In larger settlements the
periphery often includes areas of housing mixed
with industrial estates, schools, larger farms and so
on.

4.1.4 The generalisations in 4.1.3 only go so far in
illustrating the point that different streets have
different characters.  While there are and ought to
be some common differences, each settlement is
unique in terms of its specific details including its
own distinctive streets. In general there are very few
settlements or parts of settlements with rigidly
geometrical and uniform highway design.  Most are
irregular, but sometimes only subtly so.

4.1.5 The position that it will occupy is a fundamental
consideration when designing a new development
because different streets have different characters.

However, the character of a new street should be a
response not only to its position in a hierarchy and
the settlement as a whole, but also to other
considerations such as topography, proximity to
rivers, lakes or ponds, trees, other landscape
features and landmarks both outside and within the
site.

4.1.6 Alterations to existing streets, field and plot
patterns, vegetation and buildings, landmarks, and
existing levels - both land and water - should be
minimised and incorporated as part of the design of
a new development and, as far as possible, the
layout should optimise solar gain and shelter from
prevailing winds.

4.1.7 It is necessary to have due regard to other factors
which might influence the overall development
layout, including its roads, such as the presence of
the habitats of protected species which, amongst
others, could well include birds, bats, water voles,
otters, newts, reptiles and badgers.  Also, as roads
are constructed, developers should be mindful of
the fact that interesting geological exposures can
sometimes occur which may have nature
conservation value and require variations to a road
alignment to be considered.  It is also essential that
care is taken wherever there are archaeological
remains present to ensure these are not only
avoided, but they are also not put at risk by the
presence of construction equipment or contractor’s
compounds.

4.2 MAIN STREETS AND SIDE STREETS

4.2.1 Observing how a local settlement has evolved and
how it works - or why it does not work - will provide
some indication of how broad principles can be
applied to laying out new developments or
incorporating developments within existing
settlements.

4.2.2 General observations will show how many
settlements have grown up along the main routes
that lead from one place to another.  Because these
are through routes they tend to be fairly wide and, in
some cases, they may have been widened further to
accommodate a market.

4.2.3 Most settlements have formed either at a river
crossing or the crossing of two or more through
routes.  There are some, however, which are made
up of only a single street.  In many cases there are
tracks, lanes or footpaths that lead off the main
street to barns and fields.  As a settlement grows,
the existing tracks or lanes tend to be built up or
new side streets are created.  Thus, while main
streets tend to lead from one settlement to another
or connect one central feature to another, side
streets tend to connect one main street with
another, or end at the edge of the settlement.

4.2.4 As stated in 4.1.3 and 4.1.4 above, there is a
general tendency for a change in the nature and
character of streets moving away from the centre
towards the periphery.  In larger settlements the
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distance from centre to edge is greater and there is
likely to be a larger range of differences in character.
To account for the range of differences, relative
weight or values can be assigned to streets.  The
central, main streets leading in and out of a
settlement or development are primary routes, while
streets, moving away from the main routes are
secondary, tertiary etc.  However, the range of routes
in any settlement may not easily fit into a simple
numerical hierarchy.  Any numerical or hierarchical
value is, therefore, not as important as the
differences in component elements and
arrangement, which is to say, differences in
character.

4.2.5 Important buildings - e.g. local centre, shops, school,
centre for disabled people - may need to relate to
certain topographical features or landmarks and it
follows that the more important roads ought to
connect to these.  The weighting they are given will
reflect their relatively important position within the
wider settlement and their character ought to be,
amongst other considerations, a response this. The
remaining routes should then not be made to fit into
a numerical hierarchy - their relative value ought to
be in the fact that they will accommodate different
elements and be arranged in ways that they will
develop differences in character.

4.3 HIERARCHY

4.3.1 Having regard to the general differences in character
and the functions of main roads and side roads, any
new development should reinforce or create a
network of routes and ensure there is a clear
distinction between primary, secondary and other
weighted routes appropriate to the size of the site
and its position relative to the surrounding highway
network.

4.3.2 There should be logic to the network or clear reasons
for a route to exist.  Any particular route should lead
to some destination or feature such as a building or
open space, or to another street.

4.3.3 Prior to the publication of this document, terms such
as ‘distributor road’, ‘collector road’ or ‘housing
road’, prefixed by a numerical type number - e.g.
Type 5 Housing Road - were used to ensure that, in
planning a layout, a sequential hierarchy was
established by road type.  However, on completed
developments this type of terminology was not used
by residents or visitors: instead more commonplace
descriptions such as ‘the main road’, ‘the avenue’, ‘a
side road’, ‘a cul-de-sac’ etc. were used which, to
some extent, still reflected hierarchy. Ultimately,
however, roads became more precisely known by the
particular names they were given and often these
also reflected hierarchy when suitable choices were
made.

4.3.4 A hierarchy by numerical road type is no longer
prescribed.  Instead, designers should consider the
facilities which will be required for movement by
various transport modes, together with other features
that it might be desirable to incorporate to help

reflect or develop the character of a street, and then
ensure that all the required elements are provided as
part of a safe, functional design for each road within
the desired development context.  This should apply
whether designers are considering an all-purpose
urban road passing through the development which
will form an important link within the wider local
highway network, or a home zone type road where
vehicular traffic, other than essential traffic, will be
discouraged and only extremely low traffic speeds
will be possible.

4.3.5 A consequence of most individual roads having to
accommodate certain volumes and/or types of traffic,
together with particular features to enhance or create
their character is that, as part of the planning
process, descriptions will need to be attributed to
them for the purpose of identification. Terms such as
‘the main thoroughfare’, ‘a wide residential avenue’,
‘a short residential street’, ‘a home zone’, ‘the local
shopping square’, ‘a country lane’ etc. are, therefore,
likely to evolve for individual developments, and
should reflect both the intended character and use of
each road.  Whatever terminology is chosen one of
the aims should be to create a natural and logical
roads hierarchy for the development within which
each road will be weighted accordingly. Ultimately,
however, and as already happens once a development
is completed, the roads will become known by the
particular names they are given, which, if suitable
choices are made, will also reflect their place within
the hierarchy.

4.3.6 The incorporation of roads with narrow carriageways
in a development may result in the need for
temporary road closures for the purposes of
maintenance, excavation etc.  This should be borne
in mind when including narrow carriageways as part
of the development proposals, and careful
consideration to their use needs to be given where
they are proposed for use in culs-de-sac where the
impact of such a road closure could be considerable
even for only a short period of time unless an
alternative means of access is readily available.

4.3.7 The foregoing needs to be considered in the context
of ensuring that no land is unnecessarily utilised for
road space.  Wherever wider roads are proposed to
reflect the local context or develop character, then
the opportunity should be taken to make positive use
of the additional space, such as making provision for
on-street parking, a bus stop, or the incorporation of
landscaping etc.

4.4 TRAFFIC DISTRIBUTION AND ACCESS STRATEGY

4.4.1 Within residential developments the aim should be to
ensure that, so far as practicable, vehicular traffic is
equitably distributed around the development.
Consideration therefore needs to be given to the
number of dwellings which ought to be served from
any single junction or particular number of junctions
with the existing local highway network. Decisions
should be influenced by - a) the types of dwelling
being proposed - e.g. family homes, retired persons
dwellings, high or low density development - and
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hence the likely traffic generation; b) the physical
characteristics of the street or streets - e.g. wide or
narrow carriageway and types of speed control
measures which might be applied; c) the overall
development context - e.g. a grid layout or other
linked network; a single long loop road with
connections to the existing highway; a cul-de-sac
tree etc. - and d) the emergency access provisions.  

4.4.2 The following benchmarks assume a combination of
3 or 4 bedroom dwellings designed for family
occupation:-

no more than about 50 dwellings should be served by
any single cul-de-sac; 

no more than about 100 dwellings should be served
by a single connection to an all-purpose road
which should be a link within the existing local or
wider highway network capable of safely
accommodating and distributing the generated
traffic, and 

no more than about 300 dwellings should be served
by two such connections.  

4.4.3 The benchmark figures may be exceeded where it is
considered reasonable to do so having regard to the
likely influence of the above-mentioned parameters
in terms of vehicular traffic generation and
movement - i.e. the cumulative effect of traffic on
the dwelling or dwellings closest to the connection to
the existing highway network, and the adequacy of
any proposed emergency access arrangements.
Where the Highway or Local Planning Authority
consider excessive numbers of dwellings are
proposed to be served by a single or particular
number of connections to the existing highway then
a statement of the applicant’s reasons may be
requested for consideration prior to the planning
application being determined.

4.4.4 The same considerations should be given and
benchmarks applied where it is proposed to extend
an existing development.

4.5 PUBLIC TRANSPORT

4.5.1 All parts of a development should have access to
public transport.

4.5.2 Developers should ensure that their proposals are
consistent with the County Council’s Public Transport
Strategy as set out in the Local Transport Plan.

4.5.3 Developers should consult with the Highway
Authority, the Local Planning Authority, and the bus
operators at an early stage to confirm what public
transport facilities are required, including stops,
passenger shelters etc., and how these should be
considered within the context of the overall
development design.

4.5.4 Where public transport facilities are required to be
incorporated within a new residential road layout (as
opposed to the development being served by public

transport from an existing road) then this should be
made clear at outline planning stage in order that the
detailed design can follow without the need for any
radical re-appraisal of an envisaged street character
during the detailed planning stage.  

4.5.5 The development layout should ensure that public
transport facilities are well integrated with the
development.

4.5.6 Buses should be given priority over other vehicular
traffic, and the means of achieving this must,
therefore, be part of the overall layout design
considerations.

4.5.7 Public transport must be easy and convenient for
passengers to use, including those with disabilities,
and economic and efficient for operators to provide.
Operators will aim to serve a new development using
the least possible vehicle time and mileage: therefore
bus routes through a development should be as
direct as possible and avoid diversions into minor
loops or culs-de-sac.

4.5.8 To provide for bus priority and discourage through
traffic, a layout may need to include features such as
bus gates, speed management measures or bus
priority junctions.  These can be designed to provide
access for service and emergency vehicles if
required.

4.5.9 If the design for public transport access - including
the location of bus stops and pedestrians links to
them - is inadequate from the outset then it is
unlikely that subsequent improvements and/or traffic
management measures will be wholly successful in
making the development attractive for bus
passengers or efficient for bus operators to serve.

4.5.10 The footpath system leading to and from a bus stop
must be regarded as part of the public transport
system itself, and should be designed to be as direct,
safe and easy to use as possible, taking account of
the needs of the mobility impaired.

4.5.11 Possible pedestrian/cyclist conflict close to a bus
stop needs to be considered where shared routes lead
to bus stops.

4.5.12 Direct pedestrian links between bus stops and
important buildings or groups of buildings should be
included in all developments where appropriate.

4.5.13 If it is necessary to provide a bus terminus within a
new residential development then the standing space
for buses needs to be sited as far as practicable from
any dwelling and preferably adjacent to a
neighbourhood centre or open space. 

4.5.14 Where a bus service terminates at a large retail store
or similar establishment, a means of turning the bus
and a place for it to stand will be required and these
should be incorporated within the overall
development layout.

4.5.15 Passenger set-down and pick-up points at large retail
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stores, cinemas and similar establishments should be
located so as to ensure passengers will have no need
to cross access roads or car parks to reach them.

4.5.16 A developer may wish to demonstrate that it is viable
to serve small pockets of development or very low
density developments, by ‘hail and ride’ bus services
only. Such services will usually be operated by mini
or midibuses which are likely to be more acceptable
along narrower roads or roads which are more suited
to carrying light traffic. Provision should be made for
displaying service information at all appropriate
locations along the route, and facilities provided for
buses to draw up where wheelchair access should
also be provided.

4.5.17 In addition to the foregoing, and where applicable,
the further detailed advice contained in Guidelines
For Planning For Public Transport In Developments
published by The Institution of Highways and
Transportation in March 1999, or any subsequent
amendments thereto, should also be taken into
account.

4.6 LAYOUT FORM

4.6.1 Traditionally, settlements have tended to expand by
the addition of plots along existing roads or by the
addition of streets within or on the edges of an
existing settlement.  In most cases the result has
been the creation of an interconnected network of
streets and greens or squares lined with buildings.  In
more recent times many developments have been in
the form of a cul-de-sac tree arranged along a spine
road, or series of such trees connected to a local
distributor road.

4.6.2 Whilst a single cul-de-sac or a cul-de-sac tree will
sometimes be the only practical or desired
arrangement for a particular development because of
the size or shape of the site, a network of streets will
provide permeability; offer a choice of relatively
direct routes from any one point to another; reduce
the concentration of traffic at any one point, and
maintain continuity of a clearly legible public realm
of streets, cyclepaths and footpaths.  In this way a
network will normally be more consistent with the
goals of sustainable development; the equitable
distribution of vehicular traffic, and accessibility for
public transport.

4.6.3 Wherever a cul-de-sac is included within a
development, a decision will have to be made
whether or not it should be ‘open-ended’ or ‘closed’.
One or more of the following should be at or near its
end:-

an open view to the countryside (not simply a gap
between houses but across public open space);

an actual connection out to the countryside by
footpath, cycleway or track (or any combination of
those);

a significant public open space with large stature
trees, or

a building that is significantly larger or distinct from
the others to close the street -

the choice will depend on the context, and local
solutions should be looked into first.

4.6.4 It should be borne in mind when considering the
vertical alignment of all roads - except designated
bus or some other main through routes - that they are
unlikely to qualify for winter gritting and gradients
should, therefore, be kept to a minimum wherever it
is practicable within the overall design context.

4.7 HOME ZONES

4.7.1 The inclusion of home zone type roads within
residential developments whereby the whole street is
effectively an open space for all residents to use will
be an attractive option for many people because all
vehicles are forced to be driven at extremely low
speeds by the design of the road itself.  Those who
may derive particular benefit from this type of
environment are likely to include the elderly, the
mobility impaired and families with young children.

4.7.2 A home zone type of road should be provided only as
a cul-de-sac, or a through road where a suitable
alternative route is provided within the development
to cater for more significant through vehicular
movements.

4.8 SPEED MANAGEMENT

4.8.1 Speed management measures should be used to
control vehicle speeds, reduce the adverse effects of
motorised vehicles within developments, and to
ensure they do not achieve priority over other users of
the highway.

4.8.2 Layouts should be developed in such a way that,
wherever possible, speed will be controlled by local
features that form an integral part of the street design
so as to ensure they do not appear artificial or
environmentally intrusive - i.e. a bend, island,
chicane or other speed control feature should not be
located arbitrarily along a road, but should relate to a
building or part of a building, an open space, tree
group, footpath crossing, entry to a local centre etc.

4.8.3 Carefully integrated features should, ideally, serve
more than one function and speed control ought,
wherever possible, appear to be the subordinate
function - e.g. where it is desirable to give a
particular building extra prominence along an
otherwise uniform road, then a carriageway shift on
both approaches could assist in this objective by
creating enhanced views of the building and at the
same time control speeds.

4.8.4 It is essential that drivers can see any potential
hazard in order that they are able to slow down and,
if necessary, stop safely. Minimum forward visibility
must, therefore always relate to the design speed of
traffic. Restricting visibility without compensating for
the restriction is not a safe way of attempting to limit
vehicle speeds.  On the other hand, excessive
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visibility may, in some circumstances, encourage
speeds greater than those to which the road is suited,
and the cutting off of visibility significantly in excess
of the optimum requirements may sometimes be
necessary.  In these cases visibility should be
controlled by using local features which form an
integral part of the street design, such as a building,
wall, tree group etc.

4.8.5 Examination of existing settlements reveals there are
many specific points along highways that, by chance,
function as speed control features.  Such examples
should be used as starting points for how measures
might be designed that will be well integrated with
their surroundings.  It is, however, essential to check
whether or not particular safety issues have been
recorded or reported in connection with any existing
arrangement before developing a comparable design,
and ensure that any lessons to be learned are
applied.

4.8.6 Speed control should be achieved by horizontal road
design.  Vertical features such as road humps and
speed tables can be visually distracting, create more
vehicle noise and groundborne vibration, and are less
acceptable to motorists, motorcyclists and cyclists.
They also present unnecessary difficulties for buses
and emergency services.  Therefore, vertical features
must not be used other than in very exceptional
circumstances - unless they are intended to perform
a more primary function - e.g. where a footpath
included along a safe route to a local school crosses
a carriageway then a speed table within a carriageway
narrowing could be used to ensure vehicles can only
travel at very low speeds.

4.8.7 A mixture of speed control measures should be used
within any development where more than one or two
features are needed.  Schemes employing only speed
control bends for example, are unlikely to be
acceptable.

4.8.8 Inadequacies within an overall road layout design
must not be compensated for by introducing a speed
control feature.

4.8.9 The wider impact of controlling vehicle speeds in
larger developments will often need to be considered.
It is frustrating for drivers who have to constantly
alternate between slowing and accelerating. The
number of control features along any one route - and
this means the most direct route - within a
development between the point of entry and the most
remote destination ought therefore to be a
consideration, and it is recommended that no more
than ten speed control events should be
encountered, of which none should involve vertical
vehicle deflection or at the most only one or two
where such features are included for specific
reasons.  Therefore, there ought to be an appropriate
number of connections to the existing highway
network to ensure drivers have a sufficient choice of
routes.

4.8.10 In some circumstances gateway features may have a
role to play in defining the edge of a particular

development or settlement.  Where such features are
desirable then the opportunity should be taken of
ensuring they either control speed at the point of
entry or convey the message to drivers that they are
entering an environment where low speeds are
appropriate.

4.9 VEHICLE TURNING AREAS

4.9.1 Notwithstanding the need to ensure turning areas are
designed in such a way as they will be maintained
free of parked vehicles, they can also be integrated
with other features so that they can be used as
spaces for informal uses.

4.10 PEDESTRIANS, CYCLISTS AND THE MOBILITY
IMPAIRED

4.10.1 Where roads are designed for traffic speeds of
30mph or more, separate facilities or routes should
be provided for pedestrians with safe crossing points
at all appropriate locations.  

4.10.2 Where roads are designed for traffic speeds of
30mph or more, specific consideration should be
given to the needs of cyclists with provisions being
made for them within or adjacent to the carriageway
and, in some cases, the sharing of facilities with
pedestrians may be appropriate.

4.10.3 In residential developments where roads are
designed for 20mph or less, either separate or shared
surfaces can be considered for vehicles and
pedestrians, but the decision as to which will often
rely on the overall safety assessment.  Some of the
matters relating to safety which will need to be
considered are:-

l the total number of dwellings served by the road
or section of road;

l whether or not the road is contained within a
home zone area where vehicle speeds will be
extremely low;

l the gradient of the road;

l the proportion of dwellings that are likely to be
occupied by families  with small children; 

l the proportion of dwellings that are likely to be
occupied by elderly people or those with mobility
difficulties, and

l whether or not the road or section of road forms
part of a longer pedestrian route.

4.10.4 Separate facilities will not normally be required for
cyclists along roads designed for a traffic speed of
20mph or less except where such facilities will afford
more direct or attractive routes.  

4.10.5 There will be no requirement for separate pedestrian
facilities within residential areas where roads are
designed for a traffic speed of 10mph or less
provided it is evident to drivers and cyclists that all
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users normally share a common surface and that
absolute priority should be given to pedestrians.

4.10.6 In industrial and other developments, where roads
need to accommodate high proportions of heavy
goods vehicles, dedicated pedestrian and cyclist
facilities should be provided adjacent to the
carriageway or along separate routes.  Where
provisions for cyclists are made immediately
adjacent to the carriageway designers should bear in
mind the often considerable vehicle overhang of
heavy goods vehicles, especially by rear view mirrors,
and due allowance for this should be made.

4.11 CHILDREN AND SAFE ROUTES TO SCHOOLS

4.11.1 Children and young people under the age of 18 will
usually constitute between a quarter and a half of all
residents on new residential developments and, as
such, are a significant group whose particular needs
should be considered.   Roads designed to take
account of children’s safety will usually result in
more accessible environments which can also have
the benefit of fostering a stronger sense of
community. On the other hand, if a design does not
take account of the needs of children from the outset
then it is unlikely that any subsequent improvements
will be wholly successful in creating a suitable
environment to enable them to play safely.

4.11.2 Children enjoy using the whole outdoor environment
when playing within residential developments and,
whilst designated play areas are popular and their
use should be encouraged, consideration should also
be given to the wider area.  Younger children often
like the feeling of security which can be derived by
their knowing they can be seen whilst moving from
one location to another, and overlooked traffic free or
low-trafficked, well lit linkages are essential to
enable them to move around safely on foot and cycle.
Where appropriate, these facilities should also be
developed to ensure that they will meet acceptable
standards for pupils to travel safely and with
confidence to and from school.

4.11.3 Many children prefer to play no more than one or two
streets away from their homes and often their own
street is the most popular.  It is essential, therefore,
that traffic speeds are low wherever children are
likely to play, with good visibility for both drivers and
children.  Short straight sections of road, together
with off street parking can help achieve these
objectives.

4.11.4 Varied surface treatment can help to make play more
interesting and, at the same time, alert drivers to
areas where children are likely to be playing.  Where
culs-de-sac are included within layouts then these
should be seen as positive opportunities to provide
areas for children’s’ play. 

4.11.5 Families with children can often be catered for by the
inclusion of home zone type roads within a
residential development whereby the whole street is
effectively an open space for use by all residents
because all vehicles are forced to be driven at
extremely low speeds by the design of the road itself.

4.11.6 It needs to be borne in mind that the playing of
games - whether by children or adults - within the
street to the annoyance of others is an offence under
the Section 161 of the Highways Act 1980, and it
will always be necessary therefore to ensure the right
balance is struck between providing opportunities for
play and other residents’ needs.

4.12 ON-STREET PARKING

4.12.1 On-street parking facilities should not be included
within a layout as a norm unless it is intended as a
positive speed management measure.  There will,
however, be instances when it is desirable to provide
some casual parking provision, and in such cases a
carriageway of appropriate width should be provided
to minimise the risk of drivers parking on footways or
verges.  

4.12.2 Parking can also be accommodated within widened
street spaces where kerb lines relate to and are
integrated with surrounding plots, buildings and
other features such as trees and public open space.  

4.12.3 On-street parking should not be encouraged within
areas which are likely to be popular for children’s
play.

4.13 THE PUBLIC FRONT

4.13.1 The generic structure of the streets has for the most
part resulted in the arrangement of buildings facing
each other across a road.  Generally, the side of the
building facing the highway has been considered as
the ‘public front’ and treated differently from the
sides and backs with a greater investment being
made in terms of materials and detailing.

4.13.2 The distinction of ‘public fronts’ and ‘private backs’
has implications for:- 

l the layout of individual streets;

l the overall arrangement of several streets;

l clear definition of the public realm;

l channelling movement so that it only overlooks
the front;

l avoiding exposure of the backs and sides of
property which are vulnerable to unwanted entry,
and

l the security of the whole development.  

In order to maintain the distinction it is necessary to
maintain orientation - i.e.  within a street, fronts to
fronts across the road; and, when combining several
streets, backs against backs.  These are general but
not absolute rules and specific circumstances might
require exceptions to be made, but it ought to be first
demonstrated that the possibilities of maintaining
front to front and back to back relations have been
exhausted.
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4.14 VISUAL INTEGRATION WITHIN STREETS

4.14.1 The various elements of a street in a traditional
settlement tend to form an integrated whole.  For
example, along a village street the ridge line of the
buildings, the front facade as well as the front
boundary feature tend to run more or less parallel to
the edge of the carriageway.  One element reinforces
others to create a coherent entity, and the highway is
subservient to the design and character of the whole,
its role not being limited to accommodating vehicular
traffic.

4.14.2 Integration is not an attribute found solely in
traditional settlements. It is, for the purposes of this
guidance, considered as an attribute of good design
whether as the result of long term spontaneous
building activity or a concerted desk top design.
Beyond the considerations relating to visual
appearance, integration also helps to maintain a
clear definition of the public realm and areas of
rights and responsibilities, leading to easier
wayfinding and safer and better maintained
settlements.

4.14.3 Roads and the plot series they serve should be
integrated. In order to achieve this, footpaths or
verges should appear as a component part of both
the plot series and the carriageway - i.e. the area
between plot boundaries and the edge of the
carriageway should not appear as a space left over
between two unrelated forms: it should relate
positively to both.

4.14.4 New development of whatever scale will necessarily
occupy a position within a hierarchy of streets.
Whether at the centre, periphery or anywhere in
between, that position should present a specific
context in terms of the character of the streets and
the differences between them.

4.15 TURNING CORNERS

4.15.1 In a network of streets, the junction of two or more
streets presents a special situation.  For example,
joining two streets at right angles to form a T-junction
gives rise to an ‘overlap’ of plots - i.e. both streets
put a plot in the angle of the junction.  In order to fit
the two streets together and complete the junction,
some adjustment must be made in the area of
overlap.  One solution is to create a ‘corner plot’
shared by both streets whereby the different
character of the different streets are effected at a
corner - i.e. the transition from higher to lower
weighting or from one character to another is
effected around the corner.

4.15.2 Corner plots thus give rise to a number of
considerations.  If the concern is to maintain the
arrangement of fronts facing fronts across the street,
it must be decided which street the corner plot
should face if both are equally weighted, or whether
the building should have two public fronts.  If the
concern is to maintain a hierarchy of streets, it must
be decided how the transition is to be made from one
street to the other in terms of components and

character, and these decisions should include how
the roads themselves are designed and visually
integrated. The need to make these decisions
emphasises how important a design consideration,
both as a challenge and an opportunity, a corner
situation is.

4.16 LAYOUT BY TRACKING DESIGN

4.16.1 In some circumstances the form of the public road
can be developed to relate more intimately with the
arrangement of buildings and spaces by tracking the
main vehicular path through them.  It will be
necessary to establish the minimum requirements for
the road in the usual way and check that the
optimum highway dimensions can be accommodated
at the narrowest points between buildings etc.  The
vehicular track of an appropriate width can then be
plotted along the desired line.

4.16.2 Tracking enables the carriageway width to be varied
between the kerb lines and also the footway width
between the kerb line and the highway boundary.
Where the carriageway is wider then these areas can
be utilised for on-street parking, but care needs to be
taken to ensure drivers are not tempted to park their
vehicles where they might interfere with the free
passage of others driving along the vehicle track.
When designing by this method it is necessary to
check constantly that prescribed forward visibility
and desired speed control are achieved.  It is also
necessary to ensure that junction and access
visibility splays can be properly accommodated.  

4.16.3 Whilst there may not always be a need for the vehicle
track to be defined on the carriageway, it should,
nevertheless, be obvious to drivers where the driving
line is.  Designers should, therefore, be aware that
there may be a need to apply carriageway markings
at a later date if problems are experienced.

4.16.4 A range of speed control measures can be integrated
within a tracked design.

4.16.5 It should be borne in mind that varying carriageway
widths will probably result in accentuated crossfalls
which manifestly could affect channel and kerb
levels and have implications for surface water
drainage, building floor levels, and access threshold
levels.

4.17 LIGHTING

4.17.1 A specification for street lighting can be supplied by
the County Lighting Authority to developers upon
request.

4.17.2 Street or footpath lighting will need to satisfy the
relevant standards for illumination levels.  It should
also be used to create a secure environment within
the development as a whole, and care needs to be
taken, therefore, that dark corners or alleyways do
not result from the inappropriate positioning of
lighting columns. 

4.17.3 Lighting is not always welcome and can be
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detrimental to many environmental features
including trees, hedgerows, wetlands, ponds,
grassland etc., especially in rural areas.  Therefore,
all new lighting should be designed to minimise the
effects of obtrusive light and upward glare at night,
and to reduce its visual impact during daylight.

4.17.4 Within some developments the positioning of lighting
columns can be used to some effect by helping to
define the line of a road, the limits or shape of a
particular area or the edge of an open space.  The
choice of lighting - both columns and lanterns - can
also be used to advantage to help create or add to a
street’s character.

4.17.5 It should be noted that District Councils and some
Parish Councils are Lighting Authorities within the
County, in addition to the County Council.  In some
parishes no street lighting is provided and often no
footway lighting.  Developers should have particular
regard to this when designing layouts for ‘dark’
villages, particularly situations where separate
footpath or cycle routes are to be included within or
connecting to the development.  Every effort should
be made, therefore, to ensure an adequate level of
ambient lighting will normally be available within the
development as a whole to provide as high a level of
security as possible. The inclusion of driveway, gate
pillar and security lighting for individual plots as
standard ‘extras’ for dwellings or other premises can
be used to advantage in this respect.

4.17.6 Whenever appropriate, alternative lanterns and
columns can be considered to suit particular
environments or to enhance street character.

4.17.7 In areas of unique or special character, the lighting
arrangements should be tailored accordingly to
enhance the area, rather than being standardised.

4.17.8 Conservation area status should not establish a pre-
requisite for period-style lighting.  Good functional
modern designs can often be more appropriate and
suitable.

4.17.9 Street lights mounted on buildings can help to
reduce the amount of street clutter.  Where this is
being considered it will be necessary to ensure wall
mounted lights are away from sensitive windows.  

4.17.10Lights fixed to some buildings can help to enhance
their visual appearance or give them greater
prominence within the overall street hierarchy.

4.18 DRAINAGE

4.18.1 The Highway Authority will normally only be
concerned about the adequacy of the highway
surface water drainage and, when necessary, the
upgrading or renewal of off-site drainage will be
required. Unless a system is a dedicated highway
drain, then such improvements or renewals, and all
other aspects of drainage are matters for the relevant
water and sewerage company or the Environment
Agency, except  when there will be implications for
highway safety or road maintenance.  It is essential,

therefore, that all sewers, manholes and other related
structures are constructed to the requisite standards
to enable them to be adopted by the relevant
company, subject to the Highway Authority having
the opportunity to agree to the position of these when
located within roads to be offered for adoption.

4.18.2 New sewers should be located so as to avoid any
possible interference from tree root growth, and also
to ensure excavations for laying them do not damage
the root systems of existing trees where these are
being retained within a development.

4.18.3 The ground conditions throughout the County are
unsuitable to enable efficient drainage by natural
percolation and soakaways are not, therefore,
acceptable for public highway drainage.  However,
where opportunities exist to develop sustainable
urban drainage systems (SUDS) associated with
existing or proposed wetland areas for the whole or a
significant area of a new development, then the
linking of highway drainage to such a system will be
encouraged.  SUDS will normally be created within
public open spaces and will not be adopted by the
Highway Authority.

4.18.4 The District Councils have responsibilities for land
drainage and will always need to be consulted in this
respect.

4.19 STRUCTURES

4.19.1 Whilst all new structures forming part of, or affecting
the public highway will need to satisfy the highest
technical standards, the aim should be to produce
designs which will harmonise with the surrounding
environment.

4.19.2 Structures should not only be functional but they
should also be designed with form, character, detail,
scale and proportion in mind.  In some cases the
specific needs of certain wildlife species will often be
an important consideration in terms of function - e.g.
badger underpasses etc.  The choice of materials and
finishes will depend on how a structure needs to
relate to, or be integrated with the road and its
setting.

4.20 TRAFFIC SIGNS AND ROAD MARKINGS

4.20.1 Traffic signs and road markings have particular
functions for regulating traffic, and warning,
directing and informing road users, and will need to
comply with the current regulations and directions.
Signs in many circumstances will be intrusive in the
street scene, and excessive numbers of signs will
always add to street clutter.  When developing road
layouts, therefore, careful consideration should be
given to the consequences of any proposal that will
result in the need or legal requirement for signs to be
erected, or excessive road markings to be applied.
The intention should be to create environments in
which the only signs that need to be considered are
essential signs.

4.20.2 Consideration can be given to erecting some signs on
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adjacent buildings provided they satisfy the relevant
siting requirements in order to minimise the number
of posts.

4.21 STREET FURNITURE

4.21.1 Careful consideration should be given to the
consequences of any proposal that will result in the
need for particular items of street furniture such as
safety fencing, pedestrian guard railing and bollards
(except where these are being included to enhance
street character).  The intention should be to create
environments which do not rely on the need for safety
fencing, guard railing etc., especially where this is
likely to contribute to unnecessary street clutter, but
where such provisions are necessary then the
equipment chosen should be of a type that will be
evident to those with visibility impairments.

4.21.2 Where items of street furniture - including bus
shelters - are required or specifically included then
they should made from durable materials and should
be vandal resistant to ensure they require only the
minimum of maintenance by the relevant authority.

4.21.3 When considering the location for items of street
furniture, and in particular street seats and bus
shelters, developers should be aware of the numbers
of people likely to congregate around them which
could be a source of annoyance for nearby residents
if positioned insensitively.

4.22 CONSTRUCTION AND MAINTENANCE

4.22.1 Most house, and many business owners and
occupiers, normally expect the Local Highway
Authority to maintain the roads leading to their
property.  It is recommended therefore that all roads
are constructed to standards which would enable
them to be offered for adoption as highways
maintainable at public expense.

4.22.2 For all busy traffic routes consideration should be
given to the use of surfacing materials which aid the
reduction in noise created by moving vehicular
traffic.

4.22.3 Achieving high quality road layouts within
developments should have implications for their
ongoing maintenance to ensure that they do not
deteriorate in the long term beyond the normally
anticipated levels of wear and tear.

4.22.4 If the created environment is successful then the
residents of housing developments and employers
and employees associated with commercial
developments will have a sense of ownership and
take an active interest in ensuring their roads are well
cared for.

4.22.5 Whilst regular maintenance is essential to ensure
roads will look their best, this does  not solely mean
that the maintenance of the fabric is important.
Good design will, therefore, ensure that all areas are
easily accessible for cleaning purposes and that
corners are not created where dirt and litter can

accumulate, or isolated pockets which can easily be
overlooked.

4.23 PUBLIC RIGHTS OF WAY

4.23.1 New development layouts should aim to retain
existing public rights of way on their original axes.  

4.23.2 In most instances it will be unacceptable to simply
obliterate public rights of way and replace them with
new estate roads.  Existing routes should be
sympathetically integrated into the overall design. 

4.23.3 Footpaths should be developed as inviting linear
spaces, well lit and appropriately landscaped.

4.23.4 Where bridleways are affected, the impact of a
development on their practical usage must be
considered. Noise and traffic can easily deter riders
who may be concerned that their horses could panic
in some situations. 

4.23.5 Where an existing public right of way evolves as part
of the urban setting within a new development, its
usage is likely to become more intense and, as a
result, it may fulfil a more practical purpose - e.g. as
a route to local shops or school - rather than a purely
recreational one.  Where there is such a consequent
demand the surface should be made suitable for all
weather use. 

4.23.6 Where there is likely to be an increased leisure use of
a public right of way as a result of an adjacent or
nearby development, then works may be require to
protect or improve the surface of the right of way.

4.23.7 Public rights of way, whether within, leading to, or
adjacent to new developments, whilst needing to be
considered in the wider transport context will also
need to be considered in terms of their natural and
cultural heritage values.

4.23.8 In some circumstances it may be appropriate to
integrate existing public rights of way with the
cycleway network.

4.24 LANDSCAPING

4.24.1 Where existing hedgerows are affected by a proposed
development then the developer must be mindful of
legislation relating to the protection of these under
the Wildlife and Countryside Act 1981 or Hedgerows
Regulations 1997.  Hedges and trees should not be
removed in the nesting season without an ecological
survey having been undertaken immediately prior to
the works, and the loss of nesting birds and their
young can lead to a prosecution by the police.

4.24.2 Soft and hard landscaping should be designed
together and should be comprehensive throughout a
development. There will normally be an expectancy
for native trees, shrubs and hedgerow plants to be
used and hard landscaping features, when proposed
should, therefore, be complementary to these as
opposed to non-native varieties being selected in
order to specifically complement particular hard
landscape features.
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4.24.3 Hard landscaping features, including street furniture,
should not vary excessively in respect of colour,
texture or shape, and the materials used should
positively contribute towards the aims of maintaining
a clear and appropriate relation to the existing
surrounding street network in terms of weighting and
character.

4.24.4 Specialist advice should always be sought to analyse
the value of existing landscape features, particularly
where these might form the basis of the landscape
proposals for a new development.  It should also be
borne in mind that such features will require proper
protection during the construction process.

4.24.5 The landscaping of new roads can greatly improve
the environment and will often help to maintain the
integrity of the adjoining landscape and also create
new wildlife habitats. Trees within highways are,
therefore, usually regarded as amenity features but,
increasingly, their value as `sinks’ for converting
carbon emissions into oxygen is being recognised.
Their other benefits include the amelioration of
temperature extremes, reduction of radiant heat
whilst deciduous trees allow through radiant heat
when it is needed in winter.  The importance of large
forest trees (e.g. planes, limes, sycamores, oaks and
ash) should not be underestimated in this regard and
their replacement with small flowering species (e.g.
cherries, robinias and whitebeams) needs to be
carefully considered before decisions are made.

4.24.6 The County Council’s Warwickshire Landscape
Guidelines, emphasises the fact that there are
distinctive characteristics of the different landscape
types across the county, and they also provide advice
and specific guidance about the individual areas and
how acceptable and successful landscaping schemes
can be best developed.

4.24.7 Individual parts of the highway, such as roundabouts,
can be enhanced through planting (within the
constraints of sight lines) to both improve landscape
quality and, sometimes, safety. 

4.24.8 Large stature trees often form an important part of
the landscape and open space network of a
settlement.  Such trees can often be located to
advantage at the end of a vista, on the outside of a
bend in a street, in greens; and, in some instances,
along the street itself. The most suitable location will
depend on the character of the settlement and the
specific circumstances.  Choice of location should be
based on the safety considerations and an analysis of
the settlement.

4.24.9 Where possible, landscaping should be provided
within privately maintained areas. Where there are no
geological, biological or other environmental reasons
for retaining them, consideration should always be
given to grading out cuttings and embankments so
that no supporting or retaining measures are needed
for roads and the road corridor can then be
effectively narrowed.  

4.24.10Consideration should always be given to conveying
planted verges or margins located behind footways to
individual frontages.  The advantages and
disadvantages of doing so will, however, need to be
weighed up - e.g. there might be no assurance that
the planting would be maintained or retained by
individual householders, or owners simply might not
wish to have trees conveyed to them.   The potential
for success will be high within individual
developments or parts of developments where
prospective residents or owners are likely to
appreciate and enjoy the advantages of trees and
where they are not positioned too close to their
dwellings.

4.24.11Whilst there are potential problems with trees
overshadowing dwellings or other buildings and
gardens, it should be recognised that shade provided
by trees is increasingly important in the light of
concerns over skin cancers.

4.24.12Developers should have regard to the British
Standard guidelines relating to trees and buildings
and soil types, and also the recommendations of the
National House Builders Federation with regard to
the species of trees that should be planted on
shrinkable soils.

4.24.13Local Planning Authorities have a duty to ensure that
adequate provision is made for the preservation or
planting of trees within new developments.  However,
when considering landscaping proposals it should be
borne in mind that any tree within the public highway
is, prima facie, an obstruction, and may as such be
removed by the Highway Authority - i.e. whilst the
Highway Authority is not the owner of a tree within
the highway (unless it was planted by them), they
are, nevertheless, ultimately liable for any danger or
nuisance it causes.  It is important, therefore, that
the Highway Authority is involved in agreeing all
landscaping proposals which affect adoptable
highways to ensure that there will be no conflicts of
interest once a planning consent has been granted -
e.g. if a Local Planning Authority required a mature
tree to be retained within a development in a position
along an adoptable road that the Highway Authority
considered to be a dangerous, it would then be
embarrassing if, later, the Highway Authority was
asked to remove a tree that was required to be
retained by a planning consent.

4.25 PRIVATE DRIVES AND ACCESSES

4.25.1 Positive need, is the only criterion for proposing an
access to any part of the roads infrastructure.  

4.25.2 Every access to the highway is a potential hazard, the
degree of which depends on a number of interacting
factors including visibility, the numbers of accesses
encountered, driver competence, and road and
access quality.  Whilst accesses present
opportunities to develop or add to the character of a
street, care must be taken to ensure that they can be
readily seen and recognised, and that they are laid
out to a high standard, in order to minimise risks to
safety.
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4.25.3 Before proposing a series of footway crossings to
serve a series of private accesses, consideration
should be given to the negative visual impact of the
undulating kerb line which may result.  On the other
hand, the effect of introducing a long continuous
dropped kerb along a street, as well as being visually
distracting can also be problematical for pedestrians
and the mobility impaired because of the steeper
cross fall along a protracted distance.  Care needs to
be taken therefore to ensure accesses are well
spaced and that they will integrate well with the
street character.

4.25.4 In residential developments careful consideration
should to be given to deciding the number of
dwellings that any private drive or access should
serve. The matters which need to be taken into
account include:-

the need to ensure the adequacy of the arrangements
for access by the emergency services; 

the convenience of accessing the dwelling furthest
from the public highway for delivery purposes; 

the availability of parking and vehicle manoeuvring
space relative to the numbers of car trips likely to be
generated by the dwellings; 

the convenience and adequacy of the provisions for
refuse collection, 

and

the possible disruption in the event of the drive
needing to be excavated for maintenance purposes.  

4.25.5 Residents and visitors will need to be satisfied that
proper consideration has been given to both their
everyday and occasional needs, but, above all, it
should be borne in mind that in most cases a single
private drive or access will be the sole means of
accessing a dwelling or group of dwellings which
must cater for pedestrians including children and
visitors, and often the mobility impaired as well as
the parking and manoeuvring of cars.

4.25.6 Adequate visitor parking in line with national
maximum or Local Planning Authority standards
should be provided within private drives and
accesses especially where there is little opportunity
for on-street parking, or where it is intended to
positively discourage on-street parking.

4.25.7 Verge crossings serving private drives and accesses
should be the minimum practical length in order to
prevent them being utilised as attractive parking
spaces, especially where a footway is located parallel
to the verge where indiscriminate parking could
cause an obstruction.
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CHAPTER 5

THE DETAILED DESIGN OF ROAD LAYOUTS

5.0.1 Where an all-purpose urban road is required to
provide access to or through a development which
will form a link within the wider local highway
network, developers will be required to assess its
capacity and design it in accordance with the
Highway Agency’s Design Manual for Roads and
Bridges (or other alternative standards which may be
adopted by the Highway Authority).  In terms of
capacity assessment the Manual states in TA77/99
para. 1.6.  that the ‘carriageway width is not based
solely on peak hour travel demand.  Cost and
environmental impact should be taken into account.
A judgement may therefore have to be made between
adopting a reduced width carriageway, weighed
against any adverse effects incurred by providing for
a higher level demand.’  The overall design concept
of any new development may, therefore, influence
the design of any related all-purpose urban road.

5.0.2 Judgements will also need to be made with respect
to all other roads within a development - which will
usually be most or all of the roads - but in this case
the judgements will be made between adopting
reduced or, in some instances, increased widths for
carriageways, footways, verges, accesses etc. to suit
the overall development design context, against the
adverse effects incurred by providing for optimum
widths.  These judgements will also need to take into
account the need to ensure that no more space than
necessary is dedicated to roads within new
developments.  To ensure there will be consistency in
how judgements are made, details of optimum
widths and other geometric design elements are
provided below.  Where ‘normal minimum’ or similar
dimensions are referred to they should be used for
assessment purposes in a similar way.

5.0.3 Where alternatives or departures from the optimum
widths or other design elements are preferred in
order to enhance or develop street character, they
should not deviate from the optimums to such an
extent that a highway danger will be caused.  In this
respect, when the Highway Authority considers it
appropriate, the developer will be required to subject
proposals to a formal independent Safety Audit.

5.0.4 In order to determine the most appropriate widths
and other elements, the following will need to be
considered:-

the types, volumes and speed of vehicles that will
normally travel along the road;

whether or not the road will be a route for public
transport and, if so, whether or not special provisions
or priorities are to be provided for buses;

whether or not casual or regular on-street parking is
likely to occur;

the provisions to be made for cyclists, pedestrians
and the mobility impaired;

the numbers and layouts of junctions and accesses
that will be  encountered;

whether or not underground services need to be
accommodated and, if so, where they can be best
accommodated;

whether or not trees, shrubs or other special features
are to be accommodated;

the implications for the efficient future maintenance
of the road, both routine - such as street sweeping,
street lighting - and also longer term such as
carriageway resurfacing or sewer repairs, 

and

other factors unique to the development that will
influence the character of the street.

5.0.5 Having decided what needs to be catered for, the
optimum widths and other design elements that
follow should be used as a basis for the road or
section of road (or other form of access) which
should be designed in such a way that it will
successfully integrate with the development.  Where
widths or other elements are referred to as
‘prescribed’ there will be an expectancy that these
always will be complied with.

5.1 CARRIAGEWAYS

5.1.1 Optimum and Prescribed Dimensions:-

7.3 metres
Prescribed minimum width for large industrial
developments and other roads catering for significant
numbers of heavy goods vehicles.*

6.7 metre
Optimum width for small scale industrial
developments (e.g. where  there is a predominance of
small or start-up units) and where no demand for on-
street parking or development expansion is
anticipated.

6.7metres
Optimum width for business parks where some
demand for on-street parking is anticipated.

6.7 metres 
Also refers to Bus Routes below.

6.1 metres 
Optimum width for business parks where no demand
for on-street parking is anticipated.

6.1 metress
Also refers to Bus Routes below.

5.5 metres
Optimum width for residential areas where about 50
or more dwellings  are to be served and some on-
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street parking is anticipated.

5.0 metres 
Optimum width for residential areas where less than
50 dwellings  are to  be served and some on-street
parking is anticipated. Consideration can be given to
pedestrians sharing the surface where 25 dwellings
or less are served.

4.5 metres 
Prescribed minimum width for residential areas to
enable two cars to pass one another where no direct
accesses are required.*

4.5 metres 
Optimum width for residential areas where less than
12 dwellings are to be served; traffic speeds do not
exceed 10mph, and pedestrians and the
mobility impaired have absolute priority.

3.65 metres
Refers to Bus Routes below.

Notes:*Where junctions or accesses catering for 300
or more right turn ‘in’ vehicle movements per day
need to be catered for then localised widening should
be considered in order that a dedicated right turn
lane can be incorporated.  A traffic island at each
end of the right turn lane arrangement will normally
be required to prevent such a localised 
widening being used for overtaking purposes.

*Where a carriageway width of less than 4.5 metres
is proposed then it will be considered as being
suitable for only single file traffic.  The length of
restricted width road should be short enough to
ensure that no vehicle will have to give way for more
than a few seconds and it must be designed in such
a way that it will be abundantly clear to drivers that
it is suitable for single file traffic only with priority
markings and signing being imposed if considered
essential for safety reasons. To this end such a
carriageway should be between 3.0 and 3.5 metres
in width and contain no features that will require
routine maintenance such as gullies or street lights
which would involve maintenance vehicles having to
stop. Depending on the overall traffic considerations,
this type of carriageway narrowing if strategically
positioned, can be utilised for speed management
purposes.

Carriageways should be sufficiently widened on
bends to accommodate the swept path of the largest
vehicle that will regularly travel along the road.

5.1.2 Headroom:-

5.1 metres 
Prescribed minimum dimension for all roads.

Note: Roads will not normally be considered for adoption
unless the prescribed dimension is achieved.
However, consideration will be given to a lesser
dimension for visual enhancement reasons provided
it is first demonstrated that the requirements for
vehicular access can be  satisfactorily controlled -

i.e. that there will no reason whatsoever for any high
vehicle to require access, and subject to formal
Safety Audit procedures being completed.

5.1.3 Horizontal Layout:-

225 metres
Prescribed minimum  centre-line radius for 30mph
roads needing to cater for significant volumes of
heavy goods vehicles including any main access
roads within industrial developments.

90 metres 
Prescribed minimum centre-line radius for secondary
30mph industrial development roads.

90 metres
Optimum centre-line radius for all other 30mph
roads where no other speed management measures
are included.

40 metres
Optimum centre-line radius for all 20mph roads
where no other speed management measures are
included.

5.1.4 Horizontal Tracking Design:-

Designing a road layout by tracking vehicular paths
will normally  be acceptable only within residential
layouts.  Whilst the technique is intended to be used
as means of enhancing or developing street character
it should, at that same time, be employed as a
means of managing speed by the integration of
appropriate speed control measures.

5.1.5 Horizontal Alignment For Home Zone Design:-

The carriageway should be a shared use surface not
less than 3.0 metres wide with suitable intervisible
passing places.It should be designed to force drivers
to drive their vehicles at extremely low speeds by
using planted areas, footway build-outs and width
restrictions to create a meandering alignment.

5.1.6 Vertical Design:-

10%
Optimum maximum gradient for all 20mph roads
except those along regular bus routes.

7% 
Prescribed maximum gradient for 30mph roads
needing to cater for significant volumes of heavy
goods vehicles including all access roads within
industrial developments.

7%
Optimum maximum gradient for all roads
incorporating bus routes.

2.5%
Optimum crown-channel crossfall.

2.%
Optimum maximum gradient for a distance of not
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less than 15 metres along all approaches to
junctions.

0.7%
Prescribed minimum gradient for all roads.

Notes: Changes of gradient should be kept to a minimum.
Where they occur they should be achieved by the
incorporation of smooth summit or valley curves.  

Wherever practicable to do so, roads should follow
the natural topography of the site.

5.1.7 Forward Visibility:-

70 metres 
Prescribed distance where vehicles have the
potential to travel at 30mph - measured from and to
points along the centre of the running lane.

33 metres
Prescribed distance where vehicles have the
potential to travel at 20mph - measured from and to
points along the centre of the running lane.

0.3 metres
Optimum height of a vertical obstruction within a
forward visibility envelope unless a taller object is
specifically permitted on the basis that it will create
only a momentary obstruction to visibility.

Notes: Where queuing vehicular traffic is anticipated - e.g.
along the approaches to junctions, then the forward
visibility distances should be measured from the
subject vehicle along the road to the possible end of
queue position.

The visibility envelope is the area contained between
any two points on the arc formed along the centre of
the running lane and the chord that connects them
where the chord length is the required forward
visibility distance.

5.2 PRIORITY JUNCTIONS

5.2.1 In order to maximise the safety of priority junctions
they should always be laid out with the minor road
carriageway at right angles to the major road
carriageway.

5.2.2 Spacing of Junctions:-

90 metres
Normal minimum distance between junctions along
the same side of 30mph roads needing to cater for
significant volumes of heavy goods vehicles including
the main access roads within industrial
developments.

70 metres
Normal minimum distance between junctions on the
opposite sides of 30mph roads needing to cater for
significant volumes of heavy goods vehicles including
the main access roads within industrial
developments

45 metres
Normal minimum distance between junctions along
the same side of other 30mph roads.

30 metres
Normal minimum distance between junctions on the
opposite sides of other 30mph roads.

30 metres
Normal minimum distance between junctions along
the same side or on opposite sides of 20mph roads.

Notes: Where roads cater for extremely low vehicle speeds
the minimum junction spacings along the same side
or on the opposite sides of roads can be significantly
reduced. Spacing should be determined by ensuring
that the largest vehicle likely to regularly require
access is able to satisfactorily manoeuvre from one
minor road to another. It may be necessary in some
circumstances to demonstrate the practicalities of a
proposal by the use of standard manoeuvring
templates or approved swept path computer software
packages.

There must be sufficient distance between a primary
junction  - i.e. at the existing highway network - and
the first internal road junction within the
development to ensure that, if a vehicle queue is
likely to form then this will not interfere
with the efficient operation of the primary junction.  

5.2.3 Junction Visibility:-

‘y’ distances

215 metres
The optimum distance to be measured along the near
edge of an existing road carriageway in both
directions from the centre-line of the minor road
where the 85th percentile speed of major road traffic
is 60mph.*

160 metres
The optimum distance to be measured along the near
edge of an existing road carriageway in both
directions from the centre-line of the minor
road where the 85th percentile speed of major road
traffic is 50mph.*

120 metres
The optimum distance to be measured along the near
edge of an existing road carriageway in both
directions from the centre-line of the minor road
where the 85th percentile speed of major road traffic
is 40mph.*

90 metres
The prescribed minimum distance to be measured
along the near edge of the carriageway in both
directions from the centre-line of the minor road
where a 40mph speed limit either exists or proposed
along the major road.

70 metres
The prescribed minimum distance to be measured
along the near edge of the carriageway in both
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directions from the centre-line of the minor road
where a 30mph speed limit either exists or is
proposed along the major road.

33 metres
The prescribed minimum distance to be measured
along the near edge of the carriageway of a 20mph
road in both directions from the centre-line of the
minor road.

‘x’ distances

4.5 metres
The optimum distance to be measured along the
centre-line of the minor road from the projected near
edge of the major road carriageway wherever it is
likely that a second vehicle could be immediately
behind the first vehicle waiting to turn from the
minor road into the major road.

2.4 metres 
The prescribed minimum distance to be measured
along the centre-line of the minor road from the
projected near edge of the major road carriageway.

vertical distances

3.0 metres
The prescribed minimum effective height above
ground level for any tree canopy within or
overhanging a visibility splay.

900mm Prescribed maximum height of a vertical
obstruction in any visibility splay excluding the
following:-

600mm
Optimum height of a vertical obstruction within a
junction visibility envelope where the presence of
children would not normally be expected, unless a
taller object is specifically permitted on the basis
that it will form a momentary obstruction to visibility
only.

300mm
Optimum height of a vertical obstruction within a
junction visibility envelope within all residential
developments and along pedestrian routes to
schools, unless a taller object is specifically
permitted on the basis that it will form only a
momentary obstruction to visibility.

Notes: The visibility envelope is the triangular area each
side of the junction contained by straight lines drawn
between the ‘x’ and ‘y’ points, along the major
carriageway edge, and along the minor road
carriageway centre-line.

Where a junction is located on the outside of a bend
then the visibility envelope should always be
extended to ensure a tangent drawn from the ‘x’ point
through the nearside edge of the carriageway is
included.

These distances will normally relate to the formation
of junctions along existing highways.

5.2.4 Corner Radii:-

12.0 metres
The prescribed minimum dimension for all junctions
needing to cater for significant volumes of heavy
goods vehicles.

10.0 metres
The prescribed minimum dimension for all junctions
needing to cater for regular bus services.

7.5 metres
The prescribed minimum dimension for all 30mph
roads where the refuse collection vehicle is likely to
be the largest vehicle regularly requiring access,
subject to approach carriageway widths being not
less than 5.5 metres and the development layout is
unlikely to result in casual parking around the
junction area

7.5 metres
The optimum dimension for all 20mph roads where
the refuse collection vehicle is likely to be the largest
vehicle regularly requiring access, subject to
approach carriageway widths being not less than 5.5
metres and casual parking is likely to be a regular
occurrence around the junction area.

6.0 metres
The optimum dimension for 20mph roads where the
refuse collection vehicle is likely to be the largest
vehicle regularly requiring access, subject to
approach carriageway widths being not less than 5.0
metres and the development layout is unlikely to
result in casual parking around the junction area.

4.5 metres 
The minimum dimension for all minor roads subject
to approach carriageway widths being not less than
5.0 metres, and the development layout is unlikely to
result in casual parking around the junction area.

Note: The use of smaller corner radii is not
recommended.  However, in some instances they may
be considered provided it is clearly demonstrated
that on-street parking will not occur and that the
largest vehicle likely to regularly require access is
able to satisfactorily negotiate the junction.  It will
usually be necessary in these circumstances to
demonstrate the practicalities of the proposal by the
use of standard manoeuvring templates or approved
swept path computer software packages.  In
exceptional circumstances only the use of long
vehicle overrun areas will be considered.

5.3 OTHER JUNCTION LAYOUTS

5.3.1 Where junction layouts other than priority junctions
are proposed, then the principles of the junction
form and geometric detailing will require to be
agreed by the Highway Authority.  The completion of
formal Safety Audit procedures will usually be a
requirement.

5.3.2 ‘Dummy Junctions’ - i.e. the formation of junctions
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where the side road traffic would require priority
close to the closed end of the ahead road - are not
acceptable because of the false sense of priority
created.  Designers should always opt to form an
acute speed control bend along the priority traffic
route, with a private drive off being the effective
closed end of the ahead road.

5.4 VEHICLE TURNING AREAS

5.4.1 Where a cul-de-sac is included in a layout then a
turning area of appropriate dimensions at or near its
closed end must be provided to enable service and
delivery vehicles to turn.  Exceptions may be
considered for aesthetic reasons for very short,
straight culs-de-sac (40 metres or less) but the
acceptability or otherwise of occasional large
vehicles reversing to exit or enter these will be
subject to a formal Safety Audit for each individual
proposal.  A car turning area will, nevertheless, be
required as a minimum provision in such culs-de-
sac.

5.4.2 When considering the design of a turning area it may
be necessary to have regard to its scale in terms of
the overall development context to prevent its being
too dominant.  To ensure that its primary function of
enabling vehicles to turn efficiently and safely is
satisfied, it should be based on one of the alternative
optimum layouts shown on the opposite page.

5.4.3 Turning areas should be designed in such a way that
they will not be seen as attractive car parking areas.
If a carriageway area is overlarge and is infrequently
used by large vehicles to turn, regular car parking
could be an inevitable consequence.

5.5 BUS ROUTES AND FACILITIES

5.5.1 The largest rigid bus currently permitted on British
roads is 12m long and 2.55m wide (excluding
mirrors).  This should be used as the standard design
vehicle when considering roads along which it is
proposed to accommodate bus routes.

5.5.2 Corners and junctions should be designed to ensure
buses have no need to overrun the footway or verge.

5.5.3 Optimum and Prescribed Dimensions:-

6.7 metres
Optimum carriageway width for residential areas
where buses are to be accommodated and on-street
parking is anticipated.

6.1 metres 
Optimum carriageway width for residential areas
where buses are to be accommodated but no
significant demand for on-street parking is
anticipated.

3.65 metres 
Prescribed width for a dedicated bus lane within a
carriageway.

Note: It will be necessary to widen a dedicated bus

lane proportionally to the general widening of a
carriageway around a bend.

5.5.4 The number of ‘low floor’ buses is increasing - i.e. at
least half the length of the bus has a flat floor with a
height around 320mm and no internal steps. These
buses can be ‘knelt’ to give an entrance height of
250mm or less at stops thereby making it easier for
wheelchair passengers to board and for those
carrying on shopping trolleys and baby buggies etc.
All new single deck buses are required to be
wheelchair accessible, and bus stops should be
designed to be compatible with these which may
require the construction of kerbed passenger waiting
areas in rural areas.

5.5.5 It may not always be possible to find the ideal bus
stop location, and in which case safety
considerations should take precedence.

5.5.6 Bus Stops should be located :-

where they are safe for passengers to wait and alight
including consideration of night-time security;

in the optimum position for passengers’ convenience
such that they will have no more than 400 metres to
walk to or from their final destination - but it should
be noted that 300 metres is the preferable maximum
when this can be achieved, and, ideally 200 metres;

as close as practicable to significant buildings - e.g.
supermarkets, cinemas etc. - and, whenever
possible, at a lesser distance than any related car
park;

at any local centres where they can be served by the
footpaths and cycle routes which provide access to
those centres;  

where they are efficient for the public transport
operator to utilise;

so as to enable buses to pull in safely to the kerb and
maintain adequate sight-lines for departure;

at an optimum spacing of between 300 - 400 metres
in urban areas.  (If the distance between stops is
greater, pedestrian access will become excessive - if
it is less, the average speeds of buses will be too
low.);

so that they are staggered when on opposite sides of
roads, and in order that buses will stop tail-to-tail
and move off away from each other;

when close to a junction: on the exit side but as close
to it as safety considerations allow, and

when close to a pedestrian crossing: on the exit side
but as close to it as safety permits.

5.5.7 Bus Stops should not be located :-

where security vehicles need to park;
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adjacent to the inner kerb of a bend if other traffic
needs to pass;

where the risk of noise and disturbance is
undesirable, or

directly opposite each other on single carriageway
roads where they could cause traffic problems.

5.6 SPEED MANAGEMENT

5.6.1 Vehicle speeds should be controlled by:-

eliminating long straights from the carriageway and
incorporating a bend or series of bends of sufficient
length using the optimum centre-line radii
appropriate to the design speed; or

by incorporating speed control measures spaced at
distances appropriate to the design speed along the
carriageway, or

by a combination of the above measures especially
when optimum centre-line radii are used along longer
lengths of road in order to disrupt rhythm.

5.6.2 The appropriate spacing for speed control measures
are:-

between 100 and 150 metres for 30mph roads;

between 60 and 100 metres for 20mph roads, and

less than 40 metres to achieve very low speeds.

5.6.3 It should be noted that the larger dimensions
indicated in 5.6.2 are, in each case, the minimum
distances from a road junction where a vehicle has
entered at a very low speed, or from the closed end
of a cul-de-sac. The lesser dimensions are
appropriate for the intermediate spacing of
measures, and the closer spacing of features will
have the effect of reducing speeds which may be
desirable along some sections of road.

5.6.4 Features are more effective when they are spaced at
irregular intervals.

5.6.5 Forward visibility appropriate to the traffic speed will
always be required to - a) enable drivers to see speed
control features in sufficient time so that they can
take appropriate action, and b) enable them to see
beyond speed control features at locations where
they are not required to stop; give way, or travel
through or over a feature at a very low speed.

5.6.6 The requirements of pedestrians, cyclists and the
mobility impaired must be a consideration when
designing any feature to control vehicle speeds.  It
will be appropriate in some circumstances to make
special provision within a feature for these users or,
in some cases, to provide alternative routes for them.

5.6.7 Wherever a measure or measures are incorporated
into a layout to control vehicle speeds, then
horizontal speed control features should always be

used except where it is proposed to include a vertical
feature or features for another specified purpose.

5.6.8 There are a number of methods of controlling speed
by horizontal measures.  The most common methods
are:-

Carriageway Narrowing: which is a length of
carriageway reduced to between 3.0 and 3.5 metres
in width to restrict vehicular traffic to single-way
working over a distance of between 5 and 25 metres,
and in a way that it will not cause undue delays - i.e.
for higher traffic flow situations then the length of
the narrowing should be nearer to 5 metres than 25
metres.  A 3.5 metre width must be used where a
narrowing is incorporated along a bus route, or where
a significant number of heavy goods vehicles could
use a route. A carriageway narrowing should operate
informally through driver courtesy when used within
a 20mph Zone, but where such a zone is not
enforced by a Traffic Regulation Order, then any
individual narrowing will require an order and
regulatory signing will need to be provided.  On larger
developments incorporating a number of narrowings
a zone order should always be considered in order to
minimise signing.

Local Width Restriction: which is a section of street
where buildings or other development actually
restrict the width available for the road.  A width
restriction will, therefore, normally need to comply
with the guidance given for a carriageway narrowing.
It is essential to ensure that a width restriction can
accommodate underground services alongside the
carriageway, unless alternative arrangements have
been agreed for these.

Chicane: which is based on the principles of one-way
traffic working for a carriageway narrowing, but laid
out in such a way that vehicles have to noticeably
deviate from their natural driving line in order to
‘negotiate’ the feature. Chicanes should not be
included along bus routes or other roads where
significant numbers of heavy goods vehicles need to
be considered.

Carriageway Shift: which is the affective lateral
shifting of the natural carriageway alignment by
between a half and the whole its width or more within
a short length.  Speeds will be reduced according to
the amount of shift and the length over which this is
effected. Carriageway shifts will inevitably
incorporate centre-line radii considerably less than
optimum radii. Slower speeds will be induced by
bigger shifts over shorter lengths. Where vehicle
numbers are low and there is a risk of vehicles
crossing into the opposing running lane in order to
take a more direct line through a shift at high speed,
then a traffic island can be introduced within the
shift which can also incorporate pedestrian refuge
facilities if desired.

Strategic Parking: is the incorporation of
‘encouraged’ on-street parking areas that require
approaching traffic to slow due to its strategic
location or prominence. Its value for controlling
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speed at any point will need to be assessed according
to how regularly parking will take place - i.e. parking
will need to be regular both day and night to ensure
its effectiveness. Kerb build outs can be considered
to shelter the parking, and, if there is a risk of
underutilisation of the designated parking area, then
build outs will be an essential part of the feature to
ensure approaching vehicles will slow down. 

Speed Control Bend: is any bend that consumes an
angle of more than 70˚ based on a carriageway
centre-line radius of less than the optimum. It is
essential that forward visibility is maintained through
the bend but it should be noted that the visibility
envelope can seriously impinge on adjacent plots.  A
speed control bend with a radius near the optimum
will be more effective if used in conjunction another
type of speed control feature.

Acute Speed Control Bend: is a bend that contains
the following elements: a consumed angle of
between 70˚ and 110˚; approach carriageway widths
of not less than 5 metres; inner and outer
carriageway edge radii of 7.5 metres or inner and
outer carriageway edge radii of 9.0 metres, a footway
around both edges or around the inner edge as a
minimum, and a long vehicle overrun area within the
inner edge of the carriageway if desired.  Visibility is
based on priority junction visibility - i.e. according to
the traffic speed, 70 or 33 metres will be the
prescribed minimum distance to be measured along
the near edge of the carriageway of both legs from
the projected carriageway centre-line of the other leg;
and 4.5 or 2.4 metres will be the prescribed
distances measured along the centre-line of each leg
from the projected channel line of the other.  Vertical
obstruction limitations also apply. Consideration
needs to be given to the surface treatment within the
visibility splays: overwidened footways can result in
indiscriminate car parking.  Acute speed control
bends are suitable for use in residential areas only.
(Care should be taken when proposing an acute
speed control bend on a significantly sloping site as
there is a risk of the inner channel gradient becoming
excessive, which may not be evident from the vertical
centre-line design.)

Speed Control Island: is a small diameter or narrow
central island around which vehicles have to drive,
located within a widened section of carriageway.
Islands could, amongst other shapes, be circular,
oval or rectangular with semi-circular ends, or
irregular. The geometry of the island and carriageway
widths should be considered in the context of the
types of vehicle that will regularly use the route, but
they should not be considered where heavy goods
vehicles will regularly require access. Entry and exit
overrun areas should, however, be incorporated for
occasional long vehicles. Speed control islands can
be located so as to act as ‘pivot’ points to effect a
change of carriageway direction of up to 30˚.

Traffic Island: which is a regularly shaped island not
less than 1.2 metres and not greater than 3 metres
in width, between 6 and 10 metres in length with

rounded ends, and is for use principally along wide
industrial roads to eliminate higher speed overtaking,
but traffic islands can also have wider general
applications. A conventional traffic island -
incorporating a pedestrian refuge if desired - should
normally be located centrally within a carriageway of
constant width.  The intention is not to slow all traffic
- although its presence will have some influence in
this respect - but to prevent overtaking. Traffic
islands should normally be provided with an
illuminated traffic bollard at both ends, and a central
high light will in some instances be required.

Priority Road Junction: strategically positioned road
junctions can be used to effectively control speeds
within a development by requiring vehicles to give
way to priority traffic. If used in association with
lengths of unrestrained roads of 150 metres or less
in 30mph areas or 80 metres or less in 20mph areas
then there is unlikely to be a requirement for other
speed control measures, unless very low speeds are
desirable.

Mini Roundabout: for use at junctions, usually with a
small painted island and indicative circulatory arrows
on the carriageway surface, or a slightly raised
overrun island constructed in contrasting materials,
where the standard roundabout convention of giving
way to traffic from the right applies to vehicles
entering the junction. It is essential that the entry
arms are formed in a way that vehicles cannot drive
along a straight or near straight line through the
junction. If entry speeds cannot be sufficiently
controlled then a mini roundabout should not be
considered. An appropriate regulatory sign will be
required along each approach.

Small Roundabout: conventionally designed small
roundabouts can be incorporated into new
developments, but regard should always be given to
the area of land they are likely to occupy.  In order to
keep the inscribed circle diameter to a minimum,
either the whole central island can be designed to be
overrun by long vehicles or a broad overrun shoulder
can be incorporated. The essential elements to
control speed at small roundabouts are the entry
deflection angles and the elimination of straight or
near straight driving lines through the junction.
Where other speed controls are applied to the
approaches to effect very low entry speeds then
departures from the normal roundabout design
standards can be applied with the junction being
‘made to measure’, subject to a formal Safety Audit
being completed. An appropriate warning sign will be
required along each approach.

Staggered Cross Road: where cross roads are planned
for inclusion within a development for visual
enhancement or other reasons then the elimination
of the straight across movement from minor road to
minor road should be effected by adjusting the
carriageway alignment on one or both approaches.
However, where this is not possible and the straight
across movement is maintained then, in the interests
of safety, an exception should be considered to the
principal of not including vertical features by
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allowing for a raised table within the junction area to
ensure traffic can only enter at very low speeds along
all approaches. The excessive use of straight cross
roads should be avoided in any single development
because of the vertical deflection implications.

5.6.9 The above examples are not exhaustive and other
measures can be considered to suit particular
circumstances. Having regard to the principles
relating to the method of control then combinations
of features or hybrids can also be developed to suit
many situations.  Whatever form of speed control
measures are applied developers will need to ensure
their proposals will perform effectively.

5.6.10 Wherever there is a need to incorporate measures to
control speed then vertical speed control features
should always be considered as ‘the last resort’
unless they are being included for specific reasons.
Vertical features generally are not versatile in the way
they can be utilised and will often be difficult to
integrate with the street scene.  It should also be
borne in mind that certain features may require to
comply with the Road Hump Regulations and
warning signs could be required. The most common
methods of controlling speed by vertical means are
Speed Humps, Speed Cushions, Speed Tables or
Platforms.

5.6.11 Other types of feature which can be incorporated
within a layout are generally known as Demarcation
Strips which, when used in isolation, have only a
marginal effect in controlling traffic speeds. They
usually consist of a band of contrasting material;
concrete blockwork, or specialist surface imprinting
laid across the full width of carriageway and are
generally used to draw drivers’ attention to a change
in road layout or arrangement - e.g. where
pedestrians and others could be sharing the
carriageway surface with vehicles within a cul-de-sac
- but also they can be used in conjunction with other
speed control features.

5.6.12 When designing speed control features, care must be
taken to ensure that vehicles entering or leaving
adjacent accesses or negotiating junctions are not
prevented from doing so by the presence of the
feature.

5.6.13 The approach to speed control will, where necessary,
need to be sequential - e.g. if it is desirable to
establish a focal point within a development, such as
a prominent building on the inside of a bend (which
itself can be used to control speed) of what would
normally be a 20mph road, but the position of the
building would actually impinge on the prescribed
minimum forward visibility envelope, then it would
be necessary to ensure that vehicles could only
approach the locale at speeds of less than 20mph
(and perhaps considerably less).  This could be
achieved by using three speed control features (the
building/bend being the central one) but at distances
less (and perhaps considerably less) than those
identified within the normal range.

5.6.14 The correct level of illumination will need to be

provided at all speed control locations. This may
require special consideration in some instances.

5.6.15 Traffic signs should be kept to the minimum
necessary but some signing may be essential if a
feature relies on a Traffic Regulation Order for its
safe operation - e.g. priority one-way working in some
situations. The possibility of having to introduce
traffic regulations if a system is not used courteously,
and the consequences regarding signing, should,
therefore, be borne in mind.

5.7 PROVISIONS FOR CYCLISTS

5.7.1 Decisions will need to be made as to whether or not
combined pedestrian and cycle facilities should be
segregated or unsegregated.  As a general principle,
longer routes or those likely to attract significant
numbers of cyclists should be segregated, in which
case appropriate signing, lining or other surface
demarcation will be required.

5.7.2 Care needs to be given to the design of cycleways to
ensure that, so far as practicable, they do not
become attractive routes for misuse by car drivers
and motorcyclists.

5.7.3 Where cycleways merge with carriageways or
continue as cycle lanes within carriageways then
flush kerbs should be provided together with
adequate protection for cyclists at the point of entry.

5.7.4 Optimum and Prescribed Dimensions:-

3.5 metres 
Prescribed minimum width for a combined footpath
and cycleway bounded on both sides by walls, fences
or hedges.*
3.25 metres 
Optimum width for a combined footpath/footway and
cycleway bounded on one side by a wall, fence or
hedge.*

3.0 metres
Optimum width for a combined footpath/footway and
cycleway not immediately bounded on either side.*

1.5 metres
Optimum width for a dedicated cycle lane within a
carriageway.

Note: *Dimensions cater for two-way flows.

5.7.5 Headroom:-

2.7 metres
The prescribed minimum headroom for any cycle
route.

5.7.6 Forward Visibility:-

26.0 metres
Optimum distance along a cycle route where a
gradient exceeds 2%.

20.0 metres
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Optimum distance along a cycle route where a
gradient is less than 2%.

5.7.7. Vertical Design:-

Cycle routes should always be designed to be as flat
as possible.

5%
Optimum maximum gradient for any cycle route.

2.5%
Optimum cross fall towards drainage channel.

5.8 PROVISIONS FOR PEDESTRIANS AND THE
MOBILITY IMPAIRED

5.8.1 Routes should be barrier free except at the junctions
of footpaths with carriageways when barriers may be
required at some locations. A barrier, if needed, must
be of the type which does not impair driver visibility
- especially of children who may be standing, walking
or running behind them.

5.8.2 An adequate space for pedestrians to wait should be
provided, together with an appropriate level of
visibility, wherever a pedestrian route crosses a
carriageway or cycleway.

5.8.3 At busier road junctions and along busy roads, the
provision of island refuges within the carriageway
should always be considered to assist pedestrians to
cross.

5.8.4 At road junctions and other road crossings, dropped
and flush kerb crossings with tactile surfacing should
be provided in accordance with current national
advice.

5.8.5 Where appropriate, signal controlled crossings will be
a requirement.

5.8.6 At junctions, footways should be constructed parallel
to the back of visibility splays in order to encourage
pedestrians to cross the minor road at the narrowest
practicable point.

5.8.7 At junctions where footways lead onto shared surface
roads, the footways should be extended beyond the
corner radii and lead onto the shared surface at a
point beyond a driver warning demarcation strip. Any
direct vehicular accesses to the shared surface
should not conflict with the footway entry to the
shared surface.

5.8.8 At the entry to a home zone area it may be
appropriate to provide suitable signage to emphasise
the status of the area.

5.8.9 Optimum and Prescribed Dimensions:-

2.0 metres
See under Services.

1.8 metres 
Optimum width for two wheelchairs or buggies to

pass one another.

1.8 metres
Optimum width for frequent pedestrian movements.

1.35 metres
Optimum width for a wheelchair or buggy to pass a
pedestrian.

0.9 metres
Optimum width for occasional wheelchair, buggy and
pedestrian use.*

0.6 metres 
Optimum minimum width for a footway.  Normally
insufficient for a wheelchair or buggy.*

Note: *These dimensions should only be considered in very
exceptional circumstances, and the effect of
potential passing vehicle overhang must always be a
consideration when narrow footways are proposed.

The presence of a building, high wall, hedge or fence
immediately abutting one or both sides of a footway
or footpath is likely to reduce the actual or useful
width because these types of boundary often inhibit
people from walking immediately adjacent to the
edge of the path.

5.8.10 Headroom:-

2.6 metres
Optimum headroom for all pedestrian routes.

2.3 metres
Prescribed minimum headroom for pedestrian routes,
not to be applied over distances exceeding 10
metres.

5.8.11 Horizontal Layout, Security, and Forward Visibility:-

Routes should closely follow desire lines, or be as
direct as practicable. 

Routes should contain no ‘blind’ bends or corners
and should be overlooked by adjacent development.

5.8.12 Vertical Design:-

8%
Prescribed maximum gradient for all pedestrian
routes.*

5%
Optimum maximum gradient for all pedestrian
routes.

2.5%
Optimum cross fall towards drainage channel.

Notes: *Where steep gradients are incorporated into a
design then regular landings or level areas should be
incorporated at regular intervals of not greater than
10 metres.

Routes for pedestrians and the mobility impaired



should always be designed to be as flat as possible.

If it is necessary to incorporate gradients steeper
than the prescribed maximum, then an alternative
stepped route will also be required.

Handrails will be required for all routes at locations
where a gradient steeper than 5% is incorporated,
and for all stepped routes.

Non-slip surfacing will be required along all routes at
locations where a gradient steeper than 5% is
incorporated.

5.9 VERGES, MARGINS AND SERVICE STRIPS

5.9.1 Optimum and Prescribed Dimensions:-

4.0 metres
Refers to Landscaping below (5.15.20).

2.5 metres
Refers to Landscaping below (5.15.20).

2.0 metres 
Optimum width to accommodate underground
services and where no other obstructions occur.

2.0 metres
Optimum width for an unplanted verge between a
carriageway and footway.

1.0 metre 
Prescribed minimum width for a narrow verge
capable of being adequately maintained.

0.5 metres 
Prescribed minimum width for a hard-surfaced
margin between a carriageway and highway boundary
to accommodate vehicle overhang.

Note: See also the optimum widths where landscaping is to
be incorporated.

5.10 SERVICES

5.10.1 Inspection and access chambers, junction boxes and
cabinets are usually essential elements of the
underground service network. Developers should
ensure service providers will co-operate in locating
such items where they will not affect highway safety,
cause unreasonable inconvenience to any user of the
road network, or detract from character of the street.

5.10.2 Underground services should be capable of being
satisfactorily accommodated within dedicated 2
metre wide corridors. Because service providers have
a statutory right to install apparatus in the highway -
and will normally require to do so - they generally
expect that footways; verges; service strips, and
footpaths will be provided for this purpose as part of
the roads infrastructure.  

5.10.3 Alternative routes, or variations to the corridor
dimension, will sometimes need to be considered to
allow for the specific requirements of a development.

To ensure that all parties can be agreeable to such
alternatives or variations, the developer will need to
obtain the written agreement of each individual
service provider and other parties who will be
affected.  Such agreement should be secured prior to
any relevant planning consent being issued.

5.10.4 The likely alternative arrangements for service
provision will be:-

If a narrower footway or service strip is being
proposed then the developer will need to secure
agreement for the bunching of services and the
exclusion of inspection chambers and cabinets from
the affected length.

If no footway or service strip is being proposed along
one side of a road and cross-carriageway ducts are
proposed instead, the developer will need to secure
agreement of all parties including the Highway
Authority about the locations for these, and also the
method of identifying their positions on the highway
surface with the Local Planning Authority.

If services are proposed to cross other communal
areas - e.g. school playing field, public open space
etc., or to follow amenity footpaths - then the
developer will also need to secure the agreement of
the County or relevant District or Parish Council.

If the services are proposed to follow the route of a
public right of way then the agreement of the land
owner or owners will also need to secured.

5.11 DRAINAGE

5.11.1 Off-highway drainage should always be provided
wherever there is the potential for surface water to
run off private drives, forecourts, car parks or other
adjacent land onto the highway.

5.11.2 Roads should be designed with adequate minimum
gradients to ensure self-draining will occur. The use
of combined kerb/channel blocks will only be
considered in very exceptional circumstances.

5.11.3 Footways and cycleways should be self-draining and
constructed to fall towards the carriageway channel.

5.11.4 Positive drainage must be provided for all surfaces
forming part of the adoptable highway network
including separate footpaths, cycleways and
emergency accesses.

5.11.5 The maximum area of a paved surface draining to a
gully should not exceed 150 square metres, but
additional gullies are likely to be required at low
points and where gradients approach prescribed or
optimum minimums.

5.11.6 Interceptors will be required wherever there is a high
risk of unsuitable liquids or other materials being
directed towards a highway drain.

5.11.7 Gullies must be positioned such that they can be
properly accessed for cleansing and where the

57



58

parking of cleansing vehicles will not create an
unreasonable obstruction - e.g. gullies located in the
corners of turning areas are often impractical to
clean, and cleansing vehicles having to park within
carriageway narrowings or close to tight bends will
usually constitute an unreasonable obstruction.

5.11.8 Where ground conditions dictate it will be necessary
to provide formation drainage. Cut-off drains and
subsoil drainage may also be required.

5.11.9 All highway drainage pipes should be laid within the
highway, preferably outside the limits of the
carriageway, but always at least 1 metre from any
kerb line.

5.11.10Where foul sewers are located within the public
highway then, wherever it is practicable to do so,
they should be laid outside the limits of the
carriageway, but in any case at least 1 metre from
any kerb line.

5.11.11Longitudinal sewer runs should not cross beneath
kerb lines.

5.11.12Manholes are to be provided at the head of a line and
at all changes in pipe size, direction or gradient and,
along straight runs, at intervals of not more than 90
metres.  

5.11.13Manholes should be positioned such that when
access is required to them they will not render the
highway impassable for vehicles and pedestrians.

5.11.14Balancing tanks, other than nominal oversizing of
pipes, will not be acceptable beneath any
carriageway.

5.11.15The highway drainage system should be discharged
into a public water system or sustainable urban
drainage system (SUDS) or, where no such system is
available, then it should be discharged into a
suitable water course.

5.11.16Prior to the submission of the relevant planning
application, proposals for any sustainable urban
drainage system (SUDS) - e.g. a swale or wet pond -
will need to be discussed in detail with all concerned
parties including the Highway Authority where it is
proposed to discharge highway water into such a
system.

5.11.17The ground conditions throughout the County are
generally unsuitable to enable drainage by natural
percolation.  Soakaways are, therefore, not
acceptable for draining any adoptable road.

5.12 LIGHTING

5.12.1 In general SON high pressure sodium lighting will be
the preferred light source.  SOX low pressure sodium
should be restricted to existing areas or extensions of
low pressure sodium lighting.

5.12.2 Full spectrum light sources such as PL compact
fluorescent lamps and CDM-T metal halide lamps,

which provide a white light source for areas of high
amenity value, will, in some cases, be a requirement.

5.12.3 Lighting columns must not be erected adjacent to
the carriageway edge, but should normally be located
at the back of the footway; cycleway; service strip, or
verge.

5.12.4 Footpaths and cycleways that are to be adopted
should be lit to the appropriate standard.

5.12.5 Particular attention should be placed on providing
lighting around bus stops and routes leading to
public transport facilities.

5.12.6 All street and footpath lighting units should be
positioned such that they can be readily maintained,
and where maintenance vehicles will not cause an
unreasonable obstruction.

5.12.7 The areas covered by new junctions with existing
highways must be included within the lighting
system scheme for the whole development.

5.12.8 Where road junctions or large accesses are proposed
which will not be offered for adoption then
alterations or additions to the public street lighting
may nevertheless be required to ensure such
junctions and accesses are adequately illuminated.

5.12.9 Where a building abuts the road, footpath or
cycleway consideration may be given to attaching
lighting fixtures to the building.

5.12.10Lighting for new developments will not be considered
in isolation to existing lighting systems.  Additional
lighting may, therefore, be required to be provided by
the developer to extend or improve an existing system
in order to satisfy current standards.

5.13 STRUCTURES

5.13.1 All structures which support, form part of, or affect
the public highway will require the technical approval
of Warwickshire County Council as the Technical
Approval Authority.  In this context the structures
requiring technical approval include all those which
are situated wholly or partly within; under, or over the
existing or proposed highway.  It also includes
retaining structures and reinforced earth structures
which support the highway but may not form part of
the highway.  Highway structures are defined as
those of a clear span or internal diameter greater
then 0.9 metres, and retaining walls with over 1.0
metre of retained height.

5.13.2 Developers are advised to consult with the Technical
Approval Authority prior to deciding the form of any
structure.

5.14 PUBLIC RIGHTS OF WAY

5.14.1 Where the route of an existing public right of way is
defined by mature hedgerows; trees; sunken lane, or
raised bund, then these features will normally
contribute to the identity and amenity value of the



route and should generally be retained and
enhanced.

5.14.2 Where the surface of an existing public right of way
is already sealed, consideration should be given to
including this as part of the scheme for the adoption
of highways.  Care needs to be taken to ensure that
the line of the public right of way and the line of the
path proposed for adoption coincide.

5.14.3 Vehicular traffic and equestrians should generally be
separated by a visual buffer, and particular
consideration given to an equestrian terminus at a
road. Good sight lines are required at such locations
with an area of adequate size for horses to stand and
wait for some minutes. 

5.14.4 Bridleways should not, in general, run along estate
roads but, where unavoidable, wider verges should be
provided to segregate them from traffic as far as
practicable.

5.14.5 Bridleways should wherever possible form continuous
off road circuits and links into these should be
provided at appropriate locations.

5.14.6 There are no standard widths for the various types of
public rights of way.  However the following should
be considered:-

10.0 metres
The commonest width for existing byways.

10.0 metres
Exceptional maximum width for a bridleway.

5.0 metres
Normal minimum width for a byway.

3.5 metres
Preferred minimum width for a bridleway.

3.0 metres
Minimum acceptable width for an unenclosed
bridleway.

2.5 metres
Normal maximum width for an unenclosed public
footpath.

1.5 metres
Minimum acceptable width for a public footpath.

Notes: Byways up to 19.0 metres wide exist within the
County.

The existence of a wide footpath across the site, but
which is claimed to have byway status, can have a
significant impact on the development layout if it is
determined that it is a bridleway or byway.

5.15 LANDSCAPING

5.15.1 A full survey of existing trees and shrubs should be
undertaken for all development sites and
comprehensive information submitted for trees

whether being proposed for removal or retention.

5.15.2 Trees to be retained should be clearly identified and
any necessary remedial works agreed with the
Highway Authority and Local Planning Authority,
including a plan of operation covering such works as
thinning, topping, removal of dead and dying
branches etc.  All such works should be completed
prior to the development, or phase of development,
commencing.  All trees should then be protected by
temporary fencing relating to their spread.  The siting
of storage compounds, temporary offices will not be
permitted beneath the canopy spread of any retained
tree.

5.15.3 All works undertaken in close proximity to any
retained tree should be carried out by hand, and the
making good of the ground around trees after the
removal of temporary protective fences should also
be undertaken by hand.

5.15.4 Because any tree within the public highway is a
potential hazard, proposals which include trees are
more likely to require formal Safety Audit procedures
to be completed than proposals which do not.

5.15.5 Road embankments, cuttings, verges and margins as
well as public open spaces often provide
opportunities to accommodate landscaping or natural
regeneration that will normally be maintained at
public expense.  Alternatively, or additionally,
specific provision can also be made for privately
maintainable landscaping within land immediately
abutting the highway, and this should always be
considered where appropriate opportunities exist
before considering landscaping which will require
maintenance at public expense.

5.15.6 Where planting within private plots immediately
abutting an adoptable highway is proposed, then due
regard must be given to the dimensions of the
species at maturity to avoid the risk of overhanging
tree branches and shrubs projecting into the highway
which would effectively constitute an obstruction to
the highway.

5.15.7 When designing proposals, developers should have
regard to the long term maintenance liability of both
hard landscaped and planted areas that will be
placed on the Highway Authority, or other appropriate
Authority.

5.15.8 In some instances private local sponsorship can be
secured for landscape planting and maintenance,
especially at prestigious locations such as
roundabouts.

5.15.9 A tree that is inappropriate to its setting or location
is likely to present a long term management liability.
It is essential, therefore, to ensure the careful
selection of all trees and shrubs to be included in
development proposals.

5.15.10Large trees produce significant quantities of leaf and
other litter which can be especially hazardous for
cyclists as well as pedestrians and the mobility
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impaired; and berries can be a particular hazard for
elderly people especially on sloping footways or
footpaths. Also trees located within paved areas are
likely to present hazards for blind and partially
sighted people.  Consideration must always be given
to the particular risks to some users of the highway
that could result from the inappropriate selection of
trees and shrubs at particular locations. Similarly
where certain species of trees or shrubs are retained
within new highways account must be taken of any
leaf or other litter they may produce and the effects
this may have with regard to footways or cycleways

5.15.11Where it is proposed to include landscaping within
visibility splays at road and access junctions, and
around bends then, normally, this should be in the
form of grass verge, although ground cover planting
which will grow no higher than about 300mm at
maturity can be considered in some cases.  It is also
acceptable in some circumstances to allow trees to
be planted or retained within visibility splays
provided they constitute no more than momentary
interruptions to driver visibility.  Therefore, where
landscaping proposals require trees within visibility
splays, particular regard must to be given to their
exact positioning and dimensions at or approaching
maturity.  As a general rule smaller trees in long
splays will be less problematical than larger trees in
short splays.  All proposals which contain trees
within splays will be required to satisfy a formal
Safety Audit.

5.15.12Tree roots are capable of damaging or interfering with
underground services and sewers.  Most roads and
many footpaths and cycleways provide routes for
statutory and other underground services and sewers.
It is essential that landscaping is designed in such a
way that underground damage will not be caused,
and that access for service and sewer maintenance or
renewal will not be prevented.  

5.15.13Because roots are capable of damaging or interfering
with underground services, landscaping, other than
ground cover planting, should not be proposed within
dedicated service strips or margins.  It may be
necessary to consider alternative routes for services
where conflicts are apparent, and in which case the
agreement of the service providers must be obtained.

5.15.14Certain species of trees and shrubs are more liable
than others to cause damage to adjacent pavings,
buildings and structures.  Wherever there is a risk of
this happening then root barriers or other appropriate
protection must be provided. Wherever large trees are
included within a development, it is also essential
that nearby structures and the foundations of any
adjacent buildings are built to a sufficient
specification to withstand the damage that may be
caused by the proximity of tree roots in the event of
root barriers being breached.

5.15.15Trees, especially larger varieties, have the potential
to affect adjacent dwellings by overshadowing them,
and the blocking of sunlight from gardens.  

5.15.16Large trees are likely to interfere with street lighting

if they are planted too close.  It is essential,
therefore, that street lighting is considered when
designing landscape proposals.

5.15.17Leaves and other fallen tree debris can block drains.
It is essential, therefore, that the landscape design
takes account of all road gullies, the positions of
which usually need to be fixed relative to the vertical
road design.

5.15.18Trees, as they mature, can interfere with overhead
power lines.  Account needs to be taken, therefore, of
the presence of any overhead lines when designing
landscape proposals.

5.15.19The fallen leaves or ‘drip’ of some species of trees
can damage the paintwork of cars parked underneath
canopies.  Such trees, therefore, are inappropriate in
some locations because of this.

5.15.20Where proposals include for trees to be planted in
verges, whether between a footway and carriageway
or adjacent to a carriageway where no
footway is provided, then the verges must be of
adequate width to accommodate the trees at
maturity, as follows:-

4.0 metres
Optimum width where trees are planted between a
carriageway and footway and where underground
services are not present, except for large stature trees
which will require special consideration for each
individual location.

2.5 metres 
Optimum width where trees are planted between a
footway and highway boundary and where
underground services are not present.

5.16 PRIVATE DRIVES AND ACCESSES

5.16.1 There must be sufficient distance between any
junction and an individual site access to ensure that,
where a queue of vehicles is likely to form waiting to
turn right into the access, it will not interfere with the
efficient operation of the junction.  

5.16.2 When proposing accesses off highway vehicle turning
areas where either are likely to be in constant use,
consideration needs to be given to the potential for
conflicting vehicle movements and the likely
consequences for safety where vehicles will be
reversing, albeit at very low speeds.

5.16.3 Materials used for surfacing private drives and
accesses should be of a type that will not give rise to
extraneous matter being deposited on the public
highway by the wheels of vehicles when leaving the
site.

5.16.4 Gravel or other unbound surfacing should not be
used on any drive that slopes down towards an
adoptable road.

5.16.5 On drives which slope down towards an adoptable
road, an adequate means of intercepting surface
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water should always be provided to prevent run-off.

5.16.6 In order to maximise the safety of accesses the
following should always be considered:-

No more than one access should be provided for any
dwelling or other individual site (except for the larger
sites or particular types of non-residential
development as identified in Chapter 1: Primary
Considerations.

Because every individual access constitutes a
potential traffic hazard, pairs of ‘in’ and ‘out’’
accesses are not acceptable other than for special
locations such as petrol filling stations where it is
normally preferable to operate a one-way traffic flow
through the site, i.e. - the formality of such
arrangements are readily recognised by motorists and
other road users.

Private drives and accesses should be laid out at
right angles to the highway carriageway at the point
of entry and for a distance equal to the length of the
vehicle that will most regularly require access.
Exceptions to this can be considered where there is
likely to be no significant conflict with other vehicles
travelling along the highway - e.g. towards the closed
end of a cul-de-sac, unless a site generating a
significant number of vehicular movements is also
served at or near the end of the cul-de-sac.

Bell-mouthed carriageway-type accesses should
always be provided with kerbed radiused turnouts
and incorporated into a design wherever it is prudent
to allow vehicles to have precedence over
pedestrians. This form of access must be provided
with full dropped crossings for buggies and
wheelchairs, and tactile paving in accordance with
national standards.

All accesses to individual industrial and other
commercial sites should be formed as bellmouths.

Dropped footway crossings should be provided to
serve accesses wherever pedestrians are to have
precedence over vehicular traffic.

Adequate visibility should be provided at every
access where it joins the highway to ensure drivers
have the ability to see pedestrians walking along the
footway or other surface, and pedestrians have the
ability to see vehicles intending to enter the highway.

Access visibility splays appropriate to the speed of
vehicular traffic should always be provided to the
near edge of the highway carriageway in both
directions.

The locating of accesses opposite road junctions
should be avoided.

An access that would require to cross an adjacent
junction or another access radius kerb cannot be
considered.

Shared or paired accesses should always be used

along busier roads instead of single accesses.

Vehicle turning areas within individual site curtilages
should always be considered as essential for
frequently used accesses and accesses along busier
roads; and also accesses close to corners, junctions,
bends, and speed control features where visibility
may be reduced or approaching vehicles may be
travelling off their normal line.

Only inward-opening gates, or lifting or rising plate
barriers should be used to control traffic entering a
site and, when provided,  they should always be set
back within an access at a distance which is
sufficient to enable the type of vehicle that most
regularly requires access to wait clear of the
carriageway or footway when the gates or barrier are
closed.  (Most accesses that will be required to cater
for significant numbers of heavy goods vehicles will
need to be considered on an individual basis to take
account of vehicle types and numbers of
movements.)

Where an access is likely to be used regularly by
more than two or three vehicles, it should be of an
adequate width for a distance that is sufficient to
enable two vehicles to pass one another clear of the
highway boundary; or measures should be
incorporated within the access that will enable
vehicles entering the site to have precedence over
exiting vehicles.

Footpaths or cycleways should not cross or run along
private drives or accesses in order to ensure that
situations of conflict will not arise regarding who has
precedence - but they may run alongside or be
parallel to them and in which case there should be
adequate segregation to reduce the risk of misuse.

5.16.7 Optimum Dimensions:-

7.3 metres
Optimum minimum width for a two-way industrial
access.

6.0 metres
Optimum width for a car park access.

5.5. metres 
Optimum length for car standing space in front of a
domestic garage door.*

5.0 metres 
Optimum width for shared residential access for a
distance of 7.5 metres measured from the near edge
of the highway carriageway or footway where one is
provided.

5.0 metres
Optimum length for a car standing space not in front
of a domestic garage door.*

4.5 metres
Optimum width for a shared residential access
excluding the first 7.5 metres length.



3.5 metres
Optimum width for a single residential access or
parking space bounded on both sides by walls,
fences or hedges.

3.0 metres
Optimum width for a single residential access or
parking space bounded on one side by a wall, fence
or hedge.

3.0 metres
Optimum width where the access or driveway also
provides for pedestrian access to the premises.

2.6 metres
Optimum width for an unbounded single residential
access or parking space.

Notes: *Car standing spaces should not be located in such
a manner that they would obstruct access to any
building.

Wherever a number of car parking spaces are
included in a dedicated parking area then 2.4 metres
is the optimum width for each individual space where
car doors can open into the adjacent space or spaces.
Care needs to be taken, however, to ensure that any
end space adjacent to a boundary wall or similar is
provided with an additional width to ensure car doors
can be fully opened.

5.16.8 Horizontal Design:-

Sharp bends and ‘blind’ corners should be avoided.

Note: Tight radii or bends along private drives are difficult
to negotiate when reversing a vehicle.

5.16.9 Vertical Design:-

10%
Optimum maximum gradient for all private drives and
accesses.

7%
Optimum maximum gradient for all private drives and
accesses needing to cater for regular use by heavy
goods vehicles.

2.5%
Optimum maximum gradient for a distance of not
less than the length of the vehicle requiring most
regular use of the drive or access, as measured from
the highway boundary.

0.7%
Recommended minimum gradient for all private
drives and accesses.

Note: Any change of gradient should be achieved by
introducing a smooth connecting curve.

5.16.10Forward Visibility:-

Private drives should be as direct as possible.  Where
appropriate, intervisible passing places of suitable

dimensions should be provided along single track
drives to cater for the efficient two-way movement of
vehicular traffic.

5.16.11Access Junction Visibility:-

Distances measured along the near edge of the
highway carriageway in both directions from the
centre-line of the access and those measured along
the centre-line of the access from the near edge of
the highway carriageway should accord with the
guidance given for Priority Junction Visibility above,
but with the following exceptions:-

26.0 metres
The optimum minimum distance to be measured in
both directions along the near edge of a cycleway
(where provided) from the centre-line of the access or
drive.

2.4 metres
The optimum minimum distance to be measured in
both directions along the near edge of the highway
footway (where provided) from the centre-line of the
drive or access.

2.0 metres 
The prescribed minimum distance to be measured
along the centre-line of the access or drive serving a
dwelling or dwellings from the near edge of the major
road carriageway where a sequence of accesses are
proposed.

2.0 metres
The optimum distance to be measured along the
centre-line of the access or drive from the edge of the
highway footway and/or cycleway (where provided).

Note: Where boundary walls or similar obstructions are
proposed which could obstruct visibility to the
highway footway or cycleway then the detailing of
these needs to be carefully considered.  Methods of
overcoming difficulties could include constructing
the wall along the splay line, the use of full height
railings, or railings surmounting a low wall.

5.16.12Vehicle Turning Facilities:-

As stated above, vehicle turning areas within
individual site curtilages should always be
considered for frequently used accesses, accesses
along busier roads, and close to corners and bends.
As a general rule, therefore, the inclusion of a turning
space will need to be considered in relation to all
accesses except for dwellings which are located
along relatively straight sections of road where
speeds are no greater than 30mph.

Vehicle turning areas will be required for long private
drives serving a dwelling or dwellings which will be
suitable to enable service and delivery vehicles to
turn.  The acceptability or otherwise of occasional
large vehicles reversing from a private drive (up to 40
metres in length) into the highway will be subject
formal Safety Audit procedures being completed.  A
car turning area will always be the minimum
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requirement at or near the closed end of a long
residential drive.  

Specific provision must be made within the
curtilages of all larger premises on new developments
- e.g. industrial units, retail stores etc. - to enable
delivery and refuse collection vehicles to leave and
re-enter the public highway in a forward gear.

5.17 ACCESS FOR DELIVERIES AND REFUSE COLLECTION
VEHICLES

5.17.1 Every dwelling on a new development must be
capable of being serviced by refuse collection,
furniture and other domestic delivery vehicles.
Vehicles should be capable of being parked either
adjacent to each dwelling, or within 25 metres
walking distance from an identifiable refuse
collection point provided for a dwelling or group of
dwellings.

5.17.2 Access and other arrangements for the servicing of,
and the loading and unloading of goods for
industrial, retail, and other commercial
developments will depend on individual operational
needs and should be agreed by both the Local
Planning Authority and Highway Authority.

5.18 ACCESS FOR EMERGENCY VEHICLES

5.18.1 All premises within a new development must be
capable of being reached by the emergency services
even when the primary means of access is obstructed
or unavailable for any reason.  Any cul-de-sac or
internal loop road with only a single connection to
the local highway network or other development road
included in a layout should, therefore, be provided
with an alternative means of access for emergency
vehicles.  Exceptions to this can be permitted where
the emergency services have been consulted and
have confirmed in writing that they have no
requirement for an alternative route.

5.18.2 Emergency access links should also be included in
larger developments where such facilities would
provide a more direct route - i.e. in terms of time or
convenience - between a) the main road network and
locations within the development where normal
access might be less direct; b) one distinct
neighbourhood area and another, and c) adjacent
developments or potential developments, where
there would be a similar benefit.

5.18.3 Emergency accesses may be provided in two ways.
The preferred method will always be an independent
access of not less than 3.7 metres clear width
connected to a part of the highway network that is
remote from the primary access.  The second method
can be the provision of a widened pavement (e.g. a
wide, strengthened and unobstructed footway)
alongside the primary means of access.

5.18.4 Emergency accesses should be as short and as
straight as possible.  Where bends of any
significance are incorporated then the clear width
should be increased to compensate for the swept
path of the emergency vehicle.

5.18.5 Means of preventing emergency accesses from being
used by other motor vehicles will be required in all
cases.  On the other hand, the use of emergency
accesses by pedestrians and cyclists will normally be
encouraged, and wherever possible the overall roads
and access infrastructure should be developed with
this in mind.

5.19 STREET NAMEPLATES

5.19.1 The District and Borough Councils are the
responsible Authorities for street naming, and street
nameplates should be manufactured in accordance
with their current individual requirements.

5.19.2 Nameplates should be sited within the limits of the
public highway on both sides of each side road at
junctions and also along the major road opposite
each side road.

5.19.3 Nameplates should be visible to all road users
approaching from any direction, and positioned in
such a way that drivers are able to signal, slow down
safely and turn should they decide they wish to enter
the named road.

5.19.4 Street nameplates for a single access road or series
of roads should include all relevant information
including ‘no through road’ symbols or ‘leading to’
information; and nameplates for roads not being
offered for adoption should also include the words
‘private road’.

5.20 MATERIALS

5.20.1 The choice of materials for both road construction
and street furniture within any development should
be a matter for discussion between the developer, the
Local Planning Authority and the Highway Authority.
The Local Planning Authority will seek to ensure that
the materials proposed meet the requirements of the
local context and other environmental
considerations, and the Highway Authority will need
to be satisfied that the same materials are compliant
with the appropriate British Standard or other
relevant specification, and that they are capable of
being adequately maintained.

5.20.2 When available, suitably recycled, locally sourced or
‘green energy’ materials should be used where these
conform to the necessary standards, or where the
Highway Authority is satisfied that any such
alternative materials will meet the necessary
performance standards or specification.
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6.0.1 The individual and/or joint roles and responsibilities
of the County and Agent Highway Authorities with
regard to new development proposals and highway
works agreements are detailed in a separate guid-
ance note contained in the back cover pocket of this
document. The Agency arrangements may, from
time to time, be reviewed, and applicants and
developers may wish to ensure that they are
acquainted with the current situation. Updated
information sheets will be supplied free of charge
upon request.

6.1 PRE-SUBMISSION ADVICE

6.1.1 Applicants and developers are encouraged to seek
advice about the implications for highways and
transport from the Highway and Local Planning
Authorities prior to submitting a planning applica-
tion for a new development. In the event of the
appropriate Agent Highway Authority being unable
to provide advice about specific matters of detail or
strategic transport issues, then the applicant or
developer should seek advice from the County
Highway Authority regardless of the scale of devel-
opment.  The County and Agent Highway
Authorities will liaise, when necessary, with regard
to matters which would normally be dealt with by
the Agent Authority.

6.1.2 When pre-submission advice is offered or given,
then this will always be on a ‘without prejudice’
basis, and it may be necessary to review advice as
development proposals are advanced, or when
national or other local guidance is reviewed.

6.1.3 When pre-submission advice is offered or given in
the form of estimated costs for highway improve-
ments to enable developments to proceed, then,
again, this will be on a ‘without prejudice’ basis,
and it is a matter for the applicant or developer to
independently verify any such estimates and subse-
quently agree any revisions with the relevant author-
ity.

6.2 DEVELOPMENT BRIEFS

6.2.1 When appropriate, guidance on highway and trans-
port matters will be included within a Development
Brief.  Amongst other matters, topics covered will
usually include:-

the identification of any committed local highway or
public transport schemes which it may be appropri-
ate to take into account;

the general form of the roads infrastructure and site
access arrangements;

any required capacity or safety improvements to the
local highway network;

the public transport requirements;

the facilities required for pedestrians, cyclists and
the mobility impaired, and

the requirements for public rights of way crossing or
abutting the site.

6.3 PLANNING APPLICATIONS

6.3.1 Most planning applications for the developments
covered by this guidance will be submitted to the
relevant Borough or District Council as the Local
Planning Authority. There will be, however, occa-
sions when an application is required to be submit-
ted to the County Council as Planning Authority -
e.g. where a development is being proposed as a
means of restoring a minerals extraction site and
the original minerals consent requires details to be
approved by the County Council.

6.3.2 Depending on the scale of the proposal, the Local
Planning Authority will consult either with the
County Council as Highway Authority and/or inter-
nally with their Engineering Department where they
have appropriate Agent Highway Authority responsi-
bilities.

6.3.3 Applications for outline and full planning consent
must include a site plan to a minimum scale of
1:2500, on which should be shown:-

the positions of all adjacent properties;

the locations of the public highways from which the
site is accessed or is proposed to be accessed, and
all other highways, including public rights of way,
which might be affected by the proposal;

the land to which the application relates edged in
red, and

any land within the same ownership edged blue.

6.3.4 The following should also be submitted where mat-
ters relating to access are not being reserved at out-
line stage:-

the extent and feasibility of site access proposals,
including plans showing any necessary highway
improvements and the impact these will have on the
existing environment. The layout should be drawn at
a scale of not less than 1:1250 and should be
accompanied by a longitudinal section.

6.3.5 Applications including or submitted for the approval
of engineering details should include a block plan
to a scale of not less than 1:500 and plans showing
the following details:-

the existing ground form, trees, hedges and other
natural or man-made features of the site and imme-
diate surroundings;

the position, width and geometric layout of all exist-
ing accesses;

the position, width and gradient of all proposed
accesses to the site and associated works within the
limits of or affecting the public highway;
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the layout and vertical alignment of all new estate
roads, surface water and foul drainage systems and
their outfalls;

the identification by notation of all roads where a
shared pedestrian and vehicle surface is to be pro-
vided, or any road which is proposed as a designat-
ed bus route;

the locations and extent of all landscaping;

the locations of all other features such as bus stops,
shelters and other street furniture, and

proposals for any utility sub-stations or other major
apparatus installation.

6.3.6 The details required for new estate roads are likely
to include:-

longitudinal sections of new highways to a mini-
mum horizontal scale of 1:500 and  minimum ver-
tical scale of 1:50, and

cross sections, usually at every 15 metres, to a min-
imum scale of 1:100.

6.3.7 The sections should show:-

the existing ground levels;

proposed road levels;

metreage, and

the full level and gradient details of proposed sur-
face water and foul sewers.

6.3.8 The Local Planning Authority must be kept
informed about the progress of all negotiations
between the developer and the Highway Authority
regarding the resolution of any highway issues, and
any revisions to proposals resulting from such nego-
tiations should be formally submitted to the Local
Planning Authority as amended plans or additional
information.

6.3.9 The Highway Authority should be formally consult-
ed with regard to any amended drawings or addi-
tional information affecting highway proposals even
when the highway or transport impact is reduced
from that which was originally proposed by such
amendments.

6.3.10 Public participation and comment are important
aspects of the planning system and, when appropri-
ate the Highway Authority will provide relevant
highway and transport advice to the Local Planning
Authority on matters that may arise from such par-
ticipation or comment.

6.3.11 Applicants are advised that the submission of com-
plete and accurate information will enable the mat-
ters relating to highways and transport to be dealt
with expeditiously.  Particular attention is, there-
fore, drawn to the guidance about Transport

Assessments and Safety Audits which will often be
material to the planning considerations.

6.4 TRANSPORT ASSESSMENTS

6.4.1 When a Transport Assessment is required it is rec-
ommended that its scope is first agreed between
the applicants and the Highway Authority. The
Transport Assessment should then be in accordance
with the scoping study and be submitted as part of
the planning application.  When an Environmental
Impact Assessment is required it is recommended
that the Transport Assessment forms a constituent
part of this.

6.4.2 Whilst it is accepted that much of a Transport
Assessment will be written in technical language
with diagrams and data being generated by the use
of specialist software packages, it is important that
the Conclusions, Recommendations and Non-tech-
nical Summary are written in clear, concise lan-
guage, and fully describe the way the development
will affect existing highway and transport facilities
including public rights of way.  Where relevant,
details of the following should also be fully
described:-

the extent and feasibility of the development access
proposals, including plans showing any necessary
highway improvements and the impact these and
any additional traffic will have on the existing local
environment;

how the development can be accessed by walking,
cycling, motor cycling, public transport, cars,
service and delivery vehicles, and emergency serv-
ices;

how encouragement will be given to travel by walk-
ing and cycling within the development;

proposals for new public transport provisions and
details of any facilities related to these;

travel plans to be implemented and how future trav-
el patterns will be monitored and reviewed, and

parking provisions to be made for cars, cycles and
motorcycles.

6.4.3 Plans should be included of all relevant transport
routes leading to, and adjacent to the development
site including public rights of way.

6.5 SAFETY AUDITS

Highway Improvements

6.5.1 The Road Traffic Act 1988 requires a Local
Authority to take such measures as appear to the
Authority to be appropriate to reduce the possibili-
ties of accidents when new or improved roads come
into use.  The purpose of a Safety Audit is, there-
fore, to ensure that highway schemes will operate as
safely as practicable by the systematic checking
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against safety standards and for other potential haz-
ards from the perspective of all road users including
pedestrians, cyclists, the mobility impaired, and
drivers.

6.5.2 The County Council has a Safety Audit Policy which
applies to the design, approval and construction
processes for all new roads and the improvement
and maintenance schemes which it undertakes in its
role as County Highway Authority.  Therefore, all
improvements to the existing highway required to
enable developments, which are subject to Section
278 and some other Agreements, will automatically
be safety audited.  To ensure that a detailed
improvement scheme can be satisfactorily devel-
oped, the Highway Authority’s advice to the Local
Planning Authority will normally be that, where it is
resolved to grant an outline planning consent, the
consent notice should not be issued unless a feasi-
bility layout for the highway improvement has first
been submitted which has satisfied a Stage 1 or
Preliminary Safety Audit.  Exceptions may be made
where it is clearly evident that there would be no dif-
ficulty in securing a suitable improvement on land
falling within the existing highway or controlled by
the applicant without the need to demonstrate this
further in plan form.  Applicants are therefore
advised that, in order to ensure the planning process
can be completed as expeditiously as possible, it
will, when appropriate, always be helpful to submit
both a satisfactory feasibility layout and Stage 1
Safety Audit as part of their planning application.

6.5.3 Where a Safety Audit identifies a departure from
standards or another safety problem, and whether or
not a suggested solution is attached, the applicant
or developer may request an exemption certificate to
be issued in accordance with 6.5.11 below.

6.5.4 Where a Transport Assessment is required to be sub-
mitted and it recommends highway improvements to
enable the development, then the feasibility layout
and Stage 1 Safety Audit should always be included.

New Roads

6.5.5 All new roads to be offered for adoption within new
developments are to be formally safety audited or
checked against optimum standards by the highways
case officer depending on their particular circum-
stances.  A formal Safety Audit will always be
required for roads:-

designed for traffic speeds greater than 20mph;

that constitute any main thoroughfare within the
development;

that include significant variations from optimum
design widths and/or other engineering design ele-
ments;

that include highway structures;

that will cater for public transport routes;

that include substantial amounts of landscaping,
and

that contain proposals for the inclusion of any
exceptional feature.

6.5.6 It is expected that the Safety Audit process for most
schemes will generally commence in connection
with the submission of highway details for approval.
The Highway Authority’s advice to the Local
Planning Authority will normally be that a decision
or approval notice should not be issued unless a
Stage 2 Safety Audit has, where appropriate, been
satisfactorily completed.  Applicants are therefore
advised that, in order to ensure the expeditious pro-
cessing of the application, it will always be helpful
to submit a completed Stage 2 Safety Audit as part
of the planning application when appropriate.

6.5.7 Once commenced, a formal Safety Audit process
must be completed up to and including Stage 3 - i.e.
the inspection of the substantially completed
scheme which insofar as adoptable roads are con-
cerned is the inspection by the auditors prior to the
commencement of the twelve month maintenance
period.  The auditors’ recommendations, if any, will
be added to the remedial works list to be completed
prior to full adoption except where immediate reme-
dial action is required, in which case the developer
will be required to execute the works expeditiously.

6.5.8 When a formal Safety Audit is not required which, in
general this will apply to most roads designed for
traffic speeds of up to 20mph, then safety checks
will be undertaken by the highways case officer with
the support, when necessary, of the Authority’s spe-
cialist safety officers.  The highway case officer will
advise the Local Planning Authority and the appli-
cant of any perceived safety problems and make rec-
ommendations in order to overcome these.  In the
event of the matter not being satisfactorily resolved
then the Highway Authority will advise the applicant
and Local Planning Authority that the proposal
should be subjected to a formal Safety Audit.

6.5.9 The applicant or developer is to be responsible for
the commissioning and consequent costs of all
Safety Audits.

6.5.10 All Safety Audits must be undertaken by an accred-
ited Safety Audit team which is independent from
the designers and approvers.  The team must be
technically competent, having specific experience
and training in accident remedial work.  CVs of all
audit team members should be attached to every
Safety Audit, and the Highway Authority reserve the
right to refuse an audit carried out by a team in
which a member does not conform to the qualifica-
tion criteria.

6.5.11 Where a Safety Audit identifies a departure from
standards or another safety problem, and whether or
not a suggested solution is attached, the applicant
or developer may request the highway case officer to
arrange for an exemption certificate to be issued.  In
making such a request the developer must submit a
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statement setting out their reasons for their request
which may include aesthetic or environmental
impact reasons.  If a request for an exemption is
agreed then the formal certification will be issued
by, or on behalf of, the Highway Authority’s Head of
Engineering.  This will apply to both highway
improvements being completed under Section 278
or other agreements, and any new road which is sub-
ject to the formal procedures and is being offered for
adoption.

6.6 SAFER ROUTES TO SCHOOL AUDITS

6.6.1 When required, the developer shall carry out an
Audit of the most direct routes from each dwelling
on a residential development to the local school or
schools. This will comprise pedestrian routes to pri-
mary schools and pedestrian and cycle routes to
secondary schools. The Audit shall examine in detail
all relevant elements of the highway infrastructure
including footway widths and quality, crossing points
and any potentially hazardous location. 

6.6.2 Within the development site all routes must meet an
acceptable standard to enable pupils to travel safely
and with confidence to and from school. Beyond the
boundary of the development, proposals shall be
made for improving the existing infrastructure to
bring it to an acceptable standard.

6.6.3 Where the hazard could be overcome by the provi-
sion of a school crossing patrol, the developer will be
required to pay a commuted sum to provide such a
patrol.

6.6.4 Beyond the boundary of the development, the
requirement for improvements to the infrastructure
will not be imposed if it would result in a dispropor-
tionate cost to the developer in relation to the num-
ber of children affected and the severity of the haz-
ard.

6.6.5 Where sufficient detail of the development is avail-
able, the whole of the Safer Routes to School Audit
should be incorporated within the Transport
Assessment when one is required to be submitted.
When the details of the development are not at a
sufficiently advanced stage then the off-site routes
should, as a minimum, be audited and included
within the Transport Assessment, thereby enabling
appropriate agreements to be entered into for the
funding of any necessary improvement works:  the
on-site Audit should then be completed prior to the
issue of any full planning consent or approval of
details.

6.7 CYCLE AUDITS

6.7.1 When required, the developer shall carry out a Cycle
Audit of the existing routes leading to, and the pro-
posed routes within a new development. The Audit
should cover all the routes leading to and from local
amenities within a geographical area to be agreed

with the Highway Authority. The Audit shall examine
in detail all relevant elements of the highway infra-
structure including widths and quality of carriage-
ways, cycleways and lanes, and shared use routes
with pedestrians, crossing points and any potential-
ly hazardous location. 

6.7.2 Within the development all routes must meet an
acceptable standard to enable cyclists to travel safe-
ly and with confidence to and from one locality or
amenity and another. Beyond the boundary of the
development, proposals shall be made for improving
the existing infrastructure to bring it to an accept-
able standard.

6.7.3 Beyond the boundary of the development, the
requirement for improvements to the infrastructure
will not be imposed if it would result in a dispropor-
tionate cost to the developer in relation to the num-
ber or potential number of cyclists affected and the
severity of the hazard.  The funding of, or contribu-
tions to any justified improvements to the existing
infrastructure will normally be secured by way of an
appropriate agreement.

6.8 SECTION 106 AGREEMENTS

6.8.1 When appropriate, agreed applicant or developer
funding will be secured by way of agreements made
under Section 106 of the Town and Country
Planning Act 1990 for the following:-

implementing traffic management schemes includ-
ing traffic calming along the existing highway;

undertaking traffic studies;

the provision of public transport to serve the devel-
opment;

improving accessibility by alternative modes of trav-
el and to reduce social exclusion;

securing safer routes to schools;

arrangements for travel plans;

contributions towards other justified highway and
transport facilities which may need to be considered
for inclusion from time to time, and

environmental mitigation measures arising from
highway and transport requirements.

6.8.2 In some instances the terms of a Section 106 agree-
ment may result in the developer needing to enter
into a separate Section 278, Minor Highway Works
or Section 184 agreement in order to advance a spe-
cific highway improvement or improvements at a
particular time. The range of improvements may not
only relate to traffic capacity and safety improve-
ments but might also include for such things as the
strengthening of access routes or the upgrading of
existing highway drainage systems.

6.8.3 For the sake of clarification a contribution can mean
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a 100% contribution.  Where other developments
are dependent on a traffic management scheme
being implemented or public transport being provid-
ed, then normally contributions will be apportioned
equitably or proportionally. In some circumstances
contributions will be required in advance of the date
of commencement of a development.

6.9 SECTION 278 MINOR HIGHWAY WORKS, AND SEC-
TION 184 AGREEMENTS

6.9.1 Physical improvements to the existing public high-
way must be subject to an appropriate form of agree-
ment to ensure that the works can be executed at
the time required by the relevant planning condi-
tion or obligation, and that the necessary funding is
provided by the developer.  The arrangements will
normally be as follows:-

Improvements that will have a significant effect on
the day-to-day operation of the public highway dur-
ing, or subsequent to the construction of the works,
will normally be subject to an Agreement made
under Section 278 of the Highways Act 1980.
Examples of this might be the construction of a
roundabout or ghost island junction, or the installa-
tion of traffic signal control at a junction.

Improvements that will not have a significant effect
on the day-to-day operation of the public highway
will normally be subject to a Minor Highway Works
(Section 278) Agreement, which may incorporate
procedures under Section 184 of the Highways Act
1980 where an access to the site is required to be
constructed or improved.  An example of this might
be the construction or improvement of a footway
along an existing road leading to the site.

Improvements which primarily consist of the con-
struction of, or improvement to a bellmouth access
to a development will normally be subject to the pro-
cedures under Section 184 of the Highways Act
1980 but which will be incorporated into a formal
agreement.

Where an agreement under Section 38 of the
Highways Act 1980 for the adoption of roads is
being entered into, then Section 184 clauses will be
included to cover the construction of the bellmouth
access or accesses within the public highway.  If
other related works are required within the existing
public highway then a separate Section 278 or
Minor Highway Works Agreement will be required,
although this may be waived if any additional works
are very minor - e.g. the erection of a small direction
sign at the junction formed.

6.9.2 Section 278 and Minor Highway Works Agreements
will normally be required to be entered into in
advance of a development commencing.  Developers
should ensure, therefore, that they allow sufficient
time for an Agreement to be completed bearing in
mind procedures can often be protracted. Further
advice is obtainable from the Highway Authority
about the procedures for applying for and complet-
ing Section 278, Minor Highway Works and Section

184 Agreements.

6.9.3 When a feasibility design for a road improvement
has been approved in connection with an outline
planning consent, and subsequent alterations to the
relevant design parameters are introduced prior to
the submission of a full planning application or
application for the approval of reserved matters,
then the Highway Authority will reserve the right to
review the approved design, in consultation with the
relevant Local Planning Authority, with a view to
ensuring, so far as practicable, compatibility with
the changed parameters is achieved prior to the
completion of a Section 278 or Minor Highway
Works Agreement. 

6.9.4 Fees will be payable by the developer as appropriate
and, depending on the form of agreement, may
include the costs for administrating the agreement,
legal charges, scheme design, technical approval,
site inspection, safety audit, tendering and tender
analyses, certification of works etc.

6.10 TRAFFIC REGULATION ORDERS

6.10.1 Planning conditions may, from time to time, be
attached to consents requiring particular traffic
management measures to be implemented prior to
the commencement or occupation of the develop-
ment.  Where such conditions are attached there
should be a reasonable prospect of them being able
to be complied with and, in some instances, it will
be necessary for the County Highway Authority to
make and confirm a Traffic Regulation Order to sat-
isfy the objective. The County Council is unable to
guarantee that any order will be confirmed once it
has been advertised, especially if strong technical
objections are raised.  Therefore, the applicant will
be expected to take such steps as are reasonable so
as to enable the Local Planning Authority to impose
the relevant condition in the knowledge that there
will be a reasonable prospect of it being complied
with.  To this end the applicant should undertake
preliminary consultations with the Highway
Authority; the police and emergency services, the
relevant District and Parish Council, public transport
operators, motorist organisations and other repre-
sentative bodies which the County Highway
Authority may suggest as being appropriate.  The
Highway Authority will normally advise the Local
Planning Authority that a consent notice should not
be issued until the results of the preliminary consul-
tations are known to be positive, otherwise the pro-
posals may need to be reviewed or amended.

6.10.2 Once planning consent has been granted or the
Local Planning Authority has resolved to grant plan-
ning permission, the developer will be required to
apply to the County Highway Authority to make any
necessary Traffic Regulation Order, giving a written
undertaking to meet all reasonable costs including
administration, advertising, consultations, imple-
mentation, and erection of all relevant signs and pro-
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vision of carriageway markings, together with a com-
muted sum for the maintenance of the signs etc. for
a 10 year period.  When appropriate this process will
be included within a formal agreement - i.e. when
physical alterations are required to the existing high-
way.

6.11 OFF-SITE SPEED MANAGEMENT

6.11.1 Where traffic calming measures are to be imple-
mented along the existing public highway network in
connection with a new development, then it is nec-
essary for the County Council as Highway Authority
to undertake informal and formal consultations with
District and Parish Councils, local residents, busi-
nesses, the police and emergency services, public
transport operators, and other representative bodies
or interest groups. Such consultations are undertak-
en outside the planning process and will normally
involve the preparation of a number of alternative
schemes which are publicly exhibited. The scheme
which proves to be the most popular is usually
implemented, although in some instances the result
of the consultations may lead to further alternatives
being developed.  In some instances, traffic calming
schemes will also rely on the implementation of a
Traffic Regulation Order or Orders.

6.11.2 Developer funding for the processing and implemen-
tation of traffic calming schemes will normally be
secured by way of an agreement made under Section
106 of the Town and Country Planning Act 1990.
Where no such agreement has been entered into,
then the developer will need to enter into an agree-
ment under Section 278 of the Highways Act 1980.
The costs incurred will, amongst other things,
include for alternative scheme design, the informal
and formal consultations, and the implementation of
the successful scheme including a commuted sum
for the a 10 year maintenance period.  Separate
maximum costs will be agreed for the consultation
process; implementation of the scheme, and main-
tenance.

6.12 TRAFFIC SIGNS AND ROAD MARKINGS

6.12.1 Unauthorised signs are not permitted within the lim-
its of any public highway.  All traffic signs - warning,
regulatory, directional, and other informatory - and
carriageway markings must, therefore, comply with
the Traffic Signs Regulations and General Directions
1994 or any subsequent statutory provisions.  In
approving signing schemes, the Highway Authority
will undertake to ensure they will create the mini-
mum possible environmental intrusion.

6.12.2 Developers may request the Highway Authority to
provide temporary signing along the existing highway
network to new residential developments.
Applications should be made in writing to the
Highway Authority.  A charge will be made for the
erection and removal of such signs, together with an
appropriate administration and design fee.

6.13 CRIME AUDITS

6.13.1 The Crime and Disorder Act 1998 places a duty on
Local Authorities and the police to ensure that com-
munity safety is built into all developments and this
is, therefore, a consideration in the design of estate
roads.

6.13.2 The Highway Authority does not require the submis-
sion of independent Crime Audits for the roads con-
tained within new developments. The Authority will,
however, support any Local Planning Authority
requirement for a developer to submit an audit for
the whole development including all roads, foot-
paths, cycleways, emergency accesses and other
links. 

6.14 ADOPTION OF ROADS AND SECTION 38 AGREE-
MENTS

6.14.1 The County and Agent Highway Authorities’ standard
specifications for the construction of new roads for
developments should be kept in the back cover
pocket of this document.  The specifications may,
from time to time, be revised and applicants and
developers should ensure, therefore, that they are in
possession of the current version.  Revisions will be
supplied free of charge upon request.

6.14.2 It is recommend that all new roads on developments
are constructed to standards suitable for adoption.
Where it is the applicant’s or developer’s intention
not to offer roads for adoption, the standards are
such that durability will be guaranteed for both pub-
lic and private roads.

6.14.3 Where the applicant or developer intends any road to
be privately maintained then this should be made
clear when submitting the planning application in
order that appropriate conditions can be recom-
mended to the Local Planning Authority.

6.14.4 Areas for adoption will always include the following
elements where these are provided: carriageways;
cycleways; footways; verges; service strips, and high-
way drains where no public sewer is provided.
Through footpaths serving the public at large will
also be adopted.

6.14.5 Dedicated parking areas for residents, businesses
and visitors will not be adopted, but defined on-
street parking spaces for all users will.

6.14.6 Consideration will be given to including other ele-
ments or special features for adoption as highway
maintainable at public expense where these are
wholly contained within, or form an integral part of a
road being offered for adoption, subject to appropri-
ate financial arrangements being secured for on-
going maintenance.

6.14.7 To secure the adoption of roads it will be necessary,
once the relevant planning consent has been issued,
for the developer to apply in writing to the Highway
Authority to enter into an agreement under Section
38 of the Highways Act 1980.

6.14.8 It is recommended that, when detailed highway
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drawings are required to be submitted for approval
by the Local Planning Authority, then these are first
agreed by the Highway Authority for Section 38
Agreement purposes, then when the Highway
Authority confirms agreement to the discharge the
relevant planning condition, it is able to do so with
the proviso that ‘the details of the roads shown may
be subject to minor changes to line or level prior to
the completion of the works under the Section 38
Agreement, but such changes will not be a material
consideration in planning terms.’

6.14.9 Appropriate fees will be payable for the administra-
tion of the agreement, legal services, technical
approval, site inspections and issue of certificates.

6.14.10 The developer will be required to deposit a secured
bond with the Highway Authority to the value of the
highway works.  Where a developer deposits a bond
or payment with the Highway Authority for the con-
struction of the roads under Section 219 of the
Highways Act 1980 - the Advance Payments Code -
then such a bond or payment may be transferable to
the Section 38 Agreement.

6.14.11 Under the terms of the agreement the Authority will,
amongst other things, undertake regular site inspec-
tions and issue such instructions as may be appro-
priate with regard to construction materials and pro-
cedures.

6.14.12 Upon the issue of the certificate of substantial com-
pletion for the whole or part of the works, the main-
tenance period will commence.  The maintenance
period will be in accordance with the terms of the
agreement.

6.14.13 At the end of the maintenance period, subject to the
satisfactory completion of any remedial works which
may in the opinion of the Highway Authority be nec-
essary, the highways will adopted and therefrom will
be maintainable at public expense.

6.14.14 A staged release of the bond will be in accordance
with the terms of the agreement.

6.15 LIGHTING

6.15.1 All street lighting of the highway must be adopted by
the relevant Lighting Authority - i.e. the County
Council or, in some cases, the District or Parish
Council.

6.15.2 The developer should prepare the lighting scheme
or, alternatively, a lighting scheme can be supplied
by the Highway Authority (plans are to be supplied
by the developer of the roads and footpaths etc. to
be adopted) for which a charge will be made.

6.15.3 Lighting schemes prepared by the developer will
require technical approval by the Lighting Authority.

6.15.4 Where alternative or special lanterns and columns
are required by the developer and are acceptable to
the Lighting Authority a commuted sum will be
required to cover additional maintenance/replace-

ment costs.

6.15.5 The developer will be responsible for providing and
installing all lighting columns and other fixtures and
fittings for adoptable roads, and for arranging the
electricity supply, underground cables and service
connections.

6.15.6 The developer will be responsible for all the mainte-
nance costs (including payments for energy) from
the date new lighting is commissioned until the date
of adoption of the highway unless the developer
enters into a maintenance contract with the Lighting
Authority for the operation of the lights on a
rechargeable basis.

6.15.7 Where new private road or significant private access
junctions are created, adjustments or additions to
the lighting along the existing highway may be a
requirement, and a Minor Works Agreement may
need to be entered into to secure this.

6.15.8 Where additional lighting is required to be provided
by the developer to extend an existing system, or
where an existing system does not comply with the
current standards and requires upgrading then an
agreement under Section 278 of the Highways Act
1980 may need to be entered into in order to secure
this.

6.15.9 Listed building consent for attaching lighting fit-
ments and signs to listed buildings may be a
requirement where applicable.

6.16 DRAINAGE

6.16.1 Consultation should take place with the Environment
Agency before discharging any water into a river or
water course.

6.16.2 Consultation should take place with the relevant
District Council with regard to all development
which might have implications for land drainage.

6.16.3 Road water run-off and pipe design calculations
must be provided with all applications for the adop-
tion of roads.

6.17 STRUCTURES

6.17.1 Where it is proposed to build a new structure or alter
an existing one that will form part of the highway,
then in addition to consulting with the Technical
Approval Authority, reference should also be made to
The Design and Construction of WCC Highway
Structures.  This document is available form the
County Council’s Bridge Office.  The technical
approval procedure for highway structures is set out
in this document.

6.17.2 The technical approval process can be lengthy so
early consultation with the Technical Approval
Authority is recommended.

6.17.3 Highway structures which are required to be sub-
jected to the formal technical approval process are
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defined as those of a clear span or internal diameter
greater then 0.9 metres and retaining walls with over
1.0 metres of retained height.  Structures of lesser
dimensions will be assessed by the highways case
officer with advice, when necessary from structural
engineering colleagues.

6.17.4 A commuted sum will normally be required for the
future maintenance of all highway structures regard-
less of whether or not they have been subjected to
the formal technical approval process or case officer
assessment.

6.18 LANDSCAPING

6.18.1 The maintenance liability must be a design consid-
eration of all landscaping proposals. The Highway
Authority has powers to plant trees and shrubs, and
also maintain trees, shrubs and verges within the
highway.  The relevant District, Borough or Parish
Council with the agreement of the Highway Authority
also have powers to plant trees and shrubs, and also
to maintain trees, shrubs and verges within publicly
maintainable highways whether or not they were
planted by them.  Additionally all Authorities have
powers to do anything considered expedient for such
maintenance.  Therefore, the appropriate arrange-
ments for the future maintenance of trees and
shrubs within roads to be offered for adoption,
including the amount of commuted sums for main-
tenance, should be agreed before a planning consent
is issued.

6.18.2 The commuted sums for maintenance will usually be
assessed according to the initial size of the new
species planted, and also for existing trees incorpo-
rated into new developments. Costs will normally
include for weed control, firming of plants, removal
of stakes and ties, checking underground support,
fertiliser application, watering, pruning and thin-
ning, crown lifting and thinning, and the removal of
dead or dangerous limbs.

6.18.3 Where existing trees requiring remedial arboricultur-
al works are being retained as highway trees within
the development then the Highway Authority may
require the deposit of a suitable bond to cover the
costs of the works which will be released upon their
satisfactory completion.

6.18.4 The Highway Authority will normally require com-
muted sums for maintaining the structure and sur-
facing of any specially paved areas in which trees
might be set, or additional areas of verge adopted in
order to accommodate trees and shrubs.  District
Councils may also wish to secure commuted sums
for leaf clearing.

6.18.5 It is necessary to ensure satisfactory ongoing main-
tenance of  trees or other landscaping within all
adoptable highways.  Therefore, where a developer
requests a licence to be issued, either to themselves
or their successors in title of land or premises
fronting a highway, for planting and maintaining
within the adjacent highway upon its adoption, this
will be considered by the Highway Authority only on

the proviso that such a licence will be annexed to
the land or premises.  This way of ensuring suitable
ongoing maintenance is likely to be more successful
within commercial developments where businesses
could have prestige longer term interests in main-
taining all landscaping to a high standard in and
around their premises.

6.18.6 Where private local sponsorship is secured for land-
scape planting and maintenance within adoptable
highways, it is essential that the Highway Authority
or District Council are party to such agreements to
ensure satisfactory provisions are included for the
continued maintenance in the event of the sponsor-
ship being withdrawn.

6.18.7 Proposals for the setting up of trust funds or joint
management arrangements for the maintenance of
landscaping may be considered in some cases, but
only for the whole of a development.  Where devel-
opers wish to make such proposals then this should
be made clear at the outset when submitting the
planning application.

6.19 CONSTRUCTION AND MAINTENANCE

6.19.1 When developing the road layout designers should
ensure that their responsibilities with respect to
health and safety under the Construction (Design
and Management) Regulations 1994, or any super-
seding regulations are met in that their road design
enables safe construction and future maintenance.
Potential risks to all those who will be responsible
for constructing and maintaining thereafter must be
avoided or, where not avoidable, they should be min-
imised.  The Highway Authority may require to
inspect the developer’s Safety File.  

6.19.2 The adequacy of the provisions for the maintenance
of all adoptable highways will normally be assessed
by the Highway Authority as part of the Section 38
procedures.  However, the Highway Authority
reserves the right to require a formal independent
Maintenance Audit to be submitted prior to the com-
pletion of a Section 38 Agreement if it perceives
that there is any inadequacy in the design which ren-
ders a road or roads incapable of being properly
maintained.

6.20 CONSIDERATE CONTRACTORS INITIATIVES

6.20.1 The way contractors operate and conduct themselves
on site can have strong repercussions in respect of
everything from nuisance to local residents; pollu-
tion; health and safety; wildlife, archaeological and
environmental issues, to financial implications for
local businesses and services.  Developers and the
contractors they engage for the construction of roads
and other transport facilities for new developments
will be expected to be familiar with the national
Considerate Constructors Scheme and also famil-
iarise themselves with any Local Authority
Considerate Contractor Initiative within whose area
they are working and ensure they fully comply with
its recommendations or requirements.
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6.21 STOPPING UP OF HIGHWAYS

6.21.1 Where a development is dependent on a highway
maintainable at public expense being stopped up or
diverted, developers should note that a grant of
planning consent does not give authority to stop up
or divert such a highway - this can only be pro-
gressed by means of a Legal Order. 

6.21.2 A public highway cannot be stopped up or diverted
until such a Legal Order has been confirmed. 

6.21.3 Stopping up and diversion orders will be made by
the Secretary of State under Section 247 of the
Town and Country Planning Act 1990, and in some
circumstances Orders may need to be subject to the
procedures under Sections 118 or 119 of the
Highways Act 1980.  

6.21.4 Because there can be no guarantee that a stopping
up or diversion or order will be confirmed, the
Highway Authority must ensure that the road
remains open to the public at large until the matter
has been determined.

6.22 PUBLIC RIGHTS OF WAY

Identifying Public Rights Of Way

6.22.1 A land charges search will normally only confirm
that a right of way abuts or crosses a site, but other
information will not be volunteered unless specifi-
cally requested.  It is important that full information
about all public rights of way is included when 
making a planning application to enable them to be
properly considered in the context of the
proposals.  Applicants will, therefore, need to know
whether there are:-

any proposed alterations to the existing routes;

any applications to record routes not currently shown
on the Definitive Map, and/or

any applications to show existing routes with a dif-
ferent status.

6.22.2 Applicants and developers may request the County
Council’s Definitive Map Team for an extract of the
Definitive Map of Public Rights of Way, so that they
are aware of the true legal line.  They may also
request that appropriate action be taken in order to
resolve as expeditiously as possible any matters aris-
ing in respect of claims for additional routes or
upgrading existing ones.

Planning Applications Affecting Public Rights Of
Way

6.22.3 Details of all identified existing public rights of way
should be accurately recorded on relevant plans and
application forms and, when required, within
Transport Assessments.  The relevant details should
include the status of all rights of way abutting or
crossing the site; its Definitive Map route; the width
where known, and a note relating to its surface qual-

ity.  Details regarding any claims for additional
routes or upgrading existing ones should also be
included.

6.22.4 Public rights of way should be considered in the con-
text of the impact of the proposals for the surround-
ing network including cycleway routes and desire
lines.  The aim should be to incorporate existing
public rights of way in a sensitive manner on their
original alignment avoiding, wherever possible, the
need for extinguishments and diversions and, at the
same time, enhancing or improving the network.
However, where extinguishments or diversions are
proposed then full and accurate information must be
provided, including details of alternative routes.

6.22.5 It is recommended that, prior to submitting a plan-
ning application involving an extinguishment or
diversion of a public right of way, applicants consult
with Parish Councils and local user groups.

6.22.6 As soon as planning consent is granted, developers
should aim to be in a position to progress any diver-
sion or extinguishment of any public right of way
that is required to enable the development to be
commenced or completed.  Developments should,
therefore, be programmed to take account of the
necessary processes, especially where there may be
other matters to resolve.  Some processes can take
between 6 and 9 months.

After The Grant Of Planning Consent

6.22.7 A grant of planning consent does not give authority
to extinguish or divert a public right of way - this can
only be progressed by means of a Legal Order. 

6.22.8 A public right of way cannot be closed, diverted or
narrowed until such a Legal Order has been con-
firmed. 

6.22.9 Orders will usually be made by the District Planning
Authority under Section 257 of the Town and
Country Planning Act 1990, and in some circum-
stances Orders may need to be subject to the proce-
dures under Sections 118 or 119 of the Highways
Act 1980.  

6.22.10 Because there can be no guarantee that a diversion
or extinguishment Order will be confirmed, the
County Council must ensure that the route remains
open and available until the matter has been deter-
mined.

6.22.11 The surface type and level of any public right of way
remaining in-situ cannot be altered without the
express consent of the County Council as the
Highway Authority and, where a development
obstructs a public right of way without the benefit of
a diversion or extinguishment Order, the County
Council has both a power and a duty to remove the
obstruction. 

6.22.12 When a development begins, it is recommended that
the line of any public right of way affected is pro-
tected by a paling fence and, where it is crossed by
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site traffic, a hard level surface should be provided.

6.23 STREET NAMING AND NUMBERING

6.23.1 The relevant District or Borough Council is responsi-
ble for approving street names and for street num-
bering.  A layout plan of the development should be
submitted to the relevant Council with suggested
names for approval.
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TRANSPORT AND DEVELOPMENT

8 OVERALL CONTEXT

8.1 The approach to the control of the impact of land devel-
opment on transport must be complementary to the
objectives and strategies outlined in this LTP.

8.2 The DETR are issuing guidance on a broader approach
to Transport Assessment of development proposals to
replace the current Transport Impact Assessments.It
has been suggested that the Transport Assessment
should consist of three parts:

part 1 dealing with the assessment of the suitability of the
location for the proposed land use in terms of min-
imising the need to travel, particularly by car,

part 2 covering the local transport impact, and

part 3 covering the proposals for Demand Management on
completion of the development.

8.3 The findings of the DETR research paper are unlikely to
be available until the latter part of 2000.  This, howev-
er, does not preclude a changed approach by develop-
ers, consultants and local authorities.

OBJECTIVES

To achieve integration and consistency between trans-
port and land use planning.

To ensure that developments do not prejudice the
achievement of the objectives and targets of this or
other Local Transport Plans.

STRATEGY

Underlying Principles

8.4 The Local Transport Plan’s overall transport strategy is
based upon the four underlying principles of Best Value,
Community Involvement, Integration and Partnerships.
These same principles underlie this strategy.

8.5 Best Value - The County Council will seek to obtain Best
Value from resources arising from land - in particular,
the County Council will retain the flexibility to combine
the resources received from development with other
resources to obtain ‘best value’ from the combined
resources.

8.6 Partnerships with Local Planning Authorities - The
County Council will work in partnership with the
Warwickshire district councils to ensure that the LTP
and local development plans are consistent.  This will
be achieved as part of the reviews of the local develop-
ment plans.  The current information about timetables
for reviews are:

North Warwickshire Borough - Deposit Plan final con-
sultation August/September 2001, adoption January
2003;

Nuneaton & Bedworth Borough - Consultation on draft
local plan by end of year (no other details yet);

Rugby Borough - Deposit Plan final consultation early
2002, adoption late 2003;

Stratford-on-Avon District - to be announced;

Warwick District - to be announced.

8.7 Partnerships with Developers - The starting point for
negotiations with developers should be based upon an
objective evaluation of development impact on a rea-
soned and, where possible, agreed basis.  It should not
seek to hide or avoid any unpalatable issues.  Good
communications, openness and, most importantly,
objectivity are considered an appropriate approach.

8.8. Integration - This LTP is consistent with the national
planning guidance in PPG13 and PPG6.  It is consistent
with the developing Regional Transport Strategy and the
County Structure Plan.

8.9 Integration - We will endeavour to integrate land use
developments by ensuring the integration of the reason-
able transport needs of developments with those of the
locality.

Delivering the Strategy

8.10 Policy D1 - The County Council will promote the provi-
sion of measures on the transport system as a whole
that will ensure developments do not prejudice the
achievement of the objectives and targets in this Plan or
the Local Transport Plan of other transport authorities.

8.11 A development will be required to avoid an adverse
effect on the ability to achieve the objectives/targets in
LTPs by:

implementing measures to avoid the generation of any
additional traffic or

not implementing measures to avoid the generation of
any additional traffic but providing sufficient resources
to transport authorities to enable them to avoid the
adverse effects from that additional traffic or

some combination of the above.

8.12 The County Council’s Sustainability principles for
Developments are set out in an Annex of the LTP togeth-
er with Sustainable Transport Criteria which will be used
as a starting point for negotiations with developers and
landowners.

8.13 The County Council is currently preparing guidance in
respect of layouts and general design for developers
which will be published as Transport and Roads for
Developments. The guidance will cover such issues as:

Approach to assessing transport requirements;

Enabling, sustaining and mitigating measures;

Planning road layouts;
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Detailed design of road layouts;

Procedures and agreements.

8.14 The County Council will promote internal layouts and
general design features of developments as well as
access and egress arrangements for developments that
assist those people who find difficulty in using the
transport system, assist people who do not have access
to cars, encourage walking, cycling and the use of pub-
lic transport and avoid dependence on the use of cars.

8.15 The County Council will wish to assess the cumulative
transport implications of proposed future developments
in an area or corridor to arrive at the most appropriate
strategy for the improvement of transport infrastructure
and services.  This represents a move away from a
piecemeal site by site development control approach.

8.16 An effective assessment of a proposed development can
be achieved under the existing TIA system.  An early
approach should be made to the planning/highway
authorities.  Discussions should establish the scope for
the TIA, ideally leading to the production of a Scoping
Report in the case of substantial development propos-
als.  The results of the Scoping Study would then
become a formal record within the assessment process
setting beyond dispute the level of agreement and
issues to be addressed in a full Transport Assessment.

8.17 The discussions should seek to agree assumptions,
methodology and areas of assessment prior to any
detailed work.  They should seek to isolate key issues
requiring detailed investigation.

ANNEX F6

SUSTAINABILITY PRINCIPLES FOR DEVELOPMENTS

F6.1 Developments should seek to integrate the needs of all
forms of movements connected with the development,
making sufficient provision for potential residents and
employees.  These measures include the satisfactory
provision of public transport services and infrastructure
for those services, cycling and safe walking facilities.
The satisfactory provision of these measures can reduce
dependency on the car.

F6.2 Developments should be considered within a framework
of encouraging developments which offer choice to
potential residents and employees.  Whilst all
schemes should be considered on their merits however,
to judge whether each development meets encourages
sustainability they should be judged against the follow-
ing criteria:

1. The distance of the development from the town centre
and how it encourages all transport movements to the
centre and other main nodes in the town.

2. The location of the development in respect of the town
centre, consideration of local characteristics - i.e.
topography, physical barriers, existing layout and pro-
posed layout.

3. Locating all new developments where they can be easi-
ly served by public transport, including the provision of
infrastructure to allow for the efficient movement of
public transport to the main nodes of the town.

4. The need for buses, cycling and walking to serve the
development efficiently.  Therefore offering potential
residents and employees choice of efficient and effec-
tive alternative modes of transport.

5. The provision of public transport should be assessed
against the distance of the development from bus stops,
provision of attractive services, bus priorities measures,
park and ride services and associated traffic manage-
ment measures serving destinations in congested areas.

SUSTAINABLE TRANSPORT CRITERIA

F6.3 The criteria represents a starting point for negotiations
with developers and landowners regarding planning
obligations towards sustainable transport measures.
Using this framework will allow the necessary transport
measures to be identified in order that an overall
‘Sustainable Transport Contribution’ which will be
required from the developer can be calculated.

F6.4 The measures set out in the table below are not intend-
ed to be exhaustive and should take into account the
individual circumstances of each application.  No min-
imum site threshold for contributions is recommended
and the criteria will therefore apply to any development
that would lead to a material increase in traffic on the
network or has inadequate access by walking, cycling or
public transport.  The County Council has produced a
guidance note providing further detail in respect of cri-
teria for public transport and Green Commuter [Travel]
Plans.

F6.5 The provision of these measures should be considered
in an integrated way to ensure the most appropriate and
effective framework for sustainable development.  For
example cycleways and footways can often follow the
same routes and should provide good linkages to public
transport and bus stops.

F6.6 Contributions can be in the form of revenue as well as
capital and should also include costs for public consul-
tation.

F6.7 Any studies required to justify a development proposal
or to evaluate any transport solution will normally be
expected to be funded by the developer.

Sustainable Transport Measure Test Sustainable
Transport Contribution to provide and improve

Walking
Does the site have:

Local services, schools, public transport, recreational
and job opportunities within walkable distances?

Is the necessary infrastructure in place to deliver high
quality safe, direct and attractive routes  that will
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encourage walking?

What improvements are needed to satisfy the above
requirements?
Safe routes to school.

Associated environmental improvements - e.g. land-
scaping, surfacing.

Pedestrian safety measures - e.g. new footways,
improvements to existing footways, provision of safe
crossings.

Provision of signage - Improved security - e.g. better
street lighting, gates, railings.

Cycling
Does the site have:

Dedicated cycle links to local services, schools, public
transport, recreational and job opportunities?

Is the necessary infrastructure in place to deliver high
quality safe, direct and attractive routes  that will
encourage use?

What improvements are needed to satisfy the above
requirements?
Providing new or improved dedicated cycle facilities.

Provision of cycle lanes on and off the carriageway.

Combined cycle and pedestrian crossing facilities.

Improved signage, including warnings to drivers.

Cycle parking facilities at work places, service centres.

Improved security - e.g. better lighting.

Associated environmental improvements - e.g. land-
scaping, surfacing.

Public Transport (Bus)
Is the site served by reliable, frequent, speedy and
accessible bus services to the following specification:

4 buses per hour 07.00 - 19.00 Mondays to Saturdays
to the main local centres for employment, shopping,
services, recreation and schools?

Appropriate feeder services to local rail station and to
any appropriate local shops, schools, medical centres
and leisure facilities?

What improvements are needed to satisfy the above
requirements?

Provision of the required service by providing a free-
standing service, diversion of an existing service, rein-
forcement of frequency or suitable combination.

Provision of infrastructure, bus lanes, suitable layouts
to allow bus penetration, lay-bys, bus stops and other
furniture, information displays.

Bus priority measures to ensure a reliable and efficient
service.

Public Transport (Rail)
Is rail transport a genuine alternative to meet travel
needs?

If it is, what facilities or improvements are required?
Provision or improvement of rail stations and infrastruc-
ture.

Procurement of land for the above.

Provision of rail/bus interchange at appropriate stations.

Other Measures
Are there other measures that are required to overcome
transport and highway problems at a particular location
or to mitigate the impact of development traffic?
Green commuter [travel] plans for employment sites
that encourage employees to avoid using the car.

Traffic calming to discourage traffic and improve safety
for pedestrians and cyclists.

Improvements to junctions.

Urban traffic management control (UTMC) measures.

Review of speed limits, weight restrictions etc.

Provision of new accesses or roads where they are justi-
fied as part of a multi-modal approach and/or provide
environmental benefits.
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DEVELOPMENTS AFFECTING TRUNK ROADS

HA.1 The Highways Agency is the executive agency
responsible for trunk roads (including most motor-
ways) in England on behalf of the Government.  The
motorways and trunk roads within Warwickshire
include lengths of the M6, M40, M42, M45, M69,
A5, A446, A45, A46, A423, A435 and A439. (See
‘Detrunking’ below.)

HA.2 Previously the formation of new accesses to trunk
roads has been generally discouraged in order to
allow the free flow of traffic on those roads.  In sup-
port of integrated transport objectives, the Highways
Agency now apply a graduated policy on new con-
nections to trunk roads.

HA.3 Access will be most severely restricted in the case of
motorways.  It will be limited to junctions with other
roads, service areas, maintenance compounds and
other major transport infrastructure facilities such as
airports.  Similar restrictions will govern new access-
es on other high standard roads of key national
importance defined as the core network.

HA.4 Elsewhere there will be a less restrictive approach to
connections, subject to consultation with local
authorities concerned.  In due course RPG and Local
Transport Plans will provide the framework for deci-
sions about new accesses on the less strategically
important routes.

HA.5 A less restrictive policy will be of particular value in
urban areas where there are brownfield sites that the
Highways Agency would wish to see developed in
support of the Government’s policies for sustainable
transport.  Where brownfield sites could be connect-
ed to the trunk road network the Highways Agency
will expect proposals for development to support the
use of public transport, cycling and walking.

HA.6 The above principles apply to the formation of new
accesses to trunk roads but will equally apply to
cases where it is proposed that extra traffic caused
by a new development will reach the trunk road net-
work by way of an existing access or non-trunk road
link.  The Highways Agency will retain the right to
attach conditions to, or direct refusal of, planning
applications on any trunk road where the proposals
raise significant concerns for road safety.

HA.7 Where access is permitted from a development to a
trunk road, whether by way of an existing access or a
newly constructed one, the Highways Agency will
seek an assessment of the traffic impact of the
development.  This will take account of both the
development related and ‘background’ traffic and
also any existing or future public transport access.  If
the assessed traffic flows are estimated to exceed
the capacity of the trunk road within 15 years of the
development opening, the Agency will attach condi-
tions to the planning permission specifying the high-
way improvements required to accommodate this
traffic.

HA.8 The works related for the point where development
related traffic first accesses the trunk road will be

sufficient to accommodate all traffic 15 years after
the development opens.  Where further highway
improvements are required upstream or downstream
of this point, these will be to a standard capable of
ensuring that conditions on the trunk road are no
worse at any time during the fifteen year assessment
period than if the development had not taken place.
In addition to securing whatever highway works are
required under these arrangements, developers will
normally be required to provide a commuted sum for
their future maintenance.

HA.9 The mechanism used by the Highways Agency to
enable developers to procure works within the trunk
road boundary is an agreement under Section 278 of
the Highways Act 1980.

HA.10 The Highways Agency welcomes pre-planning appli-
cation discussions with developers whose proposals
may affect a trunk road.

DETRUNKING

11.40 The County Council welcomes the Government’s
strategy for detrunking non-core trunk roads which
recognises the local importance of the roads because
detrunking will:

bring the decision making process closer to the com-
munity;

bring them under the umbrella of this LTP; ensure
consistent management with the local highway net-
work;

remove the confusion about responsibilities in the
eyes of the users.

11.41 The detrunking proposals are shown below.  At pres-
ent the target dates are as tabulated:

A45 M45 - Northants Boundary 1 April 2002
A45 A46 Coventry - M42 1 April 2002
A423 North of Banbury 1 April 2001
A435 Alcester - M42 1 April 2002
A446 M6 - A435/A38 Junction 1 April 2004
A446 A45 - M6 1 April 2002

11.42 However, there are some issues that might change
these dates.  The A435 will be regarded as a special
case in view of the need to resolve problems in the
Studley area.  In addition the detrunking of the A446
will be linked to the opening of the Birmingham
Northern Relief Road.

11.44 Further detrunking of other non-core routes is cur-
rently being negotiated but these proposals are long
term and beyond the life of this LTP.

11.45 The DETR has proposed a system of ‘virtual detrunk-
ing’ in cases where formal detrunking cannot pro-
ceed immediately.  Under the virtual detrunking pro-
posals, the Secretary of State would continue to be
the highway authority and legally responsible for the
route, but the local authority would promote any
improvement schemes.

83



I N D E X



Bold two-part numbers 0.1 – 6.23 refer to substantive sections
relating to specific topics.
Three-part numbers  0.1.1 - 6.23.1 refer to subsections con-
taining additional information about topics.
Bold two-part numbers 8.1 – 8.17 and F6.1 – F6.7 are Appendix
1 references.
Bold two-part numbers HA.1 – HA.10 and 11.40 – 11.45 are
Appendix 2 references.

A

Access Chambers 
see Services

Accesses 
2.4, 4.25, 5.16 
Agreements for 6.9.1 
Assessment of 2.0.1, 2.3.4 
for Business and Technology Units 1.5.7 
to Carriageways 5.1.1
for Industrial Units 1.4.18
for Leisure Developments 1.7.3
Layout of 5.0.2, 5.0.4 - 5
Lighting of 4.17.5, 5.12.8, 6.15.7
details required for Planning Applications 6.3.5
for Retail Developments 1.6.1
for Schools 1.12.2
and Speed Management 5.6.12
Threshold Levels of 4.16.5
F6.7
HA.2, HA.6
see also Accessibility, Emergency Accesses, Private
Drives and Visibility

Accessibility 
5.17, 4.4
information in Development Briefs 6.2.1
of Developments 0.5.2, 2.1.10, 2.3.3, 4.5.1, 6.4.2,
6.7.1
within Developments 4.6.2, 4.11.1
considerations for Junctions 5.2.4
details required for Planning Applications 6.3.4
and Public Rights of Way 3.5.2
8.14, F6.2

Accident Records 
2.1.7, 3.1.2

Acute Speed Control Bend 
see Speed Management

Adoption (of Roads) 
5.1 – 13, 5.15, 5.17 – 20, 6.14 
Drainage requirements for 4.18.1, 6.16.3
of Landscaping 4.24.13, 6.18.4 - 5
Lighting requirements for 6.15.1 - 6
Maintenance Audits for 6.19.2
Principles of 4.22.1
see also Highway Works Agreements

Advance Payments Code 
6.14.10 
see also Adoption (of Roads) and Highway Works
Agreements

Agent Highway Authorities 
6.0.1, 6.1.1
see also Highway Authority

Agreements 
see Highway Works Agreements and Section 106 

Agreements,
Archaeological Remains 

4.1.7, 6.20.1

Avenues 
see Hierarchy

B

Balancing Lagoons, Ponds, Tanks 
see Drainage

Barriers 
see Gates and Control Barriers, Guard Railing and
Pedestrian Barriers

Bell-mouths 
see Accesses

Bends
see Layouts (Road Network) and Speed Management

Best Practice 
0.4

Best Value 
0.5
8.4, 8.5 

Block Plans 
6.3.5

Bollards 
see Street Furniture

Borough Councils 
see District Councils

Bridges 
see Structures

Bridleways 
see Public Rights of Way

Brownfield Developments 
1.1.4
HA.5 

Bunds 
5.14.1

Business Parks 
1.5
0.2.3, 1.3.1, 1.3.4, 5.1.1 

Bus Gates 
see Bus Priorities and Bus Routes

Bus Operators 
4.5.3, 4.5.7, 4.5.9, 6.10.1, 6.11.1 

Bus Priorities 
5.5 
4.5.8, 5.0.4
F6.7

Bus Routes 
5.5
serving Retail Developments 1.6.3 
serving Leisure Developments 1.7.1
details required for Transport Assessments 2.1.7
Principles of 4.5.7
serving Small Developments 4.5.16
Gradients along 4.6.4, 5.1.6
Carriageway Widths along 5.0.4, 5.1.1
Corner Radii along 5.2.4
and Speed Management 5.6.8
details required for Planning Applications 6.3.5
Safety Auditing of 6.5.5
F6.7
see also Bus Priorities, Bus Services, Bus Stops and
Public Transport

Bus Services 
Availability of 3.4.6, 
Diversions of 3.2.1
Efficiency of 5.5.6, 
maintaining Existing 3.2.3, 
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Financing of 3.2.4, 
Hail and Ride 4.5.16,
Improvements to 3.2.1,
Need for 3.3.7, 
serving Retail Developments 4.5.14,
8.15, F6.1, F6.7
see also Bus Operators, Bus Services, Bus Stops and
Public Transport

Bus Stops 
5.5 
Footpaths leading to 4.5.10, 4.5.11
serving Leisure Developments 1.7.1, 4.5.15
Lighting of 5.12.5
Location of 4.3.7, 4.5.3, 4.5.9, 4.5.13
with Passenger Shelters 3.2.2, 4.21.2 – 3, 6.3.5
details required for Planning Applications 6.3.5
Relocating existing 3.2.2
serving Retail Developments 1.6.3, 4.5.14 - 15
serving Schools 1.12.2
Security at 4.21.3
Strategy for 0.1.2
details required for Transport Assessments 2.1.7
F6.2, F6.5, F6.7
see also Bus Routes and Public Transport

Byways
see Public Rights of Way

C

Cabinets (surface)
see Services

Carriageways 
5.1 
Accesses to 5.16.6
for Adoption 6.14.4 
Cycling on 5.7.3, 5.7.4, 6.7.1
Drainage beneath 5.11.9 - 10, 5.11.14
for Industrial Developments 1.4.8
Integration of 4.14.3
at Junctions 5.2.1
and Lighting 5.12.3
Parking on 4.12.1
Planting adjacent to 5.15.20
Tracking Design of 4.16.1 - 3
Standards for 4.16.5, 5.0.1 - 2, 5.0.4, 5.5.3
within Turning Areas 5.4.3
adjacent to Verges 5.9.1
F6.7
see also Layouts (Road Network), Speed Management
and Road Markings

Car Parks
see Parking

Car Sharing 
see Travel Plans

Character (of Developments and Streets etc.) 
4.1 - 2, 4.12 - 16, 4.24
of Accesses 4.25.2 - 3
and Best Practice 0.4.1
and Flexible Design 1.2.4, 1.3.8
and Layout of Developments 4.6.1 - 3, 4.7.1, 5.0.1
- 5.0.5, 5.1.4
and Lighting 4.17.4, 4.17.6 - 7, 4.17.10, 5.12.2
and choice of Materials 5.20.1
and Public Rights of Way 3.5.1, 4.23.2, 5.14.1

and Public Transport requirements 4.5.3 
and Road Hierarchy 4.3.1 - 5, 4.3.7
and accommodation of Services 5.10.1
and Speed Management integration 4.8.2, 4.8.4,
4.8.9, 5.6.8, 5.6.10
and integration of Street Furniture 4.21.1
of Structures 4.19.1 - 2
and Traffic Impact 4.4.1
and integration of Traffic Signs 4.20.1 - 2
of Turning Areas 5.4.1 - 2
see also Environmental Impact

Chicanes
see Speed Management

Children 
3.4, 4.11, 6.6, 
Consideration of 0.2.2, 4.10.3, 4.12.3, 4.25.5,
5.8.1,
accompanied by Adults 1.6.5, 5.5.4, 5.8.9, 
and Home Zones 4.7.1, 
see also Schools and Safer Routes to Schools

Collector Road 
see Hierarchy

Community Transport 
see Public Transport

Commuted Sums 
0.2.4, 3.5.1, 6.6.3
see also Adoption (of Roads), Landscaping,
Maintenance and Highway Works Agreements 

Commuter Plans
see Travel Plans

Conditions
see Planning Conditions

Construction 
4.22, 6.19
see also Adoption (of Roads), Materials and
Standards

Contractors 
6.20

Contractors’ Compounds
4.1.7, 5.15.2

Corner Radii
see Junctions (Road)

Corners (Design Considerations)
see Character

Country Lanes
see Hierarchy

County Planning Authority
see Local Planning Authorities

Crime
see Security

Cross Roads
see Junctions (Road), Layouts (Road Network) and
Speed Management

Culs-de-Sac
see Hierarchy

Cultural Heritage 
1.4.1, 4.1.7, 4.23.7

Culverts 
see Structures

Cut-off Drains
see Drainage

Cuttings 
see Embankments

Cycle Audits
see Safety Auditing
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Cyclists 
see Cycling

Cycling 
4.10, 5.7, 6.7
and Accessibility 1.1.5, 1.3.2, 1.3.4, 1.3.6, 2.4.2
Adoption of cycleways 6.14.4
and Best Value 0.5.2 
in Business Developments 1.5.2, 1.5.7, 1.5.9
considerations for Cyclists 0.2.2, 3.1.1, 3.1.3, 4.6.2
- 3, 5.16.6, 6.2.1 
Drainage of cycleways 5.11.3 - 4 
and Emergency Accesses 5.18.5
Encouraging cycling 1.1.5, 1.3.2, 1.3.4, 1.3.6, 
1.4.22, 1.5.2, 1.5.9, 1.6.4, 1.7.2, 3.3.7, 4.7.1,
5.18.5
in Industrial Developments 1.4.1, 1.4.18, 1.4.22
and Landscaping 5.15.10, 5.15.12
in Leisure Developments 1.7.2 - 3
and Lighting 4.17.5, 5.12.3 - 4, 5.12.9
and the Local Transport Plan 0.1.1
and Public Rights of Way 3.5.2, 4.23.8, 6.22.4
along Public Transport Routes 5.5.6
in Residential Developments 1.2.1
in Retail Developments 1.6.1, 1.6.4 
and Safer Routes to Schools 3.4.2, 3.4.4, 4.11.2
and Safety Audits 6.5.1, 6.6.1, 6.13.2
and Speed management 4.8.6, 5.6.6
Standards for 5.0.4, 5.16.11
and Transport Assessments 2.0.1, 2.1.7, 2.1.10, 
6.4.2
and Travel Plans 3.3.7
8.14, F6.1, F6.4 – 5, F6.7
HA.5

D

Definitive Map 
2.1.7, 6.22.2 - 3
see also Public Rights of Way

Demarcation Strips 
5.6.11, 5.8.7
see also Speed Management

Density 
see Dwellings

Design Concept 
see Character (of Developments and Streets etc.)

Design Statements 
0.3.2

Detrunking
see Trunk Roads

Development Briefs 
6.2
0.3.2

Development Location 
1.1 - 12 
0.5.2, 4.1.5, 4.2.1
F6.2

Development Layout 
see Layouts (Road Network)

Direction Signs
see Traffic Signs

Disabled People
see Mobility Impaired

Distributor Road 
see Hierarchy

District Councils 
and Land Drainage 4.18.4, 6.16.2 
and Landscape Maintenance 6.18.1, 6.18.6
as Lighting Authorities 4.17.5, 6.15.1
as Local Planning Authorities 6.3.1
and Public Transport 3.2.2,
and Speed Management 6.11.1
and Street Naming and Numbering 5.19.1, 6.23.1
and Traffic Regulation Orders 6.10.1
and Underground Services 5.10.4
see also Local Planning Authorities and Parish
Councils

Drainage 
4.18, 5.11, 6.16
of Accesses and Private Drives 5.16.5
Improvements to existing 6.8.2
Maintenance of 5.0.4, 5.1.1
details required for Planning Applications 6.3.5,
6.3.7
of Surfaces 4.16.5
and Trees 5.15.12, 5.15.17
see also Adoption (of Roads)

Drives
see Private Drives

Drivers 
and Children 4.11.4
Considerations for 0.2.2, 5.6.5, 6.5.1
and Cyclists 5.7.2
of Lorries 1.4.4, 1.4.23
and Pedestrians 5.8.1 
Perception 4.25.2, 5.6.11, 5.8.7, 5.19.3
F6.7

Ducts 
see Services

‘Dummy’ Junctions 
5.3.2
see also Junctions (Road)

Dwellings 
Accessibility of 4.10.3
numbers served by numbers of Junctions 4.4.1 - 4,
5.1.1
numbers served by Private Drives 4.25.4, 5.16.7

E

Education Establishments 
see Schools

Embankments 
4.24.9, 5.15.5 

Emergency Accesses 
5.18
requirements for Developments 1.3.6, 4.4.3, 4.25.4 
Drainage of 5.11.4
sharing Public Transport priority routes 4.5.8
details required for Transport Assessments 2.1.10,
6.4.2

Emergency Vehicles
see Emergency Accesses

Emissions (Vehicle)
4.24.5
see also Environmental Assessments, Environmental
Impact and Transport Assessments

Environmental Assessments 
2.1.3, 2.2.3, 2.3.5, 2.4.4
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see also Environmental Impact
Environmental Impact 

on Archaeological Remains 4.1.7
on Flora and Fauna 4.1.7, 4.17.3, 4.24.5
on Geological  Features 4.1.7
of Lighting 4.17.3
of Materials 5.20.1 
Mitigation of 6.8.1 
on Public Rights of Way 3.5.1, 5.14.6
of Roads 1.4.1, 2.4.4, 4.25.3, 5.0.1 - 2, 6.3.4
implications for Safety Auditing 3.1.5, 6.5.11
of Speed Management features 4.8.2
of Structures 4.19.2
of Traffic Signs 6.12.1
details required for Transport Assessments 6.4.1 - 2
F6.7
see also Character (of Developments and Streets etc.)
and Environmental Assessments

Estate Road Layouts
see Layouts (Road Network)

Exhibition Centres 
1.10
1.8.1 

F

Flora and Fauna 
see Environmental Assessments, Environmental
Impact, Landscaping and Natural Heritage 

Footpaths 
5.8
Adoption of 3.5.1, 6.14.4
Drainage of 5.11.4
within Layouts 3.4.4, 4.2.3, 4.6.2 - 3, 4.8.6, 5.7.4
Lighting of 4.17.2, 4.17.5, 5.12.4, 5.12.9
conflicting with Private Drives 5.16.6
as part of Public Transport system 4.5.10, 5.5.6
and Security 6.13.2
as routes for Services 5.10.2, 5.10.4
and Trees 5.15.10, 5.15.12
see also Public Rights of Way

Footway Crossings 
see Accesses and Pedestrian Crossings

Footways 
5.8
Adoption of 6.14.4
and Cycleways 5.7.4
Drainage of 5.11.3
as Emergency Accesses 5.18.3
and Highway Works Agreements 6.9.1
at Junctions and Accesses 4.25.7, 5.16.11
within Layouts 4.1.3, 5.0.2, 5.1.5, 5.5.2, 5.9.1
risk of Parking on 4.12.1
as Safer Routes to Schools 3.4.4
as routes for Services 5.10.2 - 4
and Trees 5.15.10, 5.15.20
see also Lighting

Formation Drainage 
see Drainage

Forward Visibility 
see Standards and Visibility

Freight Villages and Terminals
1.9
1.8.1

Furniture Removal Vehicles 
see Heavy Goods Vehicles

G

Garages (Domestic) 
5.16.7

Gates and Control Barriers
1.4.17, 1.6.7 

Gateway Features
see Speed Management

Gradients 
see Vertical Alignment

Grampian Conditions
see Planning Conditions

Grass Verges
see Verges

Green Commuter, Travel or Transport Plans 
see Travel Plans

Guard Railing
1.12.2, 4.21.1 
F6.7

H

Handrails 
5.8.12

Hard Landscaping 
see Landscaping

Headroom 
5.1.2, 5.2.3, 5.7.5, 5.8.10 

Hedges 
see Landscaping and Trees

Heavy Goods Vehicles 
and Accesses 5.16.6, 5.16.9, 5.16.12
standards for Carriageways 1.4.13 – 14, 5.1.1 - 3,
5.1.6, 5.2.2, 5.2.4, 5.4.1
and Cyclists 4.10.6
requirements for Freight Villages and Terminals 1.9.2
requirements at Junctions 5.2.2, 5.2.4
requirements for Residential Servicing and Deliveries
4.25.4, 5.17.1
requirements for Retail Developments 1.6.8
details required for Transport Assessments 6.4.2
see also Headroom and Industrial Developments 

Hierarchy 
4.3, 4.7, 5.6
in relation to the Local Context 4.1.2, 4.1.5 
types of Streets and Roads 4.2.1, 4.2.4, 4.6.1 - 3,
4.10.5, 4.11.5, 4.14.4, 4.15.1 - 2
see also Character (of Developments and Streets etc.)
and Layouts (Road Network)

Highways Agency 
HA.1 – 10

Highway Authority 
Agent Highway Authorities 6.0.1, 6.1.1 
advice to Developers 1.4.1, 1.8.2, 6.1.1, 6.12.2
liabilities for Drainage 4.18.1, 4.18.3
as Lighting Authority 4.17.1, 6.15.1
liabilities for future Maintenance 0.2.4, 4.22.1, 
4.24.13, 5.15.7, 5.20.1, 6.14.1, 6.14.10 - 11,
6.14.13, 6.18.1, 6.18.3 - 6, 6.19.1 - 2
advice in respect of Planning Applications 0.6.1,
1.2.3, 1.3.7, 1.4.20, 1.6.8, 4.4.3, 5.10.4, 5.11.16,
5.15.2, 5.17.2, 6.3.2, 6.3.8 - 10, 6.9.3, 6.13.2,
6.14.8
Public Transport consultations 3.2.2, 4.5.3
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Road Safety requirements 3.1.1 - 2, 3.1.4 - 6,
3.4.1, 3.5.2, 5.0.3, 5.3.1, 6.5.1 - 2, 6.5.6, 6.5.8,
6.5.10 - 11, 6.7.1
Traffic Regulation Order consultations 3.1.7, 6.10.1
- 2, 6.11.1
agreeing to Transportation proposals 2.1.2 - 3, 2.1.5
- 6, 2.1.9 - 10, 2.2.1, 2.3.5, 2.4.2, 2.4.4, 5.17.2,
6.4.1
8.16,
11.45
see also Highway Works Agreements

Highway Drainage 
see Drainage

Highway Improvements 
3.1, 6.9 
Advice about 6.1.3, 6.2.1
for Cyclists 6.7.2 - 3
Feasibility of 6.3.4, 6.4.2
Lighting (improvements) 5.12.10
as Planning Obligations 6.8.1 - 3
for Safer Routes to Schools 3.4.5, 3.4.7, 6.6.2,
6.6.4 - 5
Safety of 6.5.1 – 6.5.4
8.15, F6.7, HA.7, 11.45
see also Highway Works Agreements and Junctions
(Road)

Highway Works Agreements 
6.9, 6.14
for Lighting Improvements 6.15.8 
and Maintenance Auditing 6.19.2 
as Planning Obligations 6.8.2, 6.11.2
and Safety Auditing 6.5.2, 6.5.11, 6.6.5 
HA.9
see also Highway Authority

Horizontal Alignment 
see Layouts (Road Network) and Standards

Home Zones 
4.7
see also Hierarchy

Horses and Horse Riders 
see Public Rights of Way

Hospitals 
1.3.4, 1.8.1 - 2

Housing Road
see Hierarchy

I

Improvements 
see Drainage, Highway Improvements, Lighting,
Junctions (Road) and Safety

Industrial Developments 
1.4
design of Accesses to 5.16.6 - 7, 5.17.2
private maintenance of Landscaping on 6.18.5 
design of Roads for 0.2.3, 1.3.7, 4.1.3, 4.10.6,
4.22.4, 5.1.1 - 3, 5.1.6, 5.2.2
Transport Assessments for 2.1.1
Travel Plans for 1.3.4
Types of 1.3.1
Vehicle Turning Areas for 5.16.12
F6.1, F6.2, F6.7 
see also Hierarchy

Informal Transport Appraisals 
see Transport Assessments

Informatory Signs 
see Traffic Signs

Inspection Chambers 
see Services

Integration (Visual)
see Character (of Developments and Streets etc.)

Interceptors 
see Drainage

J

Junctions (Road)
5.2, 5.3
Improvements to 0.1.1, 6.9.1
Layout Design of 4.15.1 - 2, 5.1.1
Lighting of 5.12.7 - 8
Mobility Impaired facilities at 5.8.4, 5.8.7
Pedestrian facilities at 5.8.3, 5.8.7
along Public Transport routes 4.5.8, 5.5.2, 5.5.6,
Spacing of 1.4.12, 1.5.6, 1.6.2, 1.7.4
used for Speed Management 5.6.8
Strategic Design of 1.4.11, 4.4.1 - 2, 4.8.9, 5.0.4, 
5.6.3, 5.6.12, 5.16.1, 5.16.6
Street Nameplates at 5.19.2
Vertical Design of 5.1.6
Visibility at 1.4.8, 5.1.7 
F6.7
HA.3
see also Highway Improvements and Highway Works
Agreements

Junction Boxes
see Services

Junction Improvements
see Junctions (Road)

Junction Visibility 
see Junctions (Road) and Visibility

L

Lamp Columns 
see Lighting

Landscaping 
4.24, 5.15, 6.18 
Maintenance of 1.3.6
Existing to be considered 4.1.5, 6.3.5
Integrated Design of 4.3.7, 4.6.3, 5.0.4, 5.9.1,
6.3.5
of Public Rights of Way 4.23.3
within Home Zones 5.1.5
and Safety Auditing 6.5.5
see also Character (of Developments and Streets
etc.), Layouts (Road Network) and Trees

Layouts (Road Network) 
4.6, 4.16, 5.6
catering for Abnormal Vehicles within 1.4.13
private Accesses to 4.25.1, 5.16.6 - 7
allowing for Changes to 1.4.3
Character of 4.1.2, 4.2.1, 4.2.5, 4.3.1 - 2, 4.3.4 - 
5, 4.11.1 - 3, 4.20.1,  5.0.1 - 2
catering for Children within 4.11.1 - 3
provisions for Emergency Access to 5.18.1
of Home Zones 4.7.1
Detailed Design of 5.1.3, 5.1.7, 5.3.2, 5.16.1
and Drainage 5.11.7
catering for Public Transport within 4.5.6, 5.5.3,
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5.5.6 - 7
and Safer Routes to Schools 3.4.4, 4.11.2, 
6.6.1 - 2
provisions for Security within 1.4.4, 6.13.1, 6.13.2
Safety of 4.3.4, 6.5.5
and Speed Management 4.8.1, 4.8.7 - 9
Strategic Design of 4.4.1 - 2, 5.19.4
Horizontal Tracking Design of 5.1.4
and Vehicle Turning Areas 5.4.1, 5.16.12
8.14
see also Junctions (Road)

Leisure Developments 
1.7
Types of 1.3.1
Travel Plans required for 1.3.4
Transport Assessments required for 2.1.1
Public Transport requirements for 4.5.15, 5.5.6
F6.7

Licences to Plant in Highway 
see Landscaping and Trees

Lighting Authority
see Lighting

Lighting
4.17, 5.12, 6.15
conflict with Private Lighting 1.6.6, 1.7.7 
for Children’s security 4.11.2
of Public Rights of Way 4.23.3
Design to be integrated 5.0.4
and Trees 5.15.16
F6.7

Local Context (of Developments)
4.1
4.3.4, 4.3.7, 4.6.3 – 4
see also Character (of Developments and Streets
etc.), Hierarchy and Layouts (Road Network)

Local Design Guides 
0.3.3

Local Planning Authorities 
formal Consultations by 6.3.2, 6.3.8 - 9, 6.5.2,
6.5.6, 6.5.8, 6.9.3, 6.10.1 - 2, 6.14.8
County Council as planning authority 6.3.1
Details to be submitted to 0.6.1, 1.2.3, 1.3.7,
1.4.20, 1.6.8, 2.1.2 - 3, 2.3.5, 2.4.2, 2.4.4, 3.1.1,
3.1.5, 4.4.3
Guidance provided by 0.3.3, 1.8.2, 2.2.1, 3.1.6,
4.5.3, 5.10.4, 5.17.2, 5.20.1, 6.1.1, 6.13.2
duty with regard to Landscaping 4.24.13, 5.15.2
and Public Rights of Way 6.22.9
and Road Safety 6.5.1 - 2, 6.5.6, 6.5.8 
8.6, 8.16 

Local Plans 
0.3.2

Local Transport Plan 
0.1.1, 1.4.1, 2.1.4, 3.2.1, 4.5.2
8.1 – 8.17
HA.4, 11.40

Local Width Restriction 
see Speed Management

Location 
see Development Location

Lorries 
see Heavy Goods Vehicles

Lorry Routes 
0.1.1, 1.4.1
see also Heavy Goods Vehicles

M

Main Roads or Routes
see Hierarchy

Maintenance 
4.22, 6.19
Commuted Sums for 0.2.4, 3.1.4, 3.5.1, 6.10.2,
6.11.2, 6.14.6, 6.15.4, 6.17.4, 6.18.1 - 2,  6.18.4
liability for maintaining Landscaping 6.18.1
of Lighting 5.12.6, 6.15.4, 6.15.6
Period of 6.14.12 - 13, 6.15.6
by Private parties 4.24.9 - 10, 4.25.4, 5.15.5,
5.15.8, 6.18.5 - 7
ensuring Quality of 0.4.1, 0.5.2, 1.2.4, 1.3.6,
1.3.8, 4.3.6, 5.0.4, 5.1.1, 5.9.1, 5.15.7 - 9
of Sewers and Drainage 4.18.1, 5.11.7
of Structures 6.17.4
Winter Maintenance 4.6.4
HA.8
see also Materials

Maintenance Costs 
see Maintenance

Manholes 
see Drainage

Margins 
see Verges

Materials 
5.20
Choice of 0.2.4, 4.11.4, 4.24.3, 5.6.11, 6.14.11,
6.18.4
for Street Furniture 4.21.2, 5.19.1
and Vehicle Noise 4.22.2
for Public Rights of Way 4.23.5 - 6, 5.14.2
for Private Drives and Accesses 5.16.3 - 4, 5.16.6
for Road Construction 6.14.1
see also Character (of Developments and Streets
etc.), Local Context (of Developments) and
Maintenance

Minimum and Maximum Standards
see Standards

Mini Roundabouts
see Speed Management

Minor Highway Works Agreements 
see Highway Works Agreements

Mixed-Use Developments 
1.1
4.1.3

Mobility Impaired 
4.10, 5.8
developments to be Accessible by 1.3.2, 1.6.5,
1.7.5, 2.0.1, 2.1.10, 2.4.2, 4.7.1
Facilities for 0.5.2, 1.6.5, 1.7.5, 2.1.7, 4.5.10,
4.5.16, 5.0.4, 5.1.1, 5.6.6, 6.2.1
and Public Transport 4.5.7, 4.5.10, 4.5.16, 5.5.4
Safety of 0.2.2, 4.5.10, 4.7.1, 4.21.1, 4.25.3,
5.1.1, 5.6.6, 5.15.10, 5.16.6, 6.5.1
8.14

Modal Split and Modal Shift 
see Transport Assessments

N

Nameplates
see Street Nameplates

Natural Heritage 
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Protection of 1.3.6, 4.1.7, 4.19.2, 4.24.1, 4.24.5,
4.24.9, 6.20.1
Impact of development roads on 1.4.1, 4.1.7,
4.17.3, 6.20.1
Details of existing to be provided 6.3.5
see also Environmental Assessments

Non-core Routes
see Trunk Roads

Non-Residential Developments 
1.3, 1.8
see also Industrial Developments, Leisure
Developments, Mixed-Use Developments, Office
Developments and Retail Developments

O

Obligations 
see Planning Obligations

Office Developments 
2.1.1
see also Non-Residential Developments

Open Space
see Public Open Space

Optimum Dimensions
see Standards

Overhead Power Lines 
5.15.18
see also Services

P

Paired Accesses
see Accesses

Parish Councils 
liability for maintenance of Landscaping 6.18.1
as Lighting Authorities 4.17.5, 6.15.1
and Public Rights of Way 2.1.10, 5.10.4
and Public Transport 3.2.2
and Speed Management 6.11.1
and Traffic Regulation Orders 6.10.1

Parking 
4.12
Adoption of parking spaces 6.14.5
for Cycles and Motor Cycles 1.4.22, 6.4.2
provisions for Heavy Goods Vehicles 1.4.4, 1.4.20,
1.6.8, 1.7.6
Layouts for car parks 1.4.21, 1.5.8, 1.6.5, 1.7.5
On-street 4.3.7, 4.16.2, 4.25.7, 5.0.4, 5.1.1,
5.2.4, 5.4.3, 5.5.3, 5.5.6 - 7, 5.15.19
Standards for 1.3.3, 4.11.3, 4.25.5 - 6, 5.16.7,
6.4.2
see also Turning Areas

Passenger Shelters
see Bus Stops

Passing Places (for vehicles) 
5.1.5, 5.16.10

Pedestrian Barriers
1.12.2, 5.8.1

Pedestrian Crossings 
along Bus Routes 3.2.3, 5.5.6
Provision of 4.10.1, 5.8.3 - 6
along Safer Routes for Schools 1.12.3, 3.4.4
and Speed Management 5.6.8
F6.7
see also Walking

Pedestrians and Pedestrian Refuges 
see Pedestrian Crossings and Walking

Petrol Filling Stations 
5.16.6

Places, Streets and Movement 
0.2.1

Planning Agreements
see Planning Obligations and Section 106
Agreements

Planning Applications
6.3
Details to be included in 0.6.1, 2.1.3, 2.2.4, 2.3.4,
2.4.1, 4.5.4, 5.11.16, 6.5.2, 6.5.6, 6.9.3, 6.14.3,
6.18.7, 6.22.1, 6.22.3
Outline 1.4.3
and Public Rights of Way 6.22.1, 6.22.3, 6.22.5
and Safety Audits 6.5.2, 6.5.6
and Transport Assessments 2.1.3, 2.2.4, 2.3.4
HA.6  
see also Planning Conditions, Planning Consent and
Planning Obligations

Planning Authorities
see Local Planning Authorities

Planning Conditions 
Discharging 6.9.1, 6.14.8
use of Grampian type 3.1.7, 3.2.4, 6.10.1
in respect of Landscaping 4.24.13
HA.7
see also Planning Applications, Planning Consent and
Planning Obligations

Planning Consent 
6.9.3, 6.21.1, 6.22.6 - 7
see also Planning Applications, Planning Conditions
and Planning Obligations

Planning Obligations 
3.1.7, 3.2.4, 3.4.5 - 7, 6.9.1
F6.3

Planning Policy Guidance 
0.3.1
8.8 

Platform Junctions 
see Speed Management

Police 
3.2.2, 4.24.1, 6.10.1, 6.11.1, 6.13.1 

Policy 
8.10, 8.11

Prescribed Dimensions 
see Standards

Pre-submission Advice 
6.1
HA.10

Private Drives 
4.25, 5.16
5.3.2, 5.11.1, 6.15.7
see also Private Roads  

Private Roads 
6.14.2 - 3, 6.15.7
see also Private Drives

Public Footpaths 
see Footpaths, Public Rights of Way and Walking

Public Front 
see Character (of Developments and Streets etc.)

Public Open Space 
Access to 3.4.7, 4.3.2
Location of 4.6.3, 4.8.2, 4.12.2, 4.24.8
Lighting of 4.17.4
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underground Services across 5.10.4
see also Landscaping and Trees 

Public Rights of Way 
3.5, 4.23, 6.22
Existing details to be submitted 2.1.7, 2.1.11,
6.3.3
Links to 4.6.3, 6.2.1, 6.4.2
Proposed 2.1.10, 6.2.1, 6.4.2
see also Footpaths

Public Transport 
3.2, 4.5, 5.14
details of Existing Provisions to be submitted 2.1.7,
3.3.6
and the Local Transport Plan 0.1.1 - 2
Providing for 1.3.6, 1.4.10, 1.5.2, 3.3.7, 4.6.2,
5.0.4, 6.2.1, 6.4.2, 6.8.1, 6.8.3
Provision of 0.5.2, 1.2.1 - 2, 1.3.2, 1.10.1, 1.11.1,
2.1.10, 3.3.7, 6.2.1, 6.4.2, 6.8.1, 6.8.3
Safety for 5.12.5, 6.5.5
Users 0.2.2, 3.1.3
8.14, F6.1 - 2, F6.4 - 5, F6.7, HA.5
see also Bus Operators, Bus Services, Bus Stops,
Railways and Rural Transport

Public Utilities 
see Services

R

Radii
see Layouts (Road Network)

Railways 
1.4.2, 1.9.2, 3.2.1 
8.15, F6.7

Recycled Materials 
see Materials

Refuges 
see Pedestrian Crossings

Refuse Collection Vehicles 
see Heavy Goods Vehicles

Regulatory Signs
see Traffic Signs

Reinforced Earth
see Structures

Residential Developments 
1.2
provisions for Children within 4.11.1 - 4.11.6
and Public Transport routes 4.5.4, 4.5.13
Traffic Distribution within 4.4.1 - 4
Transport Assessments for 2.1.1
Servicing of 5.17.1
F6.1, F6.7
see also Character (of Developments and Streets
etc.), Hierarchy, Landscaping, Layouts (Road
Network), Maintenance, Safety and Standards

Retail Developments 
1.6, 
and Public Transport 4.5.14 - 15, 5.5.6 
Servicing of 5.16.12, 5.17.2
Transport Assessments for 2.1.1
Travel Plans for 1.3.4
Types of 1.3.1
F6.7

Retaining Walls 
see Structures

Road Adoption 

see Adoption (of Roads)
Road Closures 

4.3.6
see also Traffic Regulation Orders

Road Drainage
see Drainage

Road Embankments and Cuttings
see Embankments

Road Hierarchy 
see Hierarchy

Road Humps
see Speed Management

Road Layout 
see Layouts (Road Network)

Road Lighting 
see Lighting

Road Markings 
4.20, 6.12
1.4.6, 4.16.3, 5.7.1, 6.10.2 
see also Traffic Regulation Orders and Traffic Signs

Road Naming
see Street Nameplates 

Roundabouts
5.15.8, 6.9.1
see also Junctions (Road), Layouts (Road Network)
and Speed Management

Rural Transport 
0.1.1
see also Bus Services, Bus Stops and Public
Transport

S

Safer Routes to Schools 
3.4, 4.11, 6.6
1.3.4, 2.1.7, 4.8.6, 5.2.3, 6.8.1
F6.7
see also Children, Safety and Safety Audits

Safety 
3.1, 6.5 - 7
and Accessibility 1.4.1, 3.4.7, 3.5.2
and Best Practice 0.4.1, 1.3.8, 1.4.8, 3.3.4, 4.3.4, 
4.8.4 - 5, 4.10.1 - 6, 4.16.2 - 3, 4.18.1, 4.21.1, 
4.24.7, 4.24.13, 4.25.2, 5.6.15, 5.7.3, 5.19.2
at Bus Stops 3.2.3, 5.5.5 - 7
within Car Parks 1.6.5
and Crime 6.13.1
Improvements 6.8.2
and Maintenance 1.3.6, 6.19.1
of Private Drives and Accesses 5.16.2,  5.16.6
and Public Rights of Way 3.5.2
and Reversing Vehicles 5.16.2 
and Services (Underground) 5.10.1
and Speed Management 5.6.8
Standards for 5.0.3, 5.3.1, 5.7.3
provision of Stopping Areas for 1.4.7, 1.5.4
and Trees 5.15.4, 5.15.11
F6.7
HA.6
see also Lighting, Safer Routes to Schools and Safety
Audits

Safety Audits
6.5 - 7
Costs of 6.9.4
Procedures for 0.2.2, 3.4.4, 3.4.6, 6.3.11
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Requirement for 2.1.10, 3.1.5, 3.4.1, 5.0.3, 5.1.2, 
5.4.1, 5.6.8, 5.15.4, 5.15.11, 5.16.12, 6.3.11
see also Safety and Safer Routes to Schools

Schools 
1.12, 6.6 
and other Educational Establishments 1.8.1
Location of 4.1.3, 4.2.5, 4.8.6
Travel Plans for 1.3.4
access from Public Rights of Way 3.5.2, 4.23.5
F6.7
see also Safer Routes to Schools

Scoping Studies (Transport) 
see Transport Assessments

Seats 
see Street Furniture

Secondary Roads/Routes
see Hierarchy

Section 38 Agreements 
see Adoption (of Roads) and Highway Works
Agreements

Section 106 Agreements 
6.8
3.3.10 - 11, 6.6.5, 6.11.2
see also Highway Works Agreements and Planning
Obligations

Section 184 Agreements 
see Highway Works Agreements

Section 278 Agreements 
see Highway Works Agreements

Security 
6.13
for Cycles and Motor Cycles 1.5.9, 1.6.4, 2.1.10 
Personal 0.5.2, 1.3.6, 3.4.4 - 5, 4.13.2, 4.21.3,
5.5.6 - 7, 5.8.11
for Vehicles 1.4.4
F6.7

Service Areas 
HA.3,

Services 
5.9, 5.10
Accommodation of 5.0.4, 5.6.8 
Details to be submitted 6.3.5
and Lighting 6.15.5
Service Strips 5.8.9, 5.12.3, 5.15.20, 6.14.4
and Trees 5.15.12 - 13, 5.15.20
see also Overhead Power Lines

Service Strips 
see Services

Service Vehicles
see Heavy Goods Vehicles

Servicing (Refuse Collection etc.) 
see Heavy Goods Vehicles

Sewers
see Drainage

Shared Accesses
see Accesses

Signal Controlled Junctions 
see Traffic Signals and Junctions (Road)

Signing 
see Traffic Signs

Site Plans
6.3.3

Small Roundabouts
see Speed Management

Soakaways 
see Drainage

Soft Landscaping
see Landscaping

Solar Effect
4.1.6, 4.24.5, 4.24.11, 5.15.15

Specification (for Road Construction)
6.14.1

Speed Control 
see Speed Management

Speed Control Bend
see Speed management

Speed Control Island 
see Speed Management

Speed Cushions 
see Speed Management

Speed Humps 
see Speed Management

Speed Management 
4.8, 5.6, 6.11 
and Best Value 0.5.2, 4.4.1
and Children 4.11.3, 4.11.5
Design of 5.1.1, 5.1.3 - 7
and Home Zones 4.7.1, 4.11.5, 5.1.5
Improvements 3.1.4, 6.8.1
Integration of 4.3.4, 4.16.2, 4.16.4, 5.0.4, 5.1.4 -
5
as Planning Obligations 6.8.1
Principles of 0.2.2, 1.2.5, 1.3.6, 1.12.2, 4.4.1,
4.16.2, 5.0.4, 5.3.2, 5.16.6
and Public Transport 4.5.8
and Safety Audits 6.5.5, 6.5.8
and Strategic Parking 4.12.1
F6.7
see also Character, Hierarchy and Layouts (of
Network etc.)

Speed Platforms and Tables 
see Speed Management

Sports Stadia 
1.11
1.3.4, 1.8.1

Staggered Cross Roads 
see Speed Management

Standards 
5.1 - 16
Checking of 0.2.2, 5.0.2, 6.5.5, 6.6.2, 6.7.2
for Construction  5.20.1 - 2, 6.14.1
Departures from 6.5.11
for Emergency Accesses 5.18.3
Flexible Application of 0.2.3, 1.4.9, 5.0.2 - 3
for Materials 5.20.1, 5.20.2, 6.14.1Optimum 5.0.2
- 3, 5.0.5
Prescribed 1.4.8, 5.0.5
see also Hierarchy and Layouts (Road Network)

Stopping Sight Distance 
see Visibility

Stopping-up of Highways 
6.21
2.1.12 

Strategic Parking
see Speed Management

Street Furniture 
4.21, 5.20
0.2.4, 4.24.2 - 3, 5.15.7, 6.3.5

Street Lighting
see Lighting 

Street Nameplates
5.19, 6.23

95



Street Naming 
see Street Nameplates

Street Parking
see Parking and Speed Management

Steps 
5.8.12

Structure Plan 
0.3.2

Structures 
4.19, 5.13, 6.17
5.15.14, 6.5.5

Subsoil Drainage 
see Drainage 

Supplementary Planning Guidance 
0.3.2

Surfacing Materials 
see Materials

Sustainable Development Principles 
8.12, F6.1 - 2, F6.5, F6.7

Sustainable Transport Principles 
8.12, F6.3 – F6.7
HA.5

Sustainable Urban Drainage Systems (SUDS) 
see Drainage

T

Technical Approval 
5.13.1 - 2, 6.9.4, 6.14.9, 6.15.3, 6.17.1 - 4

Technology Parks 
see Business Parks

Town Councils 
see Parish Councils

Tracking Design 
4.16
5.1.4
see also Layouts (Road Network)

Traffic Calming
see Speed Management

Traffic Distribution 
4.4
4.6.2, 4.7.2
see also Layouts (Road Network) and Transport
Assessments

Traffic Generation 
4.4.3
see also Transport Assessments

Traffic Growth 
1.4.5, 2.1.10
see also Transport Assessments

Traffic Information 
1.4.7
see also Transport Assessments

Traffic Island 
see Speed Management

Traffic Management 
F6.2, F6.7
0.1.1, 3.1.4, 4.5.9, 6.8.1, 6.8.3 
see also Traffic Regulation Orders

Traffic Regulation Orders 
6.10
Environmental 1.9.3, 1.10.3, 1.11.3
Consultations with regard to 3.1.7, 6.11.1
Avoidance of need for 4.20.1, 5.6.8, 5.6.10, 5.6.15
F6.7

see also Traffic Management and Traffic Signs
Traffic Signals 

6.9.1 
see also Junctions (Road)

Traffic Signs 
4.20, 6.12
Advisory 1.9.3, 1.10.3, 1.11.3, 5.8.8
Directional 1.3.2, 1.4.15, 1.5.5, 1.6.10
minimising the Impact of 5.6.8, 5.6.15
Improvements to 6.9.1
Informatory 1.4.6, 1.5.3
Regulatory 5.7.1, 5.8.8, 6.10.2
F6.7
see also Traffic Regulation Orders and Street
Nameplates

Transport Appraisals (Informal) 
2.0.1 
see also Transport Assessments

Transport Assessments 
2.1, 6.4
and Public Rights of Way 6.22.3
Requirement for 2.0.1, 2.2.1, 2.3.1, 6.3.11, 6.5.4
and Safer Routes to Schools 3.4.1, 3.4.4, 6.6.5
and Travel Plans 3.3.2 - 3
8.2, F6.7

Transport Choice
0.4.1, 1.2.4, 1.3.8, 4.3.4, 6.8.1
see also Local Transport Plan and Travel Plans

Transport Statements 
2.0.1 

see also Transport Assessments
Transport Strategy 
0.1.1
see also Local Transport Plan, Sustainable Transport 
Principles, Transport Assessments, Transport Choice
and Travel Plans

Travel Plans 
3.3
and Informal Transport Appraisals 2.2.2
as Planning Obligations 6.8.1
Requirements for 1.3.4 - 5 
for Schools 1.12.11
and Transport Assessments 2.1.10, 3.1.1, 6.4.2
F6.4, F6.7
see also Local Transport Plan, Sustainable Transport
Principles, Transport Assessments, Transport Strategy
and Transport Choice 

Trees 
4.24, 5.15, 6.18
Accommodation of 5.0.4, 5.1.5 
in Culs-de-Sac 4.6.3
Existing 4.1.5, 5.14.1, 6.3.5
and Lighting 4.17.3
Removal of existing 2.4.4
and Sewers 4.18.2
and Speed Management 4.8.2
and Visibility 4.8.4
see also Character (of Developments etc.) and 
Landscaping

Trunk Roads 
HA.1 – HA.10, 11.40 – 11.45

Turning Areas 
4.9, 5.4
Drainage of 5.11.7
for Industrial Developments 1.4.8, 1.4.19 - 20
for Leisure Developments 1.7.6
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for Residential Developments 4.25.4 - 5, 5.16.2,
5.16.6, 5.16.12
for Retail Developments 1.6.8

U

Underground Services 
see Services

Urban Village Plans
0.3.2

Utilities 
see Services

V

Vehicle Emissions 
see Emissions (Vehicle)

Vehicle Turning Areas
see Turning Areas

Verges 
5.9 
Adoption of 6.14.4
Existing 4.1.3
and Horses 5.14.4
Integration of 4.14.3
Landscaping of 5.15.5, 5.15.20
and Lighting 5.12.3
Maintenance of 6.18.4
Overriding of 5.5.2
and Parking 4.12.1, 4.25.7
Requirements for 5.0.2
and Services 5.10.2
see also Adoption (of Roads), Character (of 
Developments etc.), Layouts (Road Network) and
Services

Vertical Alignment
at Acute Speed Control Bends 5.6.8
and Cyclists 4.10.3, 5.7.6 - 7
Details to be submitted 6.3.6
and Drainage 5.11.2, 5.11.5
of Kerb Lines 4.25.3
and the Mobility Impaired 4.10.3, 5.8.12
and Pedestrians 4.10.3, 5.8.12
for Private Drives 5.16.9
Standards for 5.1.6, 5.2.3, 5.7.6 - 7, 5.8.12,
5.16.9
and Winter Maintenance 4.6.4
see also Standards

Vertical Clearance
see Headroom

Vertical Speed Control Measures
see Speed Management

Village Plans 
0.3.2

Visibility 
for Accesses 2.4.3, 4.16.2, 4.25.2, 5.16.6, 5.16.10
Adequacy of 2.4.3, 4.8.4, 4.16.2, 5.8.2
and Children 4.11.3
and Cyclists 5.7.6, 5.8.2
Forward 5.1.7, 5.2.2, 5.6.13, 5.7.6, 5.16.10
in Home Zones 5.1.5
and Horses 5.14.3
for Industrial Developments 1.4.8 
and Landscaping 4.24.7, 5.15.11
and the Mobility Impaired 4.21.1, 5.8.1 - 2, 5.8.6,

5.8.11
and Pedestrians 5.8.1 - 2, 5.8.6, 5.8.11
and Public Transport 5.5.6
for Retail Developments 1.6.9
and Safer Routes for Schools 4.11.3
and Speed Management 4.8.4, 5.6.5, 5.6.13
Standards 4.16.2, 5.1.7, 5.2.3, 5.7.6, 5.8.1, 
5.8.11, 5.16.10 - 11
of Street Furniture 4.21.1
and Tracking Design 4.16.2
see also Safety

Visibility Splays 
see Visibility

Visual Integration 
see Character (of Developments etc.)

W

Walking 
4.10, 5.8
and Best Value 0.5.2
and Cyclists 5.7.1, 6.7.1
Encouraging 1.1.5, 1.2.1, 1.3.2, 1.3.4, 1.3.6,
1.4.22, 1.5.2, 1.5.9, 1.6.4, 1.7.2, 3.3.7, 4.7.1,
5.11.13, 5.18.5, 6.4.2
Existing facilities for 2.1.7, 2.4.2, 3.4.4, 6.3.5
Improvements for 3.1.1, 3.1.3
and Landscaping 5.15.10
and Public Transport 4.5.9 - 12, 5.5.6,  5.6.11
and Private Accesses 4.25.3, 4.25.5, 5.16.6
Requirements for 2.0.1, 2.1.10, 2.4.2, 3.1.1, 3.3.7,
5.0.4, 6.2.1
and Safer Routes for Schools 1.12.2, 3.4.2, 3.4.4,
4.11.2, 6.6.1
and Safety 0.2.2, 1.4.1, 1.4.18 , 1.5.7, 1.6.1,
1.7.3, 1.12.2, 3.4.2, 3.5.2, 4.7.1, 4.11.2, 5.0.4,
5.2.3, 5.15.10, 6.5.1, 6.6.1, 6.7.1
Standards for 5.1.1, 5.2.3, 5.5.6,  5.6.11
8.14, F6.1 - 2, F6.4 - 5, F6.7
HA.5 
see also Pedestrian Crossings

Warehousing 
see Industrial Developments

Warning Signs
see Traffic Signs

Warwickshire Landscape Guidelines 
4.24.6

Water Courses
see Drainage

Waterways 
2.1.7

Width Restriction 
see Speed Management

Wildlife 
see Natural Heritage

Wind (shelter from) 
4.1.6
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