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1.0 - INTRODUCTION

1.1

1.2

1.3

1.4

15

1.6

This Street Design Guide has been produced by St Helens Metropolitan
Borough Council Development Services and Engineering Services Sections
to assist the Council in delivering an effective and efficient Development
Control service.

The document is intended to assist in delivering high quality residential and
mixed development environments and should be used in the context of other
national and local planning or design guidance. The Guide aims to reflect the
approach to design as set out in the Manual for Streets (2007) and the
Council’'s Design Guidance Supplementary Planning Document (2007) and
provides specific local guidance to supplement existing national guidance.

Manual for Streets (MfS) was introduced in 2007 and emphasises the overall
importance given to placemaking, and encourages the design of streets
based on their function rather than purely the level of traffic carried. These
principles are endorsed by the Council and, where appropriate, this Street
Design Guide refers to the relevant section of MfS. However, MfS focuses on
lightly trafficked residential streets and is intended for the design of new
residential developments and so this guide also provides advice regarding
where the Council does not see MfS applying. This is particularly the case in
relation to access to the existing road network where the overall design
principles of MfS have not already been applied and the road function is
primarily for movement.

This guide should be used in conjunction with the following documents:
St. Helens Council Supplementary Planning Documents; in particular:

St. Helens Design Guidance 2007
Trees and Development 2008
Designing Out Crime 2008
Ensuring Choice for Travel

Highway Management 2008 St. Helens Council 2008
Merseyside Code of Practice for Access and Mobility
Manual for Streets 2007

Design Manual for Roads and Bridges

It is intended for use by developers, design teams and others, and seeks to
stimulate innovative designs that are appropriate for the context, character
and location of a site which can be used safely by the travelling public.
Designs will be encouraged which incorporate quality approved sustainable
materials that are visually attractive, require minimum maintenance and are in
keeping with the specific local character of the area.

The guide covers the design of the “highway” in its broadest sense, namely
the public space between private dwellings or plots which facilitates all public
activity, including, but not exclusively, the circulation and storage of motorised
traffic. To this end, the guide encourages designers to consider “streets”, not



1.7

1.8

just “roads”, and also all the other components that make up the public realm
(e.g. signs, cabinets, lighting, landscape, etc).

A street caters for the movement of pedestrians and cyclists, vehicular traffic,
servicing and access arrangements as well as less dynamic functions such as
occasional car parking and landscape features. Well designed streets should
accommodate all functions and purposes (including provision for utility
services, street lighting and drainage), and their inter-relationship should be
considered from the outset. However the emphasis should be on “people
movement” based on the following hierarchy of consideration, with the needs
of the disabled, the elderly, and children to be taken into account for all
modes:

User Hierarchy

Consider First Pedestrians

Cyclists

Public Transport Users
Specialist Services Vehicles
(e.g. Emergency services, waste
etc)

Consider Last

Other motor traffic

The guide should be used for any residential street typically serving up to 700
dwellings, for mixed use developments, and for industrial/commercial
schemes. For larger developments the design principles of the DfT’s Design
Manual for Roads and Bridges are likely to be appropriate.



2.0 — PREPARING DEVELOPMENT PROPOSALS

2.1

2.2

2.3

In making good places, it is vital that highways and transportation matters are
considered at the same time as other aspects of the design of the
development. A co-ordinated approach to design should therefore meet the
following key objectives:

e Deliver high quality developments that are sustainable and that relate the
site to its particular neighbourhood.

o Design streets as spaces for all people, whilst still accommodating all
necessary types of street users.

e Link the development into the external network of facilities.

e |dentify intrinsic landscape characteristics of the site and its setting, and
retain/enhance existing features e.g. trees.

e Provide safe, convenient, direct and easy access to everyday facilities on
foot and cycle.

e Maximise choice for people to be able to make journeys by non-car
modes.

e Provide convenient and secure cycle parking.
e Regulate vehicle speeds to the appropriate design speed for the street.

e Provide car parking areas that are usable, safe and secure, and can be
managed efficiently without dominating the street scene.

e Use simple, appropriate, well-detailed high quality materials that form a
cohesive family of components, requiring minimal, economical
maintenance.

e Avoid the potential for “bad neighbour” problems.
e Design for community safety.

e Provide safe, convenient, direct and easy access to public transport
stops.

Designers and developers are advised to have pre-application discussions
with Local Authority Officers at an early stage in the design process. Initial
contact should be through Planning and Highway Development Control
Officers, who will then bring in other Officers as required (e.g. Policy, Urban
Design, Landscape, the Section 38 Adoption Team, Bridges Section,
Drainage etc).

The guidance set out in this document is intended to assist in the design of
development layouts that provide safe movement for all street users,
including pedestrians of all ages, cyclists, users of public transport, cars,
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2.5

2.6

lorries, and others. Therefore designers should select and assemble
appropriate design elements to:

e Provide street layouts which meet the needs of all users and do not allow
vehicles to dominate.

e Create an environment that is safe for all street users and in which people
are encouraged to walk, cycle, use public transport and feel safe doing
So.

e Help create quality environments in which to live, work and play.

In line with the principles of Manual for Streets, the Council is prepared to
apply a much greater degree of flexibility in some areas, than it has done in
the past. However, where a design or feature is proposed that does not
strictly accord with design guidance, advice, or other parameters in this
Design Guide, the proposer of the amendment is required to give adequate
justification, for consideration by the Council.

The amendment will only be allowed if it fulfils all of the following
requirements:

e Does not result in a lower standard of road safety or affect the efficiency
of the highway network.

e Does not result in adverse or differential effects on selected groups of
people, primarily the disabled (mobility impaired, blind/partially sighted,
hearing impaired), children and the elderly.

e Does not diminish the convenience and suitability of facilities for
pedestrians, cyclists and public transport users.

e Does not lead to a reduction in quality of public realm, or the durability of
infrastructure.

e Does not lead to a deterioration in any other sustainability consideration.

There is a principle of “no trade-offs” in assessing amendments. That is, a
positive contribution on one factor cannot be traded-off against a negative
effect elsewhere. Amendments which increase sustainability or the design’s
user friendliness for selected groups of people, without detriment to others,
will be viewed positively. Amendments which are proposed primarily for
reasons of minimising costs will only be considered if all of the above
requirements are satisfied. Amendments which are proposed primarily to
overcome physical site constraints or legal restrictions will be considered on
their merits.



3.0 — GENERAL DESIGN PRINCIPLES

3.1

3.2

3.3

3.4

3.5

3.6

3.7

To achieve the key objectives, plus high quality and varied residential spaces,
it is necessary to allow a much greater degree of flexibility in highway design
standards than has previously been allowed, with due regard to current
statutory regulations, whilst still maintaining levels of road safety and the
other requirements as set out in section 2.5.

However, a more flexible approach also places greater responsibility on the
Design Team to demonstrate that the proposals will operate safely and
satisfactorily, are maintainable and sustainable, and to justify the design
choices that have been made.

This Street Design Guide covers the following situations:

i) Residential streets serving up to approximately 700 dwellings.

ii) Industrial or commercial developments serving up to 20 hectares of
industrial land.

iii) Mixed use schemes generating up to approximately 455 two-way peak
hour movements, which is the traffic flow likely to be generated by a
development of 700 dwellings.

iv) Private (non-adopted) streets or drives.

Any road that is intended to serve more than 700 dwellings should be
discussed with the Council and may need to be designed in accordance with
the Design Manual for Roads and Bridges as it is, in effect, not a residential
street. However the principles of the design guidance set out in this Street
Design Guide will still be applicable, as the function of the street should still
be a key consideration in the design process.

The Council supports the principle of home zones, and would welcome
discussions with developers who are interested in including a home zone
within their development. Proposals for home zones will need to take account
of the latest national guidance which is currently the DfT’s The Quiet Lanes
and Home Zones (England) Regulations published in August 2006, and
should be in accordance with Home Zones Design Guidelines published by
the Institute of Highway Incorporated Engineers.

Within new residential areas, streets need to accommodate various types of
movement in a convenient and safe manner. The needs of motorised traffic
must be balanced with those of pedestrians of all ages, cyclists and users of
public transport. The design of the street needs to be appropriate for the function
of that part of the street, as the function may vary along its length. Streets should
also be designed so that they form an attractive environment, responding to their
context. To achieve this, it is essential that new residential streets form a natural
hierarchy that is clear and legible to all users who share the same space.

This hierarchy should provide an understandable transition from the external
distributor roads where motor vehicular space requirements may be more



3.8

3.9

3.10

3.11

dominant to residential streets (covered by this Design Guide) where the needs
of pedestrians and other non-car users are of greater importance.

Linked streets are encouraged to allow greater connectivity and accessibility by
foot, wheelchair and cycle, and to avoid layouts purely based on culs-de-sacs.
However care is needed to avoid through traffic using a street as a “rat run” and
appropriate measures will be required to minimise the domination of the street by
inappropriate through traffic.

The four adoptable residential street types set out below have been devised to
maximise the overall range of design choices which are possible within each
category, to enable the overall adopted “corridor” (including carriageways,
footways, verges and other areas) to reflect and enhance the overall design,
rather than control it:

Street Type 1 Connector Street
Street Type 2 Local Residential Street
Street Type 3 Shared Surface Street
Street Type 4 Home Zone

Note: This street type numbering system is not intended to match the
current*‘Roads and Street Works Act (RASWA) category numbers.

If there is the possibility that a street will serve further properties in the future, for
instance if there is an adjacent allocated site which is likely to be developed and
accessed through the first site, then the street should be designed to the
appropriate standard, or be capable of being altered in the future. No ransom
strip or other gap should be left between the adopted highway and the site
boundary, the intention being to provide a durable and “future proof” street
layout.

Whilst some form of street hierarchy is required in order to construct a network
which is understandable for users, the Manual For Streets (MfS) warns against
the rigid application of a hierarchy based exclusively on vehicular movement. An
alternative approach is proposed (at MfS paragraph 2.4) based on a wider
consideration of the relative status of Place and Movement. Hence a street
within any particular street type may need to be designed differently in the vicinity
of shops, bus nodes, adjacent to play areas, etc.

Therefore, whilst the table below takes the number of dwellings served from a
street as a starting point, the subsequent choice of design elements should
reflect the wider function of the street using a similar assessment of both the
Place and Movement requirements.



Summary of Residential Street Types

Type Title Pedestrian Max No. of Design Speed
Provision Dwellings Speed Limit
1 Connector Streets Segregated 700 20-25mph | 30mph
Local Residential
2 Streets Segregated 200 20mph 20mph
Shared Surface
3 Streets Shared 50 15mph 20mph
Any development
4 Home Zones Shared generating up to 100 10mph 20mph
vph in the weekday
pm peak
3.12 In relation to design speed, MfS paragraph 7.4.2 recommends a maximum of

20mph. Within the local context set out in this Street Design Guide, it is
considered that a design speed of 25mph would be appropriate for many
Type 1 Connector Streets, although there are also situations where 20mph

would be more relevant.

Therefore, once again the function of the street

needs to be taken into account when deciding on the optimum design speed.




4.0 — STREET DESIGN PRINCIPLES

Street Type 1 — Connector Streets

4.1

4.2

4.3

These are the main streets that provide structure for new residential
development and connect it to the surrounding urban fabric and highway
network.

Connector Streets can typically serve up to 700 dwellings, and provide a
transition between the surrounding major roads and the more pedestrian
dominated Local Residential Streets (Type 2). They provide the primary
vehicular access to the area, and link with other street types within the new
development to form the back-bone of a permeable network of streets for
pedestrians and cyclists. It is likely that this street type would also carry the
majority of bus traffic through any new development.

To be acceptable for adoption by the Highway Authority, they should be

designed to comply with the following ranges of requirements:

Type 1: Connector Streets

i)  number of Up to 700.
dwellings

i)  number of 200 to 300 dwellings: at least two preferred
vehicular Over 300 dwellings: at least two must be provided.
access points

iii) design speed 25mph (except at particular locations, such as outside
schools, when a design speed of 20mph is required).

iv) carriageway Minimum of 5.5m up to 300 dwellings, 6.1m over 300

width dwellings, or 7.3m if a bus route. Width is dependent on
type of traffic, percentage of large vehicles, whether a
bus route, plus other design considerations, with
widening on bends or elsewhere necessary (See
Section 11.9).

v) footway width 2m absolute minimum (on each side of road) to increase
to 3m or more in areas of identifiably higher levels of
pedestrian activity (adjacent to schools, shops, bus
stops, railway stations, etc.,) or if shared with cyclists.

vi) length between | 60 to 100m dependent on design speed. (See Appendix
speed restraint | A). May not be necessary if the layout is designed
features appropriately.

vii) minimum 33m dependent on design speed. Visibilities significantly
forward above these levels should be avoided to deter excess
visibilities speeds.

viii) minimum 35m
centreline
radius

ix) direct vehicular | Acceptable if it can be demonstrated that it would not
access cause a highway problem. Normally only allowed if

vehicles do not need to reverse into the carriageway,
with off- street turning space available clear of other
parked vehicles.

10




4.4

4.5

For developments of between 200 and 300 dwellings, at least two points of
vehicular access are preferred to maximise accessibility, connectivity, and
efficient operation in emergencies, and so cul-de-sacs will not normally be
permitted. Although the provision of more than one access is encouraged,
where this is not possible a single vehicular access may be accepted
providing that the internal network forms a loop, with the shortest possible
connection between this loop and the point of access. This connection will
need to be designed to ensure adequate emergency access and may require
an additional emergency access point.

For Connector Streets serving over 300 dwellings, a verge or hard margin
between the footway and carriageway should be provided to increase
separation between vehicles and pedestrians. Well specified tree planting in
this zone will increase perception of this separation, and will “green” the street
environment, but should not be located in areas which could affect safety.

Street Type 2 — Local Residential Streets

4.6

4.7

4.8

These are the general streets within residential areas which carry a wide
range of movement types and provide the main setting for new homes,
allowing direct access to individual dwellings.

Local Residential Streets can serve up to 200 dwellings and, depending on
the scale of development, they may provide access directly onto the existing
external network, or may first access onto a Connector Street (Type 1) before
reaching the main road network. These streets are unlikely to carry large
volumes of traffic or bus routes and the geometry requirements shift as a
result, allowing tighter urban streets and the potential for increased on-street
parking.

To be acceptable for adoption by the Highway Authority, they should be
designed to comply with the following ranges of requirements:

Type 2: Local Residential Streets

i)  number of Up to 200.
dwellings
i)  number of Up to 50 dwellings:
vehicular Single access point acceptable

access points 50 to 200 dwellings:

Culs-de-sac should be avoided where possible. If
absolutely necessary, they should have a
maximum length of 220m. (Culs-de-sac longer than
220m will require an emergency access point)
Turning facilities should be provided if the cul-de-
sac is longer than 20m and, if the length is greater
than 100m, then additional turning facilities will be
required.

iii) design speed 20mph

iv) carriageway Minimum of 5.5m and absolute minimum of 4.8m
width 1n to 50 dwellinas (hiit can varv to resnond to hiiilt

11



form and public spaces and if on-street car parking,
turning from accesses, or a bus route is to be
accommodated) plus widening on bends or
elsewhere where necessary (See Section 11.9).

v) footway width 2m (on each side of road) subject to level and type
of pedestrian usage or if shared with cyclists.

vi)  maximum 60m. (See Appendix A). May not be necessary if
length between | the layout is designed appropriately.
speed restraint

features

vii)  minimum 25m dependent design speed. Visibilities
forward significantly above this level should be avoided to
visibilities deter excess speeds.

viii) minimum 20m or based on vehicle tracking requirements.
centreline
radius

ix) direct vehicular | Allowed.
access

Street Type 3 — Shared Surface Streets

4.9

4.10

411

4.12

These are the least formal of adoptable streets, and have shared surfaces
with very low vehicle speeds, which should be self-enforcing through good
design. They provide access for small groups of homes either in courtyard
form or short lanes.

Shared Surface Streets can serve up to 25 dwellings if a cul-de-sac, or 50 if
there is through link. There are likely to be high levels of pedestrian and
cyclist activity (particularly from children) along these streets, and the design
should ensure that these activities are as safe as possible. The needs of
different groups of people need to be considered, including the disabled (e.g.
mobility impaired, blind/partially sighted, hearing impaired), children, and the
elderly.

Careful consideration needs to be given to how and where car parking is
provided, and surface materials chosen to delineate the functions of the
different parts of the highway.

To be acceptable for adoption by the Highway Authority, they should be
designed to comply with the following ranges of requirements:

Type 3: Shared Surface Streets

i)  number of dwellings | Up to 50. Limited to 25 if a cul-de-sac with a
maximum length of 100m. Turning facilities
required for lengths over 20 metres.

i)  number of vehicular Single access point appropriate, but can form a

access points through link
iii) design speed 15mph.
iv) carriageway width 5.5m preferred, but dependent on design a

minimum overall adopted corridor width of 6.9m
is required in full carriageway construction.
Minimum carriageway width to be 3.1m at pinch
points (subject to alternative provision for

12
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pedestrians). 2m wide service strip to be
provided within the carriageway. 0.8m margin
maybe accepted on opposite side of
carriageway dependent on number of dwellings
served.

v) footway width Not applicable, unless a separate footpath is
being provided on a particularly strong
pedestrian desire line or through route.

vi) maximum length 40m. (See Appendix A). May not be necessary if
between speed the layout is designed appropriately.
restraint features

vii) minimum forward 17m. Visibilities significantly above this levels
visibilities should be avoided to deter excess speeds.

viii) minimum centreline 14m or based on vehicle tracking requirements.
radius

ix) direct vehicular Allowed
access

Street Type 4 — Home Zones

413

4.14

4.15

4.16

4.17

4.18

Home Zones are residential streets in which the road space is shared
between drivers of motor vehicles and other road users, with the wider needs
of residents (including people who walk and cycle, the elderly and children) in
mind. The aim is to change the way that streets are used and to improve the
quality of life in residential streets by making them places for people not just
for traffic. Changes to the layout of streets should emphasise this change of
use, so that motorists understand and accept that they should give informal
priority to other road users.

Motorists should feel that they have left the normal highway and have entered
an area where they can expect to find people who are using the whole of the
street. In essence, the Home Zone should make motorists feel they are
guests in a pedestrian environment, and should drive accordingly.

Home Zones may consist of shared surfaces, indirect traffic routes, areas of
planting, particularly trees, and features to encourage the use of the street.
“Gateways” and regulatory signing will be needed to mark the limits of the
area.

Design guidance and other information on Home Zones, including links to
related websites, is available through the Institution of Highway Incorporated
Engineers at www.ihie.org.uk and www.homezones.orqg.uk

Procedural guidance is set out within the Department for Transport’'s Circular
02/2006 The Quiet Lanes and Home Zones (England) Regulations 2006.
Home Zones shall be used only where traffic flows are no more than about
100 peak hour vehicle movements, so the number of dwellings will vary with
the location and nature of the development.

The statutory process for the designation of a Home Zone and the making of
the associated use and speed orders requires that there is consultation with
local groups, and in particular the residents of the area. While this does not
present a problem with Home Zones in existing streets, there is an apparent
difficulty with new build developments in that streets are normally well on the
way to being built when residents begin to move in.

13



4.19

4.20

4.21

4.22

Therefore, it is recommended that an information pack is given to all
purchasers, setting out general information on Home Zones, together with the
key proposals for the site (including a draft wording of the use and speed
orders) explaining the way in which the streets will be managed and
maintained.

Purchasers will then be asked to sign this document, stating that they have
understood and agree in principle with the Home Zone proposals. Once the
streets are open to the public, St. Helens Council will carry out the formal
consultation process to enable the Home Zone to be designated and the
Orders made.

Home Zone style developments that are, in effect, extended shared surfaces
will not be accepted. Roads designed to Home Zone standards will only be
accepted if Home Zone designation is proposed and is realistically
achievable.

To be acceptable for adoption by the Highway Authority, they should be
designed to comply with the following requirements:

Type 4: Home Zones

i)  number of dwellings

Home Zone streets should have traffic flows of no more than
100 two-way vehicular movement sin the weekday evening
peak hour. The maximum number of dwellings will therefore
depend on the nature and location of the development.

i) design speed

10mph.

iii)  maximum length between
speed restraint features

30 m (See Appendix A). May not be necessary if the layout is
designed appropriately.

iv)  minimum forward
visibilities

11m. Visibilities significantly above this level should be
avoided to deter excess speeds.

circumstances with the Council.

For all other design requirements refer to the IHIE Design Guidelines, and discuss specific

Private (non-adopted) Streets or Drives

4.23

4.24

Any development serving more than 5 houses (or an existing Private Street
which will serve more than 5 dwellings after completion of the development)
should be designed to adoptable standards and offered for adoption. The
Local Authority will not normally adopt developments of 5 dwellings or less of

any type.

Developments of over 5 houses, or apartment schemes with appropriate
layouts, may be considered to be acceptable to be served by private shared
driveways under certain specific conditions, which are summarised below:

i) The developer must agree with the Local Authority at an early date the
acceptability of the principle of the roads remaining private.

14




4.25

4.26

4.27

4.28

ii) The developer must provide details of the long-term maintenance
programme for the highway infrastructure.

i) The developer must provide details of how the entrance to the private
development is to be defined on site.

iv) The developer must provide details of the information pack to be
provided to the purchaser as part of the sale contract.

V) The highway infrastructure must be designed and constructed to
adoptable standards in all respects with the exception of the specific
agreed reasons as to why the roads are to remain private.

Whilst Private Streets or Drives can allow the introduction of a higher
standard of materials, lighting, etc., than may be achievable with an adopted
street, the following potential implications should be taken into account:

future maintenance liabilities

public liabilities

street cleansing

drainage

public lighting would not be installed

the Local Authority would have no powers under the Highways Act
the Police would have no powers to remove obstructions

A Private Drive serving 5 houses or less should have a minimum width of 3
metres, with the first 10 metres having a minimum width of 4.8 metres if
access is taken from a Type 1 Street or a more major route. No footway or
service margin is required, with services being located within the driveway.
The horizontal alignment and any need for passing places are based on
practical requirements and vehicle tracking where necessary. The
requirements for a refuse vehicle to be able to get within 25 metres of all
drive-ends or communal storage locations (section 11.5) and for a fire tender
to get within 45 metres of all front doors (section 11.16-11.20) need to be
considered, and on-site turning facilities provided where necessary.

Private Drives must incorporate adequate visitor car parking provision in
addition to private curtilage parking.

Any gates should be set 5 metres back from the adopted highway boundary.

15



5.0 — INDUSTRIAL DEVELOPMENT DESIGN PRINCIPLES

5.1

5.2

5.3

5.4

5.5

5.6

Such areas will by their nature be more intensively focused towards vehicular
movements than residential areas, given the volume and type of traffic
expected to use these streets. However, it will still be required to assess likely
needs of other street users and every situation will still be assessed on its
own merits. Particular consideration will be required regarding HGV/cyclist
interaction. Direct, safe and convenient pedestrian routes should be provided
to public transport stops.

Major Industrial Roads may serve industrial or commercial developments of
up to 20 Hectares. Above this level roads should be designed in accordance
with the Design Manual for Roads and Bridges. Commercial vehicles in
residential areas are obviously undesirable and, for this reason, the design of
a large scale industrial estates should try to produce a layout which is self-
contained and which segregates industrial from local/residential traffic. It
should, however, be acknowledged that pedestrian and cycle movements are
likely to be just as numerous on industrial estate roads as people travel to
their place of work.

In principle, mixed use schemes will be encouraged and, where a mixed use
scheme has been accepted by the Local Authority as being appropriate, then
section 5.17 should be referred to for design guidance.

Small scale direct individual access is not to be encouraged on Major
Industrial Roads and a proper hierarchy should be used within an estate so
that this form of access is taken from a Minor Industrial Road.

Minor Industrial Roads may serve industrial or commercial developments of
up to 8 hectares (or an industrial building with a gross floor area of 40,000
square metres) and direct frontage access to individual premises is allowed.

To be acceptable for adoption by the Highway Authority, an Industrial Road
should be designed to comply with the following requirements:

Industrial Roads

i)  design speed 25mph

Minimum of 7.3m (unless no HGV’s likely)
with widening possibly needed on bends or
elsewhere (see section 11.9) or to
accommodate right turning at junctions

i) carriageway width

2m minimum (on each side of road) unless

i)~ footway width shared by cyclists

iv) maximum length between | 120m (See Appendix A). May not be
speed restraint features necessary if the layout is designed
appropriately.

v)  minimum forward 45m absolute minimum (see section 6.6)

visibilities
vi) minimum centreline 35m, 60m on large scale developments (see
radius also section 11)

16



5.7

5.8

59

5.10

5.11

5.12

5.13

5.14

5.15

Some developments propose the formation of small groups of industrial units
designed for occupation by either one or two man operations.

The function of these units is to provide a purpose-made “industrial nursery”
for businesses, from which a small company can grow and become
established. Once this purpose is fulfilled, it is expected that larger premises
will be needed by the company and, on relocation of the business, the
nursery unit may then be re-let.

It is usual for the industrial units to be up to approximately 105m? in floor
area, and generally of a system built construction, sited around a central
turning area. Each unit has its own forecourt which acts as both an
unloading/loading area and is as a casual car parking space. Where
additional staff car parking required this is normally provided in a communal
area, conveniently located adjacent to the turning area.

The shared turning area shall be a minimum of 20m x 20m square or a 25m
diameter turning circle to enable either a 10m rigid or 16.5m articulated
vehicle to turn clear of the unit forecourts. (See also section 11.14).

Each unit shall have a forecourt of minimum depth 5m, and a 800 mm
overhang strip shall be provided around the extent of the adoptable or private
industrial road. Where units of a greater floor area are proposed, forecourt
depths must be increased to accommodate the associated larger vehicles
expected to visit the development. The table below indicates the Unit Floor
Area to Forecourt Depth requirement.

Floor Area Industrial Unit (m?) Forecourt Depth (m)
Up to 30 5
31to 50 7
51 to 150 10
150 and above 15

Where a definite pedestrian movement is created either from the existing
highway into the site or within the courtyard (from say a communal car park or
toilet block to units) a separate footway system shall be provided.

Private areas such as car parking bays and forecourts shall be properly laid
out, drained, surfaced and sealed in all cases. Various materials are
considered acceptable as a running surface (see Appendix B) however
unsealed and loose materials such as hardcore, crushed stone or gravel have
practical disadvantages and therefore will not be accepted.

The provision of security gates to an industrial courtyard is not permitted in
the case where an adoptable public highway is proposed, but may be
permissible in the case of a private courtyard. Where gates are proposed
they must be set back a minimum of 15m from the highway boundary to allow
commercial vehicles to draw off the highway.

Wherever possible, the industrial courtyard should be constructed to an
adoptable standard to minimise the future maintenance liabilities of the
occupiers. It is to be noted that, in both private or adoptable industrial
courtyards, the geometric and dimensional standards of the highway are
identical. Adoptable street lighting facilities are not provided to private streets
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5.16

and forecourts, and security lighting from buildings would be the responsibility
of the developer or management company.

Large numbers of industrial units sited around private courts do, however,
give rise to practical working difficulties and possible bad neighbour problems
over which there is no statutory control. Except, therefore, in the case of
small numbers of industrial units or managed developments, an adoptable
highway system should be used in preference to a private court.

Mixed Use Schemes

5.17

5.18

5.19

5.20

5.21

5.22

As various local and national planning policies are encouraging the greater
introduction of mixed use schemes (i.e. residential and commercial served
from the same access), highway and street design standards need to be
sufficiently flexible to accept such access streets for adoption.

Connector Streets (Type 1 as described in section 4.1-4.5) can be designed
to accommodate a mix of residential and commercial traffic where necessary.

Such a Street Type will be appropriate where the peak hour traffic flow is not
expected to exceed that which could be generated by 700 dwellings (i.e. in
the order of 455 two-way peak hour vehicle movements). Above this level the
Design Manual for Roads and Bridges should be used, although this should
be discussed with the Council.

Particular care will need to be taken in the design of such schemes, where
there is the potential for a greater degree of pedestrian-vehicular conflict than
usual. This may require additional speed restraints or other measures to
ensure the safety of vulnerable road users.

The carriageway widths and other standards will be partly dependent on the
percentage of larger vehicles which are expected.

The point at which a mixed use scheme should be designed as an Industrial
Road should be discussed with the Council.
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6.0 — JUNCTION LAYOUTS AND VISIBILITY

6.1

6.2

6.3

6.4

6.5

Land within visibility lines should be dedicated as highway when land is in the
control of the developer.

The geometry of new junctions (either onto the existing external highway
network or within the development itself) must take into account both the type
of traffic on the minor route and also the existing (or likely future) traffic flows
and speeds on the major route.

The number of new accesses, junctions, and private means of access will be
restricted in the vicinity of sites which generate high pedestrian flows (e.g.
schools) and those which are considered acceptable should not involve
reversing manoeuvres onto or off the street.

As a general principle junctions should be avoided near the crest of a street,
or on a bend.

The minor route should normally meet the major route at right angles,
although the minor route may deviate by up to 10° where it will not adversely
affect vehicle swept paths.

Visibility

6.6

6.7

6.8

Manual for Streets (MfS) introduced reduced visibility guidelines, on routes
within built-up areas having vehicle speeds of 37 mph or less. The stopping
sight distances (SSD) that are provided within MfS are based on empirically
derived values for reaction and deceleration rates and the SSD is identical to
the visibility distances recommended at junctions. However, these SSDs
assume that the task of emerging from a side road is no more complex than
the task of a driver travelling along the main road looking ahead for possible
hazards. In reality, the emerging driver needs additional perception/reaction
time to consider visibility in more than one direction, assess other possible
hazards and judge the speed of approaching traffic. In addition, the evidence
on which MfS is based does not consider the stopping distances of vehicles
larger than a car; vans, lorries, buses and heavy goods vehicles all have
differing, lower, deceleration rates than cars.

In view of the above, and the fact that the MfS evidence is based on a sample
of 20 lightly trafficked residential sites, of which over half had some form of
speed restricting measures and 9 were subject to 20mph speed limits, it is not
considered that the MfS recommended visibilities would be suitable for
access to the existing road network, particularly those routes whose primary
function is the movement of traffic and where the overall design principles of
MfS are not in place to influence driver behaviour and vehicle speeds.

Therefore,for the purposes of this Design Guide, the MfS recommended
visibilities are considered to be appropriate in the following circumstances:

i) Within new residential developments themselves
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6.9

6.10

6.11

6.12

6.13

6.14

6.15

i) Plus, the access junction onto external highway network, where the
major route meets all of the following in the vicinity of the junction:-

a) It is not a Distributor Road or Strategic Route

b) It is within a built-up area

C) The eighty-fifth percentile wet weather speed is 37 mph or less
d) The place function of the street us more important than the

movement function.

The question of whether a particular location is “built up” will need to be
discussed with the Council, but in general terms it relates to an area where
there is development on at least one side of the road or street, with accesses,
junctions and other features which will influence driver behaviour. The
definition of “Distributor Road” and “Strategic Route” is based on the Council’s
maintenance hierarchy, with the routes currently classified as such available
on request.

In all other circumstances the visibility guidelines set out in paragraph 6.16
should be utilised for priority junctions unless otherwise agreed by the
Council. For non-priority junctions, the design guidance will be set out as in
DMRB.

The Council is aware that the Department for Transport is undertaking
research into extending the principles of MfS beyond residential streets and
will take on board new recommendations for visibility requirements when
available.

An X distance of 2.4m should normally be used within residential estates in
most built-up situations, as this represents a reasonable maximum distance
between the front of the car and the driver’s eye.

A minimum figure of 2m may be considered in some very lightly-trafficked and
slow-speed situations, but using this value will mean that the front of some
vehicles will protrude slightly into the running carriageway of the major arm.
The ability of drivers and cyclists to see this overhang from a reasonable
distance, and to manoeuvre around it without undue difficulty, should be
considered.

Longer X distances enable drivers to look for gaps as they approach the
junction. This increases junction capacity for the minor arm, and so may be
justified in some circumstances, but it also increases the possibility that
drivers on the minor approach will fail to take account of other road users,
particularly pedestrians and cyclists. Therefore an X distance of 4.5m will only
be required at the main access point or where there is likely to be a capacity
issue.

The Y distance should be in accordance with the table below, if the criteria in
section 6.8 have been met. For intermediate speeds, the next highest speed
which appears in the table should be utilised. Measured eighty-fifth percentile
wet weather speeds should be used if available.

20



Speed Visibilities Derived from “Manual for Streets”

Kph 16 24 32 40 48 60
MPh 10 15 20 25 30 37
Y distance (m)| 11 17 25 33 43 59

6.16

For accesses onto the external highway network which do not meet the
criteria set out in section 6.8, the following Y distances should be utilised:
Table A: If Speeds Known
Major route 120 | 100 | 85 | 70 | 60 | 50 | 40 | 30
speed (kph)
Major route 75.0 | 625 | 53.1 | 43.8 | 37.5 | 31.3 | 25.0 | 18.8
speed (mph)
Y distance (m) 295 215 160 120 90 70 45 33

Table B: If Speeds Unknown

Speed limit (mph)

70 60 50 40 30 20

Y distance (m)

295 | 215 | 160 | 120 |[90/70| 45

6.17

Notes:

)

vi)

An adoptable

Table A should be used where the actual 85" %ile wet weather
speed of vehicles is known.

If speeds are unknown, then the speed limit in Table B should
be used.

Where it can be shown that vehicle speeds will be contained to
either 30 mph or 20 mph, the respective major road Y distance
can be amended to 60 metres and 33 metres respectively.
Relaxations may be considered if the full recommended
standards are not achievable.

Traffic calming measures or a reduction in the speed limit
would not normally be considered to be appropriate if
proposed solely to achieve the necessary visibility splays.
90/70m subject to the status of the route.

visibility zone should be provided for drivers turning left into a

minor route, to enable them to view potential hazards. The required visibility
radii, tangential to the kerb, for different junction angles and kerb radii, are as

follows:
Junction Deflection Visibility Radius for each
(degrees) Kerb Radius
4m 6m 10m
80 10m 11m 19m
90 9m 10m 19m
100 8m 9m 19m
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6.18

Junctions

6.19

6.20

6.21

6.22

Minimum spacings between side streets are as follows:

Design Speed or Speed

Minimum Junction Spacing

The impact of obstacles, such as trees and street lighting columns, should be assessed in
terms of their impact on the overall envelope of visibility. In general, occasional obstacles
to visibility that are not large enough to fully obscure a whole vehicle or a pedestrian,
including a child or wheelchair user, will not have a significant impact on road safety.
However, defined parking bays should be provided outside the visibility splay.

Junctions must be pedestrian friendly with crossing points conveniently located on
pedestrian desire lines to encourage proper use, and situated where visibility in all
directions is optimised; excessive walking distance must be avoided. For low levels of
development, not requiring regular access by refuse vehicles, dropped crossings are
preferable to kerb radii to give priority to pedestrians. Further guidance on recommended
pedestrian provision is included in section 8.0.

Where 15 m junction radii are used a pedestrian refuge must be installed in the mouth of
the junction and junction geometry reconfigured accordingly.

Priority Route Limit (mph) Consecutive Staggered
(see notes)
External Network 40mph Speed Limit 80m 40m
30mph Speed Limit 60m 30m
Type 1 25mph Design Speed 36m 18m
Type 2 20mph Design Speed 30m
Type 3 15mph Design Speed |To suit circumstances
Type 4 10mph Design Speed |To suit circumstances
Major Ind. Road 30mph Speed Limit 60m 30m
Minor Ind. Road 30mph Speed Limit 60m 30m
Recommended radii and visibilities are as follows:
. Non-Priority Radius X-Distance Y-Distance
Friorty Route
bt Route [see note (a)] [see note (b)] [see note ()]
Type 1 10m 2.4m or 4.5m Section 6.16
External Road Type 2 10m 2.4mor 4.5m Section 6.16
Network Type 3 6m 2.4m Section
6.16
Type 1 6m 2.4m 33m
Type 1 Type 2 22 o Spiays 2.4m 33m
Type 3 (Section 6.23) 2.4m 33m
Type 2 6m 2.4m 25m
Type 2 4m or splays
Type 3 (Section 6.23) 2.4m 25m
4m or splays
Type 3 Type 3 (Section 6.23) 2.4m 17m
4m or splays
Type 4 (Section 6.23) 2.4m 17m
Dependent on
Type 4 Type 4 tracking 2.4m 11m
Major Industrial .
External Road Road 15m 4.5mor 2.4m Section 6.16
Network Minor Industrial 15m 4.5m or 2.4m Section 6.16
Road
Major Industrial | Major Industrial 15m 2 4m 45m
Road Road
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Minor Industrial
Road
Minor Industrial | Minor Industrial
Road Road

10m 2.4m 45m

10m 2.4m 45m

Notes:

i) Radii are typical values but subject to variation dependent on route types
and road widths. The 15m industrial radii may be reduced if the development
comprises mainly Bl offices. As a principle, radii should be minimised to
assist pedestrians and checked using vehicle tracking.

i) The X distance will depend on the level of development proposed.

iii) The Y distance is dependent on measured 85" %ile wet weather speeds if
they are available. If not, then the existing speed limit or the design speed of
the road should be used. Any reductions in the normal Y distance will only
be considered if appropriate speed restraint measures are proposed,
providing they form part of a wider scheme and are considered appropriate.

6.23 The junction into a Type 3 Shared Surface Street can be either of the arrangements shown

6.24

6.25

6.26

below:

The junction of a Private Drive onto a Type 1, 2, 3 or 4 Street should be formed using a
dropped crossing.

Any junction that requires access for refuse vehicles, e.g. bin stores located within a
communal parking area, will require junction radii to prevent future maintenance issues
arising from over-running of the kerb.

See Appendix A for details of the measurement of forward visibility and junction visibility
splays.
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7.0 — VERTICAL ALIGNMENT AND CARRIAGEWAY WIDENING

7.1

7.2

7.3

7.4

7.5

7.6

1.7

7.8

7.9

Wherever possible, streets should follow the topography of the site to avoid an unnatural
appearance, however there will be occasions when this is not possible for safety or design
reasons. The introduction of cuttings or embankments in such circumstances must be well
integrated into the local topography, and any retaining structures must be equally
considered and must relate to the overall development scheme palette of materials.
Cuttings and embankments battered back to a stable angle and landscaped are normally
preferable to the introduction of retaining structures.

The gradient of the non-priority route on the approach to a junction should be a preferred
gradient of 1 in 40 (2.5%) for the initial 10m length with an absolute maximum of 1 in 20
(5%).

The desirable maximum carriageway longitudinal section gradient on all adoptable Street
Types is 1 in 20 (5%). If this is not achievable then the specific circumstances should be
discussed with the Council.

The minimum general gradient for adequate drainage is 1 in 120 (0.83%).

The preferred carriageway crossfall is 1 in 40 (2.5%). On crossfalled carriageways

The maximum gradient of driveways and drives to individual garages is 1 in 10 (10%).

A vertical clearance of 5.3m will normally be required over the full carriageway width, plus
450mm to either side. A minimal vertical clearance of 4.2m will be allowed for Type 3
streets where access is via an archway. Further advice on vertical clearance is included in
Chapter 6 of the DfT document TD/27/05 Cross Sections and Headrooms.

Where a change of gradient occurs, vertical curves will be required at sags (Valleys) and
crests (Summits) for driving comfort, and at crests to provide adequate forward visibility.
See Appendix A for details.

Carriageway widening may be required in line with the following table. See Section 11
Servicing, Vehicle Tracking and Turning Spaces for further details.

Centreline Radius Carriageway Widening on Bend (m)
(m) 5.5 6.1 6.75 7.3
20 1 1 1 1
40 0.9 0.9 0.9 0.9
60 0.8 0.8 0.8 0.8
80 0.5 0.5 0.5 0.5
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8.0 PEDESTRIAN MOVEMENT

Principles

8.1

8.2

8.3

8.4

8.5

Pedestrian routes are classified as either footways (which are adjacent to the carriageway
or verge) or footpaths (which are not related to the carriageway). Footways and footpaths
servicing new residential development should be adopted and lit. Pedestrian movement
can also be catered for on Shared Surface Streets (Type 3).

Within new residential areas, pedestrian movement should be convenient, lit, safe and
pleasant. Direct routes should be provided to bus stops/public transport interchanges, local
facilities, schools and adjacent neighbourhoods, in such a way that it is more convenient
and attractive to walk than to drive to such destinations.

Where pedestrian links are provided to create preferential routes, they should be as short
as possible with good intervisibility between the ends, be well lit, and be overlooked or open
to view. Enclosed interlinking passageways should be avoided. Bollards or similar should
be used to prevent the abuse of pedestrian links by motorists, whilst still maintaining access
for pedestrians, including those in wheelchairs.

As connectivity is a major consideration, the police should be consulted on connections and
layouts (especially in areas of existing crime and anti-social behaviour) to ensure that
pressure is not put on the Highway Authority to close through routes once the development
is occupied.

Care and attention should be given to the choice and location of street furniture to avoid
hazards and to enhance the overall design.

Widths

8.6

8.7

8.8

Minimum footway (and footpath) widths should normally be 2m to either side of the
carriageway although in certain situations one footway may be acceptable if there is no
likelihood of pedestrians utilising a second footway. In such a case, sufficient land may
need to be dedicated as adopted verge if there is a reasonable likelihood of a footway
being needed at any time in the future. The minimum width should increase to 3m in areas
of identifiably higher levels of pedestrian activity, such as adjacent to schools, shops, bus
stops, etc. Greater widths may be required at specific points (e.g. around bus shelters).

In locations where the footpath is enclosed by high boundary treatment or landscaping,
additional width is required to address safety concerns and make the route attractive.

Wider footways/footpaths are required for shared footways/cycleways (see section 9.0) and
emergency access routes (see section 11.16-11.20).

Other Issues

8.9

The desirable maximum longitudinal section gradient of adoptable footways or footpaths is
1in 20. If this is not achievable then the specific circumstances should be discussed with
the Council.

8.10 All footways and footpaths should have a crossfall of 1 in 33 towards the channel.
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8.11

8.12

A general vertical clearance of 2.6 metres should be provided, with an absolute minimum of
2.1 metres beneath signs. Within 450 mm of the carriageway edge the full 5.3 metre
clearance requirement will apply, subject to the provisions of section 7.7.

Where flights of steps are included in a footway or footpath, provision should be made for
an adjacent complementary ramped route.

Crossing Points

8.13

8.14

8.15

8.16

8.17

Dropped kerbs should be provided at all junctions and particular pedestrian desire lines,
including connections to external footpaths.

For guidance on the use of tactile paving, or other suitable and approved materials, refer to
Merseyside Code of Practice for Access and Mobility. At all times the use of simple,
appropriate, well-detailed, high quality materials should be a key objective.

In some locations pedestrian guard rails are required, for safety reasons, to protect
pedestrians and guide them to the appropriate crossing point, however they should be
minimised and unnecessary street clutter should be avoided.

Where a pedestrian refuge is provided, the dropped kerbs should be aligned with the
refuge. A minimum refuge width of 1.8m should be provided, although 2m is preferred.

Where dropped kerbs are provided across the minor route within a major/minor junction,
they can lie within the corner radius for junctions with radii of 4 or 6m. However, for
junctions with radii of 10m, they should be positioned further from the major route to reduce
crossing distances. For junctions with radii of 15m a pedestrian refuge should be provided
within the mouth of the junction and junction geometry altered accordingly. For low levels of
development, dropped crossings are preferable to the provision of kerb radii to give priority
to pedestrians.

Designing for Disabled People

8.18

8.19

The Council follow the principles laid down in the Merseyside Code of Practice on Access
and Mobility; further information can be obtained here: http://www.accesscode.info/

Disabled parking spaces are generally required at a ratio of 3 spaces or 6% of the total
provision, whichever is greater.
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9.0 - CYCLING

Principles

9.1 Cycle routes in developments should meet the same basic criteria as pedestrian routes;
namely convenience, safety, attractiveness and directness.

9.2 Cycle linkages between key areas within the development and around it should be
designed into a scheme from the start, with particular attention to schools, local facilities
and adjacent neighbourhoods.

9.3 Connectivity for cyclists should be maintained within estates, with culs-de-sac being
provided with through accesses for cyclists and pedestrians.

9.4 New infrastructure for cyclists should link to existing and intended routes, as shown on the
St. Helens Cycling Network Map.

Widths

9.5 Whilst cycle lanes on residential streets are not normally appropriate, where they are
considered beneficial on Type 1 streets, they should be 1.5 metres wide (down to 1.2
metres as a minimum in exceptional circumstances).

9.6 While good quality off carriageway routes may be favoured, shared unsegregated use of a

path alongside the carriageway by cyclists and pedestrians is acceptable with appropriate
signing. Where this is proposed, the minimum width is 3.5 metres. Care should be taken
to avoid wide expanses of tarmacadam, although a 0.5 m separation gap may be required
in addition if adjacent to a high speed or high volume road.

Cycle Parking

9.7

9.8

9.9

For standard dwellings, garages should be designed to accommodate cycle storage in
addition to parked cars. For preference, such garages should therefore be at least 6 m
long and 3 m wide.

For apartments, communal cycle facilities should be provided that are secure, conveniently
located, and covered. They should enjoy good natural observation, be lit, and should not
obstruct pedestrian or cycle routes.

Commercial and industrial developments should be provided with secure, conveniently
located, and covered long stay cycle parking facilities. These can take the form of lockers
or lockable compounds. They should be located where they are easily observed by the
development’s occupants, be lit, and should not obstruct pedestrian or cycle routes, or
pedestrian desire lines. Short stay provision should also be provided for visitors to the site
in the form of galvanised Sheffield Stands or similar, situated in full view, as close as
practical to the main entrance of the building.

Further Guidance

9.10

For further guidance on the design of cycle facilities, please see:
e Local Transport Note 2/08 Cycle Infrastructure Design
e Cycle Friendly Infrastructure (IHT, CTC, DoT 1996).
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The National Cycle Network Guidelines and Practical Details Issue 2 Sustrans 1997.
Local Transport Note 1/10 Policy, Planning and Design for Waling and Cycling.

Local Transport Note 2/04 Adjacent and Shared Use Facilities for Pedestrians and
Cyclists.

St Helens Supplementary Planning Document — Ensuring Choice for Travel
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10.0 =

PUBLIC TRANSPORT

10.1

10.2

10.3

10.4

10.5

10.6

10.7

Local, Regional and National Policies all seek to encourage greater use of public transport.
The Council aims to ensure that all new residential and other developments provide a
choice of modes of transport for residents and other users.

Early discussions with the Council and Merseytravel on these matters are therefore
essential.

Developers are required to demonstrate how the Council’s accessibility and sustainability
objectives are being achieved. See St Helens Supplementary Planning Document —
Ensuring Choice for Travel and St Helens Guidance Notes for the Submission of Transport
Assessments for further information.

The IHT's document Planning for Public Transport in New Developments contains further
advice on these matters, including the following key principles:

e The route for buses through a development should be as direct as possible with entry
and exit points compatible with the surrounding network of bus routes.

e The route for buses through a development should not require back-tracking or
excessive extra running time or bus route length.

e The footpath system to bus stops and stations must be regarded as part of the public
transport system and designed to be direct, safe and as easy to use as possible.

e The public transport entry point needs to be as close as possible to the buildings which
are the final destination of the passengers. ldeally the walking distance from the bus
stop should be less than from the car park that serves the development.

e A new development served by an existing route is likely to be one side of the road
carrying the bus route. In these circumstances a safe and convenient means of
crossing that road must be provided.

e Developments set back from the bus route must be linked to it by footpaths that are
direct, well surfaced, well lit and with, if possible, appropriate protection from the
weather.

e The maximum walking distance to a bus stop should not exceed 400 m and preferably
no more than 200 m (800 m for rail stop if available).

e Bus stops should ideally be located to minimise walking distances yet to maximise
catchment areas.

A minimum carriageway width of 7.3m is required. In addition, the internal site layout shall
ensure that efficient routes are provided to bus stop locations, and where relevant to
Railway Stations. New bus stop locations shall be integrated with pedestrian desire lines.

Residential developments should be designed, wherever possible, to ensure that the
maximum walking distance from any dwelling to the nearest bus stop is 400 metres,
although it is recognised that this is not possible in every case.

Consideration shall be given, within larger developments, to the introduction of bus routes
within the development, integrated into routes within the wider network. The diversion of

30



10.8

10.9

10.10

existing bus routes into new developments requires careful consideration to ensure that the
needs of existing passengers are taken into account.

Minibus feeder services or Hail and Ride buses are useful for achieving penetration into
smaller sites, or developments which cannot accommodate full sized buses.

Bus stop design and other guidance can be obtained from Merseytravel who set out various
requirements, including for the following:

raised kerbs

clearway boxes

lay-bys

bus boarders

bus shelters

“Real Time” passenger information

Where a development will generate significant additional demand for public transport, or
where improvements are required to ensure that the development is accessible by public
transport, then a financial contribution to such measures will be required via condition or
through a Town and Country Planning Act 1990 Section 106 Legal Agreement.
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11.0 — SERVICING, VEHICLE TRACKING AND TURNING SPACES

Principles

111

11.2

11.3

11.4

The vehicle path is the width required for vehicle movement within the overall street width,
given the nature of vehicles likely to utilise the street.

The position of buildings and other features needs to be considered alongside the
requirements for pedestrian and vehicle movements, so that the design is not dictated by
standard road layouts. Manual for Streets states that vehicle tracking demands need to be
accommodated but should not dominate and that on streets with low traffic flows they may
be able to use the full width of carriageway to manoeuvre.

Nevertheless there is still the need to safely accommodate the manoeuvring and turning
requirements of larger vehicles, including for refuse collection, deliveries and in
emergencies. It is, therefore, important at the start of the design process to determine
which vehicles need regular access and which can be assumed to use the street only
occasionally.

Linked street layouts reduce the need for culs-de-sac and turning heads.

Servicing Requirements

115

11.6

11.7

11.8

11.9

11.10

The recommended maximum dustbin carry distance is 25m, so that designs need to enable
refuse vehicles to get within 25m of all drive-ends or communal bin storage locations.
However, where significant gradients exist, heavy bins can be difficult to control and a
shorter distance is more appropriate.

Bin storage location shall be clearly identified for all dwellings, with easy, level access from
their storage location to the collection location. The increasing need for additional bin
storage areas (to accommodate larger bins or additional recycling bins) shall be taken into
account.

Any rear parking areas incorporating bin storage require access via junction radii due to
future maintenance issues.

Vehicle tracking may be necessary to ensure that refuse vehicles can manoeuvre along the
street, and past any likely locations for on-street parking. The requirements for street
cleansing and gully cleaning should also be considered.

The dimensions of the current refuse vehicle used by the Council are

width = 2.5 m, length = 11.0 m, turning Circle (wall to wall) = 18.6 m, although this may
alter from time to time. Refuse vehicle tracking shall be undertaken at a design speed of 15
mph on Street Types 1 and 2, or 10 mph on Street Types 3 and 4. The vehicle within the
Autotrack database which most accurately represents this vehicle is the ********* " glthough
this may alter from time to time. ***¥*krtkkkiikikiik

As a general rule, carriageway widening is normally needed on bends which turn through
more than 10 degrees, as follows:

Centreline Radius Carriageway Widening on Bend (m)
(m) 5.5 6.1 6.75 7.3
20 1 1 1 1
40 0.9 0.9 0.9 0.9
60 0.8 0.8 0.8 0.8
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11.11

11.12

11.13

11.14

[ 80 | o5 | o5 | o5 | 05 |

However the need for widening the road may be influenced by the amount of forward
visibility provided between passing places on each side of the bend. Where adequate
forward visibility is provided between oncoming vehicles, it will be possible for large
vehicles to wait until the bend is clear and to use part of the opposite lane when turning.

Turning space is also required to avoid the need for long reversing manoeuvres by refuse
vehicles. A range of typical turning space dimensions are shown below, although
alternative solutions may be acceptable if demonstrated to be workable using vehicle
tracking. The potential implications of vehicle overhang shall be considered within any non-
standard layout. The diagrams below show the areas required for vehicle manoeuvring,
plus examples of possible treatment to minimise the visual impact of the turning head.

Standard Vehicle Turning Head Dimensions
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For a Type 3 Shared Surface Street which is less than 30 metres long and serves less than
5 dwellings, it may be possible for the refuse vehicle to reverse under supervision from the
Type 1 or 2 street into the shared area. Where such arrangements are considered
acceptable, the turning space at the end of the Type 3 street may be reduced to that
required by a private car only. Typical designs are shown below, although alternatives are
possible if proved to work using vehicle tracking.

INSERT REDUCED TURNING AREAS SKETCH

There will also be the occasional need for larger service vehicles to be accommodated,
including delivery vehicles and furniture vans. These have different turning requirements,
and whilst the design does not need to allow for regular use, the potential for these vehicles
needs to be considered and accommodated where necessary.

Turning areas can be enlarged to allow for the introduction of visitor spaces (in accordance

with the Council’s guidelines), although it should be ensured that visitor spaces are clear of
the turning area.
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11.15

11.16

with
Turning Head: Rigid Vehicles Turning Head: Articulated Vehicles

I I [II [ITT

T
R TA (i

All of the turning head arrangements shown here are indicative only and should not be
used as the only solutions — these turning areas are important in the adequate functioning
of an area but their design must be balanced against other requirements such as
environmental amenity. Wherever possible, they should be incorporated with ‘spaces’, not
constructed purely as turning heads. It is also possible to incorporate these geometries
within communal parking areas of other spaces.

Emergency Access

11.17

11.18

11.19

11.20

11.21

Adequate access for emergency vehicles must be provided and consultation with the
emergency services is recommended for all schemes.

Wherever possible, developments should be designed so that there is no requirement for
emergency vehicle only links. These are difficult to enforce if there is no physical barrier
and, if there is a physical barrier, it can cause delays for emergency vehicles.

Fire tenders must be able to reach a point no further than 45m from all parts of the ground
floor of any residential building.

Any Street or Private Drive on such an access route must be no less than 3.7m wide
between kerbs, or 3.1m at a gateway or other pinch point over a short length (where
separate provision should be made for pedestrians).

The minimum headroom clearance for Fire appliances is 4.0m and the minimum carrying
capacity of the route 12.5tonnes.
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12.0 - CAR PARKING

Principles

12.1

12.2

12.3

12.4

12.5

12.6

12.7

Car parking is one of the most difficult issues to deal with effectively within a development.
Car parking needs to be considered as an integral part of the overall design of a scheme,
and not considered as an “add-on” or a detailed issue to be left to the end of the design
process.

Government policy on car parking is to manage unnecessary car usage by locating new
housing in locations which are accessible by public transport, and to have access to local
facilities on foot and by bicycle. These measures can encourage a greater number of trips
to be made sustainably, however car parking still needs to be accommodated, whilst not
dominating the streetscene or dictating the overall layout.

Car parking provision should be based on the Council’'s current standards taking into
account the need to cater for visitors and should be provided to suit the nature and location
of the development. As a general rule, the Council will seek to ensure car parking provision
is at an appropriate level, taking into account both the potential impact on the surrounding
area and the availability of public transport in the vicinity.

Six further principles to be taken into account in the design of car parking areas:

e Ensure car parking is usable, safe and secure.

e Avoid car parking dominating streetscenes.

e Use discreet and innovative solutions for car parking.

e Ensure parked cars are unobtrusive.

e Set car parking behind the front of the dwellings

A garage counts as half a parking space (when minimum dimensions are met).

Designated parking locations must be convenient for residents, within easy reach and,
ideally, visible from their homes. This should ensure that residents do not find it more
convenient to park on-street adjacent to their dwelling rather than use their dedicated
space.

Where parking is remote from the dwelling but allocated, the applicant will be asked to
identify each parking space with its associated plot/unit number. The parking spaces will
then be conditioned to be retained by the dwellings identified.

On street parking is generally appropriate for visitors and for serving/deliveries, so long as
there are no highway safety reasons why this should not occur. Residential streets need to
be wide enough to accommodate the likely levels and positions of on-street parking and
widening may be required to accommodate this. The design should be self enforcing so
that bad neighbour problems are not created. Parking bays shall be avoided where
possible as they become ‘owned’ by residents. In some locations however, it may be
appropriate to provide on street parking in sheltered communal bays, with pavement
buildouts and tree planting visually separating the parking area from the main carriageway.
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12.8

12.9

12.10

12.11

12.12

Some visitor parking may be provided on street if the carriageway is a minimum of 5.5 m
wide and suitable on street parking spaces can be identified that do not impede access to
drives/parking areas or otherwise prejudice highway safety. However, care is needed to
ensure that emergency vehicles and refuse vehicles are not impeded. Visitor parking
should not be waived where on-street parking causes safety concerns, i.e. close to bends
or junctions, or where limited plot frontages could lead to blocking of driveways, i.e.
terraces and town house designs. In these instances, additional carriageway widening to
6.5m may be required to accommodate on-street parking.

On-street parking needs to be accommodated in such a way as not to obstruct or make
access to private drives too difficult. Similarly, on-street parking should not be allowed so
close to a residential window or main door so as to be oppressive, block access or light or
intimidate the occupier. Where on street visitor parking cannot be accommodated then
visitor parking needs to be accommodated off street.

Where visitor parking is provided off-street, it should be freely accessible i.e. not be
enclosed behind private gates, etc. A Section 106 Agreement may be required to control
this issue.

Where parking is likely to take place around turning heads, the housing design should
preferably be modified, or, alternatively, the turning head enlarged so that parked vehicles
do not prevent other vehicles turning.

The appearance of parking areas (both in the street and in parking courts) should be
enhanced by the provision of shrub and tree planting, with consideration given to the angle
of viewing to reduce the usual impact of the vehicles. The detailed design and specification
should avoid compromising personal safety or facilitating car crime.

Garages and Driveways

12.13

12.14

12.15

12.16

From a national survey it is clear that only a proportion of properties with garages use their
garages for storing their car on a regular basis. Domestic garages have a number of
different uses and cannot be seen as adding to the car parking provision for a development,
unless they are accessible by a private car and have a minimum dimension of 5.5m x 2.6m
(although 6m x 3m is preferred in order to accommodate the storage of cycles and other
items).

Where these requirements are met then a garage will count as half a parking space. This
is to account for the survey data that only a minority of people use their garages for car
parking whilst the remainder use them for other things including storage, conversion to
room, workshop, etc. Garages will not normally be accepted as sole parking provision for a
property as, where used at all, they are used for long term storage in the majority of cases,
i.e. not for vehicle maintenance, car washing, unloading shopping, short stays etc.

Driveways should be at least 3 m wide, or 3.3 m if the drive provides the main pedestrian
access to the dwelling. For a standard ‘up and over’ door, the face of the garage should be
5.5 metres from the back of the footway (Street Types 1 or 2) or from the edge of the
shared surface (Street Type 3). . Driveways shall be sufficiently long for either 1 or 2 cars,
but not an intermediate length which would lead to overhanging of the footway or shared
surface.

2.0 m x 2.0 m pedestrian sight lines where the drive meets the back of the footway on
street Types 1 and 2, 2.0 m by 17 m on Shared Surface Streets (Type 3), and 2.0 m by 11
m within Home Zones (Type 4) are usually required. There should be no physical
obstructions or planting within these areas that are above 0.6 metre high. The areas
should also be easy to maintain to avoid future obstructions.
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12.17

A garage door must not project over the public highway when opened.

Communal Parking Areas

12.18

12.19

12.20

12.21

If communal parking areas are to provide a convenient alternative to on street parking, they
must be safe and attractive. Parking areas, particularly rear courtyards, must include
sufficient levels of overlooking to ensure they do not become oppressive and unsafe
environments. They must also be small enough to retain a courtyard feel and not become
large, unattractive “car parks”. They must also incorporate a convenient pedestrian link to
the properties served. Materials, lighting and landscape features within communal parking
areas are also important within the overall design.

The treatment of communal parking areas will need to respond to local context and should
be considered at the outset. A rear parking court within a relaxed village environment may
be publicly accessible and provide a safe and attractive courtyard space, whereas the
same arrangement within a central urban location may create safety issues and a gated
communal area may be more appropriate. It is unlikely that a large number of spaces in
one area would provide an appropriate solution.

Where a proposal includes communal parking areas, a suitable condition will be used to
ensure that parking spaces are not sold on to individual plots/units. A further condition is
required to ensure that visitor and disabled spaces remain so in perpetuity and cannot fall
into individual ownership.

Communal car parking within parking courts should include 4.8 x 2.4m spaces and have an
aisle width of at least m. A 3m reversing area is desirable at the end of the aisle, with an
absolute minimum of 1m.

Commercial and Industrial Developments

12.22

12.23

In addition to staff and visitor car parking, it may be necessary to consider parking provision
(short or long stay) for different vehicle sizes and types.

The car parking provision and layout within commercial or industrial developments needs to
be carefully considered to ensure that overspill car parking does not occur on access roads
or off-site streets and roads.

Other Car Parking Issues

12.24

12.25

12.26

12.27

Increased carriageway width will be required to cater for on street parking on carriageway
links.

For parallel parking which is contiguous with the carriageway, parking bays should be 6
metres long and 1.8 metres wide. Where there is no footway, a 0.6 m wide paved margin
should be provided to allow pedestrian access.

For parking which is at the right angles to and contiguous with the carriageway, parking
bays should be 4.8 metres long and 2.4 metres wide. There should be a clear 6 metres
width in front of the bays to allow vehicles to manoeuvre. Where vehicles may potentially
overhang adjacent footway, then an additional footway width should be provided or a
feature such as bollards or trip rail. Where a row of parking bays emerge directly on to a
footway, an additional 0.5m strip will be required to assist intervisibility between pedestrians
and emerging vehicles.

Angled parking arrangements and other layouts will be considered but it will need to be
demonstrated (by vehicle tracking) that they are operationally practical.
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12.28

12.29

12.30

It is possible to be able to denote car parking spaces with contrasting materials for the
edges or the whole of the space. This is particularly useful where it is preferable to avoid
the use of white lining.

Some developments may require the introduction of Traffic Regulation Orders (TRO's) or
Residents Parking Schemes. The legal and financial procedures for these should be
discussed with the Council.

The use of Travel Plans and contributions to the improvement of public transport facilities

will also be encouraged to increase the likelihood of sustainable travel modes being
utilised.
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13.0 — OTHER REQUIREMENTS

Road Markings and Signhage

13.1

13.2

13.3

13.4

135

All proposals for adoptable streets shall incorporate appropriate traffic signs and road
marking arrangements. These shall be as prescribed by the current Traffic Sign
Regulations and General Directions (TSRGD) 2002, the Traffic Signs Manual and the
following specific guidance.

The developer is responsible for the cost of providing all road markings and traffic signs for
the new streets together with any additional or amendments to existing, signs and markings
located in the surrounding streets, made necessary by the new street. Occasionally, this
may involve signage located some distance from the development, (e.g. for routeing HGVs
etc).

The design and location of signage and street furniture should aim to minimise visual clutter
and should be considered along with all other street features.

Street name plates must be to the Council’s specification and can be provided by the
Council, with the cost to be notified to the Developer as a separate item to the other road
signs.

Developers wishing to erect signs directing construction traffic or potential purchasers to a
site must contact the Council for permission to erect approved signs. Signs which have not
been approved will be removed.

Traffic Requlation Orders

13.6

13.7

Where a development requires changes to an existing Traffic Regulation Order (TRO) or a
new order is required, the Developer shall pay all associated costs, including all
consultation and legal costs. TROs are subject to statutory procedures and consultations.
This can be a very lengthy process and a successful outcome is not guaranteed. The
Developer must therefore obtain advice on the likely timescale and take this into
consideration when establishing a programme for development.

Where TROs are critical to the Development, they should be completed and sealed prior to
the first occupation.

Highway Structures

13.8

Any structures must be approved by the Highway Authority (see Appendix C).
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14.0 -

LANDSCAPE CONSIDERATIONS WITHIN THE HIGHWAY

141

14.2

14.3

14.4

14.5

14.6

14.7

14.8

The design of landscaped areas should be considered at the early analysis and concept
stages of the design process. Greenspace is often located to preserve existing trees and
highway designs should similarly respect natural features.

Landscape provision within the highway boundary should be integral to its conceptual and
detailed design and be consistent with the wider development and the surrounding
landscape context. Particular consideration needs to be given to the guidance within the St.
Helens Landscape Character Assessment 2006 and the St. Helens Town in the Forest
Strategic Vision Document 2006. The form and character of streets within a development
will shape its character, as much as the architecture and open spaces, and are an integral
part of the place-making process. The quality and variance of hard landscape materials
(such as surfacing, kerbing, paving, walls, bollards, railings, etc) combined with carefully
selected soft landscape elements (including trees, shrubs and grass) will help to add
character to a development and turn the street types outlined in this guide into recognizable
places and liveable spaces. Commuted sums will be required within the Section 38
Agreement.

In residential areas the Highway Authority will normally only adopt the paved surfaces (i.e.
carriageways, footways, footpaths, cycleways and hard landscaped areas) plus grass
verges required for the functioning of the highway (e.qg. visibility splays) and any trees within
the highway envelope. The St. Helens Council Trees and Development SPD 2008
provides further information on the status of trees within St. Helens, tree constraints and
design, tree protection, new tree planting and landscaping, including establishment and
maintenance of landscaping schemes.

However, other appropriate soft landscape features will be considered for adoption,
although a commuted sum is required if abnormal maintenance costs are likely.

Within the street corridor, trees can aid recognition of spatial geometry of carriageway
edges and reduce its overall apparent width. Limited planting of new trees may take place
within visibility splays, but only where this would not significantly compromise forward
visibility. Some limited retention of existing trees may also be possible, providing the trees
are of slender girth when mature, have no foliage lower than 2 metres over the footway, or
4.6 m over the carriageway, and their numbers do not have a significant cumulative impact
on visibility from a stationary vehicle position.

Species of new trees must be selected which have a root growth pattern which will not
cause future damage to paved highway surfaces. Minimum tree sizes at planting should be
25 to 30 cm. Root barriers may also be needed to prevent root ingress into services.

Existing trees to be retained for adoption must be subject to a condition survey, carried out
in accordance with B.S. 5837 (2005) “Recommendations for trees in relation to
construction”, and have any recommended tree work carried out to the satisfaction of the
Council’s arboricultural advisers.

Within visibility splays and forward visibility envelopes, walls and ground cover shrub
planting up to a maximum potential growth height of 0.6 m may be acceptable as an
alternative to grass, subject to the relative height difference between the landscape area
and the adjacent carriageway. New tree and shrub areas must be planted in prepared
trees pits and topsoiled areas, to dimensions and specifications set by the Council.
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14.9

14.10

14.11

14.12

14.13

14.14

For ease of maintenance, grass verges should be at least 1 metre wide and planted areas
at least 2 metres wide. Any tapering verge ends narrower than this should be squared off
and hard paved. Any grassed area less than 10 square metres should be avoided, as it
would be difficult to maintain.

Grass should not be used where vehicles or pedestrians are likely to go over it. In such
areas the design should be amended, or hard surfacing introduced for the relevant section.

Grassed verges that are part of the adoptable highway will need to be physically delineated
by means of a trip rail or similar to prevent the verge from being taken into private
ownership/curtilage.

Grassed areas adjacent to vertical structures should be provided with a flush hard paved
mowing strip at least 200 mm wide.

A “licence to cultivate” under Section 142 of the Highways Act (1980) can be arranged,
which entitles an adjoining owner to maintain the highway verge, although this does not
remove the “Statutory Undertakers” rights, or the Highway Authority’s liability.

For further information refer to Trees and Development Supplementary Planning Document
St. Helens Council June 2008.
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150 -

PUBLIC UTILITIES

15.1

15.2

15.3

15.4

15.5

Early in the planning process consideration should be given to the location and installation
of utility apparatus in the highway, both above and below ground, particularly where surface
areas are shared. Where the proposal is for a shared surface layout without a separate
service margin, or where a development layout is not explicitly covered by this guidance,
early discussions should be held with utility providers and details of proposed locations for
utility equipment submitted to St. Helens Council for approval. In assessing the proposed
layout the Council will consider the suitability of the layout, in terms of safety and
accessibility.

With Type 3 Shared Surface Streets, a service strip of 2 metres should be provided within
the carriageway, 1 metre clear of the nearest public sewer and 0.3 metres from the kerb
face.

Any separate service margin should be at least 2 m wide, in line with National Joint Utilities
Group (NJUG) 7. And any utility equipment that is above ground, for example, cabinets,
boxes, pillars and pedestals should be sited so that it:

Does not constitute a danger to the pubic or to staff working on it.

e Does not obstruct a driver’s view, for example by sitting it in visibility splays.

e Does not obstruct pedestrians, wheelchairs, prams, pushchairs, etc. At least 1.2 m
clearance, increased to 2 m in areas of high pedestrian flows (500 pedestrians an

hour), shall be provided.

e Is not located with 5 m of any other street furniture that would create a double
obstruction to pedestrians. Any item within 5 m must be in line.

e Does not enable illegal access to adjacent premises or property (e.g. locating cabinets
adjacent to high boundary walls, where the apparatus could be used to climb over the
wall).

e Does not restrict the outlook from the window of a house, intrude into areas of open-
plan front gardens or disrupt the line of low boundary walls.

e Does not spoil the view of a listed building.
e Does not result in ‘visual clutter’ by being in an inappropriate place.

e Does not indiscriminately create wide sterile easements within verges or Public
Greenspace (i.e. grassed area maintained by the Council).

All Utility excavations should be backfilled with Type 1 class material to the underside of the
road construction.

All apparatus above the ground should:

e Be positioned so there is enough access for the equipment and the surrounding
highway to be maintained and cleaned.

e Not be located within any tactile paving (in the case of surface covers).
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15.6

15.7

15.8

15.9

e Allow space for associated jointing chambers.

e Allow for future surfacing work, for example by allowing for spare cable if the boxes are
raised in future.

e Meet the licence requirements for listed buildings and conservation areas. Special
consideration is required to cabinet design in conservation areas.

e Incorporate anti-graffiti coating measures.

Where equipment is to be located in a proposed adoptable highway, cabinets and other
apparatus shall be located in the verge where possible, with a hard margin to assist grass
cutting without the need for strimming. Cabinets shall be located with at least 1 m
clearance between the cabinet and the edge of the carriageway in rural areas and 1.5 m in
urban areas. Access doors should always open to the footway. If there is no verge,
cabinets and other apparatus shall be located at the back of footway and keep:

e minimum distance of 1.2 m between the edge of an open access door and the edge of
the carriageway where pedestrian flows are low; or,

e a minimum distance of 2 m between the edge of an open access door and the edge of
the carriageway where pedestrian flows are heavy (500 pedestrians an hour at any
time).

Consideration may be given to adopting any additional small areas outside the natural
highway footprint so that the above-ground apparatus can be located in accordance with
the above requirements. If, however, the above requirements cannot be met within clearly
defined adoptable areas, the apparatus should be located outside the adoptable highway,
which may necessitate an easement to allow utility providers access for future
maintenance.

Utility apparatus below ground shall be positioned in accordance with the requirements of
NJUG?7. This should avoid impact on tree root zones by judicious location and by special
methods of working, where impact is unavoidable, in accordance with NJUG10 and B.S.
5837 (2005) “Trees in Relation to Construction — Recommendations”. All utility excavations
should be backfilled with Type 1 class material.

Surface mounted access chambers shall be located to:

e Minimise disruption to pedestrians and provide adequate access for installing and
maintaining equipment, and recovery operations.

e Avoid areas of expensive paving as far as possible (e.g. tactile paving).
e Avoid locations where 2-wheeled vehicles may be turning or braking.

e Avoid other utility providers’ equipment.

e Avoid locations which compromise paving surface treatment design.

e Allow mechanical equipment to be used during construction and installation,
maintenance and recovery operations at the site.

e Make sure the type and construction of underground boxes allow for raising the level of
covers and frames as part of maintenance operations.
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Avoid potential archaeological features, including foundations to listed buildings.
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16.0 —

DRAINAGE

16.1

16.2

16.3

16.4

16.5

16.6

16.7

16.8

All developments shall make adequate provision for draining surface water from the
adoptable highway.

The use of alternative drainage systems, including Sustainable Drainage Systems flow
attenuation and storage systems, are encouraged and will be considered on a site-by-site
basis.

The term Sustainable Drainage Systems (SUDS) covers the whole range of sustainable
approaches to surface water drainage management. SUDS aim to mimic natural drainage
processes and remove pollutants from urban run-off at source. SUDS comprise a wide
range of techniques, including green roofs, permeable paving, rainwater harvesting swales,
detention basins, ponds and wetlands. To realise the greatest improvement in water quality
and flood risk management, these components should be used in combination, sometimes
referred to as the SUDS Management Train.

SUDS are more sustainable than conventional drainage methods because they:

Manage run off flow rates, using infiltration and the retention of storm water;
Protect or enhance the water quality;

Are sympathetic to the environment setting and the needs of the local community;
Provide a habitat for wildlife in urban watercourses; and

Encourage natural groundwater recharge (where appropriate).

They do this by:

e Dealing with run off close to where the rain falls;
e Managing potential pollution at its source;
e Protecting water resources from pollution created by accidental spills or other sources.

The use of SUDS is seen as a primary objective by the Government and should be applied
wherever practical and technically feasible.

Detailed guidance on SUDS is contained in the Interim Code of Practice for Sustainable
Drainage Systems, Part H of the Buildings Regulations and Sewers for Adoption.

If SUDS are not feasible, all highway run-off shall be intercepted and discharged directly to
a public sewer adopted by the Water Authority. If this is not possible, run off shall be
discharged to a separate piped highway drainage system, which shall, with the approval of
the appropriate drainage Authority, outfall either to a public sewer or a designated
watercourse. Such a highway drainage system shall be adopted as part of the public
highway under a Section 38 Agreement. Consent to outfall to a public sewer or
watercourse should normally be obtained from United Utilities or the Environment Agency
respectively.

All highway drains shall be located within land to be adopted as highway. In exceptional
circumstances it may be permitted for a highway drain to cross private land outside the
adopted highway in accordance with Section 100 of the Highways Act (1980), in which case
an easement agreement shall be required. The easement agreement shall be in place prior
to or shall be a condition of the Highway Adoption Agreement (i.e. Section 38 or 278).
Drainage easements should be located to avoid impact on retained trees and their root
zones, and should not be located in Greenspace areas, where they would limit the planting
of new trees.
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16.9

16.10

16.11

No surface water run-off from areas outside the adoptable highway shall be permitted to
discharge into a highway drain.

Appendix E sets out detailed drainage requirements, including construction details.

The Developer will be required to pay commuted sums for the future maintenance of SUDS
and other drainage items under the terms of the Section 38 Agreement.
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APPENDIX A — DESIGN ISSUES

A.1.0 Measurement of Forward Visibility

All

Al2

A.1.3

Al4

Forward visibility should be measured in accordance with the following diagram:
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To construct a forward visibility envelope:
i) A line should be drawn parallel to the inside kerb, in the centre of the nearside lane,

to represent the path of the vehicle.
i) The required forward visibility distance for the appropriate Street Type should be
identified and measured back along the vehicle path from tangent point A.

iii) The forward visibility distance should then be divided into equal increments of
approximately 3 metres, and the increment points numbered in sequence.

iv) The same forward visibility distance should then be repeated around the curve,
finishing at a full forward visibility distance beyond tangent point B.

V) The area to be kept clear of obstructions to visibility should then be constructed by

joining points of the same number together (i.e. 1to 1, 2 to 2, etc.)

Checking visibility in the vertical plan is then carried out to ensure that views in the
horizontal plane are not compromised by obstructions such as the crest of a hill, or a bridge
at a dip in the road ahead. It also takes into account the variation in driver eye height and
the height range of obstructions. Eye height is assumed to range from 1.05 m (for car
drivers) to 2 m (for lorry drivers). Drivers need to be able to see obstructions 2 m high
down to a point 600 mm above the carriageway. The latter dimension is used to ensure
small children can be seen.

The distance between the driver and the front of the vehicles is typically up to 2.4 m which
is a significant proportion of shorter stopping distances. Therefore the recommended
forward visibility distances include a 2.4 metre allowance for this factor.

A.2.0 Measurement of Visibility Splays

A21

The distance back along the minor arm from which visibility is measures is known as the X
distance. It is generally measured back from the ‘give way’ line (or an imaginary ‘give way’
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line if no such markings are provided). This distance is normally measured along the
centreline of the minor arm for simplicity, but in some circumstances (for example where
there is a wide splitter island on the minor arm) it will be more appropriate to measure it
from the actual position of the driver.

A.2.2 TheY distance represents the distance that a driver who is about to exit from the minor arm
can see to his left and right along the main alignment. For simplicity it is measured along
the nearside kerb line of the main arm, although vehicles will nhormally be travelling a
distance from the kerb line. The measurement is taken from the point where this line
intersects the centreline of the minor arm (unless, as above, there is a splitter island in the

minor arm).

A.2.3 When the main alignment is curved and the minor arm joins on the outside of a bend,
another check is necessary to make sure than an approaching vehicle on the main arm is
visible over the whole of the Y distance. This is done by drawing an additional sight line
which meets the kerb line at a tangent.

A.2.4 Some circumstances make it unlikely that vehicles approaching from the left on the main
arm will cross the centreline of the main arm — opposing flows may be physically
segregated at that point, for example. If so, the visibility splay to the left can be measured
to the centreline of the main arm.

A.2.5 The measurement of X and Y distances is shown on the diagrams below:
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A.3.0 Vertical Alignment

A.3.1 Where a change of gradient occurs, vertical curves will be required at sags (Valleys) and
crests (Summits) for driving comfort, and at crests to provide adequate forward visibility.

\?%
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A.3.2 The required length of the curve is calculated using the formula L=KA (see diagram above),
where L is the length of the curve (in metres), A is the algebraic difference in gradients

(expressed as a percentage), and K is taken from the following table:

Street Type Des}%pﬁ[))eed Mir{}ga;n K Minirféjnrgtﬁurve
Type 1 25 6.5 30 m
Type 2 20 3 20m
Type 3 15 2 20m
Type 4 10 1 15m

A.4.0 Carriageway Widths

A4l

A4.2

A.4.3

A4.4

A.4.5

A.4.6

The ease, and hence the speed, with which vehicles may move along carriageways
depends in part upon the tolerances available both between vehicles and between vehicles
and kerbs. On the external highway network where ease of traffic flow is of high priority
and where drivers will normally expect to be able to proceed at speeds of up to 30 mph,
carriageway widths need to be in accordance with the recommendations given in the
Design Manual for Roads and Bridges.

On new residential streets however, where traffic flows are light and where journeys are
starting or ending, drivers may be expected to accept smaller tolerances consistent with the
aim of restraining vehicle speeds and encouraging careful driving.

Whether or not smaller tolerances will cause unacceptable delay, reduce safety, or result in
damage to footways and verges, will depend upon the types and volumes of traffic, the
design of the carriageway surrounds and the distances over which drivers have to proceed.
Such factors may vary considerably within a layout. The tolerances provided by various
carriageway widths are set out below.

A 5.5m width allows all vehicles to pass each other, with an overall tolerance of 0.5 m for
the largest vehicles but with ample clearance for all others. Given the infrequency of large
vehicles on residential streets, this width will normally be the maximum required to cope
with residential traffic for up to 300 dwellings. Below 5.5 m the carriageway will be too
narrow for the free movement of large service vehicles such as pantechnicons. Where
such vehicles are allowed access passing places may be required. The carriageway width
required between passing places will then depend upon the combinations of vehicle types
expected; the frequency with which vehicles may meet each other and the delay which may
be caused to traffic movement. These factors may be expected to vary with traffic volumes.

A 4.8m width will allow a wide car to pass a large service vehicle such as a pantechnicon
with an overall tolerance of 0.5 m, and traffic may therefore still be regarded as being in
free flow.

A 4.1m width will be too narrow for large service vehicles such as pantechnicons to pass
vehicles other than cyclists. It does however allow wide cars to pass each other with a
tolerance of 0.5 m. Hence, while being ore restrictive on the movement of large vehicles, a
width of 4.1 m will still provide two-way flow for the majority of residential traffic. Below 4m
the carriageway will be too narrow for private cars comfortably to pass each other expect at
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A.4.7

very low speed and may be uncomfortable for cyclists in conjunction with large vehicles.
Widths of less than 4 m therefore should be regarding as catering only for single-file traffic.

The choice of width below 4m will depend largely upon the frequency and ease with which
cyclists and cars may need to pass each other. It is suggested that 3.1 metres be regarded
as the minimum width between passing bays on a single-track system, but where narrow
sections are introduced solely as pinch points over a short length a width of 2.75 m will
normally be adequate to allow all vehicles to pass through on their own.
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A.5.0 Speed Restraint Measures

A5.1

A5.2

A5.3

To ensure that the design speeds identified for each type of street are not exceeded, it is
necessary to design speed restraint measures into the development. If they are required,
they should be designed from the beginning of the process and not introduced as an after
thought.

The speed of vehicles is the key factor in improving road safety and minimising future
potential accidents. There is a significant lowering of the severity of accidents involving
pedestrians and other vulnerable road users when the speed of the vehicle involved is less
than 20 mph. For this reason all Local Residential Streets (Type 2) should be designed
to be self enforcing to keep speeds below 20 mph, Shared Surface Streets (Type 3)
below 15 mph, and the Home Zones (Type 4) below 10 mph. Connector Streets (Type
1) should be designed to control speeds to 25 mph or 20 mph, depending on the
circumstances.

Speed restraint is not just a matter of using the engineering features described in this
section but is an inherent feature of the overall design. A driver's perception of a safe
speed is also materially affected by the spacing, form and proximity of the buildings served
by the street, plus the surface materials used and the effective use of hard and soft
landscape elements. Wherever possible, ‘natural’ speed reducing features, which respond
to the built form and layout of a development, should be used to prevent the traffic
infrastructure dominating the visual appearance of the street. Closing speeds need to be
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A5.4

AS55

taken into account in locations where the carriageway is not wide enough to accommodate
two-way passing of vehicles.

Although not exhaustive, typical examples of speed restrain measures which may be
considered appropriate are set out below. Forward visibilities should not be so excessive
as to encourage high vehicle speeds. Speed restraint features should also fit in with the
design concept.

e (Gateways — these indicate visually to drivers that they are entering an area where reduced
speeds are expected (i.e. on the entry to Street Types 2, 3 and 4) and there is a greater
likelihood of encountering vulnerable street users. Physical features can be enhanced by
landscape elements such as tree planting, to visually narrow the gap, and the use of
different materials.

e Speed Control Bends — These are applicable on all Street Types. These should be a
specific and obvious speed restraint feature, with the bend being tighter than the normal
recommended minimum Centreline radius for the street type, down to an absolute minimum
Centreline radius of 7.5 metres. The full forward visibility for the appropriate design speed
should still be provided. The deflection angle should be greater than 60°. It must be
demonstrated through vehicle tracking that a designated vehicle (e.g. Fire Appliance or
refuse vehicle) can utilise the street with the tracking speed to be 5 mph below the normal
design speed for the street.

e Carriageway Narrowing — Carriageways can be narrowed for a Type 2 Local
Residential Street, a Type 3 Shared Surface Street, or a Type 4 Home Zone to a
minimum of 3.1 metres between kerbs. They should take account of servicing and
parking requirements and potentially could include a cycle by-pass. Road narrowings
are most effective when they relate to a shift in the building line or a change in tree
planting along the street. A design must show how vehicles are to be prevented from
overriding landscaped areas or impacting on trees.

e Junction Speed Tables — These are applicable on Street Types 1 and 2. They should
be constructed in materials that differ from the main carriageway and, wherever
possible, should be aligned with pedestrian desire lines to accommodate a pedestrian
crossing area, to create a more ‘natural’ and logical feel to the traffic system. Upstands
or abrupt changes in gradient must not be provided, to avoid creating a risk or
discomfort to cyclists. If necessary bollards should be installed to protect pedestrians
and prevent parking on the footway. However the provision of bollards should be
minimised to essential locations for pedestrian safety only. Other speed tables, humps,
cushions, or vertical deflection features would not normally be accepted in new
residential schemes, but will be considered if there is a good design justification. The
maximum height of a speed table should be to the top of the kerb, subject to a
constructed maximum of 75 mm with a preferred ramp gradient on Type 1 streets of 1
in 20 and on Type 2 streets of 1 in 15. The gradient should be 1 in 18 on a bus route.

e Rumble Strips — These form the standard feature at the entrance to Type 3 shared
surface streets and can be combined with a change in material to emphasise the shift in
priority towards pedestrians.

Other complementary measures which would not qualify exclusively as formal speed
restraint measures, but which can be combined with formal measurements to assist in
encouraging reduced vehicle speeds as part of a comprehensive series of measures,
include:

e Vertical elements such as trees, bollards and street furniture where appropriate to the
landscape scheme and local context.
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e Contrasting textured surfacing. The materials used should be carefully considered to
respond to the built context of the scheme and to be effectively maintained in the future
(see section XXX for permitted alternative materials).

e No lining in certain circumstances.

A.5.6 The design of speed restraint features requires consultation with emergency and public
transport services.
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APPENDIX C — HIGHWAY SPECIFICATION

B.1.0 General Approach

B.1.1

B.1.2

B.1.3

B.1.4

B.1.5

One of the key objectives is the use of simple, appropriate, sustainable, well detailed, high
guality materials that form a cohesive family of components. The selected materials should
assist in the making of high quality places and need to reflect the existing character of an
area. Specific instances (e.g. Conservation Areas, in the vicinity of Listed Buildings, or
other areas of the historic environment) will sometimes need specific materials not
acceptable elsewhere.

In general terms the key thing is to ‘keep it simple’. A good street scene acts as an
attractive backdrop to the built form of a development. Often, when things do stand out, it
is because colours jar or styles clash, creating a discordant streetscene.

All materials should combine to form a cohesive palette, with tones and textures that reflect
or complement those used in the built development and the local area. There should be no
need for a wide range of materials as areas tend to have just one or two different functions
within them, while the built form and planting should add to the visual interest to a space.

The future maintenance of materials should be considered, with the number of different
materials used being minimised. On larger sites, where several developers may be
present, this will require a co-ordinated approach, especially at the interface between
different elements of the site.

There should be no loose infill materials adjacent to the highway and around exposed
curtilages.

B.2.0 Section 38 Construction Details for Industrial and Domestic Developments

Note: These notes are for guidance only and should be read in conjunction with the current
DOT Specification for Highway Works and British and European Standards.

B.2.1

B.2.2

Concrete

Concrete for bedding and haunching edgings and kerbs and for surrounding pipes, gullies
and manholes to be grade ST4 (C20). Sulphate Resistant Concrete may be required
subject to findings of Site Investigation reports.

Kerbs and Edgings

Situation Face
Industrial Estates 125 mm
Housing Estate Roads (i.e. with footways) 110 mm
Housing Accessway (shared surface) 40 mm
Housing Mews Courts and Housing Squares 40 mm
Vehicle cross-overs 25 mm
Pedestrian drop-crossings flush
Edgings at back of footways and hard paved service strips to
have an upstand 30 mm
Edgings at back of vehicle cross-overs to be flush flush
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B.2.3

B.2.4

B.2.5

Gradients

Footways and service strips (hard and soft paved) to have 1/33 crossfall to carriageway.
Carriageways to have minimum crossfall of 1/40.

Carriageways to have a minimum longitudinal gradient of 1/120.

The gradient of the non-priority route on the approach to a junction should be a preferred
gradient of 1 in 40 (2.5%) for the initial 10 metre length with an absolute maximum of 1 in
20 (5%).

Footway Construction

Back of footways and service strips to be continuous and not dipped, at vehicle cross-overs
and pedestrian drop-crossings.

Ramp to extend over the full 2 m wide footway width.

Footway/Hard Paved Service Strip Construction Depths
Surface Course Asphalt Concrete AC 6 med surf 160/220 EN13108-1 — No
20 mm depth limestone aggregate (Previously 0/6 medium graded
Surface Course 190p BS 4987 CI 7.6)
Binder Course Asphalt concrete AC 20 dense bin 40/60 EN13108-1
60 mm depth (Previously 0/20 Dense Bitumen Macadam Binder Course
BS 4987 CI 6.5)
Sub-Base Granular Sub-Base material to DOT specification Clause
150 mm depth 803

Beneath domestic vehicle crossings increase Granular Sub-Base to 200 mm depth.

Beneath industrial vehicle crossings and crossings serving four or more domestic
properties, change to Carriageway construction, but replace 35 mm/40 mm HRA Surface
Course with 20 mm depth Asphalt Concrete Surface Course (specification as footway
construction above).

Carriageway Construction

Industrial Estates/Local Distributor Roads/
Housing Spine Roads/Bus Routes
Surface Course Hot Rolled Asphalt Surface Course EN13108-4 HRA
40 mm depth 30/14F surf 40/60 des with 20 mm chippings min. PSV65
(Previously HRA Surface Course BS 594, Part 1 2005,
Table 3, Col. 2)
Binder Course Asphalt Concrete Binder Course to AC 20 HDM bin 40/60
60 mm depth EN13108-1 (Previously 0/20 HDM 50 Binder Course BS
4987 CI 6.5)
Base Course Asphalt Concrete Base Course to AC 32 HDM base 40/60
150 mm depth EN13108-1 (Previously 0/32 HDM 50 Base RB BS 4987 —
Cl5.2)
Sub Base Thickness of Granular Sub-Base Type 1 (DOT Clause
200 mm minimum 803) subject to CBR tests.
depth
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Collector Roads (servicing 20 or more domestic properties)

Surface Course
40 mm depth

Hot Rolled Asphalt Surface Course EN13108-4 HRA
30/14F surf 40/60 des with 20 mm chippings min. PSV65
(Previously HRA Surface Course BS594, Part 1 2005,
Table 3, Col. 2)

Binder Course
60 mm depth

Asphalt Concrete Binder Course to AC 20 dense bin
40/60 EN13108-1 (Previously 0/20 DBM 50 Binder
Course BS 4987 CI 6.5)

Base Course
150 mm depth

Asphalt Concrete Base Course to AC 32 dense base
40/60 EN13108-1 (Previously 0/32 DBM 50 Base RB BS
4987 — CI 5.2)

Sub Base Thickness of Granular Sub-Base Type 1 (DOT Clause
150 mm minimum 803) subject to CBR tests.
depth

Accessways (serving less than 20 domestic properties/shared surface)

Surface Course
35 mm depth

Hot Rolled Asphalt Surface Course EN13108-4 HRA
30/14F surf 40/60 des with 14 mm red pre-coated
chippings (Previously HRA Surface Course BS 594,
Part 1 2005, Table 3, Col. 2)

Binder Course
60 mm depth

Asphalt Concrete Binder Course to AC 20 dense bin
40/60 EN13108-1 (Previously 0/20 DBM 50 Binder
Course BS 4987 Cl 6.5)

Base Course
150 mm depth

Asphalt Concrete Base Course to AC 32 dense base
40/60 EN13108-1 (Previously 0/32 DBM 50 Base RB
BS 4987 — CI 5.2)

Sub Base Thickness of Granular Sub-Base Type 1 (DOT Clause
150 mm minimum 803) subject to CBR tests.
depth

B.2.6 CBR Table

CBR Results

6F2 Capping Thickness Required

2% or below

Minimum 600 mm plus ground stabilisation to be agreed with
St. Helens Council Engineering Division prior to
commencement.

2-2.5% 450 mm

>2.5-3% 400 mm

>3-4% 350 mm

>4-5% 300 mm

>5-7.5% 250 mm

>7.5-10% 225 mm

>10% None

Note: Lowest achieved CBR reading to be used for deciding capping requirement.

Numbers and locations of CBR tests to be agreed with St. Helens Council’s
Clerk of Works.
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B.2.7 Alternative Materials
Use of alternative premium materials (setts, block paviors etc.) will be considered on an
individual basis. Please contact St. Helens Council Engineering Division prior to
commencement of detailed design to discuss material types and acceptable usage.

B.2.8 Rumble Strip (if required)
Two rows of Marshalls Keycheck Rumble Strip blocks (or similar approved) in red, laid 0.5
metres apart.
Area between two Rumble Strips to be covered with buff coloured resin bonded surface
dressing infill laid on top of HRA surface course.

B.2.9 Gullies and Manholes
In areas of Bituminous surfacing no gully shall drain more than 200 m?. This is reduced to
150 m? in areas of block paving and, in areas of shared surface, no gully shall drain more
than 100 m%. When calculating drainage areas all footways, footpaths, paved areas and
verges that fall towards the carriageway must be included.

Twin gullies, with separate connections to the main sewer or highway drain, are required at
valleys and low points.

Gullies, shall be sited immediately upstream of the tangent point at road junctions so that
surface water in the channel does not flow across the junction. Care should be taken to
avoid ponding near the mid-point of radius kerbs.

Where a road is super-elevated, a gully must be sited just before the point where the
adverse camber is removed to prevent water in the upstream channel flowing across the
carriageway.

Gullies shall not be sited within pedestrian crossing points or within the area of a vehicle
crossing. Where possible, they shall be located directly upstream of the crossing point.

Gullies shall not be located where traffic would be prevented from passing while they are
being emptied, for example within a carriageway width restriction.

Gully Gratings and Frames shall be kite marked to BSEN 124:1994 D400 single piece
ductile iron captive hinged (on the side facing oncoming traffic) non-rock. Size 430 x 370 x
100 or similar approved by St. Helens Engineering Division.

B.2.10 Chamber Covers
In areas to be adopted, all drainage chamber covers shall be non-rock double triangular
heavy duty manhole cover and frame in ductile iron manufactured to BS EN124 Class
D400, 150 mm deep.

B.2.11 Highway Trees
Where appropriate, Developers are encouraged to plant quality semi mature trees. Please
contact St. Helens Council Engineering Division for approved tree pit details in hard paved
areas. (See Appendix XXX).

B.2.12 Mineshafts
The developer is responsible for the location and treatment of mineshafts. Such shafts will
not be allowed to be included in adopted areas unless treated to the satisfaction of the
British Coal Corporation and the Highway Authority.

B.2.13 Street Name Plates

The sign face shall be fabricated from a minimum 3 mm clear vandal resistant
polycarbonate with a UV stability guarantee of at least 9 years. All images will be digitally
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printed in reverse onto 1 piece of white 5-7 year quality self adhesive vinyl, applied to the
polycarbonate and then backed further with 1 piece of white 5-7 quality self adhesive vinyl.

The nameplate shall be bonded flush to the 30 mm thick recycled plastic backing board.

The powder coated aluminium channel to be a minimum thickness of 12 gauge, and fixed
over the sign face and 30 mm recycled plastic backboard, minimum of 15 mm deep, and
carried into the legs for the full depth of rebate, using an anti vandal mechanical fixing along
the top and bottom length of the nameplate. The number of fixings per nameplate are
dependent on its length, and should be as follows:

Up to 1250 mm in length — 2 on both top and bottom edge
Over 1250 mm in length — 3 on both top and bottom edge

Nameplates and backing boards shall be fixed to minimum 78 mm square recycled plastic
legs, rebating into the legs to a depth of 50 mm fixed with 6 mm diameter fixings
countersunk to just below the leg face. The fixing shall be 25 mm in from the edge of the
post and therefore, in the centre of the backboard which is in the rebate.
The number of fixings per signs are to be as follows:

150 mm deep nameplate — 2 fixings per side

225 mm deep nameplate — 3 fixings per side

300 mm deep nameplate — 4 fixings per side
Any holes formed during fabrication shall be plugged.

Any modification required due to exceptional circumstances, should be brought to the
attention of St. Helens Council Engineering Division, and only used with their permission.

The face of all plates shall be white with black printed polyvin 90 mm (Kindersley upper
case) lettering with a non reflective finish. A maximum of 12 letters will be permitted in a
single row.

The visible plate height for a single row of 90 mm letters shall be 140 mm.

The visible plate height for a double row of 90 mm letters shall be 245 mm.

When a double line of text is used, a space of 15 mm shall be left between the 2 (or more)
rows.

When requested by St. Helens Council Engineering Division, the following shall be added
to the nameplate and shall be included in the printing of the wording:

i) A full colour edge generated coat of arms (image to be supplied by St. Helens
Council Engineering Division on request).
1)) A cul-de-sac sign as per diagram number 816.1 of the Traffic Signs Regulations and

General Directions 1994.

Street name plates shall be positioned as directed by St. Helens Council Engineering
Division.

Generally name plates will be located at the back of the footway or within the highway
verge, but never closer than 450 mm to the kerb line. They will be fixed at each street
corner and as close to the street corner as possible.
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Posts shall be set 450 mm below finished ground level and shall have a 100 mm minimum
ST4 concrete base and surround finishing flush with the top of the Binder Course (formerly
Base Course). The bottom of the nameplate should be a minimum of 400 mm and a
maximum of 500 mm above ground level and the post height must exceed the top of the
name plate by a minimum of 40 mm maximum of 55 mm.

If directed by St. Helens Council Engineering Division, nameplates shall be mounted onto
gardens walls or dwellings. In such cases, the nameplate shall be fixed to the wall by 50
mm x 12 galvanised or other rust resistant screws at both ends and at intervals of no more
than 300 mm in length along the top and bottom edges screwed into plugs set into the wall.

If the nameplate cannot be fixed flush against the wall, it must first be set into a 30 mm
thick recycled plastic backing board secured to the wall.
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APPENDIX C — STRUCTURAL PROCEDURES

C.1.0 General Scope

Cli1

C.1l2

C.13

C.l4

Because of the important design, safety, inspection and maintenance considerations
involved, it is a requirement that Technical Approval procedures must be followed for the
design and construction of all new highway structures.

These simplified guidelines are for the use of Developers (and their design Consultants)
intending to submit proposals for structures associated with the Highway. They can also be
used by any other persons seeking to construct private works for which the approval of the
Highway Authority is required by statute.

The Standards to be adopted for the Technical Approval requirements of highway
structures shall be the Department for Transport’s Departmental Standard BD 02.

The Technical Approval Authority (TAA) shall be the Bridges Section of St. Helens Council.
Developers (or their Design Consultants) shall complete the Approval in Principle (AIP)
Form to the satisfaction of the TAA. When the AIP Form has been signed, the Developer
shall submit the design calculations and construction drawings for checking by St. Helens
Council, together with the design and check certificate(s).

C.2.0 Definition of a Highway Structure

cz2l1

C.22

The definition of a highway structure for the purpose of these guidelines shall be:

i) Any structure built in, under, or over the highway where the span dimension at any
point is equal to or exceeds 0.9 m. This includes bridges, footbridges, pipe bridges,
culverts, pipes, tunnels, chambers, cellars, shafts, soakaways, access chambers,
storm water balancing tanks, sign gantries, traffic signal mast arms and mine shaft
caps.

i) Retaining walls, headwalls, basements and cellars etc., built in the highway, or built
wholly or partly within 3.66 m of the highway, and which support the highway, or
ground above it. In both cases, the designed retained height (from base of
foundation level to the retained ground level at the top of the wall) will be 1.5 m or
greater at any cross section.

The definition of ‘highway’ includes the carriageway, footway or verges adjacent to the
structure which are maintainable at public expense, or for which the Developer is seeking
adoption under Section 38 of the Highways Act 1980.

C.3.0 Adoption Policy

C31

C.3.2

C.3.3

The Highway Authority will only consider adopting the structures which either carry the
highway or support it. Any structure spanning over the highway will not be adopted unless
the structure itself carries a highway or forms an integral part of the highway, such as a
traffic sign gantry or footbridge.

The Highway Authority will only adopt walls constructed to support the highway if an
embankment is not practicable.

Walls (including toes) supporting private land adjacent to the highway will not be adopted
and such walls must be totally founded on private land.
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C.34

C.3.5

C.3.6

C.3.7

C.3.8

Where a structure is not to be adopted and does not belong to a Statutory Undertaker, a
Maintenance Agreement is required.

All structures built in the highway, or built wholly or partly within 3.66 m of a highway, or
which otherwise may structurally affect the highway or its support, whether adopted or not,
will be subject to these guidelines.

All highway structures as defined above, either over, under or retaining the highway, will be
subject to full Technical Approval procedures as defined in BD 02.

Where a structure is to be adopted by the Highway Authority this must be specifically
written into the Section 30, 38 or 278 Agreement together with the agreed commuted sum
figure for future maintenance which the Developer is to pay to the Highway Authority.

Structures will not be adopted if the correct procedures have not been followed.

61



APPENDIX D — STREET LIGHTING PROCEDURES

D.1.0 Adoption of Street Lighting and llluminated Apparatus

D.11

D.1.2

D.1.3

D.14

D.1.5

D.1.6

D.1.7

D.1.8

D.1.9

Street Lighting services within the St. Helens Borough are provided by the Council.

Without exception, all apparatus which is intended to be adopted must be compliant with
the Development Standard Specification (DSS). Apparatus must be energy efficient and
include telematics. Further details will be supplied on request.

Developers have the flexibility to select either their own street lighting design or the utilisation of
the Council’'s design service. In the event that you elect to undertake your own lighting design,
these designs will have to be subjected to a design check by the Council.

Similarly, Developers may choose to undertake to install the apparatus or alternatively elect to
use the Council’s installation service. In the event that the installation works are not carried out
by the Council then all works must be subjected to an installation check.

Further details of each of the various options are set out below and representative costs
can be obtained from the Council. The cost of the installation service will require a specific
guotation to be provided.

Design Service: If a Developer requires the installation to be designed by the Council, a
design will be provided within 25 working days or such longer period as may be agreed.

The cost of the design service is payable by the Developer. Having prepared the design on
behalf of the Developer, it will automatically follow that the Developer will not be eligible to
pay the Design Check Fee and the works are assumed to be fully compliant with the
Development Standard Specification.

Design Check: If a Developer undertakes the design of a proposed installation in respect
of its proposed development, the Council will be entitled to undertake a review of the design
in order to confirm whether or not the design complies with the Council’'s Specification. Full
details and calculations should be submitted.

Installation Service: If a Developer requires apparatus to be supplied, installed and
connected, the Council can provide this service.

The costs of the supply, installation and connection of the proposed Apparatus, payable by
the Developer, will be as detailed in the Council's quotation provided prior to the
commencement of the works.

Installation Check: If a Developer undertakes the supply, installation and connection of
proposed apparatus in respect of its proposed Development, the Council will be entitled to
undertake a review of the supply, installation and connection undertaken in order to confirm
whether or not the installation and connection complies.
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Foor soil conditions require
C25P concrete inside shaft
and 300 x 300 x 50 pc
concrete slab and 25 sand bed

Cable slat
to be kept
clear

3"incline

Surfacing to match existing

L

Concrete
Mix ST2

T~ |
N

B <

Existing or proposed surface level

PLANTING DEPTH - SEE TABLE BELOWY

MOUNT NG HEIGHT
18m

PLANTING DEFTH
2.0m

12m 1.7m

10m 1.4m

am 1.2m

Brm 1.0m

am 0.8m

Soil Type

000 - Compactwell grade sand and grawel,
hard clat, well graded fine and course
sand. Decomposed granite rock and soil.
ood material should be weell drained and
in locatiors where water will not stand.

AVERAGE- Compactfine sand, medium clay, compact
well drained sandy loam, looze coarse
sand and gravel Average soils should
drain sufficie ntly weell that water does
notstand onthe surface

FOOR - Soft clay, clay loam, poorky compacted
sand, Clays containing alarge amount
ofzilt and vegetable matter, and made
ground. Poor soils will normalby be wet

and have poor drainage

D+ 300mm M AKX

Series of Lighting Classes BS EN 13201

Class

Horizontal llluminance

Standard Street Lighting Specification

E avin Ix E min in Ix

S1 15 5

S2 10 3

S3 7.5 15

S4 5 1

S5 3 0.6

S6 2 0.6

S7  |performance not determined | performance not determined

Note: To provide uniformity, the actual value of the maintained
average illuminance may not exceed 1.5 times the E value
indicated for the class.

for New Residentail Roads

Column: ALC aluminium with double
lockable door.

Lantern: Philips SGS252, 5 degree
inclination

Lamp: 60w CPO

Gear: Philips Dynavision

Other:  Telematics as specified by

St. Helens Council.

Unless otherwise stated all proposed
street lighting equipment to be in
accordance with St. Helens Council’'s
requirements
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APPENDIX E — DRAINAGE PROCEDURES

E.1.0 General

E.l1l

E.1.2

E.1.3

E.14

E.1.5

E.1.6

E.1.7

E.1.8

Normally the highway drainage on new developments shall be connected to a new
drainage system that will be adopted by the Water Authority (United Utilities) and shall be
subject to a Section 104 Agreement under the Water Industry Act 1991. Evidence of this
agreement must be made available to the Council before entering into a Section 38
Agreement for adoption of the highway. The roads shall not be adopted until United
Utilities has issued a Provisional Certificate for the drainage system or, where discharge to
the drain is limited to highway run-off only, it is to be adopted as a highway drain.

There may be occasions when the highway drainage will be connected to an existing public
sewerage system. In that case the Developer will be required to provide evidence of
consent from the appropriate authority to discharge drainage flow to the sewer. Similarly,
written evidence must be provided of the right to discharge water from a highway drain into
any receiving ditch or watercourse with no liability on the Council. Consent to discharge
into a ditch or watercourse would normally be granted by the Environment Agency.

All highway drains (including soakways) are to be located within land that is to be adopted
as Highway. Only in exceptional circumstances will it be permissible for them to be located
in private land and then it will require an easement agreement. This should be in place
before, or be a condition of, the Section 38 Agreement.

Where a piped system discharges into an existing ditch or watercourse, the pipe invert
(bottom of the inside of the pipe) must not be lower than the level of the average flow in the
ditch or watercourse and it should always be at least 150 mm above the ditch or
watercourse invert. The end of the pipe must have a headwall and apron which supports
the bank above and adjacent to the pipe and prevents any scouring underneath the pipe.
In addition, appropriate measures shall be incorporated to protect the banks of the ditch or
watercourse from scouring. It will also be necessary to comply with the requirements of the
Environment Agency or local Internal Drainage Board. A flap must be provided at the
outfall to prevent the intrusion of vermin or flood water.

Oil interceptors shall be installed as required by the Environment Agency, and prior to a
highway drain discharging into a soakaway.

If the proposed drain is to outfall to an existing highway drain, the Developer shall provide
details to prove the capacity and condition of the existing drain prior to any approval being
granted for the connection. A CCTV survey of the existing drain may be required and any
improvement works found necessary shall be undertaken at the Developer's expense.

Drainage of other non-adopted areas into an existing or adoptable highway drain shall not
be accepted.

Where private non-adoptable drives and other surfaces fall towards the adoptable highway,
measures must be put in place to prevent surface water run-off from reaching the highway
boundary and entering the highway drainage system.

E.2.0 Land Drainage

E2.1

Where there is or is likely to be run-off from landscaped areas, open spaces and adjoining
land, appropriate arrangements shall be made for land drainage. This can include
providing intercepting drains and ditches with satisfactory outfalls.
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E.3.0 Existing Drainage Systems

E3.1

Appropriate measures shall be put in place to deal with any existing drainage systems
within the development site, including any land drains, ditches, watercourses, outfalls from
adjacent land or drainage systems, to the satisfaction of the Council, the Environment
Agency and the owner of the systems. Consent of the Environment Agency for piping an
existing ditch or watercourse, in accordance with Section 23 of the Land Drainage Act
1991, must also be obtained.

E.4.0 Sustainable Drainage Systems (SUDS)

E4.1

E.4.2

E.4.3

E4.4

Sustainable Drainage Systems(SUDS) should be considered for all new development.

Where SUDS are proposed for highway drainage, discussions with all relevant parties must
be entered into at an early stage (in advance of any planning application) to agree
ownership and responsibility for the facility. The design of the SUDS facility must include
adequate provision for future maintenance of the system.

Where a system of SUDS incorporates the use of soakaways for disposal of highway run-
off, the soakaways shall be designed in accordance with the requirements of BRE Digest
365. The design, together with details of the associated soakaway tests, shall be submitted
to the Council for their approval.

The Developer will be required to pay commuted sums for the future maintenance of SUDS
and other non-standard drain elements, including above and below ground flow attenuation
systems and pollution control devices that are adopted as highway. Details of the sums
payable will be calculated on a site-specific basis.

E.5.0 The Hydraulic Design of Adoptable Highway Drains

ES.1

E.5.2

The hydraulic design of adoptable piped highway drains must meet the requirements of the
current edition of ‘Sewers for Adoption’ published by WRC pilc.

Hydraulic calculations using the specified method of calculation and forms shall be
submitted for approval of the Council together with design drawings showing the layout of
the proposed drains. The layout drawing shall be annotated to enable easy cross reference
with the calculations. Output from an approved computer programme, using the specified
method and parameters, shall be acceptable.

E.6.0 Hydraulic Design — Protection Against Flooding

E.6.1

E.6.2

E.6.3

The system must be designed to meet the requirements of the current edition of ‘Sewers for
Adoption’ published by WRC pilc.

The system should be designed not to flood any part of the highway or site in a 1 in 100
year return period design storm or any other return period that is set out in any latest
version of ‘Sewers for Adoption’.

The design should also show the line and extent of flow paths and the potential effects of
flooding if storms are greater than those allowed for by the design.

E.7.0 Minimum Pipe Size

E7.1

The minimum pipe diameter for adoptable highway drains and gully connections is 150 mm.

E.8.0 Use of Combined Kerb and Drainage Systems
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E.8.1

E.8.2

E.8.3

The use of combined kerb/drainage systems will not normally be accepted for new
development.

Consideration may be given to the use of a system of combined kerb/drainage in order to
overcome a site-specific difficulty. Where a system of combined kerb-drainage is
proposed, full details of the system, including hydraulic calculations specifications and
outfall details must be submitted to the Council for approval in advance.

If a combined kerb/drainage system is approved by the Council for a particular site, the
Developer shall pay a commuted sum to cover the additional cost of future maintenance of
the system. The sum will be calculated by the Council on a site specific basis.

E.9.0 Manholes

EQ.1

E.Q.2

A catchpit (an access chamber, with sump, on a drainage system) shall be provided where
there is any discharge into an existing ditch or watercourse.

On all drainage runs with a pipe diameter of 900 mm or less, a manhole shall be provided
at:

Every change of alignment or gradient.

The head of all main pipelines.

Every junction of pipelines except for single-gully connections.
Every change in pipe diameters.

A maximum spacing of 90 metres.

E.10.0 Catchpit and Manhole Positions

E.10.1 Catchpits or manholes shall normally be located within the verge, and not the carriageway,

on all classified roads and other roads with a higher status than a residential access street
or industrial access road. The outside of catchpits and manholes should be at least 500
mm from the face of the kerb or the edge of the carriageway. Any catchpits or manholes
within a carriageway must be located so that they can be accessed for maintenance
operations while providing the necessary safety zones and without preventing traffic from
passing. This will generally mean that they should not be sited at or near the centre of the
carriageway or within a width restriction. Access requirements should also be considered
where it is necessary to locate catchpits or manholes within junctions or roundabouts.
Where manhole covers are located within the carriageway, they should be positioned such
that they do not cause problems to 2 wheeled vehicles and must have an anti-slip finish.

E.11.0 Positioning and Alignment of Highway Drains and Storm and Foul Sewers

E.11.1 Highway drains must be laid as follows:

e In straight lengths;
e To straight grades between manholes; and
e Within the carriageway or verge.

E.11.2 Under normal circumstances drains and associated chambers will not be permitted in

footways, as this space is required for other utility apparatus.

E.12.0 Providing Sub-Soil Drainage

E.12.1 A system of sub-soil drainage to a suitable agreed outfall shall be provided where:

e The winter height of the water table is within 600 mm of formation level; or
e The sub-soil is unstable because of being waterlogged; or
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e There is a likelihood of water running from or out of adjacent ground; or

e Springs, land drains or watercourses are present; or the finished road is below existing
ground level, regardless of the water table; or

e The sub-grade is likely to be altered due to groundwater.

E.13.0 Backfilling Trenches

E.13.1 Unless otherwise agreed, backfill up to formation level to all drainage, utility and other
trenches in the carriageway and the vehicular accesses to industrial and commercial
premises shall be type 1 granular sub-base material.
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APPENDIX F — HIGHWAY TREES AND LANDSCAPING

F.1.0 Landscaping in Highway Verge/Service Margin

F.1.1

F.1.2

F.1.3

F.1.4

F.1.5

F.1.6

F.1.7

F.1.8

Whenever possible, soft landscaping should be in private ownership as the Local Authority
does not have the resources to carry out extensive maintenance of complex landscaping to
the high standard desirable in housing areas. Landscaping proposals which use low
maintenance trees in grassed areas is therefore likely to be the most successful solution in
areas which are to be adopted.

Quiality tree planting is particularly encouraged as a tool to mitigate climate change and aid
bio-diversity. Planting size, preparation and initial establishment are vital to ensure that the
potential of tree inclusion is realised as a positive asset.

There will be some areas of soft landscaping which also contain public utility services only.
Only restrained planting of grass or ground cover with weak root growth is acceptable over
services.

This section lists trees, shrubs and ground cover which are suitable for planting in highway
verges of residential developments. It is not an exhaustive list and should be used only as
a guide to the more common species and their appropriate positions. The species listed
have been selected for one or more of the following characteristics:

Pleasing mature shape.

Suitable near roads.

Easy to transplant at 3 m — 4.5 m height 25 to 30 cm girth.
Indigenous or found to grow in the locality.

Fast growing.

Not all the species satisfy all these criteria and the selection is important, especially so in
the choice of trees. For each site the developers should consult a landscape architect.

The eventual size of shrubs and trees should be considered at the time of planting and
borne in mind when creating avenues of particular tree species.

Developers are reminded that there are statutory regulations (Codes of Practice, Building
Regulations etc.) which determine how close new trees may be planted alongside
buildings, walls, or other structures and reference should be made to the Building Control
Officer. Equally, trees with aggressive root growth should not be used close to
underground services.

The Highway Authority must be contacted at an early stage to ensure that any proposed

planting does not conflict with the street lighting proposals, or interfere with the future
lighting spread.
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F.2.0 Trees, Shrubs and Ground Cover suitable for Highway Planting

TREES

SHRUBS
(* indicates above 1 m height)

GROUND COVER
(less than 600 mm high)

acer campestre Elegant

Senecio Monroil

Vinca Major Variegata

acer campestre Queen Elizabeth

*Viburmum hupehense

Hedera colchinca Dentata
variegata

acer rubrum Red Sunset

Salix Lanata

Santolina Chamaecyparissus

acer platanoides Cleveland

Salix Humilis

Ruta Graveolens

acer pseudoplatanus Negenia

Pernettya Mucronata

Salix Repens

betula pendula

*Qlearia Haastii

Pachysandra Terminalis

betula utilis Jacquemontii

Mahonia Japonica

Mahonia Repens Rotundifolia

carpinus betulus Fastigata

Mahonia Aquifolium

Lavandula Spica Vars

crataegus X lavalleei

Kalmia Angustifolia

Hebe Canterburiensis

fraxinus excelsior Altena

*[llex Aquifolium Vars

Hebe Armstrongii

liguidambar styraciflua

Hypericum Patulum Henryi

Genista Lydia

magnolia kobus

Hebe Buxifolia Patens

Eunonymus Fortunei

platanus x hispanica

*Euonymus Wilsonii

Erica Spp

platanus x hispanica Alphens
Globe

Deutzia Sieboldiana

Daboecia Spp

prunus Sunset Boulevard

*Cytisus Scoparius Vars

Cotoneaster Dammeri

sorbus aria Magnifica

Cotoneaster Buxifolius

sorbus aucuparia Cardinal Royal

*Cornus Alba vars (cut back)

sorbus aucuparia Sheerwater
Seedling

Chaenomeles Japonica Vars

tilia cordarta Greenspir

Berberis Candidula

tilia x euchlora

*Berberis Hookeri

Berberis thunbergii Atropurpurea
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APPENDIX G — ADOPTION PROCEDURES

G.1.0Adoption Policy

G.1.1 Itis the policy of St. Helens Council to adopt (as Highway maintainable at public expense)
streets and associated areas of new developments that serve:

e Residential developments comprising more than 5 dwellings.

e Multiple building, multiple occupation, industrial and commercial developments (i.e.
developments occupied by more that one company).

G.1.2 The layout of the street or other area to be offered for adoption must comply with the
adoptable layouts and standards referred to in this guide and the requirements stated
below.

G.2.0 Requirements for Adoption

G.2.1 Works in accordance with this guide will normally be adopted by Agreement under Section
38 of the Highways Act. This requires the Developer to enter into a Legal Agreement with
the Highway Authority (i.e. St. Helens Council). In certain circumstances adoption
arrangements may be made under alternative agreements but these circumstances tend to
be exceptional. Such alternative agreements are outside the scope of this guide.

G.2.2 In order to enter into a Section 38 Agreement the Developer shall:

e Obtain Full Planning Permission for the development, including approval of any
reserved matters relating to the works to be offered for adoption.

e Prove title to the land that will, within the Agreement, be dedicated as Public Highway.

e Provide details of all easements required for highway drainage which is located outside
the area to be offered for adoption via the Section 38 Agreement.

e Provide evidence of the right or consent to discharge surface water from the proposed
highway to an existing public sewer, proposed public sewer (see below) or watercourse.

e Provide a bond.

e Pay an administration and inspection fee.
e Pay alegal fee.

e Pay a commuted sum (if applicable).

G.2.3 Any drains constructed for the sole purpose of discharging surface water run-off from the
adopted highway areas will be adopted as highway drainageand become maintainable at
public expense by St. Helens Council. However, we only consider adopting highway
drainage as a final resort when it is proven that a residential/commercial surface water
outfall cannot be connect to the system, thus making it eligible for adoption by United
Utilities through a Section 104 Agreement.

G.2.4 Any sewer located within the adopted highway but which, in addition to the discharge of
run-off from the highway, accepts storm water discharges from areas outside the adopted
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G.25

highway (e.g. roof drainage or surface run-off from private plots) shall not be adopted under
the highway adoption Agreement. Such sewers must be approved and adopted by the
Water Authority (United Utilities) by means of an Agreement under Section 104 of the
Water Industry Act 1991. Consent to discharge highway run-off into sewers adopted under
a Section 104 Agreement must be obtained from the Water Authority.

In certain circumstances it may be permissible for highway run-off to discharge to
soakaways, provided consent has been obtained from the Land Drainage Authority or the
Environment Agency. Adoptable soakaways must be located in highway and immediately
adjacent to the adopted street. Percolation tests will be required in order to demonstrate
that the soakaway proposals can accommodate the appropriate level of run-off.

G.3.0 Details to be Provided by the Developer

G.31

G.3.2

The Developer shall provide the following hard copy information before checking of the
application can commence along with a digital AutoCAD DWG format copy of each drawing
(including all relevant pen setting files). These AutoCAD DWG files are to be supplied on a
CD-ROM.

Formal letter requesting that the Council consider the application for the preparation of a
Section 38 Highways Act Agreement and that the Developer will bear the Council’s costs
incurred in checking the submission, preparing the agreement and inspecting the works.

G.3.3 Geometry and Layout

e Site plan showing the location of the proposed development together with the position
and value of the relevant Ordnance Survey benchmark(s). (Minimum scale 1/2500).

e General Arrangement drawing to include a detailed layout of roads, footpaths, traffic
signs, street nameplates, road markings, speed tables and traffic calming measures,
footway crossings, street lighting, gravity sewers, pumping stations and rising mains,
showing full details including existing sewers, proposed site contours, road gullies, gully
connections, watercourses, highway drains and culverts, soakaways and SUDS,
existing and proposed buildings including ground floor levels (including any basement
levels) and external paved levels. Sewers to be indicated using the symbols shown in
Appendix 1V “Sewers for Adoption” currently 6th Edition. (Either 1/500 or 1/200 scale).
This drawing shall include a schedule referring to and listing the following drawings.

e Longitudinal sections of roads showing existing ground levels, vertical alignment
including gradients, vertical curves, etc. (Either 1/500 or 1/200 horizontal and 1/50 or
1/20 vertical scales).

e Road setting out details including all radii, horizontal curves, transition curves, etc.
(Minimum scale 1/500).

G.3.4 Construction Details

e Construction details for roads, footpaths, vehicle crossings, service strips, tactile
pedestrian crossings, service location typical section detail including cable TV provision,
speed tables and traffic calming measures, road markings, street nameplates, traffic
signs, etc. (Either 1/50 or 1/20 scale).

e Standard road gully and gully connection detail. (Minimum scale 1/20).

G.3.5 Ground Conditions
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Site Investigation Report (both factual and interpretative reports to be supplied)
including soil sulphate, Ph and chemical test results plus confirmation of ground water
table depth below proposed formation. This report is also to include the British Coal
Authority report for the site.

G.3.6 Drainage

Calculations of surface water run-off together with hydraulic calculations or similar
modelling to demonstrate the satisfactory operation of any carrier drains to be adopted
by the highway authority.

Chamber schedules for all manholes and/or catchpits forming part of the highway
drainage system.

Details of all easements and discharge consents.

G.3.7 Landscape

Details of all landscape proposals within the adoptable highway including planting
layouts, specifications and maintenance proposals.

G.3.8 Other Features (Structures)

Specialist information relating to the requirements of any bridges, culverts, headwalls,
retaining walls or other highway structures. The details shall be provided on separate
drawings.

G.3.9 Safety Audit

Safety Audits are not required for all works designed in accordance with this guide. The
Developer will be advised at the planning stage if an Audit is required. When required,
the audit shall comprise at Stage One and/or Two Road Safety Audits carried out in
accordance with standard requirements. The safety audit report shall be submitted for
approval together with a formal Exception Report prepared by the designers. The
Exception Report shall set out the proposals for dealing with any matters raised by the
Audit Report.

G.3.10 Where a layout contains features not explicitly covered by this design guide, full details
should be provided to assist the Council in making a technical assessment of the proposals
and shall include the following:

Detail of the design speed (or speeds) used in the design.

Justification of the visibility standards that have been applied to the design.
Special maintenance requirements.

The layout of service corridors and the practicalities of maintenance.
On-street parking arrangements.

Access arrangements.

Addressing special needs (implications for people with disabilities).

G.4.0 Technical Approval of Design and Specification
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G4.1

G.4.2

G.4.3

On receipt of the initial information listed in Appendix F Section 1.3 the Council will assess
the proposals.

Where the Council is to design and install street lighting, signing and lining, an order will be
required from the developers, or their agents.

The Council will issue to the Developer (or his agents) written technical approval of the
design and specification of the proposed works to be adopted when:

e All design checks have been successfully completed.

e Any further or amended details, as agreed during the checking process, have been
provided and agreed by the Council.

e Any necessary safety audits have been approved and any actions necessitated by the
matters raised by the safety audits agreed and, where appropriate, implemented.

G.5.0 Adoption Agreement (Section 38)

G.5.1

G.5.2

G.5.3

St Helens Council utilise a standard form of Section 38 Agreement. The form and wording
of the Agreement will not be varied. Details of any commuted sums will be included in the
Agreement.

The Developer is required to complete / sign and return a Section 38 Application form
(located in Appendix G of this guide) together with supply of Land Registry Office Copy
Entries and Plans covering the areas to be dedicated as part of the Agreement.

The Developer will provide the Council with an initial 10 copies of a coloured Section 38
Agreement Plan for inclusion in the legal agreement. Additional copies may be required
dependent on the number of land owners / mortgagees who are party to the agreement.
The agreement plan should be based on the approved General Arrangement drawing and it
shall be coloured as follows:

Land ownership edged red.

Proposed pedestrian crossing(s) shown by red cross(es).

Carriageway proposed for adoption coloured grey.

Footpaths, footways, cycleways and hard paved margins proposed for adoption
coloured yellow.

Shared Surface Carriageway coloured brown.

e Highway verges proposed for adoption coloured green.

Flush edgings or kerbs delineating proposed adopted highway boundaries coloured
with a continuous purple line.

Proposed highway drains marked HD.

Culverted water courses marked WC.

Highway Structures coloured pink.

Special Surfacing coloured blue.

Street Lighting Columns indicated by red dots.

G.6.0 Timescale

G.6.1

The time-scale for obtaining technical approval and progressing a draft agreement will be
determined by a number of factors, not least the scale and complexity of the individual
project. The Council will endeavour to deal with all applications in a timely manner. If the
Developer has specific constraints on his programme, he is advised to discuss these with
the Council early in the design process.
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G.7.0 Costs and Fees

G.7.1 The Council should be contacted to ascertain the current scale of costs and fees, covering
street lighting design, legal costs, administration and inspection fees, any commuted sums,
plus any TRO or other relevant costs.

G.8.0 Construction, Inspection and Certification

Prior to Construction
G.8.1 Construction of the works shall not commence until:

e The Council has granted technical approval of the design and specification of the
Works.

e Details of the Section 38 Agreement have been agreed and the Agreement has been
signed by all parties and the surety is in place.

e All of the necessary fees and commuted sums associated with the Agreement,
technical checks and Works inspections have been paid.

G.8.2 The Developer shall provide the Council with written notice one week in advance of his
intention to commence construction of the work.

Construction of the Works

G.8.3 The developer shall remain responsible for the works on site and the day to day
supervision.

G.8.4 Representatives of the Council will inspect the works at regular intervals to ensure that they
are being constructed in accordance with the approved drawings. For this purpose the
Council representatives must be given free access to the works in progress. The
Developer must inform the Council’s Supervisor of the various stages of construction,
giving reasonable notice, so that the Supervisor has the opportunity to inspect the Works.

G.8.5 It is the Developers responsibility to complete the works in a timely manner. Where
appropriate a specific timescale for completing the works will be stated in the Section 38
Agreement.

Completion of the Works

G.8.6 Issuing of stage certificates and bond reductions up to and including final adoption will take
place as set out in this Section 38 Application Form (see Appendix XXX).
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APPENDIX H - SECTION 38 APPLICATION FORM
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APPENDIX | — SECTION 278 (Works Within Existing Highway) PROCEDURES
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APPENDIX J — SECTION 278 APPLICATION FORM
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