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1 Introduction 
  

1.1 Background 

 
1.1.1 This document forms the County Council’s response on transport 

matters relating to North Warwickshire Borough Plan proposals for 
possible employment and housing sites throughout the borough.  

1.1.2 The County Council has prepared this document to form a key 
input to the decision making process regarding the levels of future 
housing and employment growth within the Borough over the next 
15 years. It is recognised however that transport is only one of 
many important considerations in the planning process. 

1.1.3 The approach taken by the County Council in presenting this 
submission builds on the experience gained from the similar 
assistance which has been provided to Warwick District, Stratford 
Districtand Rugby Borough Council as part of the preparation of 
their Core Strategies. The use of an evidence based approach is 
also consistent with the expectations of the Planning Inspectorate, 
who will ultimately determine whether or not the Borough Plan is 
deemed to be sound. 

 
1.2 The Process 

 
1.2.1 An iterative, staged approach is being adopted by the County 

Council in providing its advice to the Borough Council on the 
transport implications of the Borough Plan. It is envisaged that 
further timely input to the process will be towards the submission 
stage, EiP and through working with developers and NWBC. 

1.2.2 In parallel with this process, the County Council, Highways Agency 
and Borough Council are working closely with promoters of a 
number of potential development sites within the area. It is likely 
that this work will help: 

(i) Identify the key transport infrastructure and services which will be 
needed to support the Borough Plan proposals, in advance of the 
Independent Examination; and 

 
(ii) Inform the position of the County Council and the Highways Agency 
when planning applications and supporting Transport Assessments 
(TAs) come forward for these sites in due course. 
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1.2.3 The NWBC Core Strategy proposes broad levels of growth but not 
detailed site allocations. We understand that the Infrastructure 
Delivery Plan contained within the Core Strategy has formed the 
basis for the Site Allocations DPD, but requires more detail. 

 
Three areas of work in relation to transport are therefore required to 
inform the evidence base for the Site Allocations DPD: 

 
1. Confirmation from WCC in its Highway Control capacity that each of 

the proposed sites can be delivered in transport terms; 
 

2. Confirmation from WCC/HA of the cumulative impacts of the proposed 
development sites and the transport mitigation required to deliver them. 
It is understood that NBBC has objected to the Plan based on concerns 
regarding the scale of infrastructure needed to support the level of 
growth proposed within North Warwickshire. Particular attention to the 
developments proposed in the Hartshill area is therefore required to 
address NBBC concerns; and 

 
3. Specific consideration by WCC/HA of a proposal for a new road from 

the A5 (between the Dordon and Grendon roundabouts) to the B5000 
Grendon Road, via Dunn’s Lane and St Helena Road. It is envisaged 
that this will be delivered incrementally as part of development to the 
east of Dordon/Polesworth over the course of this and the next Core 
Strategy period, and would ultimately allow Long Street/Whitehouse 
Road in Dordon to be downgraded or stopped up altogether near the 
existing A5 Dordon roundabout. 

 
 

1.3 Terminology 

1.3.1 A number of terms relating to the planning process and specialist 
terminology relating to transport planning are used throughout the 
document.  Further clarification of definitions is included in 
Appendix F Glossary and Abbreviations. 
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2 Portrait of the Borough 
2.1 The Borough in its Wider Spatial Context 

2.1.1 North Warwickshire lies in the centre of England situated between 
Birmingham, Coventry, Staffordshire and Leicestershire and 
borders with Nuneaton and Bedworth Borough in Warwickshire.  It 
is a large, predominantly rural area.  Approximately 60% of the 
Borough is designated Green Belt, with a number of settlements 
spread across an area of 28,422 hectares.  The principal towns of 
Atherstone & Mancetter, Coleshill and Bedworth are supplemented 
by a number of smaller settlements and villages. The proximity of 
Coventry, Tamworth, Birmingham and Nuneaton and the range of 
major employers in the Borough area leads to an intensive 
interaction which places demands on the local and strategic 
transport network. 

2.1.2 The resident population of North Warwickshire Borough in 2011 
was 62,100  (Source:ONS)The population within the main 
settlements in 2011 was;  

• 10,573 living in Atherstone and Mancetter;  
• 6,341 in Coleshill; and  
• 9,645 in Dordon and Polesworth.   

(Source: UK National Statistics/www.citypopulation.de).  
 

2.1.3 The resident population has increased by around 154 in the period 
2001-2011, representing a growth of 0.3%. This is significantly 
below the West Midlands average of 6% growth over the same 
period (Source: ONS). 

2.1.4 North Warwickshire is fairly large in comparison to its population, 
this ensures that the Borough has a low population density, 220 
people per square kilometre (Source: ONS). 

 
2.1.5 74% of workers in the Borough travel to work by car or van, either 

as a driver or passenger. This is amongst the highest percentage 
for the country, nationally it ranks highly being 14th out of the 348 
English and Welsh authorities (Source: ONS 2011).  The Borough 
also has the largest proportion of its workforce commuting out of 
the county, in 2001 the figure was almost 50% (data not available 
for 2011). The Borough ranks 295th and 310th for cycling and 
walking respectively (Source: ONS/Warwickshire Observatory). 
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2.1.6 The Borough has a central position within the geography of Britain, 
given its proximity to the A5, M6/M6 Toll, M69 and M42 and West 
Coast Main Line. Good strategic transport links do however mean 
that the area is a popular place to live, work, and visit, all of which 
puts pressure on the strategic and local transport system. It is vital 
that future growth is seen to benefit the area rather than add to 
existing problems. 

 
2.1.7 A number of major employers are also based in the area which 

plays a vital role in supporting the local economy. Atherstone forms 
the main commercial centre of the Borough, and is also home to 
the Borough Council. 

2.1.8 There are major industrial estates at Atherstone, Coleshill and 
Kingsbury and Birch Coppice on the A5. Hams Hall near Coleshill 
is home to international companies such as Birds Eye Walls, BMW, 
Chubb and Sainsbury's, whilst the site is served by a rail freight 
terminal which links with the Channel Tunnel. Kingsbury Link by 
the M42 has Instarmac based there, whilst Britain's largest building 
for TNT will be on the former colliery site at Birch Coppice, five 
minutes from M42 junction 10 and also rail served. There is 
currently one declared Air Quality Management Area (AQMA) 
within North Warwickshire Borough, this was designated at a 
residential property close to the convergence of the M6 and the 
M42, to the south of Coleshill. 

 
2.2 Transport Context 

Transport Policy 
 

2.2.1 At a national level, transport policy is underpinned by five national 
transport goals which were set by the previous Government for the 
development of the UK’s future transport policy and infrastructure. 
These national goals and associated challenges were identified in 
the Department for Transport’s publication ‘Delivering a 
Sustainable Transport System’ (DaSTS) in 2008. The five goals 
are outlined below. 

 
• To reduce transport’s emissions of carbon dioxide and other 
 greenhouse gases, with the desired outcome of tackling climate 

change. 
• To support economic competitiveness and growth, by delivering 

reliable and efficient transport networks. 
• To promote greater equality of opportunity for all citizens, with the 

desired outcome of achieving a fairer society. 
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• To contribute to better safety, security and health and longer life 
expectancy by reducing the risk of death, injury or illness arising from 
transport, and by promoting travel modes that are beneficial to health. 

• To improve quality of life for transport users and non-transport users, 
and to promote a healthy natural environment. 

 
2.2.2 The Local Transport White Paper, ‘Creating Growth, Cutting 

Carbon: Making Sustainable Local Transport Happen’ (January 
2011) reiterates the Government's vision for a sustainable local 
transport system that supports the economy and reduces carbon 
emissions. It explains how the Government is placing localism at 
the heart of the transport agenda, taking measures to empower 
local authorities when it comes to tackling these issues in their 
areas. The White Paper also underlines the Government's direct 
support to local authorities, including through the Local Sustainable 
Transport Fund. 

2.2.3 The National Planning Policy Framework (NPPF) (March 2012) 
was presented by Rt.Hon. Greg Clark MP.  In his statement the 
Local Plan was described as the “keystone of the planning edifice”.  
The NPPF retains the 'presumption in favour of sustainable 
development', which is defined by five principles as set out in the 
UK Sustainable Development Strategy: 

• "living within the planet's environmental limits;  
• ensuring a strong, healthy and just society;  
• achieving a sustainable economy;  
• promoting good governance; and  
• using sound science responsible."  

 
The Government believes that sustainable development can play three 
critical roles in England: 
 

• an economic role, contributing to a strong, responsive, competitive 
economy;  

• a social role, supporting vibrant and healthy communities; and  
• an environmental role, protecting and enhancing our natural, built and 

historic environment. 
 
The NPPF sets out 12 core planning principles which "should underpin 
both plan-making and decision-taking."  These stipulate that planning 
should: 
 

• Be led by local plans which set out a vision for the future of the area 
and provide a practical framework within which decisions on planning 
applications can be made efficiently; 

• Emphasise enhancing and improving the places in which people live 
their lives, not scrutiny alone; 
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• Drive sustainable development to deliver homes, business and 
industrial units, infrastructure and support local vitality, objectively 
identifying local need and setting out a clear strategy for allocating 
land; 

• Seek to secure a high-quality of design and a good standard of amenity 
for occupants; 

• Protect the diversity of different areas of England, protecting Green 
Belts and recognising the "intrinsic character and beauty of the 
countryside"; 

• Support the transition to a low-carbon future, take account of flood risk 
and coastal change and encourage the reuse of existing and 
renewable resources; 

• Help conserve and enhance the natural environment and reduce 
pollution, allocating land of "lesser environmental value"; 

• Encourage the re-use of land that has been previously developed 
(brownfield land); 

• Promote mixed use developments, encouraging multiple benefits from 
urban and rural land; 

• Conserve heritage assets "in a manner appropriate to their 
significance"; 

• Manage development to make full use of public transport, walking and 
cycling; and 

• Take account of local strategies to improve health, social, and cultural 
wellbeing. 

 
 

2.2.4 The wide ranging nature of the goals contained in DaSTS, the 
Local Transport White Paper and the NPPF reflect the important 
contribution that transport can make in both supporting and acting 
as a stimulus to achieving a range of objectives, including 
supporting future growth proposals. 

 
Warwickshire Local Transport Plan 2011-2026 
 

2.2.5 The recently published Warwickshire Local Transport Plan (LTP3) 
sets out the County Council’s proposals to improve transport and 
accessibility between 2011 and 2026. The Plan, which was 
submitted to the Department for Transport in March 2011, provides 
a 15-year strategy for transport up to the year 2026, with a rolling 
short term Implementation Plan. 

2.2.6 The previous Warwickshire Local Transport Plan (2006-11) 
identified five overarching objectives for transport in the County. 
These have been reviewed to ensure that they remain relevant 
within the current policy context for transport. The revised 
objectives are as follows: 

1. To promote greater equality of opportunity for all citizens in order to 
promote a fairer, more inclusive society; 
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2. To seek reliable and efficient transport networks which will help 
promote full employment and a strong, sustainable local and sub-
regional economy; 
3. To reduce the impact of transport on people and the [built and 
natural] environment and improve the journey experience of transport 
users; 
4. To improve the safety, security and health of people by reducing the 
risk of death, injury or illness arising from transport, and by promoting 
travel modes that are beneficial to health; 
5. To encourage integration of transport, both in terms of policy 
planning and the physical interchange of modes; and 
6. To reduce transport’s emissions of carbon dioxide and other 
greenhouse gases, and address the need to adapt to climate change. 

 
2.2.7 Objective 6 has been added to support the Government’s 

commitment to tackling climate change as set out in the Climate 
Change Act 2008, the National Transport Goals and the Local 
Transport White Paper. 

Dft Circular 02/2007 “Planning and The Strategic Road Network” 
 

2.2.8 The Circular explains how the HA will participate in all stages of the 
planning process with the relevant Government agencies local 
planning authorities, local highway/transport authorities, public 
transport providers and developers to ensure national and regional 
aims and objectives can be aligned and met.  The Circular; 

• sets out how the HA will take part in the development of Local 
Development Frameworks(LDFs) from the earliest stages; 

• encourages the HA and Local Panning Authorities to work together to 
ensure effective participation in the preparation of regional and local 
sustainable development policy; and 

• sets out how the Agency will deal with planning applications. 
 

 
Existing Travel Patterns 
 
The Highway Network 
 

2.2.9 The highway network within or near the Borough is dominated by a 
number of important motorway and trunk roads which carry large 
volumes of local and longer distance traffic, these being: 

• M6 and M6 Toll, which link the M1 with the Midlands, the North West 
and the South West (via the M5), several significant motorway 
junctions are included; 

• M42, which forms part of the motorway box around Birmingham and 
links to the M40 and the M5 several significant motorway junctions are 
included; 
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• A5, which links Cannock, Lichfield, Tamworth, Nuneaton/Hinckley, 
Rugby, Northampton and Milton Keynes;  

• A446, which provides links to Lichfield and the M6; and 
• A4097 and A51, which connect Kingsbury to Tamworth and the M42 

 
 

2.2.10 The majority of other routes in North Warwickshire are 
predominantly rural in nature with the following routes providing  
important links across the Borough: 

• B4116; 
• B4114; 
• B4112; and 
• B4098. 

 
 

2.2.11 Whilst there are a number of committed road network schemes 
related to significant developments near the area (e.g. MIRA), 
there are currently no County proposals for any major new road 
building.  The most significant schemes that may influence travel in 
North Warwickshire and are related to new development include; 

• A5/Dodwells roundabout redesign with increased capacity (hamburger 
signalised configuration); 

• A5/Longshoot signalised junction reconfiguration; 
• A5/Higham Lane capacity improvement; 
• A5/A444/Redgate priority junctions redesign with a lozenge shaped 

roundabout configuration; and 
• A5/MIRA access roundabout and left in with dual carriageway section. 

 
2.2.12 Traffic flows are monitored in North Warwickshire, however 

recently there has been no consistent monitoring programme.  
Analysis of survey sites shows a mixed picture of growth on the 
Borough’s road.  The A5 just east of the M42 has seen significant 
growth of around 18% (March 2003-March 2012 Source: WCC 
database) which will be related to the expansion of Birch Coppice 
and rise in strategic movements on the A5, whilst the B5000 at 
Polesworth experienced approximately 10% fall in traffic (Oct 2003-
Oct 2010).  There is an overall growth in traffic which masks a 
trend in recent years for a reduction in traffic levels. This is thought 
to be due to a combination of factors including rising 
unemployment levels and an increase in fuel prices.   
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2.2.13 Within the Borough, 74% of people use the car for their journey to 
work (Source: Census 2011). The respective figure for the journey 
to school is 37% (Source: WCC School Travel Survey 2010).  
Within Warwickshire, 68% of people use the car for their journey to 
work compared to 57.5% nationally (Source: Census 2011). The 
respective figure for the journey to school is 34% (Source: WCC 
School Travel Survey 2010).  Therefore the car journeys are more 
prolific when compared to the rest of the county this mode choice 
reflects the rural topography of the Borough.  

 

Public Transport 

2.2.14 The urban areas of the Borough have a relatively comprehensive 
network of bus services, made up of mainly inter-urban routes. The 
majority of these services are provided on a commercial basis by 
Stagecoach. 

2.2.15 Access to the rail network can be found at Atherstone, Polesworth, 
Water Orton and Coleshill Parkway. Tamworth and Nuneaton 
stations outside the borough are within a reasonable travel 
distance.  Coleshill Parkway links Birmingham New Street in 18 
minutes, and Nuneaton, Leicester, Peterborough, Cambridge and 
Stansted Airport in one easy journey. Atherstone station is located 
on the West Coast Mainline,  a regular rail service was restored in 
December 2008 providing easy access to Tamworth, Rugby and 
onto London Euston and Crewe.  Since the introduction of the new 
services, the station has experienced strong passenger growth. 

 
2.2.16 From Nuneaton there are hourly services between Liverpool/Crewe 

and London Euston, hourly services between Coventry and 
Nuneaton, and half-hourly connections between Birmingham and 
Stansted. Approximately 15% of journeys to school are made on 
public transport (Source: WCC School Travel Survey 2010). The 
journey to work by public transport ranks North Warwickshire 226th 
for bus use and 213th for train use out of 348 authorities (Source: 
2011 Census). 
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Walking and Cycling 
 

2.2.17 Apart from the usual range of controlled and uncontrolled 
pedestrian crossings, the main facilities for those on foot can be 
found within the existing pedestrianised areas of the main 
settlements. 

2.2.18 The mode share for journeys to work made on foot and by bike in 
the Borough is 7.3% and 1.3% respectively (Source: 2001 
Census),  compared to 9.7% and 7.3% for Warwickshire as a 
whole.  For the journey to school, 47% of pupils walk whilst 1% 
cycle (Source: WCC School Travel Survey 2010), compared to 
47% and 3% for Warwickshire as a whole.  Due to the rural nature 
of the Borough specific cycle facilities are limited, WCC would look 
to future developments to deliver improved facilities. 

 
Performance of the Local Transport Network 
 
The Highway Network 
 

2.2.19 There are a number of issues and constraints which tend to be the 
cause of the majority of congestion problems across the transport 
network within North Warwickshire Borough. These include; 

• The historical nature and configuration of certain routes within the main 
town centres; 

• The geographical location of large employment sites; 
• The proximity of North Warwickshire to parts of the motorway and trunk 

road network. This has implications both for traffic passing through the 
area in order to access this network, and when there is an incident on 
either the A5, M6, M6 Toll or M42; and 

• The limited number of road routes traversing the Borough.  
 

2.2.20 Although congestion occurs on the motorway and trunk road 
network in the area, it is not deemed to be a significant issue on 
the County road network when compared to other parts of 
Warwickshire.  Parts of the A5 trunk road experience congestion at 
certain times of the day, particularly around Birch Coppice, Dordon, 
Grendon and Atherstone/Mancetter and the A444 junction at Royal 
Red Gate.  Coleshill experiences some congestion, this is limited to 
the peak hours and options for mitigating it are constrained by the 
topography and historic nature of the streets. 
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Public Transport 

2.2.21 The principal constraints to bus operations within the Borough 
relate to issues of congestion and journey time reliability on certain 
routes and the lack of intra urban services (due to size of 
settlements). Generally speaking, bus service timings during the 
peak periods are more generous to reflect this issue. New or 
enhanced bus services to serve future growth within the Borough 
will require careful planning in order to integrate them into the 
existing commercial and subsidised network. 

2.2.22 The County Council will continue to support the existing minimum 
level of bus service provision within North Warwickshire, in order to 
sustain and increase level of access to key facilities.  Further inter-
urban Quality Bus Corridor between Nuneaton, Atherstone and 
Tamworth will be provided in partnership with Staffordshire County 
Council.   

2.2.23 Detailed work has been undertaken on behalf of Centro, 
Birmingham City Council, Warwickshire and Staffordshire County 
Councils into the feasibility and business case for enhancing local 
passenger service between Birmingham, Water Orton and 
Tamworth. The best performing scheme would provide a half-
hourly service from Birmingham Moor Street calling at the existing 
station at Water Orton, Coleshill Parkway, Wilnecote and 
Tamworth and the new station at Fort parkway, Castle Bromwich 
and Kingsbury.  The proposal would require the construction of 
new chord lines at Camp Hill to provide access into Birmingham 
Moor Street Station.  Overall, the study shows that, even taking 
into account the considerable capital cost of constructing the Camp 
Hill Chords, there appears to be a strong business case for 
progressing the Tamworth Line proposals. Centro are proposing to 
start work on the Camp Hill Chords post-2014.  Gaining funding 
support for this major project in these difficult financial times is 
clearly going to be challenging. 
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Walking and Cycling 

2.2.24 The is no specific cycle infrastructure in North Warwickshire except 
for Sustrans on road routes, links on the A5 to Birch Coppiceand a 
cycle lane at Coleshill Parkway.  This is due to the size of the 
urban areas and distance between employment areas and 
housing.  There are some further improvements proposed for the 
A5 and the Weddington Walk link to Nuneaton from MIRA as part 
of the planned MIRA works.  There are limited issues in terms of 
the performance of the pedestrian network within the Borough.  
Walking and cycling are the most effective means of making local 
journeys in a sustainable way particularly within larger urban areas, 
where people’s journeys are often relatively short.  There is limited 
opportunity for application of this in North Warwickshire.  However, 
in smaller towns such as Coleshill, WCC will be seeking 
opportunities for improvements arising from new development such 
as links to the station and Hams Hall. 

 
North Warwickshire Borough Transport Issues 
 

2.2.25 Maps of the Borough have been produced summarising the key 
transport issues, highlighting congested routes and areas and with 
safety concerns (Appendix A).  Additionally, important recent, 
committed and proposed schemes have also been plotted. 

2.2.26 Key Committed improvements within or which influence travel in 
the area are as follows: 

• A5 Dodwells Roundabout hamburger signalisation committed. 
• A5 Longshoot reconfiguration committed. 
• A5 Higham Lane Roundabout capacity improvement committed. 
• A5/A444 Redgate junction reconfiguration to lozenge roundabout 

committed. 
A5 MIRA access roundabout and dualling committed. 

2.2.27 Key Scheme Proposals, Investigations or aspiration schemes 
which are not currently committed include: 

• Kingsbury Station (2.2.23;and 
• M6 Active Traffic Management (Managed Motorways). 
• Bedworth A444 Slips improvements 
• Investigate uses of Bermuda A444 Bridge 
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2.3 Strengths, Weaknesses, Opportunities and Threats 

2.3.1 A summary of the strengths, weaknesses, opportunities and 
threats of the transport network is set out in Table 2.1 overleaf. 
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Strengths 
 
• Unique location of North Warwickshire Borough in relation to 

the national road and rail network 
• Committed and recent improvements to rail services, funded 

proposal for heavy rail infrastructure and improved service 
frequencies on certain routes 

• Rural roads better for cycling. 
• Reasonably comprehensive inter-urban bus network 

Weaknesses 
 
• Existing congestion on key routes on the A5 and in the main 

settlements 
• Existing safety issues in particular on key routes on the A5 
• Pressure on capacity at rail stations and provision of rail 

services 
• Majority of bus and rail services are outside the control of the 

County Council 
• Existing bus network will probably need to be revised to 

maximise the public transport potential of development sites 
•  

Opportunities 
 
• All of the strengths above represent opportunities 
• Future development could be provided in a way that 

maximises the benefits of new or enhanced transport 
infrastructure and services, e.g. public transport proposals 
will become commercially viable in the medium/long term 
after initial pump-priming 

• Revisions to the existing bus network may open up new 
journey opportunities 
Schemes related to MIRA development provide capacity 
improvements on the A5 for all users. Such schemes could 
be enhanced further through this development planning 
process. 

Threats 
 
• Development sites may come forward which are not 

supported by sustainable transport improvements, leading to 
a growth in car-based travel. Subsequent impacts on rat-
running, increased congestion (particularly in town centres 
and surrounding residential areas), on local air quality and 
‘junction hopping’ (e.g. Coleshill area). 
 

Table 2.1: Strengths, Weaknesses, Opportunities and Threats 
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3 Preferred Options Assessment 
 

3.1 The Vision for Transport within North Warwickshire 
Borough 

Introduction 
 

3.1.1 The proposals for transport in relation to the Borough Plan should, 
where possible: 

 
1. Contribute to the area being a place where people want to live, work 

and visit; 
2. Support the economy of the main towns and surrounding rural 

areas, thus stimulating growth and prosperity; 
3. Mitigate, where possible, the negative impacts of growth; 
4. Help achieve connectivity between new and existing 

neighbourhoods, community facilities and public spaces; and 
5. Ensure that communities can access heath and local services by 

sustainable means. 
 
Local imperatives 
 

3.1.2 As set out earlier, the County Council’s objectives for taking 
forward the National Transport Goals at a local level are as follows: 

1. To promote greater equality of opportunity for all citizens in order to 
promote a fairer, more inclusive society; 
2. To seek reliable and efficient transport networks which will help 
promote full employment and a strong, sustainable local and sub-
regional economy; 
3. To reduce the impact of transport on people and the [built and 
natural] environment and improve the journey experience of transport 
users; 
4. To improve the safety, security and health of people by reducing the 
risk of death, injury or illness arising from transport, and by promoting 
travel modes that are beneficial to health; 
5. To encourage integration of transport, both in terms of policy 
planning and the physical interchange of modes; and 
6. To reduce transport’s emissions of carbon dioxide and other 
greenhouse gases, and address the need to adapt to climate change. 

 
3.1.3 When these are combined with the vision for transport in North 

Warwickshire Borough as set out above, a number of local 
imperatives begin to emerge: 

1. The need for a sustainable transport system to underpin growth, 
with a focus on public transport, walking, cycling and targeted 
highway improvements; 



 

16 
 

2. The need to ensure that any growth proposals support the economy 
of the Borough, and do not adversely impact upon it (particularly in 
terms of congestion); 

3. The need for the impact of any transport improvements on the built 
and natural environment to be minimised (particularly air quality); 
and 

4. The need to ensure that existing and future residents/visitors to the 
area can access and use the transport network safely and in an 
integrated way. 

 
 

3.2 Future Growth in North Warwickshire Borough 

Introduction 
 

3.2.1 As described below, the Borough Council has provided details of 
the required levels of housing and employment growth that could 
take place over the next 15 years. The NWBC Core Strategy 
proposes broad levels of growth but not detailed site allocations. 
We understand that the Infrastructure Delivery Plan contained 
within the Core Strategy has formed the basis for the Site 
Allocations DPD, but requires more detail. 

 
Development Scenarios and Assumptions 
 
Levels of Growth and Location of Sites 
 

3.2.2 NWBC requested that a single growth option was tested within both 
a strategic modelling context which considered the overall plan 
impacts and  a more detailed modelling exercise which considered 
the impacts of development on the road network/towns situated 
along the A5 corridor. 

3.2.3 The growth option was identified in the NWBC Site Allocations Plan 
Preferred Options (February 2013) document. The modelling 
assumptions are presented in Table 3.1. 
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Location Site Ref Area Net 
Houses 

Employment 
Ha 

Atherstone 

ATH4 11.27 253   
ATH5 24.66 554   
ATH6 18.15   2.33 
ATH6-2 18.15   2.77 
ATH7 2.79 62   
ATH8 3.75 84   
ATH9 0.77 20   
ATH10 0.34 10   
ATH12 2.28 24   
ATH14 2.24 50   
ATH15 6.6   6.9 
ATH16 0.081 0   
ATH17 0.175 26   
ATH18 0.415 40   
ATH19 0.3 26   

Mancetter 
MAN1 1.19 80   
MAN2 0.93 18   
MAN3 0.19 6   

Dordon 

DOR10 4.2   3.4 
DOR11 17.13   17.47 
DOR12 0.43 14   
DOR13 30.59     

DOR17EAST 
13.46 (Part of above site 
) 305   

DOR2 0.23 11   
DOR5 1.21 27   
DOR8 13.09   31 

Polesworth 

POL12 1.54 34.65   
POL13 0.56 15.12   
POL3 0.59 9   
POL6 6.2 29.25   
POL7 1.05 23.625   
POL17 0.24 4   

Coleshill 

COL1 2.13 20   
COL3 1.3 52   
COL4 3 120   
COL5 0.16 (0.12) 6   
COL6 1.3 52   
COL7 0.28 14   
COL9 0.186 6   
COL10 0.168 5   
COL8 0.092 6   
COL5 0.04 3   
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Location Site Ref Area Net 
Houses 

Employment 
Ha 

Baddesley Ensor 

BE9 0.092 3   
BE10 0.21 7   
BE3 0.53 14   
BE7 2.45 55   
BE8 1.47 44   

Grendon 
GRE4 (part) 1 27   
GRE1 1.88 56   
GRE2 0.17 5   

Hartshill HAR3 west 13.335 200   
HAR3 East 13.335 200   

Ansley Common ANSCOMM1 1.79 40   

Arley 

ARL2 0.65 24   
ARL5 0.16 5   
ARL8 0.058 2   
ARL9 0.043 3   
ARL7 0.93 42   

Kingsbury 

KIN2 0.04 2   
KIN3 0.11 3   
KIN5 0.29 9   
KIN7 0.077 2   
KIN8 0.061 2   

Water Orton 

WO1 0.11 3   
WO4 0.093 3   
WO6 0.115 3   
WO8 0.075 2   

Ansley 
ANS2b 0.5 15   
ANS2A 0.15 5   
ANS4 1.46 20   

Austrey 

AUS1 0.5 10   
AUS1 0.77 10   
AUS2 0.29 5   
AUS3 part 0.5 10   
AUS4 0.29 8   
AUS7 0.77 10   
AUS9 0.18 5   

Curdworth 

CUR2 0.07 1   

CUR3 0.3 9   
CUR4 0.08 3   
CUR5 0.06 2   

Fillongley 
FIL1 0.2 12   
FIL3 0.347 10   
FIL4 0.205 3   
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Location Site Ref Area Net 
Houses 

Employment 
Ha 

Hurley 

HUR1 0.23 7   
HUR4 0.122 6   
HUR5 0.17 4   
HUR2 0.4 15   

Newton Regis NR3 1.38 15   
Picadilly PIC1 0.105 5   

Shuttington SHUT5 0.027 1   
SHUT1 1.46 12   

Shustoke SHUS1 1.72 15   

Warton 

WAR2 0.066 2   
WAR3 0.47 10   
WAR6 1.31 20   
WAR8 2.5 10   
WAR10 0.85 6   
WAR9 1.3 10   

Whitacre Heath WH1 0.2 6   

Wood End 

WE6 0.11 3   
WE1a 0.18 4   
WE3 0.2 6   
WE4 0.94 25   

 
Table 3.1: Preferred Options Test Assumptions By Site 
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Fig. 3.1: Preferred Options Development Areas (Housing and Employment by 
size) 
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4 Site Access Assessments 
4.1 WCC Highway Control – Deliverability of Proposed 

Sites  

Site Access 
 
4.1.1 WCC Development Control officers visited all proposed 

development sites identified in the Site Allocations DPD to 
ascertain whether or not suitable access can be achieved and if 
any required improvements can be delivered, these finding are 
included in the  Site Access Assessments (Appendix C).   

 
Local Sustainable Transport Infrastructure and Provision 

 
4.1.2 An assessment of the local area in terms of pedestrian/cycle/PT 

access was undertaken.  General comments regarding these have 
been included in the Site Access Assessments (Appendix C).   

Local Capacity Assessments and Mitigation Requirements 
 

4.1.3 Junctions local to the larger development sites and along key 
strategic corridors have been assessed as part of a more detailed 
assessment outlined in Parts 2 and 3 of this method statement, 
which will consider the cumulative impacts of the development sites 
and required transport mitigation. 

Conclusions 
 

4.1.4 The Site Access Assessments (Appendix C) gives conclusions on 
the deliverability of each site, due to the number of sites and range 
of issues, these cannot be summarised in this overview document. 
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5 Borough Plan Traffic Modelling 
5.1 Cumulative Impact Assessment and Transport 

Mitigation Required to Deliver the Borough Plan 

 
5.1.1 WCC have liaised with NWBC and the Highways Agency to agree 

the appropriate input data to be used in the following assessments: 

A. Initial Strategic Assessment 
 

B.  Detailed Assessment using Area Specific S-Paramics 
Microsimulation Models and New Road Proposal between A5 
and B5000 

 
5.2 A. Initial Strategic Assessment 

 
5.2.1 An initial assessment was undertaken for all proposed sites using 

the latest version of CITEware software as per the original 
Strategic Transport Assessment submitted to NWBC, this was 
undertaken by PBA Transport Consultants.  Committed 
employment developments within the Borough were included and 
acted as additional trip attractors in addition to travel to work 
distributions from the Census. This high level modelling 
assessment will help assist in understanding the broad impacts of 
the Borough Plan growth proposals and has the advantage of 
complete coverage of the entire highway network within the 
Borough and its neighbouring authorities.   

5.2.2 Distribution matrices will be exported from CITEware for use in 
more detailed analysis within area specific S-Paramics 
microsimulation models.  These models cover the main focus of the 
proposed housing and employment sites contained within the 
Borough Plan and will address the main strategic and contentious 
issues to this growth. 

 
 



 

23 
 

CITEware Strategic Modelling Assumptions 

5.2.3 The identified housing total 3085 units and 63.87 Ha of 
employment land with a 40% build out assumption, this equated to 
25.5 Ha of employment.   

5.2.4 The same employment land use class split used for NWBC 
strategic core strategy assessment were discussed with NWBC 
and were assumed as flows; 

 
 Land Use Split 
Employment Sites B1 B2 B3 B8 
Dor 8 100.0%       
Dor 10 33.3% 33.3%   33.3% 
Dor 11 90.0% 5.0%   5.0% 
Ath 6 33.3% 33.3%   33.3% 
Ath 6-2 33.3% 33.3%   33.3% 
Ath 15 50.0% 25.0% 25.0%   

Table 5.1 Employment Land Use Assumptions 
 

Trip Rates 

 
5.2.5 The trip rates adopted for each housing and employment land use 

are shown in Table 5.2  ..   

 Period (Peak 0800-0900 and 1700-1800) 

Land Use 
AM 
inbound 

AM 
outbound 

AM 
Total 

AM 
inbound 

AM 
outbound 

PM 
Total 

B1 (per 100sqm) 1.414 0.136 1.55 0.095 1.205 1.3 
B2 (per 100 sqm) 0.461 0.24 0.701 0.123 0.332 0.455 
B8 (per 100 sqm) 0.031 0.017 0.048 0.016 0.04 0.056 
              
Housing (per dwelling 
urban) 0.12 0.48 0.6 0.48 0.12 0.6 
Housing (per dwelling 
rural) 0.14 0.56 0.7 0.56 0.14 0.7 

Table 5.2 Trip Rate Assumptions 
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Strategic Modelling Methodology with CITEware 

5.2.6 The test year for all assessments was 2028. AM morning peak 
(0800-0900) and PM evening peak (1700-1800) have been 
adopted as the most suitable time periods to test as they represent 
the worst case in terms of traffic congestion issues on the road 
network with North Warwickshire Borough. 

5.2.7 The highway impact relating to each scenario was assessed using 
PBA’s CITEware strategic modelling software.  This software was 
developed with input from WCC and has been tailored for our use 
through the inclusion of surveyed traffic flows across the entire 
strategic network and observed vehicle speeds derived from DfT 
NI167 data.  The software also utilises census journey to work 
data, OS mapping and DfTs NTM for the calculation of growth 
factors.  The model has been used by a number of other local 
authorities and the Highways Agency.  WCC are satisfied that this 
model is the most suitable tool for the kind of high level strategic 
modelling required at this stage.  Further details on how CITEware 
works can be found in Appendix B. 
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5.2.8 It should be noted that this is a strategic modelling exercise.  The 
CITEware model calculates the routes chosen by vehicles based 
on a time and distance calculation.  The time taken to travel along 
any given link is informed by DfT NI167 data and is therefore based 
on the delays/speed of travel experienced during 2008/9.  Route 
choice during the 2028 test year may differ as speed of travel along 
various links may alter as a result of increased congestion and 
delay. The model cannot take account of the delay caused by the 
additional traffic on the network nor can it take account of 
infrastructure changes improving junction capacity (new links can 
be modelled) that may be associated with each scenario tested.  
The CITEware model runs an “All or Nothing” assignment which 
means that the model will work out the least cost route from the 
origin of the trip to the development site (or vice versa), there is no 
rerouting of traffic due to increased levels of congestion for either 
the baseline traffic flows or the development related traffic flows.  
Therefore a logic check is required in the interpretation of the 
CITEware output plots.  This involved identifying areas where it is 
known that capacity is restricted (i.e. a town centre) and where 
there are few options to improve the capacity. It can be expected 
that a proportion of the development site vehicles would in reality 
reroute onto more appropriate routes. It should also be noted that 
the outputs from CITEware are considered to be a worst case 
scenario.  The profile of development related trips is based on 
current mode share and time period choice.  By 2028 it is inevitable 
that there will be a higher degree of modal shift onto more 
sustainable means of transport and commuters are likely retime 
their journeys in response to the higher levels of congestion on the 
network (e.g. commuting between 0700-0800 rather than the 
current peak period).  There is evidence that this behaviour is 
already happening however it is difficult to protract this evidence to 
provide reliable 15+ year forecasts.  Therefore the most suitable 
approach is to use current patterns of travel and except that the 
model is providing a robust worst case scenario.   

5.2.9 Three methodologies have been adopted in the analysis of the 
CITEware outputs and should be used in conjunction when 
formulating an opinion on the impact of a scenario on the highway 
network. 

5.2.10 The first methodology involved a simple assessment of the overall 
increase in 2-way traffic flow on all links within the model relating to 
each development scenario.    The outputs for this method are 
provided in development traffic plots using the following banding; 

o 0-25 additional vehicles 
o 25-50 additional vehicles 
o 50-100 additional vehicles  
o 250-500 additional vehicles 
o 500+ additional vehicles 
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5.2.11 This is useful for understanding the overall increase in traffic in an 

area/on a route but gives no context.  For example, an increase of 
100 vehicles on the M42 would be negligible, we already 
experience such differences on a daily basis, however, the same 
increase in Atherstone town centre may be considered significant. 

5.2.12 To overcome this issue a second methodology was developed 
using a common traffic modelling calculation called GEH.  Using 
the GEH Statistic avoids some pitfalls that occur when using simple 
percentages to compare two sets of volumes. This is because the 
traffic volumes in reality vary over a wide range. For example, the 
mainline of a motorway might carry 5000 vehicles per hour, while a 
side road may only carry 50 vehicles per hour (in that situation it 
would not be possible to select a single percentage of variation that 
is acceptable for both volumes). The GEH statistic reduces this 
problem; because the GEH statistic is non-linear and self-scaling, a 
single acceptance threshold based on GEH can be used over a 
fairly wide range of traffic volumes. The use of GEH as an 
acceptance criterion for travel demand forecasting models is 
recognised in the DfT Design Manual for Roads and Bridges 
(DMRB), Volume 12, Section 2.  

 
5.2.13 For traffic modelling in the "base" scenario, a GEH of less than 5.0 

is considered a good match between the modelled and observed 
hourly traffic flows.  Therefore any link that has a GEH value of less 
than 5 in a forecast model can be deemed to accommodate only a 
small increase in traffic relative to the existing flows, between 5.0 
and 7.5 GEH shows a more significant impact, 7.5 to 10.0 GEH 
suggests a high impact and anything above 10.0 GEH experiences 
a very significant impact in relation to the existing flows on the 
particular link. 

5.2.14 A further assessment considered the absolute increase in traffic 
flow over reference through North Warwickshire AQMA.  

5.2.15 The results of this assessment are discussed in Chapter 4. 
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5.3 B. Detailed Assessment using Area Specific S-Paramics 
Microsimulation Models and New Road Proposal between 
A5 and B5000 

 
S-Paramics Overview 

 
5.3.1 An explanation of S-Paramics is provided below: 

“S-Paramics is the latest version of the widely applicable Paramics 
microsimulation traffic flow modelling system, software for the analysis 
and design of urban and highway networks. Only S-Paramics offers wide 
area vehicle routeing with dynamic feedback for accurate traffic flow 
modelling within a context of active ITS and UTC.  
 
S-Paramics simulates the individual components of traffic flow and 
congestion, and presents its output as a real-time visual display for traffic 
management and road network design. S-Paramics represents the 
actions and inter-actions of individual vehicles as they travel through a 
road network. It models the detailed physical road layout, and includes 
features such as bus operations, traffic signal settings, driver behavioural 
characteristics and vehicle kinematics. As a consequence, S-Paramics 
can accurately portray the variable circumstances which lead to 
congestion in all types and sizes of road network……  

  
…..S-Paramics enables non traffic experts, such as the public and their 
elected representatives, to interactively test “What If " scenarios and 
immediately see the results in terms of real-time traffic flows and 
congestion. The most widely used microsimulation system in the UK for 
applications at all scales, S-Paramics brings new standards of integrity 
and veracity to traffic flow modelling.  

   
S-Paramics is being applied to trunk, urban, suburban and rural schemes 
for a very wide range of purposes and situations. It is being used routinely 
to examine signalised roundabouts, bus priority, emissions control, ramp 
metering, toll plaza design, urban traffic control, traffic calming, wide area 
traffic management, road works design, car park location and control, 
multi-level inter-changes, pedestrian and cyclist interaction, traffic impact, 
unusual/non-standard layouts and complex junctions, incident 
management, slow moving traffic on rural roads ... indeed every 
conceivable combination of circumstances which other modelling systems 
have difficulty simulating and analysing.” 

 
Source: SIAS S-Paramics Website 

http://www.sias.com/ng/spoverview/spintroduction.htm 
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WCC Modelling Packages Overview 

 
2012 A5 Atherstone Model forecast to 2028 –  
 

• Coverage M42 J10/A5 to Mancetter Gyratory (Atherstone).   
• Detailed coverage of Atherstone.   
• A model extension was undertaken to include Dordon/Polesworth area 

and the B5000. 
• ANPR (Automatic Number Plate Recognition) surveys were undertaken 

to provide robust routing information to feed into the model extension 
• To focus on the impacts along A5 corridor, Atherstone and possibly 

Dordon. 
• Due to the particular focus of the A5 HA consultants, JMP, undertook 

this element of the assessment, 
 

 
Fig.5.1 A5 Atherstone S-Paramics Model Extent 
 
 

2009 Nuneaton and Bedworth Area Wide Model forecast to 2028 – 
 
• Large Coverage 
• To focus on the impacts of 400 houses in the Hartshill area on NWBC 

and NBBC networks. 
• To provide an understanding of impact along the A5 SRN and to 

include committed development at MIRA. 
 



 

29 
 

 
Fig.5.2 Nuneaton and Bedworth S-Paramics Model Extent 
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Methodology 

 
5.3.2 A brief overview of the methodology is provided below.  Further 

details are available in Appendix F (North Warwickshire Borough 
Council Strategic Transport Assessment Modelling Detailed S-
PARAMICS Impact AssessmentReport)  

5.3.3 Distribution matrices were exported from CITEware for use in more 
detailed analysis within area specific S-Paramics microsimulation 
models.  These models cover the main focus of the proposed 
housing and employment sites contained within the Borough Plan 
and will address the main strategic and contentious issues to this 
growth 

5.3.4 WCC S-Paramics Traffic Models were used to assess the impact of 
the development proposals and to help identify appropriate 
mitigation requirements in order to deliver the planned growth. 

5.3.5 All assessments were carried out using the 2028 reference case 
models to compare impacts with 2028 Borough Plan allocation 
models.  The 2028 reference case models determine what the 
Strategic Road Network (SRN) conditions are expected to be at the 
assessment year without the LDF development proposals. 

5.3.6 A “do nothing” scenario was then modelled.  This included all site 
allocations but no mitigation will be applied at this stage. 

5.3.7 Further consideration of trip rate calculations took account of how 
sustainable transport measures may be used to mitigate the effect 
of development trips.  This enabled a comparison to be made 
between the “do nothing” and “with sustainable transport 
assumptions” scenario.  Thus determining the relief any 
sustainable measures would provide before any physical 
interventions are considered on the SRN and WCC network.  It was 
determined that a 7.5% modal shift to sustainable modes (from 
development sites only) could be achieved by 2028.  This is half 
the amount assumed in other Warwickshire District and Boroughs, 
this was assumed reasonable given the commuter profile and 
distances travelled within the Borough 

5.3.8 Mitigation was initially be based on schemes identified within the 
original NWBC STA and JMP discussed with WCC the results to 
inform professional opinions of required mitigation. 

5.3.9 An iterative process of mitigation testing to refine requirements was 
then undertaken.   

Model runs will be assessed on the basis of the following model 
outputs: 
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(a) Total Network Statistics (calculated from every trip): 
1. Completed Trips 
2. Average Distance Travelled 
3. Average Journey Time 
4. Average Speed 

 
(b) More detailed queue analysis on key junctions and junctions close 

to the development sites within modelled area. 
 

5.3.10 An initial review of the current levels of traffic using Dordon (and 
possibly other existing links between A5 and B5000) as a through 
route(s) was undertaken using ANPR (Automatic Number Plate 
Recognition) surveys to track vehicle movements. The results of 
this, combined with CITEware modelling outputs were used to 
determine the forecast demands for a new road.   

5.3.11 It was determined that the forecast demand and additional demand 
relating to Tamworth growth and looking to the next Plan period 
would be of a sufficient level to warrant further detailed analysis of 
the proposal, an extension to the A5 Atherstone S-Paramics model 
to include the B5000 and routes to Tamworth through Dordon was 
undertaken(and used in all assessments).  This enabled WCC to 
test the likely benefits to Dordon of providing a new link road and 
possible downgrading/closure of Long Street at the roundabout 
junction with the A5. 

5.3.12 JMP as HA consultants and developers of the Atherstone model, 
were best placed to undertake this modelling task. 

5.3.13 The results of these assessments are discussed in Chapter 4.  A 
detailed modelling report for the S-Paramics modelling assessment 
is available in Appendix F (North Warwickshire Borough Council 
Strategic Transport Assessment Modelling Detailed S-PARAMICS 
Impact Assessment Report)  
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5.4 Identification and Costing of Transport Interventions 

5.4.1 Identification of key transport interventions was based on expert 
analysis of the modelling outputs through a Project board.  
Transport interventions were identified in terms of provision of 
sustainable transport to encourage modal shift and key road 
network schemes to improve capacity.   

5.4.2 Costs will be calculated based on a high level review of the 
proposed mitigation measures identified through the modelling 
assessment. Included in the costs will be an element attributable to 
highway works, an element attributable to the cost of implementing 
signals where necessary, the latter of which contains at least some 
account of any likely commuted sums. An element attributable to 
the design and delivery costs will also be included.  

5.4.3 Design and delivery costs will be in the region of 48% (based on a 
similar assessment recently carried out for Warwick District) of the 
costs of highway and signal works attributable to each scheme. A 
similar assessment of NWBC/NBBC area schemes will be 
undertaken in conjunction with the HA.  At this stage these costs 
will be high level estimates, however they will be informed by WCC 
Officers and HA officers through an overarching review of the 
proposed schemes, therefore representing the most accurate 
costing that is available at the current time which is appropriate for 
a strategic level of assessment. A breakdown of the costs per 
scheme will be provided. 
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6 Results of Option Assessment 
6.1 Strategic Modelling (CITEware) 

6.1.1 As discussed in the methodology in Chapter 3, all assessments 
provide a comparison between NTM 2028 factored base flows and 
NTM 2028 factored base flows + strategic development site traffic 
flows.  Committed developments are considered separately and 
should be considered when looking at area specific traffic impact.  
This exercise was to determine the impact of traffic relating to the 
identified broad location of sites and a comparative difference 
combinations of sites.  As such, inclusion of committed 
developments would mask the full impact of the strategic 
development sites.  NTM growth factors will take into account the 
growth related to the committed developments but it will not be 
area specific.   

6.1.2 On the whole AM and PM plots are very similar as the distribution 
for PM trips is a reversal of the AM journey to work data taken from 
the National Census.  There will be slight difference in trip rates 
and more significant difference in delays on certain road links 
(informing route choice) and for this reason PM plots are provided 
in the Appendices.  The following comments relate to AM and PM 
period traffic impacts, where there is any significant difference 
between AM and PM outputs this will be noted. 

6.1.3 Flow plots are shown in Appendix D.  As would be expected,  the 
flow plots identify impacts local to the proposed development sites, 
highlighting pressure along the A5 corridor and rural routes to 
Dordon, Grendon and Atherstone, and additional impacts in 
Hartshill and Coleshill.  Large scale mitigation outside of the 
focussed study area on the A5 M42 J10-Atherstone is not shown to 
be a requirement.  Mitigation outside this study area will be 
considered as part of the individual site planning applications.  

6.1.4 Pressures along the A5 corridor and Hartshill will be considered 
more closely through a microsimulation modelling exercise in the 
next section of the following section of the chapter.  Where more 
sophisticated route choice modelling is undertaken to assess 
whether the growth focussed along the A5  

a) has significant impacts 

b) can be mitigated 
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6.1.5 GEH Plots are shown in Appendix E.  When the proportional 
impact is assessed through the GEH assessment (where the 2028 
growth traffic flows are compared to the 2028 with development 
flows), the results are put into context against the background flows  
This exercise highlights far fewer areas of concern.  Most notable 
area of concern are use of some minor routes to the south of 
Atherstone, impacts within Atherstone itself and impacts around 
Dordon, especially between Dordon and the M42 J10.   

6.1.6 There is only one instance of a GEH greater than 10, this is 
identified with Atherstone town centre, it will be shown through the 
detailed strategic modelling that the more sophisticated route 
choice model and greater route choice availability result a much 
lower impact in this area. 

6.1.7 GEH values of between 7.5 and 10 GEH are experienced on 
highlighted links in Atherstone , Dordon and on the A5 between 
Dordon and the M42 J10.  This would be expected as the larger 
size devlopments are located in these area.  Mitigation 
requirements will be identified through the detailed S-Paramics 
modelling exercise. 

6.1.8 There is only one Air Quality Management Area (AQMA) in North 
Warwickshire.  The impacts in the AQMA (Figure 6.1) are 
insignificant with an additional 15 vehicles in the AM and PM peak 
periods travelling through the AQMA. 
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  Fig. 6.1 NWBC AQMA 
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6.2 Strategic Detailed Modelling of A5 corridor 
Developments (S-Paramics) 

6.2.1 JMP was commissioned by Warwickshire County Council (WCC) to 
assist with the modelling 

6.2.2 of North Warwickshire Borough Council’s (NWBC) core strategy 
site allocations and utilise the available PARAMICS models to 
assess the resulting network conditions. 

6.2.3 In response to the modelling outcomes potential mitigation 
solutions have been explored and a suggested package of 
measures developed 

6.2.4 Based on WCC review of surveys, CITEware modelling, knowledge 
about neighbouring Local Plan growth and giving consideration to 
growth in the next Plan period, WCC recommended that the 
existing A5 Atherstone Model should be extended to include the 
B5000.  This enable testing of an A5 – B5000 link road to be 
assessed on a comparable platform. 

6.2.5 The updated model A5 2028 Ref Case Model and the existing 
Nuneaton and Bedworth 2028 Ref Case model were then used to 
assess the impacts of the NWBC Preferred Options growth 
strategy. 

6.2.6  The Scenarios tested were as follows: 

• Scenario 1: 2028 Reference Scenario 
• Scenario 2: 2028 “Do Nothing” Scenario 

This scenario represents the 2028 Reference scenario with the 
addition of the LDF site allocations that fall within the model 
extent. The inclusion of the specific sites also has the effect of 
refining the background forecast growth and focusing it on the 
areas where NWBC LDF growth is expected. 
• Scenario 3: 2028 “Do Minimum” Scenario (adj for 

Sustainable Transport Assumptions) 
This scenario represents Scenario 2 with assumptions made for 
sustainable transport measures that will help to reduce the 
development site’s trip generation. 
• Scenario 4: 2028 “Do Something” Scenario (A5 Atherstone 

Model Only) 
This scenario has been developed in response to the outputs 
from the previous model scenario testing. The impact results 
shown in Scenario 2 have been used to inform the inclusion of 
various mitigation schemes. In the case of the Nuneaton & 
Bedworth testing minimal impact has been shown therefore no 
“Do Something” scenario using the Nuneaton & Bedworth model 
has been necessary. 
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• Scenario 5: 2028 “Do Something with Link Road” Scenario 
(A5 Atherstone Model Only) 

This scenario has been built on top of the final Atherstone 
Scenario 4 model and includes the addition of a proposed A5 to 
B5000 link road 

 
6.2.7 The modelling report for this assessment is included in Appendix F. 

6.2.8 The modelling assumptions adopted in the S-Paramics models for 
sites, land use, trip rates were the same as the CITEware 
assessment and were extrapolated to take account of the shoulder 
peak hours included in the S-Paramics models.  This process is 
detailed in Appendix F. 

6.2.9 The junctions highlighted in Figures 6.2 and 6.3 were assessed for 
performance in relation to the scenarios described above. 

 

 
  Fig. 6.2 Junctions Assessed A5 Atherstone Model 
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  Fig. 6.3 Junctions Assessed Nuneaton and Bedworth Model 
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Overview of S-Paramics Modelling 

6.2.10 The initial results from the ‘Do Nothing’ scenarios indicated no 
significant impact in the Nuneaton and Bedworth area resulting 
directly from the LDF sites. However, impact has been highlighted 
in the Atherstone area, most notably in the AM period and further 
impact on the network around Dordon with A5 Dordon roundabout 
and Long St / Church Road junction indicating statistically 
significant worsening in queue lengths. 

6.2.11 An assessment of the LDF trips in the Atherstone area with an 
assumption of a 7.5% reduction in development trips to account for 
model shift, was shown to alleviate the impact in the PM period. 
However, the AM network continues to show significant increases 
in the queues experienced on the A5 by Dordon and additionally at 
Holly Lane roundabout, A5 westbound approach. 

6.2.12 Subsequently, a package of mitigation measures was 
developed.Interventions were designed and targeted at the 
locations where known issues exist and where stress had been 
highlighted in the model testing. The models with the inclusion of 
the interventions were then assessed and the impact on the 
network presented. 

6.2.13 Three ‘Do Something’ packages were developed, two of which 
contained partial or full link road between B5000 and A5. In each 
case the impact at Dordon was shown to reduce or be mitigated 
completely, with the only exception being in the AM where a 
residual impact continued to be highlighted on A5 eastbound 
approach to Holly Lane roundabout. 

6.2.14 Detailed analysis of impacts is described in Appendix F.  Further 
detailed modelling will be required to ascertain further mitigation 
requirements with the town centres of Atherstone and Dordon.  
This will be developed through working with the developers for 
sites local to these areas.  A nominal amount has been identified to 
contribute to these further mitigation strategies as described in 
Chapter 5 

Conclusion 

6.2.15 In general, the impact from the LDF sites has been shown to be 
relatively minor and where it does exist, it has been shown to 
centre around Dordon and on the adjacent section of the A5.The 
impact has also been more notable in the AM period. 
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6.2.16 The proposed interventions associated with the ‘Do Something’ 
scenarios have been shown to eliminate the majority of the impact 
highlighted in the ‘Do Nothing’ scenario. The inclusion of the new 
link road between A5 and B5000 has been shown to remove all 
significant impact on queues around Dordon and improve network 
wide performance. 

General Comments 

6.2.17 It should be recognised that these outputs are worst case.  
Strategic trip rates used in throughout this study are based on 
current trip rates.  As road networks become more congested it is 
highly likely that these trip rates will alter to account for trip re-
timing, modal shift and other sustainable measures such as home 
working.   

6.2.18 Modal shift when encouraged by comprehensive sustainable 
infrastructure and supporting policies could achieve a more 
significant reduction in travel.   

6.2.19 WCC does not hold sufficient annual monitoring data in North 
Warwickshire to make an assessment of peak spreading trends, 
However, Nuneaton and Bedworth automatic traffic monitors show 
clear evidence of peak spreading over the last 10 years.  This is 
likely to be a result of existing capacity constraints on the network.  
There is no reason to believe that this trend will cease, thus further 
reducing the future impact of development through time period 
choice. 

6.2.20 Another consideration is that these impacts assume that economic 
conditions are good and costs of motoring do not escalate.  With 
uncertainty about the future of economies, the supply of fuel and 
rising insurance premiums the level of background traffic and 
demands for use of the highway by car based trips may not be as 
large as expected.   

6.2.21 Background and committed development growth will contribute 
significantly to the overall levels of impact on the road network 
When identifying mitigation strategies, only those impacts related 
specifically to proposed developments can reasonably be expected 
to be mitigated.  However, certain mitigation strategies can actually 
benefit the network as a whole. Some committed developments 
and the future LDF proposals will be providing their own network 
mitigation which may have positive externalities for other road 
users.  A good example of this is MIRA. A substantial mitigation 
strategy is proposed which provides additional capacity which 
exceeds the development’s mitigation requirements.  MIRA related 
improvements have been included with this assessment..  
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6.3 Further Work 

6.3.1 It should be noted that this is a strategic assessment of the impact 
on the road network.  Detailed operation of junctions has been 
presented, however further detailed modelling work will be required 
when dealing with the individual site promoters.  The effects of 
modal choice have been accounted for, howevertime period choice 
and other measures that influence travel behaviour have not been 
considered.  As such the 7.5% modal shift is likely to be 
conservative. 
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7 Transport Interventions 
7.1 Introduction 

7.1.1 Identification of key transport interventions to mitigate the traffic 
impact relating to sites/scenarios was based on expert analysis of 
the modelling outputs. A Project board which included senior 
transport planning and development control officers from WCC and 
senior planners from NWBC, HA and JMP (HA consultants) was 
set up to interpret the modelling outputs and identify potential 
mitigation solutions.  Transport interventions were identified in 
terms of provision of sustainable transport to encourage modal shift 
(and to justify the 7.5% modal shift assumption) and key road 
network schemes to improve capacity. 

7.1.2 Key transport interventions were identified to mitigate development 
scenario traffic impact only.  Committed and background growth 
mitigation have not been considered to the same level.  Mitigation 
requirements for committed developments should have already 
been identified as part of the planning process.   

7.1.3 A Community Infrastructure Levy (CIL) charging scheme will be 
required to ensure that cumulative impacts of future development 
can be mitigated (i.e. no single development may trigger the 
requirement for a mitigation scheme, however, combined impact 
may trigger this need and therefore a charging structure may be 
required).  

7.1.4 The mitigation described in this chapter only considers 
requirements for site accesses where it forms part of a wider 
mitigation scheme (e.g.B5000 link road)l.  Otherwise delivery of site 
accesses will be the responsibility of the developer.  Position of site 
accesses is important and can influence the mitigation required.  
Constraints and issues relating to site access are described in 
Appendix F. 

7.1.5 It should be noted that mitigation requirements are based on 
professional opinion following interrogation of the output from the 
strategic modelling exercises.  To fully understand the impact of the 
developments and the mitigation requirements, an in depth 
microsimulation modelling study would be required which would 
include all committed developments and schemes, would take 
account of time period choice and modal shift and would test a 
series of mitigation options for a development scenario.  This kind 
of study is not possible until there is more certainty over the 
location and size of sites for growth. 
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7.1.6 A number of the mitigation schemes identified may be 
delivered/partly delivered by developments that are currently in the 
planning process. Therefore some schemes may not be 
required/costs reduced if they are delivered by such developments. 

7.1.7 The majority of schemes will fall within Highway Extent of 
developer controlled land, thus ensuring they can be delivered 
more easily. 

7.1.8 Costs were calculated based on a high level review of the 
proposed mitigation measures identified through the modelling 
assessment. Included in the costs are an element attributable to 
highway works, an element attributable to the cost of implementing 
signals where necessary, the latter of which contains at least some 
account of any likely commuted sums. An element attributable to 
the design and delivery costs will also be included. Design and 
delivery costs are in the region of 48% (based on a similar 
assessment recently carried out for Warwick District) of the costs of 
highway and signal works attributable to each scheme. A similar 
assessment of NWBC/NBBC area schemes will be undertaken in 
conjunction with the HA.  At this stage these costs will be high level 
estimates, however they will be informed by WCC officers and HA 
officers through an overarching review of the proposed schemes, 
therefore representing the most accurate costing that is available at 
the current time which is appropriate for a strategic level of 
assessment. A breakdown of the costs per scheme is provided in 
Table 7.1. 

7.1.9 Where a new bus service is required to serve a site or cluster of 
sites approximately £800,000 contribution over 5 years would be 
required to deliver a 15 minute bus service, dependent on distance 
and hours of operation.  At certain sites there may be opportunity to 
make minor diversions to existing routes subject to the agreement 
of bus service providers and will also incur costs.   

7.1.10 Further work would be required to ascertain the actual bus service 
provision for each individual site.  This work can be undertaken 
once there is more certainty over the exact location of sites and the 
level of growth adopted.  

7.1.11 Where development sites are clustered it would be possible to 
achieve a critical mass that enables greater mitigation possibilities.  
This is especially true in the provision of sustainable travel 
infrastructure.   

7.1.12 Although the usual approach is to ensure that the highway network 
experiences nil detriment, some of the more major mitigation 
solutions may actually accrue benefits for the wider network.  
However, it is inevitable that some areas of the network will 
experience additional congestion issues as a result of growth 
levels. 
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7.2 The Transport Strategy  

7.2.1 The following rationale underpins the transport strategy which the 
County Council believes is necessary to support the objectives of 
the LDF Core Strategy and the delivery of development through the 
various scenarios for development locations provided by NWBC: 

• Maximise the use of public transport to meet new travel demand for 
both short and medium/longer distance journeys; 
• Maximise the overall number of trips which can be made on foot and 
by bike; 
• Ensure that development does not generate significant numbers of 
car trips through town centres and in surrounding communities; and 
• Minimise the need for significant new highway infrastructure, unless it 
is essential. 

 
7.3 Interventions required to deliver the Transport 

Strategy 

7.3.1 Mitigation schemes for each scenario have been identified and an 
indicative cost is provided.  A full list of all mitigation options is 
provided in section 5.4 which includes further details on the likely 
requirements. 
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7.4 Mitigation Scheme Definitions 

7.4.1 The following table provides more detailed of the key transport 
interventions required to mitigate the impact of the development 
proposals.   

7.4.2 The responsibilities for contributing towards mitigation scheme 
costs are identified in section 5.3, these may differ for each 
development site combination in each scenario and further work is 
required on this aspect through more detailed modelling.  

Schemes marked “possible” with no scheme code are classed as more 
aspirational proposals.  Further detailed modelling would be required to 
identify the requirement for such proposals 
 
Scheme 
Code 

Key transport 
interventions  

Approximate 
Cost Explanation 

1 A5 Holly Lane 
Roundabout £1,200,000 

A key junction on the A5, Holly Lane 
Roundabout in Atherstone is likely to need 
additional capacity to cope with projected 
growth.  The mitigation  included in the S-
Paramics assumed the following 
interventions:   
- Eastbound exit to A5, extend 2 lane exit 
through to 
A5 dual carriageway 

2 
A5 – Grendon 
Roundabout 
Improvements 

£1,100,000 

A key junction on the A5, Grendon 
Roundabout is likely to need additional 
capacity to cope with projected growth.  
There is possibility of lane and carriageway 
widening on the A5 although signals may be 
preferable. The mitigation  included in the S-
Paramics assumed the following 
interventions: 
- Extended flare on eastern and western 
approaches 
- Widen eastern and western exit to 2 lanes 
- Widen northern approach to 2 lanes 

3 
A5 – Dordon 
Roundabout 
Improvements 

£1,400,000 

Another key junction on the A5 within North 
Warwickshire, Dordon Roundabout is likely to 
need additional capacity to cope with 
projected growth.  There is possibility of lane 
and carriageway widening on the A5 although 
signals may be preferable. The mitigation  
included in the S-Paramics assumed the 
following interventions: 
- Widen eastern approach to 3 lanes (incl. 
downstream 
circulating) 
- Extend northern approach flare 
- Widen eastern exit to 2 lanes 
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Scheme 
Code 

Key transport 
interventions  

Approximate 
Cost Explanation 

4 Town Centre 
Improvements 

Up to 
£1,000,000 

Careful consideration needs to be given as to 
whether additional capacity should be 
provided where possible in order to alleviate 
town routes, whether further improvements 
to sustainable infrastructure such as further 
cycle route provision, bus priority and 
crossing facilities with the aim of reducing 
demand or divert the funds for use on the 
wider highway network on order to provide 
realistic alternatives to using town centre 
through routes.  The funding pool could be 
used for any of these options or combinations 
and may require involvement of stakeholder 
groups to decide the most appropriate way to 
use the fund. 

5 
Sustainable 
Transport 
Contributions 

Up to 
£1,500,000 

Extensive sustainable travel infrastructure 
should be constructed to encourage modal 
shift and thus alleviate pressure on the road 
network.  Provision should include paths/cycle 
routes and toucan/pedestrian crossings to 
avoid severance.  Provision of minor schemes 
has not been included in these costs but 
provision of bus shelters should also be 
included.  

6  A5-B5000 Link 
Road  £9,000,000 

Although this scheme is not a prerequisite for 
the delivery of the Borough Plan, benefits are 
accrued.  It may also be the case that 
Tamworth growth highlights a requirement 
for this infrastructure.  If greater growth levels 
are realised in this area or consideration is 
given to growth over the next plan period, 
then the requirement for this infrastructure 
becomes more important.  S-Paramics 
assumed the following interventions: 
- A5 DOR11 Site Access to provide access 
through to new link road.  As modelled under 
traffic signal control.  – A5 – B5000 link built 
to a standard to take “through” traffic. 
- Roundabout on B5000 to connect to link 
road 
 
 

Table 7.1: Mitigation Schemes – Definitions 
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7.5 Other Modal Shift Mitigation Strategies (not included 
in transport interventions) 

7.5.1 Appendix G provides details of the Sustainable travel strategy.  
This strategy should include the following elements: 

7.5.2 Encouraging modal shift is a key strategy aimed at reducing the 
impact of the proposed growth within the Borough on the road 
network.  An approach combining “sticks and carrots” to influence 
modal shift is could be adopted.  Options to complement Green 
Travel Plans could include: 

Sticks 
• Preferential business rates for those employers that can demonstrate 

significant shifts in employee travel behaviour. 
• Parking tariffs for employee parking e.g. Work Place Parking Levy 

 
Carrots 

• Subsidised employee bus shuttles from all rail stations to build on the 
success of the National Grid shuttle bus. 

• Subsidised commuter bus shuttles to all rail stations. 
• Long distance virtual P&Rs and staff bus schemes. 
• Area wide car share databases. 
• Parking incentives for car sharers 
• Further investment in Smarter Choices. 

 
7.5.3 Smarter Choices are ‘soft’ measures that seek to influence 

people’s travel behaviour away from car use towards more 
sustainable modes of transport.  They are aimed at helping people 
to choose to reduce their car use while enhancing the 
attractiveness of more sustainable alternatives, such as walking, 
cycling and public transport. Examples of such measures include: 

• Workplace and School Travel Plans  
• Personalised travel planning 
• Travel awareness campaigns 
• Public transport information and marketing  
• Car clubs 
• Car sharing schemes  
• Teleworking, teleconferencing and home shopping 
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7.5.4 ‘Smarter Choices’ measures have an integral role in 
complementing ‘hard’ infrastructure improvements, which alone are 
unlikely to generate significant behaviour change. Information, 
promotion, marketing and other supporting measures are key to 
successful schemes aimed at increasing use of sustainable 
transport and reducing single-occupancy car journeys through 
improving knowledge, perceptions and choice of alternative modes 
of transport. Research by Sustrans shows that lack of information 
about alternative modes such as cycling and public transport, and 
motivation to try them, are key barriers to change.  

7.5.5 The DfT commissioned a major study in 2004 to examine whether 
large-scale programmes could potentially deliver substantial cuts in 
car use. In summary the results suggested that, within 
approximately 10 years, smarter choices measures have the 
potential to reduce national traffic levels by about 11% with 
reductions of up to 21% of peak period urban traffic.  

7.5.6 Each measure should work on the three principles of (i) 'inform'; (ii) 
'enable'; and (iii) 'promote' with resources and interventions tailored 
to the individual needs of the target audience and proximity to the 
development (s).  

7.5.7 Example activities for each of the three principles include, but are 
not limited to: 

 (i) Inform - provide route maps, timetable information, travel advice; 
(ii) Enable - 'taster' public transport tickets, travel training services, 
marketing offers 
(iii) Promote - destination advertising, discount (e.g. 2 for 1 via rail) 
promotions, public transport launch events. 
 

7.6 Initial Assessment of Deliverability 

7.6.1 WCC believes that the impact of the Preferred Options can be 
mitigated and that there are no fundamental barriers to delivering 
schemes that achieve mitigation.  Overall the network should be 
able to accommodate the level of growth proposed, however there 
will be areas of the network that will suffer from increased 
congestion and safety issues with no potential mitigation options.  
Implications of development (in particular congestion issues) will be 
closely related to the growth scenario adopted.  
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7.7 Managing Risk 

7.7.1 Throughout the work undertaken to date on the LDF Borough Plan, 
the County Council has attempted to identify and manage risk and 
will continue to do so as the Borough Plan evolves. Examples of 
this include the following: 

• Early discussions with the Borough Council regarding its LDF, and 
timely submissions on transport throughout the development of the 
strategy; 

• Joint working with the Highways Agency to ensure that a complete 
assessment of the impact of development on the local and strategic 
highway network is undertaken with agreements on the most suitable 
way forward in terms assessing these impacts once there is more 
certainty on the levels of growth and locations of sites; 

• Establishment of joint working arrangements with the developers of 
the preferred sites; 

• Carrying out timely discussions with other organisations regarding 
potential transport interventions and measures; 

• Commenting and advising on the technical work in support of the 
proposals for major infrastructure delivery; 

• Possibility of undertaking work on key measures to help support the 
transport network of the towns and the LDF housing and employment 
growth. This may include the assessment of public transport 
improvements, town centre proposals and the design of key 
mitigation infrastructure. 

• Advising developers on measures to encourage modal shift. 

7.7.2 It is envisaged that further detailed work will be undertaken in 
conjunction with developers, public transport providers and 
authorities to develop a comprehensive Transport Infrastructure 
Delivery Plan prior to the LDF Core Strategy Examination in Public 
to further reduce any remaining elements of risk. 

7.8 Funding 

7.8.1 WCC indicative costings suggest that contributions towards 
mitigation schemes would be approximately £15.2m 2013 prices, 
dependent on site selection and the requirements for additional 
mitigation.   Effectiveness of mitigation is dependent on scenario, it 
is likely that the impact from some sites cannot be fully mitigated.   

7.8.2 These mitigation schemes do not include revenue based 
contributions towards bus services which could be significant.  
Further studies would be required to understand the requirements. 
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7.8.3 Further modelling work would be required to identify the definitive 
requirements for new infrastructure, and there is the possibility that 
costs could escalate if major schemes are discovered to be 
necessary. This is however thought to be unlikely at this stage. 

7.8.4 Based on between 3085 houses (as proposed by NWBC), a 
contribution of approximately £4,927 per housing unit would be 
required towards transport improvements.  Please note this does 
not include contributions from employment developments which at 
this stage would be difficult to calculate.  Therefore, costs per 
household could be considerably reduced. 

7.8.5 It should be noted that costs are based on current prices.  They are 
derived from the professional opinion of the Project board.  No 
detailed cost estimates have been undertaken. Although 
contingency has been provided in the cost estimates, the existence 
of utility services and purchasing of land can substantially increase 
costs. 

7.8.6 Funding could be secured through the traditional S106 agreement 
approach or a Community Infrastructure Levy(CIL) approach. 

7.8.7 The benefits of using the CIL type approach would be that an 
average cost per household/cost per trip could be collected and 
placed in a funding pool which could be used for mitigation 
purposes.  Under the S106 approach it may be that an uneven 
distribution of costs and responsibility is placed on the different 
development sites.  For instance, it may be considered the 
quantum of development in Grendon may require dualling of the A5 
and developers would be expected to pay for it.  In reality 
development traffic from all sites may use the route and diverted 
background traffic may alleviate routes surrounding alternative 
developments, thus reducing the need for mitigation in these areas.  
Therefore all developments accrue benefits from the mitigation 
packages as a whole and should provide contributions in relation to 
the number of housing units and/or the size of employment 
development.  A simple way of calculating this would be to 
calculate the number of vehicle trips generated by each 
development site and apportion costs on this basis. 
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7.9 Initial Assessment of Deliverability 

7.9.1 WCC believes that the impact most scenarios can be mitigated to 
varying degrees and that there are no fundamental barriers to 
delivering schemes that achieve mitigation. A number of schemes 
presented have potential to accrue benefits for the wider network.  
However there will be implications resulting from any level of 
growth.  Overall the network should be able to accommodate the 
level of growth proposed, however there will be areas of the 
network that will suffer from increased congestion issues with no 
potential mitigation options.  Implications of development (in 
particular congestion issues) will be closely related to the growth 
scenario adopted.  
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8 Conclusions and Further Work 
8.1 Conclusions 

8.1.1 This document has outlined the existing transport issues within 
North Warwickshire Borough, highlighted the impact of proposed 
growth scenarios and their existing accessibility, taking 
consideration of committed developments including regionally 
significant logistics sites. A series of possible mitigation 
infrastructure schemes have been proposed to be complemented 
by sustainable transport provision, soft measures in the form of 
“Smarter Choices” and policy changes to influence travel 
behaviour. 

8.1.2 Strategic modelling CITEware modelling and detailed strategic 
modelling within S-Paramics microsimulation have been 
undertaken tools. The interpretation and identification of mitigation 
schemes was carried out by the Project Board. 

8.1.3 WCC believes that a combination of innovative engineering 
solutions in parallel with significant, effective, sustainable transport 
provision will mean that all scenarios that the Borough put forward 
can be accommodated.  However there will be differing levels of 
impact.  It has been demonstrated that some development sites do 
have poor accessibility when based on existing provision of 
infrastructure and services.  This is in part a function of the rural 
characteristics of the Borough.  However all scenarios/sites should 
improve accessibility through comprehensive sustainable travel 
packages.  It should also be noted that the capacity of existing bus 
services are unlikely to be sufficient to accommodate some or all of 
the levels of growth proposed. 

8.1.4 Any growth strategy will have implications on the road network.  
There may be some areas of the network that accrue significant 
benefits from well targeted mitigation measures especially where a 
critical mass of development exists.  However, with any proposed 
growth level there will be areas of the network that suffer.  The 
extent to which gains and losses are experienced on the network is 
provided within the S-Paramics microsimulation modelling report. 
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8.1.5 It is likely that existing capacity constrained areas such as town 
centres will continue to be placed under increased pressure.  
Although some outputs indicate significant increase in flow in these 
areas, it is known that the existing capacity would constrain this 
demand.  It is more likely that in this type of situation, pressure 
would be sustained for a longer periods i.e. peak spreading.  These 
areas are capacity constrained because of the topography and 
existing land uses, unfortunately there are few engineering 
solutions to mitigate these impacts given the existing land 
constraints.  Even through provision of upgraded/alternative routes 
to allow traffic to avoid these areas would still experience a 
significant impact as there will always be a residual demand for 
town centre retail and services from both existing users and new 
trips associated with the development sites. The impact on the 
modelling outputs may appear severe in places however a number 
of points must be considered in their interpretation; 

• The strategic modelling does not account of the propensity for 
modal shift through infrastructure, public transport provision, 
policy changes, congestion avoidance, escalating costs of 
motoring and targeted soft measures such as “Smarter 
Choices”. The detailed S-Paramics modelling assumes a “don 
nothing scenario” and a 7.5% model shift assumption to reflect 
the rural nature of the Borough and the difficulty in providing 
comprehensive sustainable travel provisions Approximately 15-
20% modal shift was in fact the recommended targets for use in 
Rugby Borough Council’s LDF Core Strategy which was 
subsequently approved following the Examination in Public. 

• Time period choice becomes a reality.  Evidence already exists 
of peak spreading elsewhere within Warwickshire across the 
cordon monitors. This is likely to continue as more pressure is 
applied to the network. 

•  
• The strategic modelling exercise does not recognise congestion 

caused by background, committed and proposed sites.  Routing 
is based on current congestion conditions.  The model does not 
recognise that certain links and junction will have capacity.  As 
such there is no dynamic feedback where the model will reroute 
traffic based on congestion experienced.  However, the S-
Paramics modelling on the A5 corridor overcomes these issues. 
 

• The assumption is that economic conditions are good.  Recently 
we have experienced negative traffic growth as a result of 
economic recession, thus creating capacity on the network. 
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• DfT NTM traffic growth forecasts have recently (post CITEware 
modelling exercise) been adjusted down to take account of 
recent economic growth forecasts. 
 

8.1.6 A comprehensive and viable set of mitigation infrastructure 
proposals has been identified for each scenario.  Dependent on 
scenario, these costs are up to £15.2m.  Over the 3085 houses 
assessed this would equate to a contribution of £4987 per housing 
unit.  This does not include any contribution from the substantial 
proposed employment land..   

8.1.7 Effectiveness of mitigation is dependent on scenario.  The impact 
of traffic from some sites is more difficult to mitigate.  There are 
some areas of the network that are already at capacity and there is 
little scope to provide further capacity through junction 
improvements, especially around town centre areas.  Consideration 
has been given to managing risk throughout the LDF Core Strategy 
planning process.  

8.1.8 WCC has expressed a view that a Community Infrastructure Levy 
type scheme is the preferred route to manage developer 
contributions for mitigation proposals. 

8.1.9 A series of recommended further studies is outlined in the following 
section.   

 
8.2 Further Work 

Highways Agency Route Management Strategies 
 

8.2.1 Route Management Strategies (RMS) are being undertaken by the 
Highways Agency.  The A5 RMS will formulate the HA’s strategy 
for this section of the A5 from 2015onwards. 

8.2.2 RMS’s will be evidence based and will draw upon sources such as 
Local Plan Strategic Transport Assessments and the A5 Transport 
Partnership Strategy 

8.2.3 RMS’s will form the basis of investment plans for the Highways 
Agency from 2015 onwards.  Such investments may contribute to 
the identified schemes or schemes which provide even greater 
capacity improvements. 
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Further detailed modelling of Preferred Option using S-Paramics 
 

8.2.4 WCC has established a licence agreement and modelling protocol 
for use of the models by developers.  WCC will work either in 
isolation or with promoters of the preferred sites to test mitigation 
proposals.  This will also cover phasing of development and 
mitigation. 

8.2.5 Further work on the requirements and viability of public transport 
provision will be required and will involve close working 
relationships with site promoters, bus and rail service providers and 
WCC. 

 
Costing and Feasibility Assessment of Transport Interventions 

 
8.2.6 Estimates covering the mitigation requirements have been provided 

within this document. 

8.2.7 Now that the mitigation requirements are defined, further work on 
the costing and feasibility of the transport interventions can be 
undertaken.   

8.2.8 Where substantial mitigation requirements are proposed with 
significant construction of infrastructure, it may be appropriate to 
undertake preliminary feasibility studies and seek funding from 
other sources. 

Preparation of Draft IDP/Input to Wider Viability Assessment 
 
8.2.9 It is recognised that the LDF Borough Plan needs to be supported 

by a comprehensive Transport Infrastructure Delivery Plan, which 
covers the measures which are required to mitigate the impact of 
the proposed development sites. 

8.2.10 An Infrastructure Delivery Plan will be prepared to support the 
development proposals set out in the LDF. WCC has identified a 
number of the transport mitigation measures as described in 
Chapter 5.  These proposals will form the basis for mitigation 
testing through more detailed modelling exercises.  Once the broad 
specification of the mitigation requirements is defined, the 
preparation of the Infrastructure Delivery Plan can be undertaken. It 
is suggested that officers from both the Borough and County 
Council meet at an appropriate point in the near future to discuss 
the current mitigation proposals. 
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8.2.11 It is envisaged that further work will be undertaken prior to the LDF 
Core Strategy Examination in Public to further reduce any 
remaining elements of risk within the Transport Infrastructure 
Delivery Plan. 

 
Preparation of Developer Contributions SPD/draft CIL Charging 
Schedule 
  

8.2.12 It is anticipated that contributions from developers will be secured 
through either the conventional S106 route, or via an approach 
based on the principles of a Community Infrastructure Levy (CIL). 
This document highlights, the County Council view that the latter, a 
CIL type developer contribution model, as its preferred approach. It 
is understood that this would need to be produced as a separate 
Supplementary Planning Document (DPD) to the LDF Core 
Strategy. 

8.3 Changes to Development Assumptions 

8.3.1 Since undertaking this modelling assessment, NWBC have 
informed WCC of some minor changes to the development 
assumptions.  These are summarised as follows: 

• Site ATH4 – “Part of site is affected by current floodzone 2 and 3. 
The Preferred option will avoid development in the floodzones and 
housing delivery is likely to be less, around 92.” 

• Site ATH5 – “Part of site is affected by current floodzone 2 and 3. 
The Preferred option will avoid development in the floodzones and 
housing delivery is likely to be less, around 103.” 

• Site POL6 – “Site is to be enlarged to 6.1has with 137 units (net).”  
 

8.3.2 WCC consider that these changes do not alter the conclusions of 
this report. In the context of a Strategic Transport Assessment 
these changes are insignificant.  The overall quantum of 
development does not change, with more focus on sites within the 
Polesworth area.  The mitigation requirements do not materially 
change and will be determined in detail at the planning application 
stage. 
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Job Name: Warwickshire CITEware 

Job No: 28810 

Note No: 001 

Date: 11/09/13 

Prepared By: Neil Bateman 

Subject: Overview of CITEware  
 

Item Subject 

1.  Introduction 
 
The conceptual basis of the strategic modelling technique used in CITEware was 
developed for Warwickshire County Council and the Highways Agency in order to 
provide a robust strategic modelling tool to allow WCC to measure the impact of 
planned developments on the strategic road network.  
 
The concept of a model utilising journey time and distance to predict strategic journey 
routing has evolved over time to incorporate a number of routing behaviour rules, and 
a finer grade of initial distribution has been achieved, however the basis remains the 
same; A distribution of likely trips to and from a destination using census data, and 
route choice determined by a combination of travel time and distance to the 
destination. 
 
The current model is based in Microsoft Access, and runs using data taken from GIS 
and other sources. For displaying the results it is best to use a GIS to match up the 
output results (in spreadsheet format) with a GIS representation of the road network.  
The GIS network used is based on the Ordnance Survey’s StrateGI layer, licensed 
under the opendata system. The network does have a significant difference from a 
truly geographically accurate map, due to its focus on clarity and legibility as a 
schematic mapping layer. However, the most important factors for our modelling is 
the length and accurate joining points for the modelling links and the marginal 
differences from a more accurate layer are outweighed by the benefits of it’s 
consistency and accurate bridging data, and goes down to a minor road level which is 
more than sufficient for a strategic model. 
 
The model uses Tempro growth factors to estimate background traffic growth in future 
years, and road capacities are calculated on the basis of DMRB formulae where 
volume over capacity calculations are done.  
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2.  Trip distribution 
 
Trip distribution is based on 2001 census journey-to-work information. A given site 
has its trip generation allocated to wards in the proportions found in census data, and 
this is then allocated across the road network, so that all roads where it is feasible 
that trips may load onto are given a ‘packet’ of trips which will then be routed to their 
destination (in the case of inbound trips – for outbound trips the packet travels in the 
opposite direction). 
 
Any other planning assumptions (other potential sites which will produce trips to/from 
a modelled development) are compared on a distance and size basis to the existing 
travel patterns and inserted as equivalent gravity-draws to the existing wards. In effect 
this estimates what the travel pattern would be if the planning assumptions were in 
place by treating them as being in competition with the wards already present for a 
proportion of trips. 
 
The potential pitfall using this methodology is that when a planning assumption is both 
large and very close to a modelled development, it could potentially be estimated to 
have an even larger proportion of trips than in reality. Although the large size and 
proximity of a planning assumption might well make journeys between it and a 
modelled development desirable, clearly in reality the number of jobs available and 
other considerations would not allow an overwhelming proportion of trips to travel a 
very short distance to another site, even if it were very large.  There is also a facility to 
cap the maximum draw to an individual planning assumption to avoid this. 
 
Large sites in proximity to one another can also be treated as part of a single 
development (from a modelling point of view), or not used as planning assumptions 
for each other so as not to distort the travel patterns. For the purposes of the model 
any sites that are closer than 1km to one another will sometimes model better if 
treated as a single development unless the draw is capped. 
 

3.  Decision-making at junctions 
Once a development location has been determined, the destinations are taken as the 
wards that the census data indicates people will travel from/to. The model splits the 
population travelling to/from the development in the proportions taken from the 
census data, modified by any planning assumptions that are present in the modelled 
scenario. 
 
Each destination is given a proportional draw, and the population is loaded onto a 
simplified version of the road network; Junctions are simplified to a t-junction or 
crossroads. This enables every junction to have a calculated probability of journeys 
heading down the possible routes leading from it. 
 
The probability is based on distance and time values calculated from known and 
estimated average road speeds and distances taken from the OS data, and both 
distance and time are taken into account: 
 
Originally, the probability of using a link was determined by the ratio between the 
values of: 

1 
Distance2 

 
However, after consideration and testing another factor was tried: 
 

1 
Average Speed2 
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This has some advantages, as it considered other factors than the shortest route, but  
we were unconvinced that this was a satisfactory methodology, as sometimes it would 
favour a faster route that nonetheless was longer and unlikely to be favoured in 
reality. 
 
Having time be a factor was, however, something that was a sound idea that made 
the model reflect reality more closely, so after trying various factors, we arrived at:  
 

1 
Distance x Time 

 
This is an effective predictor of travel as it factors in both the time taken for a given 
route as well as the distance involved, as it was considered that both the speed of a 
given route, as well as the perceived distance of travel would be factors in choosing a 
particular route. 
 
At every possible junction, available routes are evaluated. Routes that are “time-
negative” I.E they take you further away from the destination, are discounted. All other 
routes are compared and trips are allocated proportionately. Dead ends are treated 
as only useful if a destination is located on them – otherwise the routing simply avoids 
them. 
 
 
 

4.  Datasets used 
 

• The datasets that were used in the model development are as follows: 
 

• Strategi road network (Ordnance survey) 
 

• Journey-to-Work dataset from 2001 census 
 

• Ward boundaries 
 

• DfT Congestion Indicator data to inform road speed 
 

• WCC Centre Line Flow project to inform on base traffic flows across county 
network. 
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Site: ATH4 SLA 77 Land East of Holly Lane B4116 
 
The Proposals: Potentially 338 Dwellings, 253 Proposed 
 
Highway Observations: 
 
Access:  
There are only field accesses to the site currently. 
 
Carriageway: 
The existing carriageway is wide enough for two way traffic flows. 
 
Footway: 
There are no footways on Old Holly Lane and no footway on the site side of Sheepy 
Road. Footway links will need to be provided. 
 
Speed Limits: 
The speed limits on the sections of road fronting the site are 60mph on Old Holly 
Lane and 50mph on Sheepy Road. With the introduction of housing we would 
recommend speed limit reductions where possible. 
 
Visibility Splays: 
"Y" distances of 160.0 and 215.0 metres could be recommended and achieved 
currently, but lower speed limits are recommended, which will result in a reduction of 
the “Y” distances.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking. 
Alterations to the existing bus route may be required.  
 
Access to the rail network is considered too far to walk to. 
 
There are no local amenities within recommended walking distances. 
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH5 SLA78 Land West of Holly Lane 
 
The Proposals: Potentially 739 Dwellings, 554 Proposed  
 
Highway Observations: 
 
Access:  
There are only field accesses to the site currently. 
 
Carriageway: 
The existing carriageway is wide enough on Old Holly Lane for two way traffic flows, 
but Whittington Lane is only wide enough for one way traffic. If Whittington Lane is to 
be used then the carriageway will require widening. 
 
Footway: 
There are no footways on Old Holly Lane or Whittington Lane. Footway links will 
need to be provided. 
 
Speed Limits: 
The speed limits on the sections of road fronting the site are 60mph. With the 
introduction of housing we would recommend speed limit reductions where possible. 
 
Visibility Splays: 
"Y" distances of 215.0 metres could be recommended and achieved currently, but 
lower speed limits are recommended, which will result in a reduction of the “Y” 
distances.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, but 
should be provided. 
 
Access to the rail network is considered too far to walk to. 
 
There are no local amenities within recommended walking distances. 
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 



5 
 

Site: ATH6 SLA83 Land North of A5, East of Whittington Lane 
 
The Proposals: Employment 
 
Highway Observations: 
 
Access:  
The site appears to be split, with the canal running through the centre of the site. 
There are dropped kerbed accesses to the southern site currently from Holly Lane, 
but no access from the A5. There are no accesses to the northern side of the site 
from the public highway. 
 
Carriageway: 
The existing carriageway is wide enough on Holly Lane for two way traffic flows. 
 
Footway: 
There are footways on Holly Lane and the A5 on the site side of the carriageway. 
The tow path along the canal could be used to connect the site with the town centre 
(avoiding crossing the A5). 
 
Speed Limits: 
The speed limits on the sections of road fronting the site on Holly Lane are 40mph 
and NSL on the A5.  
 
Visibility Splays: 
"Y" distances of 120.0 metres would be recommended on Holly Lane, which cannot 
be achieved currently in both directions.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered within walking distance of the sites. 
 
There are available local amenities within recommended walking distances. 
 
Conclusion: 
The proposed development may not be able to be achieved. Speed surveys may 
need to be undertaken to see if visibility splays could be reduced. The Highways 
Agency will need to be contacted to see if they would support access(es) from the 
A5. 
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Site: ATH7 SLA98 Land North of Holly Lane / Rowlands Way 
 
The Proposals: Potentially 83 Dwellings, 62 Proposed  
 
Highway Observations: 
 
Access:  
There are 2 bellmouth accesses to the site currently. 
 
Carriageway: 
The existing carriageway is wide enough on Old Holly Lane and Holly Lane for two 
way traffic flows 
 
Footway: 
There is a partial footway on the proposed site side on Old Holly Lane and a 
continuous link on Holly Lane, again on the application site side of the carriageway. 
Continuous footway links will need to be provided. 
 
Speed Limits: 
The speed limits on the sections of road fronting the site are 40mph. Recusing the 
speed limit could be recommended. 
 
Visibility Splays: 
"Y" distances of 120.0 metres could be recommended and achieved currently on 
Holly Lane only, but lower speed limits could be recommended, which will result in a 
reduction of the “Y” distances.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, but 
should be provided. 
 
Access to the rail network is considered too far to walk to. 
 
There are no local amenities within recommended walking distances. 
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH8 SLA100 Durnos Nursery, Old Holly Lane 
 
The Proposals: Potentially 112 Dwellings, 84 Proposed  
 
Highway Observations: 
 
Access:  
There is a dropped kerbed access to the site currently. 
 
Carriageway: 
The existing carriageway is wide enough on Old Holly Lane for two way traffic flows. 
 
Footway: 
There are no footways on Old Holly Lane. Footway links will need to be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 60mph. With the 
introduction of housing we would recommend speed limit reductions where possible. 
 
Visibility Splays: 
"Y" distances of 215.0 metres could be recommended and achieved only in a 
northerly direction currently, but lower speed limits are recommended, which would 
result in a reduction of the “Y” distances.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, but 
should be provided. 
 
Access to the rail network is considered too far to walk to. 
 
There are no local amenities within recommended walking distances. 
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH9 SLA120/PS03 Land at Westwood Road (D200) / Herring Road 
(X1823) 
 
The Proposals: Potentially 23 Dwellings, 20 Proposed  
 
Highway Observations: 
 
Access:  
There is no vehicular access to the site from Herring Road. The carriageway 
adjacent No.39 Herring Road has been designed to provide a continuous link into 
the site, including footways. 
 
Carriageway: 
The existing carriageway is wide enough for two way traffic flows. 
 
Footway: 
There are potential footway links from Herring Road, which will need to be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved, but the layout 
should be designed to estate roads standard requiring visibility in accordance with 
20mph speeds, so the visibility splays can be reduced to 33 metres.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking from 
Margaret Road, but as the route includes a footbridge over the railway line, access 
by all highway users is not possible. 
 
Access to the rail network is considered too far to walk to. 
 
Local amenities within recommended walking distances include a school only. 
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH10 SLA131/PS13 St Georges Road, Atherstone 
 
The Proposals: 10 Dwellings  
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site from St Georges Road is approximately 3.9 
metres in width, but will be widened to 4.4 metres, which is wide enough to provide 
two way traffic flows for cars only. 
 
Carriageway: 
The existing carriageway on St Georges Road is wide enough for two way traffic 
flows. 
 
Footway: 
The footway links from to St Georges Road are to be made narrower, preventing two 
way pedestrian movements. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph, but has traffic 
calming features to prevent speeding.  
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered too far to walk to, but the bus service can 
link the site to the station. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to the proposed development as the site could not 
be serviced in accordance with guidance and the footway within the access is to be 
narrowed preventing those with disabilities using the footway. Retirement bungalows 
have been given permission on the site.  
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Site: ATH12 PS15 Land off York Avenue / Lister Road 
 
The Proposals: Potentially 16 Dwellings, 24 Units and Retail Space Proposed 
 
Highway Observations: 
 
Access:  
The existing service vehicle access York Avenue will be altered and used for the 
western side of the development, and a new vehicular access is to be constructed on 
Lister Road for Units 17 to 20. 
 
Carriageway: 
The existing carriageway on York Avenue and Lister Road is wide enough for two 
way traffic flows. 
 
Footway: 
The footway links from all of the approved dwellings. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered too far to walk to, but the bus service can 
link the site to the station. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to the proposed development, and a stopping 
up order is currently in process to alter the adoptable highway.   
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Site: ATH13 PS97 Land at Witherley Road 
 
The Proposals: 3 Dwellings  
 
Highway Observations: 
 
Access:  
The existing vehicle access from Witherley Road is approximately 5.2 metres wide, 
which would be considered acceptable. However, the footway crossing is only 3.7 
metres wide, so will need to be widened. 
 
Carriageway: 
The existing carriageway on Witherley Road is wide enough for two way traffic flows. 
 
Footway: 
There are footways on both sides of Witherley Road. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered too far to walk to, but the bus service can 
link the site to the station. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH14 PS12 Atherstone Football Ground, Sheepy Road 
 
The Proposals: Potentially 67 Dwellings, 50 Proposed  
 
Highway Observations: 
 
Access:  
There are 2 existing vehicular accesses to the site from Sheepy Road and bellmouth 
accesses from Holly Lane and Gypsy Lane. 
  
Carriageway: 
The existing carriageway widths are wide enough for two way traffic flows. 
 
Footway: 
There are footways on both sides of Sheepy Road and Holly Lane, and on the 
application site side of Gypsy Lane as far as the access. The footways a long Gypsy 
Lane may need improving. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 40mph. 
 
Visibility Splays: 
"Y" distances of 120.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered too far to walk to, but the bus service can 
link the site to the station. 
 
There are no local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH15 FD0157 Land at Rowlands Way / Holly Lane 
 
The Proposals: Employment  
 
Highway Observations: 
 
Access:  
There is an existing vehicular access to the site from Holly Lane, but could require 
widening for regular commercial vehicle movements. 
  
Carriageway: 
The existing carriageway widths are wide enough for two way traffic flows. 
 
Footway: 
There are footways on both sides of Holly Lane, but the southern footway needs to 
be widened and made continuous. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 40mph. 
 
Visibility Splays: 
"Y" distances of 120.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking. 
 
Access to the rail network is considered too far to walk to, but the bus service can 
link the site to the station. 
 
There are not local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH16 Princess Road (D178) Garages 
 
The Proposals: 2 dwellings 
 
Highway Observations: 
 
Access:  
There is an existing vehicular access to the site from Princess Road, approximately 
4.2 metres in width. There are no plans to widen the access for the number of 
dwellings proposed. 
  
Carriageway: 
The existing carriageway widths are wide enough for two way traffic flows. 
 
Footway: 
There is a footway on the site side of Princess Road. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered too far to walk to, but the bus service can 
link the site to the station. 
 
There are limited local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: ATH17 Vero’s & The Worx – Hat Factory, Station Road 
 
The Proposals: 26 Dwellings Proposed 
 
Highway Observations: 
 
Access:  
There appears to be two vehicular accesses to the site from Station Road, one 
through an archway and one through what appears to be a garage door. They may 
be able to be used for parking but are not wide enough to provide two way traffic 
flows, so would not be suitable for intensification of use. 
  
Carriageway: 
The existing carriageway on Station Road is wide enough for two way traffic flows. 
 
Footway: 
There is a continuous footway link from the site, but narrows on the application site 
side. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended, but cannot be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered within walking distance. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to the proposed development (application 
PAP/2010/0236) due to proposed intensification of use and alterations to the public 
highway. 
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Site: ATH18 Britannia Mill, Coleshill Road 
 
The Proposals: 40+ Dwellings (62 according to application number 
PAP/2008/0405). 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Richmond Road 
  
Carriageway: 
The existing carriageway widths are wide enough for two way traffic flows, but 
parking on both sides of Richmond Road and Coleshill Road restrict two way traffic 
flows. 
 
Footway: 
There is a continuous footway link from the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended, but cannot be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is considered just too far to walk to, but the bus service 
can link the site to the station. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to the proposed development on the grounds that 
there was insufficient parking in an already congested area, servicing of the site and 
the visibility splays from the access and junction of Richmond Road and Coleshill 
Road are below recommended distances. 
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Site: ATH19 Land off South Street 
 
The Proposals: Potentially 46 Flats, 26 Proposed 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Long Street and South Street 
  
Carriageway: 
The existing carriageway widths are wide enough for two way traffic flows. 
 
Footway: 
There is a continuous footway link from the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph, but there is 
localised traffic calming. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is within walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to the proposed development of the site. 
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Site: MAN1 Former Mancetter School playing field, Church Walk / Manor Road 
 
The Proposals: 80 Extracare Units 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Manor Road (D250) and Church Walk (D242). 
From discussions it is likely that the extracare site will be accessed from Church 
Walk and individual dwellings associated with the extracare facility accessed from 
Manor Road, each with its own access to the public highway. 
 
Carriageway: 
The existing carriageway widths are wide enough for two way traffic flows. 
 
Footway: 
There is a continuous footway link from the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph, but there is 
localised traffic calming. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site, but bus links are 
available. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: MAN2 Land at Church Walk 
 
The Proposals: 18 Units 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Church Walk (D242) and Albert Road (D248, 
accessed of Priory Walk) . Neither access is wide enough for two way traffic 
movements, and should be widened for intensification of use. There appears to be 
capacity to improve the access widths. 
 
Carriageway: 
The existing carriageway width on Church Walk is wide enough for two way traffic 
flows, but Albert Road is only 4.2 metres wide. If this access is to be retained then 
Albert Road should be widened. 
 
Footway: 
There is a continuous footway link from the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph, but there is 
localised traffic calming. 
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended and achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site, but bus links are 
available. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the proposed development could be achieved. 
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Site: MAN3 Former Allotments, Watling Street 
 
The Proposals: 6 Units 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Witherley Road (B4116), adjacent No.23.  
 
Carriageway: 
The existing carriageway fronting the site is subject to one way traffic flow from East 
to West.  
 
Footway: 
There is a continuous footway link from the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph and 50mph, but 
there is localised traffic calming in the 30mph section. But, the cushion is positioned 
such that vehicles do not have to drive over it, so do not have to reduce their speed. 
 
Visibility Splays: 
As the site abuts the A5 a "Y" distance of 90.0 metres could be recommended, which 
cannot be achieved, but as the speed limit changes fronting the site a “Y” distance of 
160 metres could be recommended, which cannot be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site, but bus links are 
available. 
 
There are not amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would object to a proposed development at this location. 
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Site: DOR2 SLA18 Rear of Co-op / 72 New Street, Dordon 
 
The Proposals: 11 Units 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from New Street (D114). The access is not wide 
enough to allow two way traffic flows and is not wide enough for the largest service 
vehicle most likely to visit the site to enter / egress. 
 
Carriageway: 
Vehicles can park on both sides of the existing carriageway fronting the site reducing 
the traffic flows to one way. 
 
Footway: 
There is no continuous footway link from the site currently, and only a narrow 
footway proposed on the northern side of the proposed access. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended, which cannot be achieved, 
unless the wall to No.72 is removed and the splay can over the frontage of the Co-
op.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site, but bus links are 
available. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to planning application PAP/2012/0498, but the 
planning authority granted permission. The applicant would like the site adopting, but 
design and access is not suitable for adoptable standards. 
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Site: DOR5 PS49(A) SLA89 Land at Dunns Lane, Dordon 
 
The Proposals: Potentially 36 Dwellings, Proposed27 and access to DOR17 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Dunns Lane (D98). There is a gated access 
currently to the site. Location of an access to the site is restricted by the position of 
traffic calming cushions. 
 
Carriageway: 
The width of the carriageway fronting the site is 4.2 metres wide, which is not 
enough to provide two way free flowing traffic. 
 
Footway: 
There is no footway fronting the site currently. A continuous footway link from the site 
will need to be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended, which can be achieved.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, so may 
need providing. 
 
Access to the rail network is not within walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
It may not be able to tie-in the existing highway footway and carriageway with the 
necessary footway and carriageway links from the site suitable for the proposed 
development.   
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Site: DOR8 SLA35 PS34 Land at Gypsy Lane, Dordon 
 
The Proposals: Employment 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from Gypsy Lane (C7), but potentially links to DOR10 
and DOR11 could be created providing direct access to the A5.  
 
Carriageway: 
The width of the carriageway fronting the site is 6.2 metres wide, which is enough to 
provide two way free flowing traffic, but not potentially wide enough for large 
movements of HGV’s. 
 
Footway: 
There is no footway fronting the site currently. A continuous footway link from the site 
will need to be provided, but may not be possible as land on the northern side of 
Gypsy Lane may not be in the control of the Highway Authority, Highways Agency or 
site landowner. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 60mph, which should be 
reduced if possible.  
 
Visibility Splays: 
"Y" distances of 215.0 metres should be recommended, which cannot be achieved, 
and even if the speed limit was reduced there could still be visibility issues due to the 
topography curvature of the carriageway. The carriageway along Gypsy Lane may 
need re-aligning to achieve the correct visibility splays. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking 
 
Access to the rail network is not within walking distance of the site, but there should 
be bus links. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
It may difficult to achieve the necessary carriageway works to provide the 
recommended splays. Access to the public highway from the site may have to be 
from adjacent sites linking in with the A5. 
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Site: DOR10 PS74 Recreation land south of A5 
 
The Proposals: Employment and Open Space 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from the A5, so the Highways Agency will need 
consulting. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for the potential traffic. 
 
Footway: 
There is a footway fronting the site currently.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 40mph.  
 
Visibility Splays: 
"Y" distances of 120.0 metres should be recommended, which can be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highways Agency will need consulting, but the proposals could be achieved. 
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Site: DOR11 SLA106 Land East of Birch Coppice, Dordon 
 
The Proposals: Employment  
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from the A5, so the Highways Agency will need 
consulting. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for the potential traffic. 
 
Footway: 
There is a footway fronting the site currently.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 50mph.  
 
Visibility Splays: 
"Y" distances of 160.0 metres should be recommended, which can be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
A planning application has been submitted for proposed development 
PAP/2013/0269, which the Highways Agency and Highway Authority have not 
objected to. A new signalised junction is proposed. 
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Site: DOR12 PS49 Land West of Gypsy Lane, Dordon 
 
The Proposals: 14 Dwellings or Access to DOR17 
 
Highway Observations: 
 
Access:  
The vehicular access to the site from the Gypsy Lane needs to be widened to allow 
two way traffic flows. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is not a footway fronting the site currently, and it may not be able to link one to 
the A5.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 60mph.  
 
Visibility Splays: 
"Y" distances of 215.0 metres should be recommended, which cannot be achieved. It 
may be possible to reduce the speed limit, but the distance from the access to the 
roundabout junction with the A5 is approximately 45 metres. Approach speeds from 
the roundabout appeared higher than 30mph, which is the speed appropriate for the 
available visibility splay. Measures may need providing to reduce the approach 
speeds. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
The proposed development could be achieved, but could require alterations to the 
carriageway and the speed limits reducing, which may not be possible. Footway links 
could be difficult to provide. 
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Site: DOR13 SLA107 Land west of Dordon 
 
The Proposals: Employment and Open Space 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from the A5, so the Highways Agency will need 
consulting. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for the potential traffic. 
 
Footway: 
There is a footway fronting the site currently.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 50mph.  
 
Visibility Splays: 
"Y" distances of 160.0 metres should be recommended, which can be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highways Agency will need consulting, but the proposals could be achieved. 
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Site: DOR17 SLA89 Orchard Colliery site, Dordon 
 
The Proposals: Potentially 403 Dwellings, 305 Proposed 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from the A5, so the Highways Agency will need 
consulting, but DOR17 (East) could be accessed through DOR5.  
 
Carriageway: 
The width of the carriageway fronting the site along Dunns Lane is not wide enough 
for the potential traffic, and it could be difficult to tie-in with existing. 
 
Footway: 
There is no footway fronting the site currently along Dunns Lane, and may not be 
possible to tie-in with existing.  
 
Speed Limits: 
The speed limit on the section of road (A5) fronting the site is 40mph.  
 
Visibility Splays: 
"Y" distances of 160.0 metres should be recommended, which can be achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highways Agency will need consulting, but the proposals could be achieved. 
However, Dunns Lane may not be an option, as the existing carriageway width and 
no footway are not suitable for intensification of use. 
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Site: DOR18, 19 & 20 SLA80 / SLA95 Land East of Gypsy Lane, Dordon 
 
The Proposals: 50+ Houses or Employment 
 
Highway Observations: 
 
Access:  
Vehicular access to the site would be more suited from the A5, so the Highways 
Agency will need consulting, there is an existing access on Gypsy Lane.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway fronting the site currently along Gypsy Lane or the A5, but one 
could be possible to tie-in with existing.  
 
Speed Limits: 
The speed limit on the section of road (A5) fronting the site is 40mph, and 60mph on 
Gypsy Lane.  
 
Visibility Splays: 
"Y" distances of 120.0 metres should be recommended from an access on to the A5, 
which can be achieved. The available splays from Gypsy Lane are not in accordance 
with guidance. A speed limit change may be necessary, if possible.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highways Agency will need consulting, but the proposals could be achieved. 
However, there could be problems with going through Gypsy Lane. 
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Site: POL3 PS111 Former Polesworth High School 
 
The Proposals: Potentially 18 Dwellings, 9 Proposed 
 
Highway Observations: 
 
Access:  
Vehicular access to the site would be from High Street. The existing accesses are 
not suitable for two way free flowing traffic so would need improving, or a new 
access built. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: POL6 Land at St Helena Road 
 
The Proposals: Potentially 39 Dwellings, 29 Proposed 
 
Highway Observations: 
 
Access:  
There is no vehicular access to the site from St Helena Road (D62) currently. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site, but on the opposite side of the 
carriageway. A new footway link may be needed on the site side of the carriageway. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which can be 
achieved.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, and 
may need investigating. 
 
Access to the rail network is not within walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: POL7 SLA66A Land at Laurel Avenue Common Lane, Dordon 
 
The Proposals: 23 Dwellings  
 
Highway Observations: 
 
Access:  
Vehicular access to the site can be from Laurel Avenue (D73) or Common Lane 
(E61) 
 
Carriageway: 
The width of the carriageway fronting the site on Laurel Avenue is wide enough for 
two way traffic flows, but along Common Lane the carriageway ends before the site. 
Suitable carriageway will need to be constructed. 
 
Footway: 
There is a continuous footway fronting the site along the western side of Laurel 
Avenue, but not one on the application site side of the carriageway. A new footway 
link may be needed on the site side of the carriageway. There is a partial length of 
footway on the application site side of the carriageway which will need to be linked 
into. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which can be 
achieved.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, and 
may need investigating. 
 
Access to the rail network is not within walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: POL12 SLA57 FDO505 Land West of Woodpack Farm, Polesworth 
 
The Proposals: Potentially 46 Dwellings, 35 Proposed 
 
Highway Observations: 
 
Access:  
Vehicular access to the site will be from Grendon Road (B5000).  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway fronting the site, so a new footway link will be needed on the site 
side of the carriageway. 
 
Speed Limits: 
The speed limit on the section of road fronting the site changes from 30mph to 
50mph. As part of the development the speed limit could be reduced.  
 
Visibility Splays: 
"Y" distances of 70 metres (30mph) and 160 metres (50mph) should be 
recommended from the access, which can be achieved for the 30mph section.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, and 
may need investigating. 
 
Access to the rail network is not within walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: POL13 PS42 Rear of Sycamore Avenue 
 
The Proposals: Potentially 17 Dwellings, 15 Proposed 
 
Highway Observations: 
 
Access:  
There is no vehicular access to the site from currently. Common Lane (D61) could 
be used to access the site, but Sycamore Avenue (D67) is a better option, as spur is 
available to link to the site. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site from Sycamore Avenue. A new 
footway link will be needed on the site side of the carriageway fronting Common 
Lane. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, may not be 
able to be achieved from Common Lane, as the splay will need to go over land 
fronting No.61 Common Lane.  
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, and 
may need investigating. 
 
Access to the rail network is not within walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: POL17 Land rear of 19 Dordon Road, Polesworth  
 
The Proposals: Potentially 5 Dwellings, 4 Proposed 
 
Highway Observations: 
 
Access:  
The vehicular access to No.19 will be widened as part of the application to provide 
two way free flowing traffic.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows, but during terms times parked vehicles on both sides of the carriageway 
reduce flows to one way traffic capacity. 
 
Footway: 
There is a continuous footway fronting the site on both sides of the carriageway. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to the proposals at application stage, as when 
vehicles are parked on both sides of the carriageway service and emergency 
vehicles would not be able to access / egress the site. Applications are still on-going. 
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Site: COL1 Land at Grimstock Hill, Lichfield Road 
 
The Proposals: Potentially 64 Dwellings, 20 Proposed 
 
Highway Observations: 
 
Access:  
There is no vehicular access to the site from currently. Lichfield Road (A446) gives 
direct access to the public highway network, but may not be suitable, as a dual 
carriageway fronts the site. There is no suitable turning point for vehicles 
approaching the site from the south. Drivers may have to do u-turns in the 
carriageway, which is not supported, or drive a loop around Station Road and 
Gorsey Lane, which is not practical. 
 
Carriageway: 
The width of the carriageway fronting the site is suitable for the proposed use. 
 
Footway: 
There is a continuous footway fronting the site, but puts pedestrians in close 
proximity to the carriageway where vehicles can legally be travelling at 70mph. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 70mph.  
 
Visibility Splays: 
A "Y" distance of 290 metres should be recommended from the access, which may 
not be able to be achieved, as the splay may go over land not in the public highway. 
 
Sustainability: 
Access to bus services is not within the recommended distances for walking, and 
may need investigating. 
 
Access to the rail network is not within the recommended walking distance of the 
site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would not recommend the site being used for development if 
access is from the A446. 
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Site: COL3 Land off Park Road, Coleshill 
 
The Proposals: 52 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular accesses to the site are from Birmingham Road (B4114) and 
Park Road (D560). Discussions are on-going in regard to access improvements. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: COL4 Father Hudson’s Site, Coventry Road 
 
The Proposals: 120 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Coventry Road (B4117). 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: COL5 Land off High Street, Coleshill 
 
The Proposals: 6 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from High Street (B4117). The access is 
not suitable for two way traffic flows and cannot be widened due to existing 
constraints. It is not suitable for an intensification of use.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to planning application PAP/2012/0547. 
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Site: COL6 Land at Blythways, Coleshill 
 
The Proposals: 52 Dwellings 
 
Highway Observations: 
 
Access:  
There are existing vehicular accesses to the site from Blythe Way (B4114) and 
Church Hill (D581). Neither are suitable for intensification of use and will need 
replacing. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: COL7 Land rear of 32 Parkfield Road, Coleshill 
 
The Proposals: 14 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Parkfield Road (D561). The access 
is to be improved as part of planning application PAP/2012/0192.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to the proposed development. 
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Site: COL8 Land R/O 58-60 Coventry Road, Coleshill 
 
The Proposals: 6 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Coventry Road (B4117), and is 
suitable for the purpose intended. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to planning application PAP/2012/0333. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



45 
 

Site: COL9 Park Cottage, 22-24 Birmingham Road, Coleshill 
 
The Proposals: 6 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Coventry Road (B4117), and is 
suitable for the purpose intended. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to planning application PAP/2012/0540. 
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Site: COL10 Garage Site, R/O 52-62 Springfields, Coleshill 
 
The Proposals: 5 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Springfields (D576). The access is 
approximately 3.0 metres in width, so is not wide enough for two way traffic flows.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site, but a footway link from the site may 
not be possible. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres could be recommended from the access, and cannot be 
achieved looking left (East) from the access. The available splay is 26 metres. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would object to the construction of the number of properties 
being proposed as it would be considered an intensification of the use of the access, 
which is not suitable for intensification. 
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Baddesley Ensor & 
Grendon 

(Pages 33 – 37) 
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Site: BE3 SLA136 Baddesley Ensor Youth Club, Boot Hill 
 
The Proposals: 14 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Boot Hill (C81), and is suitable for 
the purpose intended. Moving the access could result in conflict with the speed 
reduction features on the carriageway. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site, but 
bus links are available within walking distance. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: BE7 SLA73 Land Rear of Church Farm, Baddesley Ensor 
 
The Proposals: 55 Dwellings potentially, 28 Proposed 
 
Highway Observations: 
 
Access:  
There is no direct access to the public highway from the site, and will be reliant on 
access through BE8 on to New Street (D127). The nearest access to the site through 
BE8 will require widening to provide two way traffic flows. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to access and conditions the development could be achieved. 
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Site: BE8 SLA72 Church Farm Buildings 
 
The Proposals: 44 Dwellings 
 
Highway Observations: 
 
Access:  
There are 3 existing vehicular accesses to the site from New Street (D127) and 1 
from Church Farm Road (E991). None are suitable for intensification. The access 
from the Church Farm Road has restricted splays, as do the western accesses along 
New Street. The central access  and eastern access are not wide enough for two 
way traffic 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site, but it is very narrow in places and not 
suitable for those with mobility issues or for buggies. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 20mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, and can be 
achieved only from the eastern access.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: BE9 Land Adj. 1 Jean Street 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Jean Street (D141), and is suitable 
for the purpose intended. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic flows 
of cars only. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 20mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, and can be 
achieved.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
The proposed development appears to be located in the parking area for the 
bungalows. It would need to be shown that the loss of parking will not result in on-
street parking. The carriageway is not wide enough for a vehicle to park on it and a 
large vehicle to pass, and any parking on the footway will obstruct pedestrian 
movements. 
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Site: BE10 SLA151(4) Baddesley Club, New Street 
 
The Proposals: 7 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from New Street (D127), and is not 
suitable for intensification of use as the access is not wide enough for two way traffic 
movements and the visibility splay looking right (south) from the access is below the 
recommended distance.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 20mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, and can be 
achieved looking north from the access. The existing southerly splay is 
approximately 10 metres in length. The access point could be moved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: GRE1 SLA138 Former School, Grendon 
 
The Proposals: 56 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site is from Spon Lane (C81). There is 
one from the D145, but it is not suitable for intensification of use as the access is not 
wide enough for two way traffic.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site on the D145 is 30mph, and 
the C81 is 60mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the D145 access, which 
could be achieved. The C81 will require splays of 215 metres, which may not be 
achievable. But it may be possible to reduce the speed limit, which in turn could 
reduce the splay distances in accordance with guidance. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: GRE2 SLA137 Refuse Depot, Grendon 
 
The Proposals: 5 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Spon Lane (C81), and is operated 
as an ‘in-and-out’ system. This system should be changed to a single access point 
as part of the development. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 60mph, but is in close 
proximity to the 40mph speed limit change.  
 
Visibility Splays: 
"Y" distances of 215.0 metres should be recommended from the access, but a speed 
survey would give a more accurate picture of actual speeds, and the splay distances 
may be able to be reduced. A reduction of the speed limit could also help. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are local amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: GRE4 Dairy House Farm, Grendon 
 
The Proposals: 27 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Spon Lane (D145), and is not 
suitable for intensification of use, but could easily be altered. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 60mph, but the intention is 
to reduce the speed limit on Spon Lane.  
 
Visibility Splays: 
"Y" distances of 215.0 metres should be recommended from the access, but the 
speed limit reduction could result in splays of 70 metres being recommended, which 
could be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: HAR3 SLA52 Land at Hartshill Quarry 
 
The Proposals: 800 Potential Dwellings, but 400 Proposed 
 
Highway Observations: 
 
Access:  
Access to the site could be from Nuneaton Road (B4111) and Castle Road (C12) 
The existing vehicular access to the site is from Nuneaton Road and is not suitable 
for intensification of use, but could easily be altered. There is no existing access from 
Castle Road, but there is a suitable location available. 
 
Carriageway: 
The carriageway widths fronting the site are wide enough for two way traffic flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the sections of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70 metres should be recommended, which could be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: ANSCOMM1 SLA122 R/O 145 Coleshill Road, Chapel End 
 
The Proposals: 40 Dwellings 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is will be from Coleshill Road B4114. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70.0 metres should be recommended from the access, but cannot 
be achieved in  a westerly direction. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Without overcoming the visibility splay issue, it would be difficult to move the project 
forward. 
 
Purchasing the adjacent land could be an option. The land would need to be 
dedicated as public highway if the intention is to adopt the site. A 'Grampian 
Condition' would not be sufficient.  
 
The construction of mini roundabouts are not be supported by the Highway Authority. 
There may not be enough room to construct a standard sized roundabout or the 
necessary deflection. 
 
In addition, our recommended guidelines state that the minimum traffic flow using the 
roundabout from the minor arm should be at least 500 vehicles per day. 40 houses 
may not generate the recommended trips per day. 
 
In addition, there could be issues regarding the large goods vehicles using the 
B4114. Large vehicles would create extra vibration and noise issues if a roundabout 
was located on the hill. It could also be the same for signals.  
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Again, there may not be enough room for signals to be constructed, and they would 
need to be located such that gradients would not be an issue. In addition, more third 
party land may have to be purchased to provide the necessary forward visibility for 
eastbound drivers. 
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Arley New & Old 
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Site: ARL1 Land at Rectory Road 
 
The Proposals: 1 Dwelling 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Rectory Road (C126). The site is 
over 50 metres from Rectory Road with a driveway 3.2 metres in width.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway from the site to the public highway. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70 metres should be recommended from the access, which could be 
achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: ARL2 Herbert Fowler School, Ansley Lane 
 
The Proposals: 24 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Ansley Lane (C126), which is 
suitable for two way traffic movements. There is potential to create an access from 
Church Lane (D467).  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the sections of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70 metres should be recommended from the access, which could be 
achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. The existing access would 
be the preferred access to the site. 
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Site: ARL4 Colliers Way, Arley 
 
The Proposals: Employment – with caveat of ‘flexible use’ 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Colliers Way (D640). There is also 
an emergency access from Frederick Way (D475), which is not suitable for 
intensification of use, and should not be looked at as an alternative access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: ARL5 Land adjoining Frederick Road, Arley 
 
The Proposals: 5 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Frederick Road (D475). 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 43.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: ARL7 Former Miners Welfare Club, Arley 
 
The Proposals: 42 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Ransome Road. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority did not object to the planning application, PAP/2012/0208. 
The site is under construction currently. 
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Site: ARL8 Old Garages Site Adj. 148 Sycamore Crescent, Arley 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
There are 2 existing vehicular accesses to the site from Sycamore Crescent (D481). 
Neither access is wide enough for free flowing two way traffic, however the site has 
hardstandings and garages. The proposed development could be considered a less 
intensive use of the site. The inclusion of a loop could be considered for access and 
egress. 
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: ARL9 Land Adj 72 Gun Hill, Arley 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Arley Lane (C12), and is not suitable 
for intensification of use, but could easily be altered by widening. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved only in a northerly direction. The southern splay is approximately 12 
metres in length. The access could be moved to the northern side of the site to 
provide splays in accordance with guidance, but the level differences between the 
site and highway may make vehicular access an issue. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
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The use of the existing access for the development would not be supported, but it 
may be possible to move the access to a suitable location.  
 
 
 
 
 
 
 
 
 
 
 
 
 

Kingsbury 
(Pages 46 – 48) 
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Site: KIN1 Garages off Beech Close 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Tamworth Road (D318). The access 
is not wide enough to allow free flowing two way traffic flows, but there is good 
intervisibility between the site and the highway and there is space to widen the 
access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the development could be achieved, but it would need to be 
shown that the loss of off-street parking would not have a detrimental effect on the 
local highway network. 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: KIN2 Land Adj 18 Chestnut Close 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. A suitable vehicular access to the 
site could be constructed from Rowan Close (D227) or Chestnut Close (D590) 
 
Carriageway: 
The widths of the carriageways in proximity to the site are wide enough for two way 
traffic flows. 
 
Footway: 
There is a continuous footway fronting the site. Care would need to be taken when 
deciding on the access position not to affect the footpaths surrounding the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25 metres should be recommended from the access, which could be 
achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: KIN3 Kingsbury Library Site, Bromage Avenue 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. There is a parking area fronting the 
site on Bromage Avenue (D319), which could be retained (if not public highway) so 
as not to affect the public footpath fronting the site. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
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Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: KIN4 Garage Site at Pear Tree Avenue 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Pear Tree Avenue (D597), and is 
suitable for the proposed use. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved, but it would need to be 
shown that the loss of off-street parking would not have a detrimental effect on the 
local highway network. 
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Site: KIN5 Site off Pear Tree Avenue 
 
The Proposals: 9 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site is from Pear Tree Avenue (D597), 
but there is space to create a new suitable vehicular access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: KIN7 The Garage Site Adj 53 Pear Tree Avenue 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Pear Tree Avenue (D597), and is 
suitable for the proposed use. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved, but it would need to be 
shown that the loss of off-street parking would not have a detrimental effect on the 
local highway network. 
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Site: KIN8 Land rear of 11-15 Chestnut Close 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. There are potential vehicular access 
points from Chestnut Close (D590), but a footpath goes through the site, which could 
require moving. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Water Orton 
(Pages 49 – 51) 
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Site: WO1 SLA109 Church Hall, New Road 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from New Road (b4117), and is suitable 
for the proposed use. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: WO2 PS24 Land Adj Dog Inn, Marsh Lane 
 
The Proposals: Not Known 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Marsh Lane (B4118), and is not 
suitable for multiple dwellings, but could be widened accordingly. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: WO4 Land Adj 12 Birmingham Road 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Birmingham Road (B4118), and 
would need to be widened to provide an access suitable for multiple users. The 
access would need to be widened in a westerly direction to avoid the traffic calming 
features. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is within recommend walking distance of the site. 
 
There are amenities within recommended walking distances of the site.   
 
Conclusion: 
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Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WO6 Garage Site, Maud Road 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from George Road (D416). The access is 
approximately 3.5 metres in width, so is not wide enough for two way traffic flows. 
However, there are 28 garages on the site, so 3 dwellings would not be considered 
an intensification of use. But, servicing the site would not be in accordance with 
guidance, as the access is not wide enough for large vehicles to enter the site, and a 
bin store could not be located within the access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the development could be achieved, but it would need to be 
shown that the loss of off-street parking would not have a detrimental effect on the 
local highway network, and it would have to be recognised that the site may not be 
able to be serviced in accordance with guidance and there could be fire and rescue 
issues. Parking on the carriageways around the site could prevent large vehicles 
manoeuvring around the estate.  
 
 
 
 
 
 
 
 
 
Site: WO8 Garage site off George Road / Edward Road 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from George Road (D416), and is suitable 
for the proposed use. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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Subject to conditions the development could be achieved, but it would need to be 
shown that the loss of off-street parking would not have a detrimental effect on the 
local highway network. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Ansley 
 

(Pages 52 – 54) 
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Site: ANS2A Land off Nuthurst Crescent 
 
The Proposals: 5 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site, but one could be created within the 
turning head of Nuthurst Crescent (D299). Lamp column # 8 may require moving to 
create an access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 



84 
 

Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: ANS2B Land R/O Nuthurst Crescent 
 
The Proposals: 15 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. Vehicular access from Nuthurst 
Crescent (D299) is preferred, compared to Tunnel Road.   
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 33.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
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Site: ANS4 R/O Church Hall, Birmingham Road 
 
The Proposals: Potentially 32 Dwellings, 20 Proposed 
 
Highway Observations: 
 
Access:  
There is existing vehicular access to the site. Birmingham Road (B4112) is the most 
likely point for vehicular access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70.0 metres should be recommended from the access, which cannot 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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Speed surveys showed the actual speed of vehicles fronting the site is nearly 
40mph. MfS speed calculations should be used for actual speeds of vehicles. Traffic 
calming is not an option, so the Highway Authority has not supported proposed 
development of the site. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Austrey 
(Pages 55 – 57) 
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Site: AUS1 SLA24 Land South of Bishops Cleeve 
 
The Proposals: Potentially 15 Dwellings, 10 Proposed 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. A vehicular access could be created 
from Bishops Cleeve (D21), but would require Lamp Column # 8 to be moved and a 
tree removing. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: AUS1 SLA24 Crisp Farm, Church Lane 
 
The Proposals: Potentially 10 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Church Lane (D13). 
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for two way traffic 
flows. 
 
Footway: 
There is no continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which cannot 
be achieved looking left (North) from the junction with Main Road (C2). A maximum 
splay of approximately 37 metres can be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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The Highway Authority would not support the proposals if they result in an 
intensification of the use of Church Lane as it is not wide enough for two way traffic, 
there are no footway links, no street lighting and visibility splays from the junction 
with Main Road are below those shown in recommend guidelines. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: AUS2 SLA30 Holly Bank Farmhouse / Blythes Barn 
 
The Proposals: Potentially 9 Dwellings, 5 Proposed 
 
Highway Observations: 
 
Access:  
Vehicular access to the site is from No Mans Heath Lane (C2).  
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for regular two way 
traffic flows. Cars can pass, but larger vehicles require the use of the verge to pass. 
 
Footway: 
There is not a continuous footway fronting the site. Pedestrians have to use the 
carriageway to walk on. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended, which cannot be achieved 
from 2 of the existing access, with maximum available splays of 20 metres in a 
southerly direction and 13 metres in a northerly direction. The existing access to 
Holly Bank Farm could be considered suitable, but the splays need maintaining. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
The Highway Authority would not support the proposals unless it could be shown 
that the development will be betterment. No footway link and visibility issues from the 
access would warrant an objection. 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: AUS3 SLA33 The Croft, Norton Hill 
 
The Proposals: Potentially 15 Dwellings, 10 Proposed 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site from Norton Hill (D14) is not suitable for 
intensification. The access is approximately 2.8 metres wide at a distance of 7.5 
metres from the near edge of the carriageway, so free flowing two way traffic around 
the access is not possible. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site, but varies in width narrowing. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which cannot 
be achieved. Looking left (East) from the access the splay is approximately 15 
metres and looking right (West) the splay is approximately 34 metres. 
 
The visibility splays at the junction of Norton Hill with Main Road are below the 
recommended guidance also. Looking left (South) the splay is approximately 18 
metres and looking right (North) the splays is approximately 23 metres.  
 
Sustainability: 
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Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would not support the proposals without improvements to the 
access and visibility splays. 
 
 
 
 
 
 
 
 
 
Site: AUS4 SLA48 Applegarth, Norton Hill 
 
The Proposals: Potentially 9 Dwellings, 8 Proposed 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site from Norton Hill (D14) is not suitable for 
intensification. The access is approximately 3.3 metres wide, but could be widened. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which cannot 
be achieved. Measuring from a setback of 2.4 metres was not possible. Measuring 
from a shorter ‘X’ distance of 1.6 metres, looking left (East) from the access the 
splay is approximately 6 metres and looking right (West) the splay is approximately 8 
metres. 
 
The visibility splays at the junction of Norton Hill with Main Road are below the 
recommended guidance also. Looking left (South) the splay is approximately 18 
metres and looking right (North) the splays is approximately 23 metres.  
 
Sustainability: 
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Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would not support the proposals without improvements to the 
access and visibility splays. 
 
 
 
 
 
 
 
 
 
Site: AUS7 SLA113 Land West of Glebe Rise 
 
The Proposals: Potentially 23 Dwellings, 10 Proposed 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. A vehicular access could be created 
from Main Road (C2. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site, but on the eastern side. The inclusion 
of a footway on the western side of Main Road should be considered. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: AUS9 SLA27 Holly Bank Farm 
 
The Proposals: 5 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from No Mans Heath Lane (C2), and 
could be considered suitable for intensification. 
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for regular two way 
traffic flows. Passing large vehicles requires the use of verges and / or footway. 
 
Footway: 
There is not a continuous footway fronting the site. A section of footway is available 
opposite the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved with maintenance. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Concern must be raised encouraging development where a footway cannot be 
provided. We should not be encouraging pedestrians to share space on a narrow 
carriageway and little verge width. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: AUS10 Land Adj 8 Main Road 
 
The Proposals: 1 Dwelling 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Main Road, and is less than 3.0 
metres in width. The access could be widened. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which cannot 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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The Highway Authority would not support the proposals without improvements to the 
splays, or if it can be shown that vehicles are travelling at less than 15mph fronting 
the site. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Curdworth 
(Pages 58 – 60) 
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Site: CUR2 PS100 Land at 111 Coleshill Road, Curdworth 
 
The Proposals: Potentially 2 Dwellings, 1 Proposed 
 
Highway Observations: 
 
Access:  
There is an existing shared vehicular access to the site from Coleshill Road (D385). 
Although the access is not designed for shared use, the proposed development 
could be considered as not being an intensification because the existing dwelling will 
give up its rights to the use of the access. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is not a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the Highway Authority did not object to planning application 
PAP/2012/0564. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: CUR3 Victor Valet, Kingsbury Road 
 
The Proposals: Nursing Home / Flat Development (9 dwellings) 
 
Highway Observations: 
 
Access:  
There are 2 existing vehicular accesses to the site from Kingsbury Road (A4097). It 
would be preferable to have one access only. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 40mph.  
 
Visibility Splays: 
"Y" distances of 120 metres should be recommended from the access, which could 
be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking, but 
requires pedestrians to cross the carriageway where the speed limit is 50mph, which 
is not ideal. The provision of a formal crossing may be too expensive, but reducing 
the speed limit could be an option. 
 
Access to the rail network is not within recommend walking distance of the site. 
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There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: CUR4 Land off Church Lane 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Church Lane (D393).  
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for two way traffic 
flows, but only for a small section. Potential intervisibility could be suitable so no 
conflict would occur. 
 
Footway: 
There is no footway fronting the site, and the provision of a footway does not appear 
possible. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended at the junction of Church Lane 
with Coleshill Road (D385), which cannot be achieved. Looking left (North) from the 
junction a splay of approximately 13 metres may be possible, and looking right 
(South) a splay of approximately 20 metres can be achieved). Neither is close to the 
recommended distance. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
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There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Unless it can be shown that vehicles passing Church Lane are travelling at less than 
12mph, the Highway Authority should not support the proposals.  
 
 
 
 
 
 
 
 
 
 
 
 
Site: CUR5 Land rear of Village Hall 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
There are 2 existing vehicular accesses to the site, from Beehive Lane (D388) and 
Coleshill Road (D385). The Coleshill Road access is suitable for multiple users. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47.0 metres should be recommended from the access to the site, 
and could be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Fillongley 
 

(Pages 61 – 63) 
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Site: FIL1 Fillongley Social Club, Ousterne Lane 
 
The Proposals: 12 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Ousterne Lane (D515), and is 
suitable for multiple vehicle movements.   
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for regular two way 
traffic flows. Parked vehicles on the carriageway make it difficult for cars to pass, 
never mind HGV’s.  
 
Footway: 
The existing public highway footway fronting the site is on the southern side of 
Ousterne Lane, the opposite side of the carriageway to the site. The width of the 
footway is less than 1.0 metre, and the usable width is reduced further by the door 
mirrors of vehicles parking on the public highway and by street furniture. As such, 
two way pedestrian flow is not possible, and in places the footway is not wide 
enough for a singular pedestrian. Also, as the recommend width of a footway for 
wheelchairs is 0.9 metres and for a parent with an infant is 1.2 metres, the safety of 
pedestrians or those with disabilities is an issue. A suitable footpath fronting the club 
could be considered, but our concern then would be the vision splay looking towards 
the Coventry Road (B4098) as the boundary wall to Alpha House obstructs the 
junction.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
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"Y" distances of 47.0 metres should be recommended from the access to the site, 
and can be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
Site: FIL3  Land at R/O Ashleigh, Coventry Road 
 
The Proposals: 10 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Coventry Road (B4098). The access 
is approximately 3.8 metres in width for a distance of nearly 90 metres, so is not 
suitable as a shared access.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway fronting the site, and the provision of a footway does not appear 
possible. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 40mph.  
 
Visibility Splays: 
"Y" distances of 120 metres should be recommended from the access, which can be 
achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
The Highway Authority should not support the proposals as the access to the site is 
not suitable for the purpose intended. To allow two way traffic flows the access 
should be at least 5.0 metres wide. The distance from the carriageway to the site 
boundary is approximately 4.3 metres, which does not allow a vehicle to wait off the 
public highway. So vehicles waiting to access the site would obstruct the public 
highway where vehicle speeds are in excess of 40mph, which could be considered a 
hazard to highway safety.  
 
In addition, the access would be shared with pedestrians so traffic calming measures 
would be required to reduce speeds. Vertical measures are not recommended 
because of noise and vibration issues, but horizontal measures can result in heavy 
acceleration and breaking. Not ideal along a shared space. 
 
 
 
 
Site: FIL4 Site at Castle Close 
 
The Proposals: Potentially 6 Dwellings, 3 Proposed 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. An access is possible from Castle 
Close (D890).  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway on the site side of Castle Close, but one could be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 25.0 metres should be recommended from an access to the site, 
which could be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Hurley 
(Pages 64 – 66) 
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Site: HUR1 PS91 Land at Knowle Hill 
 
The Proposals: 7 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Hurley Lane (C68). The existing 
access will need widening to accommodate the proposed intensification use. The 
existing signage adjacent the access will need moving to construct the access.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70 metres should be recommended from the access, which could be 
achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: HUR2 Land off Queens Way 
 
The Proposals: 15 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Queens Way (D336).  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 43 metres should be recommended at the junction of Kings Close 
(X8344) with Queens Way, and should be achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
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The Highway Authority did not object to planning application PAP/2011/0646. The 
site is currently under construction.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: HUR4 Land rear of 115 Knowle Hill, off Damson Drive 
 
The Proposals: 6 Dwellings 
 
Highway Observations: 
 
Access:  
Vehicular access to the site would be from Damson Drive (X0081), which is private. 
The layout of Damson Drive has a stub which can be altered to provide a continuous 
footway and carriageway link. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 43 metres should be recommended at the junction of Damson Drive 
with Bridge Street, which should be achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
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Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: HUR5 Old garage site, rear of shops, High Street 
 
The Proposals: 4 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from High Street (D341). The width of the 
access is approximately 4.0 metres, so is not wide enough for multiple vehicle 
movements. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site, but not within the access. The 
vehicular access to the site would have to be shared with pedestrians. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 43 metres should be recommended at the junction with High Street. 
Looking right (North) from the access the splay is approximately 16 metres. As such, 
it is not suitable for intensification. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
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There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
It would need to be shown that the proposed development would not result in an 
intensification of the use of the access. 
 
 
 
 
 
 
 
 
 
 
 
 
 

Newton Regis 
(Pages 67 – 69) 
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Site: NR3 SLA103 Manor / Baddons Farm, Main Road 
 
The Proposals: 15 Dwellings 
 
Highway Observations: 
 
Access:  
There appear to be 3 existing vehicular accesses to the site from Shuttington Road 
(C3). The western access is suitable for intensification of use, but the central and 
eastern accesses are too narrow. The central access can be widened, but the 
eastern access cannot. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be recommended from the accesses to the site. 
The splays from the western and eastern access are in accordance with guidance, 
but the central access has a splay less than 20.0 metres in length, which is not 
suitable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
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Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
If the western access, or a new access, is not going to be the primary access, then it 
would have to be shown that the proposals will not result in an intensification of use 
of the other accesses. 
 
 
 
 
 
 
 
 
 
 
 

Piccadilly 
(Pages 70 – 71) 
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Site: PIC1 Garage site off Piccadilly Crescent 
 
The Proposals: 5 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Piccadilly Crescent (D330), and is 
approximately 3 metres in width. It should be easy to widen the access to provide an 
access width suitable for the purpose intended. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 43 metres should be recommended from the vehicular access to the 
site. Looking north-easterly from the site at the southerly approach to the site from 
Trinity Road (C122) the splay is approximately 31 metres. Although below the 
recommended distance the available splay may be acceptable, as the corner radius 
and carriageway width in Piccadilly Crescent restricts vehicle speeds.  
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
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Access to the rail network is not within recommend walking distance of the site. 
 
There are no amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 

Shuttington 
(Pages 72 – 74) 
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Site: SHUT1 SLA22 Manor Farm Buildings 
 
The Proposals: Potentially 43 Dwellings, 12 Proposed 
 
Highway Observations: 
 
Access:  
There are 2 existing vehicular accesses to the site, one from New Road (D23) and 
the other from Main Road (C3). If the site is to be cleared it would be our preference 
to use Main Road for access, due to the proximity of the access on New Road to the 
junction with Main Road. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site on New Road, but the footway on 
Main Road is on the opposite side of the carriageway at an elevated position. As 
such, a new footway would need to be provided on the northern side of the 
carriageway on Main Road. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70 metres should be recommended for the accesses, which can be 
achieved except for the access from New Road looking left (southerly) towards the 
junction, where the splay is less than 20 metres.  
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Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
Site: SHUT5 Land Adj Ivyleigh Villas, Church Lane 
 
The Proposals: 1 Dwelling 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Church Lane (X4110), and is 
approximately 3.2 metres in width at the junction with Shuttington Road (C3). The 
access is not suitable for intensification, and cannot be widened sufficiently. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway along church Lane, but a continuous footway fronts the site on 
Shuttington Road. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres could be recommended at the junction of Church Lane 
with Shuttington Road, and could be achievable. However, parked cars in the area 
reduce the splay distance to approximately 7.0 metres. There is obviously a problem 
with visibility from Church Lane as a mirror has been erected opposite the junction. 
Mirrors should not be relied on as weather conditions can distort the view or reduce 
the clarity. As such, we would consider the visibility from the junction and the visibility 
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of the junction for drivers travelling south-westerly below that as recommended in 
guidance. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to planning application PAP/2013/0052 on the 
grounds of visibility, access width, servicing of the site and construction traffic. 
 
 
 
 
 
 
 
 

Shustoke 
(Pages 75 – 76) 
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Site: SHUS1 Land South of Coleshill Road 
 
The Proposals: 15 Dwellings 
 
Highway Observations: 
 
Access:  
Vehicular access to the site could be from Back Lane (D453) or Coleshill Road 
(B4114). Neither access is wide enough for two way traffic flows, but could be 
extended in accordance with guidance.  
 
Carriageway: 
The width of the carriageway fronting the site on Coleshill Road is wide enough for 
two way traffic flows. However, the carriageway width on Back Lane varies, with a 
minimum width of approximately 4.0 metres, so two way traffic flows are not 
possible. Vehicles are parked on Back Lane resulting in difficulty for service vehicles 
to traverse. 
 
Footway: 
There is a continuous footway fronting the site on Coleshill Road, but none along 
Back Lane. It may not be possible to link the site along Back Lane because of the 
carriageway width. 
 
Speed Limits: 
The speed limit on the section of road fronting the site on Coleshill Road is 40mph 
and along Back Lane 30mph.  
 
Visibility Splays: 
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"Y" distances of 120 metres should be recommended for the access from Coleshill 
Road. Looking left (westerly) from the access a splay of approximately 20 metres is 
possible currently, and looking right (easterly) a splay of approximately 40 metres is 
currently achievable. Neither splay is in accordance with guidance. To improve the 
eastern splay may require going over land not in the control of the developer. 
 
"Y" distances of 25 metres should be recommended for the access from Back Lane, 
and should be achievable. The topography, width of carriageway and forward 
visibility help to reduce speeds fronting the site.   
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Coleshill Road should not be considered as a vehicular access point, but could be 
used as a pedestrian route. But, Back Lane will then be required for vehicular 
access. It would have to be shown that service vehicles and emergency vehicles 
could not just access the site, but turn around so that vehicles could leave and re-
enter the public highway using a forward gear.  
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Warton 
(Pages 77 – 79) 
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Site: WAR2 Land Adj The Paddocks, Austrey Road 
 
The Proposals: 2 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Austrey Road (C1), and is only wide 
enough for one way traffic flows. The access is shared with pedestrians also and is 
used to store bins in for collections. Without demolishing #22 or the wall to #20 it 
would not be possible to widen the access. Access could be gained to the site from 
the social club or Willis Croft (D83), but could not be relied on.   
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be recommended from the access to Austrey 
Road, which cannot be achieved. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
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Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would object to the proposals without improvements to the 
access.  
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WAR3 Land R/O Trinity Close 
 
The Proposals: Potentially 14 Dwellings, 10 Proposed 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Trinity Close (D34), and is currently 
a gated access to the allotments. The access could be widened to make is suitable 
for the purpose intended.  
 
Carriageway: 
The width of the carriageway fronting the site is not wide enough for regular two way 
traffic flows, as it is approximately 4.3 metres in width. Cars could pass in a straight 
line, but not around the corners, and large vehicles would not be able to pass a car. 
 
Footway: 
There is not a continuous footway fronting the site, but a link to the existing footway 
within Trinity Close appears achievable. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 43 metres should be, and should be achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
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Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The location of the garages around the access could be an issue, but could be 
overcome by altering the line of the carriageway. There is a steep gradient into the 
site, which could affect the layout, and a turning head would be required, but subject 
to conditions the proposals could be achievable. 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WAR6 Land Adj Barn End Road 
 
The Proposals: Potentially 39 Dwellings, 20 Initially Proposed 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site is from Barn End Road (C1), but one 
could be located within the frontage of the site.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site on the opposite side of the 
carriageway only. A footway link on application site side of the carriageway should 
be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be, and should be achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
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There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. It should be noted that 
Right of Way AE11 goes through the site. The layout of the site will have to ensure 
the right of way is maintained. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WAR8 Land at Orton Road 
 
The Proposals: Potentially 75 Dwellings, 10 Proposed 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site is from Orton Lane (C5), but there is 
enough room fronting the site to create a new access.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway fronting the site. A link would have to be constructed, which 
appears achievable. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph, but changes to 
60mph at the eastern extent of the site.  
 
Visibility Splays: 
"Y" distances of 70 metres should be recommended, and should be achievable. 
However, it may be necessary to extend the limit of the 30mph zone eastwards if the 
access visibility splay extends into the 60mph limit. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
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Access to the rail network is not within recommend walking distance of the site. 
 
There are very limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. The layout of the site may 
be compromised, as access to WAR9 may have to be via WAR8. 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WAR9 Land Off Little Warton Road 
 
The Proposals: 46 Dwellings 
 
Highway Observations: 
 
Access:  
There is no existing vehicular access to the site. The site could be reliant on WAR8 
for access to the public highway. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site on Little Warton Road, but there may 
be no access to it. Orton Road does not have a footway. A link will need to be 
provided. 
 
Speed Limits: 
N/A 
 
Visibility Splays: 
N/A 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
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There are very limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The site is reliant on the construction of WAR8, but subject to conditions the 
development could be achieved 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WAR10 Land Adj Fox and Dogs PH 
 
The Proposals: Potentially 26 Dwellings, 6 Proposed 
 
Highway Observations: 
 
Access:  
There is an existing vehicular access to the site is from Orton Road (C5) opposite 
Windmill close, but it does not appear to have been used for a long time as the verge 
and foliage have grown over the access. It would preferable to move the access 
away from Windmill Close to avoid junction conflict.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site on the northern side of Orton Road, 
but not one on the site side. A link should be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 70 metres should be, and should be achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
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Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Whitacre Heath 
(Pages 80 – 81) 
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Site: WH1 
 
The Proposals: 6 Dwellings 
 
Highway Observations: 
 
Access:  
The site could be accessed from the existing vehicular access to the North of #70 
Coton Road (C57) or from the gated field access between #70 and #64. Neither is 
suitable for intensification of use. The field access could be widened, but the width of 
the northern access is restricted by existing boundaries, so may not be able to be 
widened. 
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site on the western side of the 
carriageway. There is no footway on the site side (eastern) of the carriageway. A link 
should be provided.  
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be recommended, and does not appear to be 
achievable. The width of the verge is approximately 1.4 metres, so the setback of 2.4 
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metres results in splays going over third party land potentially. The existing splays to 
the northern access are less than 10 metres. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would object to the proposals as the visibility splays and 
recommended access width may not be achievable. 
 
 
 
 
 
 
 
 
 

Wood End 
(Pages 82 – 84) 
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Site: WE1A SLA11 Land at Delves Farm, Boulters Lane 
 
The Proposals: 4 Dwellings 
 
Highway Observations: 
 
Access:  
There is existing vehicular access to the site, but there is space to construct one 
from Boulters Lane (C7).  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is no footway fronting the site, but a link could be provided. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be recommended, and appears achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
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There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Subject to conditions the development could be achieved. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Site: WE3 SLA31 Land Off Tamworth Road 
 
The Proposals: 6 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Tamworth Road (C7), located 
between #117 and #119. The existing access would need widening to accommodate 
two way traffic flows, which could be possible.   
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be recommended from the access, and appears 
only to be achievable looking left (easterly). Looking right (westerly) from the access 
a splay of approximately 25 metres is available without going over adjacent land not 
in the control of the Highway Authority. 
 
Sustainability: 
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Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority would object to the proposals as the visibility splay looking 
right from the access may not be able to be achieved. Such an intensification of the 
use of the access should have splays in accordance with guidance.  
 
 
 
Site: WE4 PS63 Land Rear of Tamworth Road and 115 Tamworth Road 
 
The Proposals: 25 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Tamworth Road (C7), and is 
approximately 2.7 metres in width. A new bellmouth access would be required for the 
proposed development, the location of which could be an issue. Within 4 metres of 
the existing access is a raised traffic calming feature. The feature is designed to be 
driven over, rather than manoeuvred on. Drivers could be turning into the site whilst 
the rear wheels are still on the cushion. Not only could this affect braking 
detrimentally, but it would be uncomfortable for the occupants of the vehicle and the 
twisting motion of the wheels could damage the cushions. For drivers leaving the site 
it could restrict vehicles getting up to the speed of approaching vehicles, which could 
result in the exiting vehicle becoming an obstruction. In addition, motorcycles could 
have grip issues on the feature, so should be kept away from the access.  
 
If the speed reduction feature needs moving it will have to go to public consultation, 
which may not be successful. The feature is part of a series of features designed to 
lower speeds fronting the site. There is a maximum distance allowed between 
features, so if one is moved it could have a knock-on effect resulting in more than 
one feature being moved, or the introduction of more features.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be, and should be achievable. 
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Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
Although planning permission could be given for the site, implementation may not be 
possible. The location of the traffic calming feature controls access to the site. 
 
Traffic calming features can be moved, but are subject to public consultation. The 
traffic calming measures should have been installed to overcome the problem along 
that stretch of carriageway. It may require all the traffic calming reviewing in the area 
if one set is altered and there is maximum distance between features, so one cannot 
be just removed. The process can take over a year and may not result in a 
favourable decision. 
 
A smaller site with similar problems is Dunns Lane, Dordon. A planning application 
(PAP/2009/0175) was submitted with the access to the site located adjacent traffic 
calming features. I believe NWBC Planning Department has not determined the 
application because of the access issues. WCC are still receiving calls from the 
applicant but have not started the consultation process yet.  
 
The features may have to be moved, or an agreement in place to move them, before 
applying for planning permission. A big IF is whether the proposals would be 
supported. Residents and members could object with legitimate reasons to prevent 
the features from being altered. At this point in the proceedings we would not say 
that the development cannot be achieved, but anybody taking on the site should be 
made aware that it will be a lengthy process with no guarantees of success. 
 
Site: WE6 PS87B Site adjoin Co-op, 15 Tamworth Road 
 
The Proposals: 3 Dwellings 
 
Highway Observations: 
 
Access:  
The existing vehicular access to the site is from Tamworth Road (C8), and is suitable 
for intensification of use.  
 
Carriageway: 
The width of the carriageway fronting the site is wide enough for two way traffic 
flows. 
 
Footway: 
There is a continuous footway fronting the site. 
 
Speed Limits: 
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The speed limit on the section of road fronting the site is 30mph.  
 
Visibility Splays: 
"Y" distances of 47 metres should be, and should be achievable. 
 
Sustainability: 
Access to bus services is within the recommended distances for walking. 
 
Access to the rail network is not within recommend walking distance of the site. 
 
There are limited amenities within recommended walking distances of the site.   
 
Conclusion: 
The Highway Authority objected to planning application PAP/2013/0342, but that was 
in regard to layout. It is possible for the development to occur, but the proposals 
require alterations to provide suitable turning areas and parking in accordance with 
guidance and research.  
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   Project  title NWBC Strategic Transport Assessment  

  

       
  

   Prepared by Adrian Hart 
  

Date 10/09/13 

  

  Subject 
i 

NWBC Core Strategy – Sustainable Transport Measures 

Introduction 
It is critical that sustainable transport improvements form part of the overall mitigation package to 
support the housing and employment growth proposals within the Borough. Such improvements 
will: 

• Contribute towards the delivery of sustainable development within the Borough; 

• Maximise the number of journeys made by sustainable transport modes from trips generated 
as a result of new development; 

• Reduce the impact of car based travel on the local and strategic highway network; and 

• Deliver an integrated approach to transport provision to serve new development. 

Sustainable transport is an umbrella term which includes provision of bus services, bus 
infrastructure, park and ride, access to rail services, walking, cycling and behavioural measures 
(Smarter Choices). This note sets out what sustainable transport improvements will be sought 
through the planning process to support development generally within the Borough. A number of 
specific measures to mitigate development are also described in more detail. 

Public Transport 
Introduction 
 
Public transport has an important role to play in supporting new development by providing real 
travel choice to residents and employees. This in turn can help mitigate the overall impact of 
development on the highway network by reducing the number of car trips generated as a result of 
growth. 
 
Improvements to public transport can include service enhancements and investment in 
infrastructure. Further details of these are set out below. 
  
Improvements to Bus Services 
 
The County Council may require financial contributions towards the provision of improvements to 
bus services as part of all significant new development. This will generally take the form of either 
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enhancements to existing bus services which fall within 400m walking distance of the site, or for 
larger sites the provision of new standalone bus services which deliver direct access to the 
development in question. Contributions will be sought for a minimum of five year period, net of 
fare box revenue. Alternatively, developers may wish to contract new or enhanced bus services 
directly with an operator rather than pay a contribution. Such requirements will be agreed as part of 
the planning process and conditioned accordingly. 
 
New or enhanced bus services should ideally provide a minimum of a 15 minute frequency serving 
the development between 0630 – 1900 from Monday to Saturday, with a 30 minute frequency in 
evenings and on Sundays. Developers will be encouraged to either contribute towards a marketing 
budget or work with service providers to ensure new bus services are well publicised. The County 
Council will also encourage developers to consider ticketing offers / low fares when new bus 
services are introduced. 
 
The concentration of large scale development proposed in certain areas of the Borough such as 
Dordon/Polesworth and Atherstone should facilitate the conditions required to support the 
introduction of new and/or enhanced services that stand a reasonable chance of becoming 
commercially viable over time. In certain circumstances, new infrastructure may be needed to help 
facilitate the conditions necessary to allow buses to move into and through new development sites 
so they are not forced to make complicated and unattractive diversions. Further expansion at 
employment sites such as Birch Coppice and Hams Hall should be supported by appropriate public 
transport improvements, which could take the form of either conventional and/or bespoke works 
buses. 
 
Within North Warwickshire, the County Council will particularly support new and/or improved bus 
service proposals to come forward as part of development which: 
 
• Support strategic bus connections in the North-South corridor between Leicester, Hinckley, 

Atherstone, Nuneaton, Bedworth and Coventry; 
• Support or enhance existing routes serving Sutton Coldfield, Birmingham Airport/National 

Exhibition Centre and Birmingham city centre; 
• Support or enhance existing town service networks; 
• Provide good access to key destinations such as railway stations, medical care facilities (e.g. 

George Eliot and Good Hope Hospitals), education/ training facilities and key existing 
employment sites both within the Borough and near to it (e.g. MIRA, Birch Coppice, Hams 
Hall, BIA/NEC); and 

• Improve links to adjacent towns and villages. 
 
Developers will be encouraged to work with the County Council and bus operators to prepare 
proposals which will meet these aspirations, and contribute towards ambitious mode share targets 
for sustainable travel as part of an overall mitigation strategy for their development. 
 
Improvements to Bus Infrastructure 
 
The principal areas of infrastructure associated with bus service improvements are bus stops, 
shelters, laybys, information and priority measures. 
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In relation to bus stops, we would expect these to be well located in relation to the surrounding 
development (for example in terms of local service centres and schools), with a maximum walk 
distance of no more than 400m from any point within the development. In most cases bus stop poles 
with flags and timetable cases should be sufficient. At key stops, consideration should be given to 
providing a bus shelter. A commuted sum will be required for a period of five years to cover the 
maintenance costs of each shelter provided. Bus stop laybys are generally not required unless it is 
necessary for a vehicle to wait for some time at a particular point in its journey (for example at the 
beginning or end of a route). 
 
The County Council does not generally require Real Time Information (RTI) to be provided at bus 
stops and within bus shelters. However, liaison with site promoters will be undertaken to discuss the 
possible provision of supporting underground infrastructure, should RTI be pursued at some point 
in the future. 
 
Further opportunities for bus priority provision elsewhere within the District will be sought as a 
result of new development, particularly at key junctions on important bus corridors. Bus priority 
measures will be essential to support park and ride should such proposals come forward (see below) 
 
Access to Rail Services 
 
The principal access points to the rail network for those living or working in the Borough are 
Atherstone, Polesworth (albeit with one service per day), Nuneaton, Coleshill Parkway, Water 
Orton and Tamworth. Sustainable transport proposals which enhance access to these facilities will 
be supported by the County Council. 

Walking and Cycling 
General 
 
It is essential that high quality pedestrian and cycle routes are provided to and within all new 
development sites that come forward in the Borough.  
 
Internal provision for pedestrians and cyclists should deliver good access to local service centres, 
schools and open spaces/play areas. The County Council’s preference is that cyclists should 
generally be accommodated on suitably designed streets within new residential developments 
(rather than shared use footway/cycleways adjacent to the carriageway), complemented by traffic-
free shared pedestrian/cycle routes where they provide attractive or more direct alternatives to the 
road network. Routes should also be provided as part of new ‘green’ corridors, with suitable links to 
them from within the development. Good connections to the external pedestrian and cycle network 
should also be provided. 
 
In terms of other pedestrian and cycle infrastructure, crossing facilities should be considered where 
flows will justify such provision. Toucan crossings may be required on key cycle routes. 
Pedestrian/cycle signage should also be considered, particularly in terms of links to the National 
Cycle Network and important local facilities such as rail stations. The County Council would expect 
to see good quality cycle parking provided at local service centres, schools and open spaces/play 
areas within development sites. 
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The cycle network within North Warwickshire is currently limited due to the dispersed nature of the 
main settlements within the Borough. Any improvements which come forward as a result of new 
development will therefore positively contribute towards the establishment of a core network which 
can grow over time. 
 
As part of the monies which have been identified for sustainable transport improvements, we would 
envisage a proportion of this being used towards a number of wider enhancements to the cycle 
network across the Borough. The following schemes would deliver a number of key links and 
therefore allow more seamless journeys to be made by bike: 
 
• A5 Corridor (Tamworth – Birch Coppice – Atherstone – MIRA – Hinckley), linking to the 

committed pedestrian/cycle improvements between Nuneaton and MIRA; 
• Atherstone – Mancetter – Hartshill – Camp Hill – Nuneaton; 
• Dordon/Polesworth – Atherstone; 
• Dordon/Polesworth – Tamworth; 
• Coleshill – Chelmsley Wood – Birmingham; and 
• Coleshill – Birmingham Airport/National Exhibition Centre. 
 
The above schemes are initial ideas and should not be considered as an exhaustive list of schemes.  
The County Council will seek contributions towards full or partial funding of these improvements 
through either a CIL Charging Schedule or other funding mechanisms to secure contributions from 
developers.  

Smarter Choices 
In order to reinforce the investment in public transport, walking and cycling described in this 
section of the report, the County Council would expect to see the parallel deployment of a range of 
behavioural and other measures (also known as Smarter Choices) as part of the growth proposals 
across the Borough. 
 
Examples of such measures include: 
 
• Workplace Travel Plans (in respect of sites generating in excess of 100 jobs); 
• Sustainable Travel Packs for new residents; 
• Personalised travel planning; 
• Travel awareness campaigns; 
• Public transport information and marketing; 
• Car clubs; 
• Car sharing schemes; 
• Provision of Electric Vehicle charging points at key locations within development sites; and 
• Use of teleworking, teleconferencing and home shopping. 
 
                                                      
      Adrian Hart     
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Glossary and Abbreviations 
Annual Average Daily Traffic  (AADT) - is the total volume of vehicle traffic of a 
highway or road for a year divided by 365 days 
 
Accession - An alternative software for analysing accessibility to goods and 
services. 
 
Air Quality Action Plan (AQAP) - A document which sets out the actions needed to 
address known air quality problems within an Air Quality Management Area. 
 
Air Quality Management Area (AQMA) - A geographical area which is declared by 
a Local Authority where air quality has deteriorated below a set of defined National 
and European standards. 
 
Borough Plan - Local planning authorities must prepare a local plan known as a 
Local Development Framework (LDF), which is made up of a number of 
Development Plan Documents (DPDs). 
 
CITEware - see Appendix B 
 
Committed Development - A development site that has been granted planning 
permission. 
 
Community Infrastructure Levy (CIL) - A new levy that local authorities in England 
and Wales can choose to charge on new developments in their area. The money can 
be used to support development by funding infrastructure that the council, local 
community and neighbourhoods want - for example new or safer road schemes, park 
improvements or a new health centre. The system is very simple. It applies to most 
new buildings and charges are based on the size and type of the new development. 
 
Congestion Reference Flow (CRF) - The CRF of a link is an estimate of the Annual 
Average Daily Traffic (AADT) flow at which the carriageway is likely to be congested 
at peak periods on an average day. For the purposes of calculating the CRF, 
‘congestion’ is defined as a situation when the hourly traffic demand exceeds the 
maximum sustainable hourly throughput of the link. At this point the effect on 
traffic is likely to be one or more of the following: flow breaks down with speeds 
varying considerably, average speeds drop significantly, the sustainable throughput 
is reduced and queues are likely to form. This critical flow level can vary from day to 
day and from site to site and must be considered as an average. The CRF is a 
measure of the performance of a road link between junctions.” 
- Design Manual for Roads and Bridges, Volume 5, Section 1, Part 3 TA 46/97 
 
Core Strategy - A key compulsory local development document which sets out the 
principles regarding the development and use of land in a Local Planning Authority's 
area. 
 
Delivering a Sustainable Transport System (DaSTS) - The agreed approach by 
the previous Government to identifying transport needs from 2014 onwards. DaSTS 



set out a coordinated national approach to providing sustainable solutions to 
identified transport issues. 
 
Department for Transport (DfT) - An arm of National Government that sets policy 
for aviation, roads, rail and shipping. It is also responsible for a number of Executive 
Agencies including the Highways Agency. 
 
DfT Design Manual for Roads and Bridges (DMRB) - A series of 15 volumes that 
provide official standards, advice notes and other documents relating to the design, 
assessment and operation of trunk roads, including motorways in the United 
Kingdom. 
 
DfT National Transport Model (NTM) - The NTM is a disaggregated multi-modal 
model of land-based transport in Great Britain (GB). It comprises six modes - car 
driver, car passenger, rail, bus, walk and cycle. The NTM combines a wealth of 
information taken from a range of sources and produces forecasts of road traffic 
growth, vehicle tailpipe emissions , congestion and journey times. 
 
DfT NI167 - DfT National indicator data for calculation of morning peak speeds and 
congestion.  In its raw format, satellite navigation logs from in-car systems can be 
used to calculate speeds and journey times across any given time period and route. 
 
Development Plan Documents (DPD) - Development Plan Documents outline the 
key development goals of the local development framework. Development plan 
documents taken together are broadly equivalent to the old-style local plans. 
 
DirectRoute – See Appendix B 
 
Enterprise Zone (EZ) - A specific geographical area that has been designated by 
Government, where businesses are entitled to receive various types of financial aid. 
These include tax benefits, special financing and other incentives designed to 
encourage businesses to establish and maintain a presence within the specified 
zone. 
 
DoH - Department of Health 

Examination in Public (EiP) - formal examination in the public arena by the 
planning inspectorate in relation to the the draft submission of the Borough Plan.  
This will take into account evidence from all interested parties and will cover all 
elements of the plan including roads, education, environment and utilities. 
 
GEH - The GEH Statistic is a formula used in traffic engineering, traffic forecasting, 
and traffic modelling to compare two sets of traffic volumes.  Using the GEH Statistic 
avoids some pitfalls that occur when using simple percentages to compare two sets 
of volumes. This is because the traffic volumes in real-world transportation systems 
vary over a wide range. For example, the mainline of a motorway might carry 5000 
vehicles per hour, while one of the on-ramps leading to the freeway might carry only 
50 vehicles per hour (in that situation it would not be possible to select a single 
percentage of variation that is acceptable for both volumes). The GEH statistic 
reduces this problem; because the GEH statistic is non-linear, a single acceptance 



threshold based on GEH can be used over a fairly wide range of traffic volumes. The 
use of GEH as an acceptance criterion for travel demand forecasting models is 
recognised in the UK Highways Agency's Design Manual for Roads and Bridges 
(DMRB), Volume 12, Section 2 
 
Ha - Hectares of land 

Highways Agency (HA) - An Executive Agency of Government responsible for 
managing the motorway and trunk road network within England. 
 
Infrastructure Delivery Plan (IDP) - A key element of the Development Plan which 
sets out the infrastructure that is essential to allow the spatial proposals contained 
within the Core Strategy to come forward. 
 
Local Development Framework (LDF) - The Local Development Framework sets 
out the spatial planning strategy for an area, and is produced by the relevant Local 
Planning Authority. These have replaced the previous system of county level 
structure plans, district level local plans and unitary development plans for unitary 
authorities. 
 
Borough Plan - Local planning authorities must prepare a local plan known as a 
Local Development Framework (LDF), which is made up of a number of 
Development Plan Documents (DPDs). 
 
Local Transport Plan (LTP) - Local transport plans, which typically consist of a 
strategy element and a local implementation plan for transport, are an important part 
of transport planning in England. Strategic transport authorities (county councils, 
unitary authorities, passenger transport authorities and London Borough councils), 
are expected to prepare them as forward-looking plans covering a number of years 
(typically five years), and present them to the Department for Transport (DfT). 
 
Modal Shift – the change in user choice between modes of travel, usually towards a 
more sustainable mode. e.g. using cycles instead of cars. 

M6 Toll - A privately operated road run by Midland Expressway Ltd (MEL), which 
allows traffic to avoid the M6 through the West Midlands conurbation. 
NUCKLE – The acronym for the proposed heavy rail improvements between 
Nuneaton, Coventry, Kenilworth and Leamington Spa. 
 
NTM - See DfT NTM. 
 
Office of National Statistics (ONS) - independent body charged with the collection 
and publication of statistics related to the economy, population and society of the 
United Kingdom at national and local levels. 

PDA - Proposed Development Area. 

PT - Public Transport. 



Regional Growth Fund (RGF) - A £1.4bn fund operating across England from 2011 
to 2014 which supports projects and programmes that lever private sector 
investment, creating economic growth and sustainable employment. It aims 
particularly to help those areas and communities currently dependent on the public 
sector to make the transition to sustainable private sector-led growth and prosperity. 
 
S106 agreement - A legal agreement between a Local Planning Authority and an 
applicant/developer, as set out in S106 of the Town and Country Planning Act 1990 
(as amended by Planning and Compensation Act 1991 Section 12). Planning 
Obligations are used following the granting of planning permission (normally major 
developments) to secure community infrastructure to meet the needs of residents in 
new developments and/or to mitigate the impact of new developments upon existing 
community facilities. 
 

S-PARAMICS - A micro-simulation traffic modelling software tool which can be used 
to test the performance of transport networks and the impact of improvement 
schemes. Also see 6.2.11 
 
Smarter Choices - Smarter choices are techniques for influencing people’s travel 
behaviour towards more sustainable options such as encouraging school, workplace 
and individualised travel planning. They also seek to improve public transport and 
marketing services such as travel awareness campaigns, setting up websites for car 
share schemes, supporting car clubs and encouraging teleworking. 
 
Strategic Housing Land Availability Assessment (SHLAA) - An assessment of 
land availability for housing over a 15 year period, which is carried out by Local 
Planning Authorities and their partners to inform future spatial planning documents. 
 
Supplementary Planning Document (SPD) - provides detailed guidance on how a 
specific aspect of the local planning authorities planning policy will be applied.  This 
may be in the form of an SPD that sets out a methodology to secure contributions 
from developers for transport schemes in the district or borough in accordance with 
the transport strategy of the Local Plan and the Local Transport Plan for 
Warwickshire. 
 
Strategic Road Network (SRN) - The motorway and trunk road network, which is 
the responsibility of the Highways Agency. 
 
Transport Assessments (TAs) - A comprehensive and systematic process that 
sets out transport issues relating to a proposed development. It identifies what 
measures will be taken to deal with the anticipated transport impacts of the scheme 
and to improve accessibility and safety for all modes of travel, particularly for 
alternatives to the car such as walking, cycling and public transport. 
 
Virtual Park and Ride (VPR) -Delivery of a park and ride facility whereby 
developers donate the land and fund the principal infrastructure. The facility is then 
served either by the bus services funded by the developers in respect of their sites 
and/or passing commercial services. 
 



Warwickshire Observatory - the home for information and intelligence about 
Warwickshire and its people. Provides a centre of excellence in research, data 
collection and analysis, supporting evidence-based policy-making across the public 
sector in Warwickshire. 
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	1 Introduction
	1.1 Background
	1.1.1 This document forms the County Council’s response on transport matters relating to North Warwickshire Borough Plan proposals for possible employment and housing sites throughout the borough.
	1.1.2 The County Council has prepared this document to form a key input to the decision making process regarding the levels of future housing and employment growth within the Borough over the next 15 years. It is recognised however that transport is o...
	1.1.3 The approach taken by the County Council in presenting this submission builds on the experience gained from the similar assistance which has been provided to Warwick District, Stratford Districtand Rugby Borough Council as part of the preparatio...

	1.2 The Process
	1.2.1 An iterative, staged approach is being adopted by the County Council in providing its advice to the Borough Council on the transport implications of the Borough Plan. It is envisaged that further timely input to the process will be towards the s...
	1.2.2 In parallel with this process, the County Council, Highways Agency and Borough Council are working closely with promoters of a number of potential development sites within the area. It is likely that this work will help:
	1.2.3 The NWBC Core Strategy proposes broad levels of growth but not detailed site allocations. We understand that the Infrastructure Delivery Plan contained within the Core Strategy has formed the basis for the Site Allocations DPD, but requires more...

	1.3 Terminology
	1.3.1 A number of terms relating to the planning process and specialist terminology relating to transport planning are used throughout the document.  Further clarification of definitions is included in Appendix F Glossary and Abbreviations.


	2  Portrait of the Borough
	2.1 The Borough in its Wider Spatial Context
	2.1.1 North Warwickshire lies in the centre of England situated between Birmingham, Coventry, Staffordshire and Leicestershire and borders with Nuneaton and Bedworth Borough in Warwickshire.  It is a large, predominantly rural area.  Approximately 60%...
	2.1.2 The resident population of North Warwickshire Borough in 2011 was 62,100  (Source:ONS)The population within the main settlements in 2011 was;
	2.1.3 The resident population has increased by around 154 in the period 2001-2011, representing a growth of 0.3%. This is significantly below the West Midlands average of 6% growth over the same period (Source: ONS).
	2.1.4 North Warwickshire is fairly large in comparison to its population, this ensures that the Borough has a low population density, 220 people per square kilometre (Source: ONS).
	2.1.5 74% of workers in the Borough travel to work by car or van, either as a driver or passenger. This is amongst the highest percentage for the country, nationally it ranks highly being 14th out of the 348 English and Welsh authorities (Source: ONS ...
	2.1.6 The Borough has a central position within the geography of Britain, given its proximity to the A5, M6/M6 Toll, M69 and M42 and West Coast Main Line. Good strategic transport links do however mean that the area is a popular place to live, work, a...
	2.1.7 A number of major employers are also based in the area which plays a vital role in supporting the local economy. Atherstone forms the main commercial centre of the Borough, and is also home to the Borough Council.
	2.1.8 There are major industrial estates at Atherstone, Coleshill and Kingsbury and Birch Coppice on the A5. Hams Hall near Coleshill is home to international companies such as Birds Eye Walls, BMW, Chubb and Sainsbury's, whilst the site is served by ...

	2.2 Transport Context
	2.2.1 At a national level, transport policy is underpinned by five national transport goals which were set by the previous Government for the development of the UK’s future transport policy and infrastructure. These national goals and associated chall...
	2.2.2 The Local Transport White Paper, ‘Creating Growth, Cutting Carbon: Making Sustainable Local Transport Happen’ (January 2011) reiterates the Government's vision for a sustainable local transport system that supports the economy and reduces carbon...
	2.2.3 The National Planning Policy Framework (NPPF) (March 2012) was presented by Rt.Hon. Greg Clark MP.  In his statement the Local Plan was described as the “keystone of the planning edifice”.  The NPPF retains the 'presumption in favour of sustaina...
	2.2.4 The wide ranging nature of the goals contained in DaSTS, the Local Transport White Paper and the NPPF reflect the important contribution that transport can make in both supporting and acting as a stimulus to achieving a range of objectives, incl...
	2.2.5 The recently published Warwickshire Local Transport Plan (LTP3) sets out the County Council’s proposals to improve transport and accessibility between 2011 and 2026. The Plan, which was submitted to the Department for Transport in March 2011, pr...
	2.2.6 The previous Warwickshire Local Transport Plan (2006-11) identified five overarching objectives for transport in the County. These have been reviewed to ensure that they remain relevant within the current policy context for transport. The revise...
	2.2.7 Objective 6 has been added to support the Government’s commitment to tackling climate change as set out in the Climate Change Act 2008, the National Transport Goals and the Local Transport White Paper.
	2.2.8 The Circular explains how the HA will participate in all stages of the planning process with the relevant Government agencies local planning authorities, local highway/transport authorities, public transport providers and developers to ensure na...
	2.2.9 The highway network within or near the Borough is dominated by a number of important motorway and trunk roads which carry large volumes of local and longer distance traffic, these being:
	2.2.10 The majority of other routes in North Warwickshire are predominantly rural in nature with the following routes providing  important links across the Borough:
	2.2.11 Whilst there are a number of committed road network schemes related to significant developments near the area (e.g. MIRA), there are currently no County proposals for any major new road building.  The most significant schemes that may influence...
	2.2.12 Traffic flows are monitored in North Warwickshire, however recently there has been no consistent monitoring programme.  Analysis of survey sites shows a mixed picture of growth on the Borough’s road.  The A5 just east of the M42 has seen signif...
	2.2.13 Within the Borough, 74% of people use the car for their journey to work (Source: Census 2011). The respective figure for the journey to school is 37% (Source: WCC School Travel Survey 2010).  Within Warwickshire, 68% of people use the car for t...
	Public Transport
	2.2.14 The urban areas of the Borough have a relatively comprehensive network of bus services, made up of mainly inter-urban routes. The majority of these services are provided on a commercial basis by Stagecoach.
	2.2.15 Access to the rail network can be found at Atherstone, Polesworth, Water Orton and Coleshill Parkway. Tamworth and Nuneaton stations outside the borough are within a reasonable travel distance.  Coleshill Parkway links Birmingham New Street in ...
	2.2.16 From Nuneaton there are hourly services between Liverpool/Crewe and London Euston, hourly services between Coventry and Nuneaton, and half-hourly connections between Birmingham and Stansted. Approximately 15% of journeys to school are made on p...
	2.2.17 Apart from the usual range of controlled and uncontrolled pedestrian crossings, the main facilities for those on foot can be found within the existing pedestrianised areas of the main settlements.
	2.2.18 The mode share for journeys to work made on foot and by bike in the Borough is 7.3% and 1.3% respectively (Source: 2001 Census),  compared to 9.7% and 7.3% for Warwickshire as a whole.  For the journey to school, 47% of pupils walk whilst 1% cy...
	2.2.19 There are a number of issues and constraints which tend to be the cause of the majority of congestion problems across the transport network within North Warwickshire Borough. These include;
	2.2.20 Although congestion occurs on the motorway and trunk road network in the area, it is not deemed to be a significant issue on the County road network when compared to other parts of Warwickshire.  Parts of the A5 trunk road experience congestion...
	Public Transport
	2.2.21 The principal constraints to bus operations within the Borough relate to issues of congestion and journey time reliability on certain routes and the lack of intra urban services (due to size of settlements). Generally speaking, bus service timi...
	2.2.22 The County Council will continue to support the existing minimum level of bus service provision within North Warwickshire, in order to sustain and increase level of access to key facilities.  Further inter-urban Quality Bus Corridor between Nun...
	2.2.23 Detailed work has been undertaken on behalf of Centro, Birmingham City Council, Warwickshire and Staffordshire County Councils into the feasibility and business case for enhancing local passenger service between Birmingham, Water Orton and Tamw...
	Walking and Cycling
	2.2.24 The is no specific cycle infrastructure in North Warwickshire except for Sustrans on road routes, links on the A5 to Birch Coppiceand a cycle lane at Coleshill Parkway.  This is due to the size of the urban areas and distance between employment...
	2.2.25 Maps of the Borough have been produced summarising the key transport issues, highlighting congested routes and areas and with safety concerns (Appendix A).  Additionally, important recent, committed and proposed schemes have also been plotted.
	2.2.26 Key Committed improvements within or which influence travel in the area are as follows:
	A5 MIRA access roundabout and dualling committed.
	2.2.27 Key Scheme Proposals, Investigations or aspiration schemes which are not currently committed include:

	2.3 Strengths, Weaknesses, Opportunities and Threats
	2.3.1 A summary of the strengths, weaknesses, opportunities and threats of the transport network is set out in Table 2.1 overleaf.


	3 Preferred Options Assessment
	3.1 The Vision for Transport within North Warwickshire Borough
	3.1.1 The proposals for transport in relation to the Borough Plan should, where possible:
	3.1.2 As set out earlier, the County Council’s objectives for taking forward the National Transport Goals at a local level are as follows:
	3.1.3 When these are combined with the vision for transport in North Warwickshire Borough as set out above, a number of local imperatives begin to emerge:

	3.2 Future Growth in North Warwickshire Borough
	3.2.1 As described below, the Borough Council has provided details of the required levels of housing and employment growth that could take place over the next 15 years. The NWBC Core Strategy proposes broad levels of growth but not detailed site alloc...
	3.2.2 NWBC requested that a single growth option was tested within both a strategic modelling context which considered the overall plan impacts and  a more detailed modelling exercise which considered the impacts of development on the road network/tow...
	3.2.3 The growth option was identified in the NWBC Site Allocations Plan Preferred Options (February 2013) document. The modelling assumptions are presented in Table 3.1.

	Fig. 3.1: Preferred Options Development Areas (Housing and Employment by size)

	4 Site Access Assessments
	4.1 WCC Highway Control – Deliverability of Proposed Sites
	4.1.1 WCC Development Control officers visited all proposed development sites identified in the Site Allocations DPD to ascertain whether or not suitable access can be achieved and if any required improvements can be delivered, these finding are inclu...
	4.1.2 An assessment of the local area in terms of pedestrian/cycle/PT access was undertaken.  General comments regarding these have been included in the Site Access Assessments (Appendix C).
	4.1.3 Junctions local to the larger development sites and along key strategic corridors have been assessed as part of a more detailed assessment outlined in Parts 2 and 3 of this method statement, which will consider the cumulative impacts of the deve...
	4.1.4 The Site Access Assessments (Appendix C) gives conclusions on the deliverability of each site, due to the number of sites and range of issues, these cannot be summarised in this overview document.


	5 Borough Plan Traffic Modelling
	5.1 Cumulative Impact Assessment and Transport Mitigation Required to Deliver the Borough Plan
	5.1.1 WCC have liaised with NWBC and the Highways Agency to agree the appropriate input data to be used in the following assessments:

	5.2 A. Initial Strategic Assessment
	5.2.1 An initial assessment was undertaken for all proposed sites using the latest version of CITEware software as per the original Strategic Transport Assessment submitted to NWBC, this was undertaken by PBA Transport Consultants.  Committed employme...
	5.2.2 Distribution matrices will be exported from CITEware for use in more detailed analysis within area specific S-Paramics microsimulation models.  These models cover the main focus of the proposed housing and employment sites contained within the B...

	CITEware Strategic Modelling Assumptions
	5.2.3 The identified housing total 3085 units and 63.87 Ha of employment land with a 40% build out assumption, this equated to 25.5 Ha of employment.
	5.2.4 The same employment land use class split used for NWBC strategic core strategy assessment were discussed with NWBC and were assumed as flows;

	Trip Rates
	5.2.5 The trip rates adopted for each housing and employment land use are shown in Table 5.2  ..

	Strategic Modelling Methodology with CITEware
	5.2.6 The test year for all assessments was 2028. AM morning peak (0800-0900) and PM evening peak (1700-1800) have been adopted as the most suitable time periods to test as they represent the worst case in terms of traffic congestion issues on the roa...
	5.2.7 The highway impact relating to each scenario was assessed using PBA’s CITEware strategic modelling software.  This software was developed with input from WCC and has been tailored for our use through the inclusion of surveyed traffic flows acros...
	5.2.8 It should be noted that this is a strategic modelling exercise.  The CITEware model calculates the routes chosen by vehicles based on a time and distance calculation.  The time taken to travel along any given link is informed by DfT NI167 data a...
	5.2.9 Three methodologies have been adopted in the analysis of the CITEware outputs and should be used in conjunction when formulating an opinion on the impact of a scenario on the highway network.
	5.2.10 The first methodology involved a simple assessment of the overall increase in 2-way traffic flow on all links within the model relating to each development scenario.    The outputs for this method are provided in development traffic plots using...
	5.2.11 This is useful for understanding the overall increase in traffic in an area/on a route but gives no context.  For example, an increase of 100 vehicles on the M42 would be negligible, we already experience such differences on a daily basis, howe...
	5.2.12 To overcome this issue a second methodology was developed using a common traffic modelling calculation called GEH.  Using the GEH Statistic avoids some pitfalls that occur when using simple percentages to compare two sets of volumes. This is be...
	5.2.13 For traffic modelling in the "base" scenario, a GEH of less than 5.0 is considered a good match between the modelled and observed hourly traffic flows.  Therefore any link that has a GEH value of less than 5 in a forecast model can be deemed to...
	5.2.14 A further assessment considered the absolute increase in traffic flow over reference through North Warwickshire AQMA.
	5.2.15 The results of this assessment are discussed in Chapter 4.

	5.3  B. Detailed Assessment using Area Specific S-Paramics Microsimulation Models and New Road Proposal between A5 and B5000
	S-Paramics Overview
	5.3.1 An explanation of S-Paramics is provided below:

	WCC Modelling Packages Overview
	Methodology
	5.3.2 A brief overview of the methodology is provided below.  Further details are available in Appendix F (North Warwickshire Borough Council Strategic Transport Assessment Modelling Detailed S-PARAMICS Impact AssessmentReport)
	5.3.3 Distribution matrices were exported from CITEware for use in more detailed analysis within area specific S-Paramics microsimulation models.  These models cover the main focus of the proposed housing and employment sites contained within the Boro...
	5.3.4 WCC S-Paramics Traffic Models were used to assess the impact of the development proposals and to help identify appropriate mitigation requirements in order to deliver the planned growth.
	5.3.5 All assessments were carried out using the 2028 reference case models to compare impacts with 2028 Borough Plan allocation models.  The 2028 reference case models determine what the Strategic Road Network (SRN) conditions are expected to be at t...
	5.3.6 A “do nothing” scenario was then modelled.  This included all site allocations but no mitigation will be applied at this stage.
	5.3.7 Further consideration of trip rate calculations took account of how sustainable transport measures may be used to mitigate the effect of development trips.  This enabled a comparison to be made between the “do nothing” and “with sustainable tran...
	5.3.8 Mitigation was initially be based on schemes identified within the original NWBC STA and JMP discussed with WCC the results to inform professional opinions of required mitigation.
	5.3.9 An iterative process of mitigation testing to refine requirements was then undertaken.
	5.3.10 An initial review of the current levels of traffic using Dordon (and possibly other existing links between A5 and B5000) as a through route(s) was undertaken using ANPR (Automatic Number Plate Recognition) surveys to track vehicle movements. Th...
	5.3.11 It was determined that the forecast demand and additional demand relating to Tamworth growth and looking to the next Plan period would be of a sufficient level to warrant further detailed analysis of the proposal, an extension to the A5 Atherst...
	5.3.12 JMP as HA consultants and developers of the Atherstone model, were best placed to undertake this modelling task.
	5.3.13 The results of these assessments are discussed in Chapter 4.  A detailed modelling report for the S-Paramics modelling assessment is available in Appendix F (North Warwickshire Borough Council Strategic Transport Assessment Modelling Detailed S...

	5.4 Identification and Costing of Transport Interventions
	5.4.1 Identification of key transport interventions was based on expert analysis of the modelling outputs through a Project board.  Transport interventions were identified in terms of provision of sustainable transport to encourage modal shift and key...
	5.4.2 Costs will be calculated based on a high level review of the proposed mitigation measures identified through the modelling assessment. Included in the costs will be an element attributable to highway works, an element attributable to the cost of...
	5.4.3 Design and delivery costs will be in the region of 48% (based on a similar assessment recently carried out for Warwick District) of the costs of highway and signal works attributable to each scheme. A similar assessment of NWBC/NBBC area schemes...


	6  Results of Option Assessment
	6.1 Strategic Modelling (CITEware)
	6.1.1 As discussed in the methodology in Chapter 3, all assessments provide a comparison between NTM 2028 factored base flows and NTM 2028 factored base flows + strategic development site traffic flows.  Committed developments are considered separatel...
	6.1.2 On the whole AM and PM plots are very similar as the distribution for PM trips is a reversal of the AM journey to work data taken from the National Census.  There will be slight difference in trip rates and more significant difference in delays ...
	6.1.3 Flow plots are shown in Appendix D.  As would be expected,  the flow plots identify impacts local to the proposed development sites, highlighting pressure along the A5 corridor and rural routes to Dordon, Grendon and Atherstone, and additional i...
	6.1.4 Pressures along the A5 corridor and Hartshill will be considered more closely through a microsimulation modelling exercise in the next section of the following section of the chapter.  Where more sophisticated route choice modelling is undertake...
	a) has significant impacts
	6.1.5 GEH Plots are shown in Appendix E.  When the proportional impact is assessed through the GEH assessment (where the 2028 growth traffic flows are compared to the 2028 with development flows), the results are put into context against the backgroun...
	6.1.6 There is only one instance of a GEH greater than 10, this is identified with Atherstone town centre, it will be shown through the detailed strategic modelling that the more sophisticated route choice model and greater route choice availability r...
	6.1.7 GEH values of between 7.5 and 10 GEH are experienced on highlighted links in Atherstone , Dordon and on the A5 between Dordon and the M42 J10.  This would be expected as the larger size devlopments are located in these area.  Mitigation requirem...
	6.1.8 There is only one Air Quality Management Area (AQMA) in North Warwickshire.  The impacts in the AQMA (Figure 6.1) are insignificant with an additional 15 vehicles in the AM and PM peak periods travelling through the AQMA.

	6.2 Strategic Detailed Modelling of A5 corridor Developments (S-Paramics)
	6.2.1 JMP was commissioned by Warwickshire County Council (WCC) to assist with the modelling
	6.2.2 of North Warwickshire Borough Council’s (NWBC) core strategy site allocations and utilise the available PARAMICS models to assess the resulting network conditions.
	6.2.3 In response to the modelling outcomes potential mitigation solutions have been explored and a suggested package of measures developed
	6.2.4 Based on WCC review of surveys, CITEware modelling, knowledge about neighbouring Local Plan growth and giving consideration to growth in the next Plan period, WCC recommended that the existing A5 Atherstone Model should be extended to include th...
	6.2.5 The updated model A5 2028 Ref Case Model and the existing Nuneaton and Bedworth 2028 Ref Case model were then used to assess the impacts of the NWBC Preferred Options growth strategy.
	6.2.6  The Scenarios tested were as follows:
	6.2.7 The modelling report for this assessment is included in Appendix F.
	6.2.8 The modelling assumptions adopted in the S-Paramics models for sites, land use, trip rates were the same as the CITEware assessment and were extrapolated to take account of the shoulder peak hours included in the S-Paramics models.  This process...
	6.2.9 The junctions highlighted in Figures 6.2 and 6.3 were assessed for performance in relation to the scenarios described above.

	Overview of S-Paramics Modelling
	6.2.10 The initial results from the ‘Do Nothing’ scenarios indicated no significant impact in the Nuneaton and Bedworth area resulting directly from the LDF sites. However, impact has been highlighted in the Atherstone area, most notably in the AM per...
	6.2.11 An assessment of the LDF trips in the Atherstone area with an assumption of a 7.5% reduction in development trips to account for model shift, was shown to alleviate the impact in the PM period. However, the AM network continues to show signific...
	6.2.12 Subsequently, a package of mitigation measures was developed.Interventions were designed and targeted at the locations where known issues exist and where stress had been highlighted in the model testing. The models with the inclusion of the int...
	6.2.13 Three ‘Do Something’ packages were developed, two of which contained partial or full link road between B5000 and A5. In each case the impact at Dordon was shown to reduce or be mitigated completely, with the only exception being in the AM where...
	6.2.14 Detailed analysis of impacts is described in Appendix F.  Further detailed modelling will be required to ascertain further mitigation requirements with the town centres of Atherstone and Dordon.  This will be developed through working with the ...

	Conclusion
	6.2.15 In general, the impact from the LDF sites has been shown to be relatively minor and where it does exist, it has been shown to centre around Dordon and on the adjacent section of the A5.The impact has also been more notable in the AM period.
	6.2.16 The proposed interventions associated with the ‘Do Something’ scenarios have been shown to eliminate the majority of the impact highlighted in the ‘Do Nothing’ scenario. The inclusion of the new link road between A5 and B5000 has been shown to ...

	General Comments
	6.2.17 It should be recognised that these outputs are worst case.  Strategic trip rates used in throughout this study are based on current trip rates.  As road networks become more congested it is highly likely that these trip rates will alter to acco...
	6.2.18 Modal shift when encouraged by comprehensive sustainable infrastructure and supporting policies could achieve a more significant reduction in travel.
	6.2.19 WCC does not hold sufficient annual monitoring data in North Warwickshire to make an assessment of peak spreading trends, However, Nuneaton and Bedworth automatic traffic monitors show clear evidence of peak spreading over the last 10 years.  T...
	6.2.20 Another consideration is that these impacts assume that economic conditions are good and costs of motoring do not escalate.  With uncertainty about the future of economies, the supply of fuel and rising insurance premiums the level of backgroun...
	6.2.21 Background and committed development growth will contribute significantly to the overall levels of impact on the road network When identifying mitigation strategies, only those impacts related specifically to proposed developments can reasonabl...

	6.3 Further Work
	6.3.1 It should be noted that this is a strategic assessment of the impact on the road network.  Detailed operation of junctions has been presented, however further detailed modelling work will be required when dealing with the individual site promote...


	7 Transport Interventions
	7.1 Introduction
	7.1.1 Identification of key transport interventions to mitigate the traffic impact relating to sites/scenarios was based on expert analysis of the modelling outputs. A Project board which included senior transport planning and development control offi...
	7.1.2 Key transport interventions were identified to mitigate development scenario traffic impact only.  Committed and background growth mitigation have not been considered to the same level.  Mitigation requirements for committed developments should ...
	7.1.3 A Community Infrastructure Levy (CIL) charging scheme will be required to ensure that cumulative impacts of future development can be mitigated (i.e. no single development may trigger the requirement for a mitigation scheme, however, combined im...
	7.1.4 The mitigation described in this chapter only considers requirements for site accesses where it forms part of a wider mitigation scheme (e.g.B5000 link road)l.  Otherwise delivery of site accesses will be the responsibility of the developer.  Po...
	7.1.5 It should be noted that mitigation requirements are based on professional opinion following interrogation of the output from the strategic modelling exercises.  To fully understand the impact of the developments and the mitigation requirements, ...
	7.1.6 A number of the mitigation schemes identified may be delivered/partly delivered by developments that are currently in the planning process. Therefore some schemes may not be required/costs reduced if they are delivered by such developments.
	7.1.7 The majority of schemes will fall within Highway Extent of developer controlled land, thus ensuring they can be delivered more easily.
	7.1.8 Costs were calculated based on a high level review of the proposed mitigation measures identified through the modelling assessment. Included in the costs are an element attributable to highway works, an element attributable to the cost of implem...
	7.1.9 Where a new bus service is required to serve a site or cluster of sites approximately £800,000 contribution over 5 years would be required to deliver a 15 minute bus service, dependent on distance and hours of operation.  At certain sites there ...
	7.1.10 Further work would be required to ascertain the actual bus service provision for each individual site.  This work can be undertaken once there is more certainty over the exact location of sites and the level of growth adopted.
	7.1.11 Where development sites are clustered it would be possible to achieve a critical mass that enables greater mitigation possibilities.  This is especially true in the provision of sustainable travel infrastructure.
	7.1.12 Although the usual approach is to ensure that the highway network experiences nil detriment, some of the more major mitigation solutions may actually accrue benefits for the wider network.  However, it is inevitable that some areas of the netwo...

	7.2 The Transport Strategy
	7.2.1 The following rationale underpins the transport strategy which the County Council believes is necessary to support the objectives of the LDF Core Strategy and the delivery of development through the various scenarios for development locations pr...

	7.3 Interventions required to deliver the Transport Strategy
	7.3.1 Mitigation schemes for each scenario have been identified and an indicative cost is provided.  A full list of all mitigation options is provided in section 5.4 which includes further details on the likely requirements.

	7.4 Mitigation Scheme Definitions
	7.4.1 The following table provides more detailed of the key transport interventions required to mitigate the impact of the development proposals.
	7.4.2 The responsibilities for contributing towards mitigation scheme costs are identified in section 5.3, these may differ for each development site combination in each scenario and further work is required on this aspect through more detailed modell...

	7.5 Other Modal Shift Mitigation Strategies (not included in transport interventions)
	7.5.1 Appendix G provides details of the Sustainable travel strategy.  This strategy should include the following elements:
	7.5.2 Encouraging modal shift is a key strategy aimed at reducing the impact of the proposed growth within the Borough on the road network.  An approach combining “sticks and carrots” to influence modal shift is could be adopted.  Options to complemen...
	7.5.3 Smarter Choices are ‘soft’ measures that seek to influence people’s travel behaviour away from car use towards more sustainable modes of transport.  They are aimed at helping people to choose to reduce their car use while enhancing the attractiv...
	7.5.4 ‘Smarter Choices’ measures have an integral role in complementing ‘hard’ infrastructure improvements, which alone are unlikely to generate significant behaviour change. Information, promotion, marketing and other supporting measures are key to s...
	7.5.5 The DfT commissioned a major study in 2004 to examine whether large-scale programmes could potentially deliver substantial cuts in car use. In summary the results suggested that, within approximately 10 years, smarter choices measures have the p...
	7.5.6 Each measure should work on the three principles of (i) 'inform'; (ii) 'enable'; and (iii) 'promote' with resources and interventions tailored to the individual needs of the target audience and proximity to the development (s).
	7.5.7 Example activities for each of the three principles include, but are not limited to:

	7.6 Initial Assessment of Deliverability
	7.6.1 WCC believes that the impact of the Preferred Options can be mitigated and that there are no fundamental barriers to delivering schemes that achieve mitigation.  Overall the network should be able to accommodate the level of growth proposed, how...

	7.7 Managing Risk
	7.7.1 Throughout the work undertaken to date on the LDF Borough Plan, the County Council has attempted to identify and manage risk and will continue to do so as the Borough Plan evolves. Examples of this include the following:
	 Early discussions with the Borough Council regarding its LDF, and timely submissions on transport throughout the development of the strategy;
	 Joint working with the Highways Agency to ensure that a complete assessment of the impact of development on the local and strategic highway network is undertaken with agreements on the most suitable way forward in terms assessing these impacts once ...
	 Establishment of joint working arrangements with the developers of the preferred sites;
	 Carrying out timely discussions with other organisations regarding potential transport interventions and measures;
	 Commenting and advising on the technical work in support of the proposals for major infrastructure delivery;
	 Possibility of undertaking work on key measures to help support the transport network of the towns and the LDF housing and employment growth. This may include the assessment of public transport improvements, town centre proposals and the design of k...
	 Advising developers on measures to encourage modal shift.
	7.7.2 It is envisaged that further detailed work will be undertaken in conjunction with developers, public transport providers and authorities to develop a comprehensive Transport Infrastructure Delivery Plan prior to the LDF Core Strategy Examination...

	7.8 Funding
	7.8.1 WCC indicative costings suggest that contributions towards mitigation schemes would be approximately £15.2m 2013 prices, dependent on site selection and the requirements for additional mitigation.   Effectiveness of mitigation is dependent on sc...
	7.8.2 These mitigation schemes do not include revenue based contributions towards bus services which could be significant.  Further studies would be required to understand the requirements.
	7.8.3 Further modelling work would be required to identify the definitive requirements for new infrastructure, and there is the possibility that costs could escalate if major schemes are discovered to be necessary. This is however thought to be unlike...
	7.8.4 Based on between 3085 houses (as proposed by NWBC), a contribution of approximately £4,927 per housing unit would be required towards transport improvements.  Please note this does not include contributions from employment developments which at ...
	7.8.5 It should be noted that costs are based on current prices.  They are derived from the professional opinion of the Project board.  No detailed cost estimates have been undertaken. Although contingency has been provided in the cost estimates, the ...
	7.8.6 Funding could be secured through the traditional S106 agreement approach or a Community Infrastructure Levy(CIL) approach.
	7.8.7 The benefits of using the CIL type approach would be that an average cost per household/cost per trip could be collected and placed in a funding pool which could be used for mitigation purposes.  Under the S106 approach it may be that an uneven ...

	7.9 Initial Assessment of Deliverability
	7.9.1 WCC believes that the impact most scenarios can be mitigated to varying degrees and that there are no fundamental barriers to delivering schemes that achieve mitigation. A number of schemes presented have potential to accrue benefits for the wid...


	8 Conclusions and Further Work
	8.1 Conclusions
	8.1.1 This document has outlined the existing transport issues within North Warwickshire Borough, highlighted the impact of proposed growth scenarios and their existing accessibility, taking consideration of committed developments including regionally...
	8.1.2 Strategic modelling CITEware modelling and detailed strategic modelling within S-Paramics microsimulation have been undertaken tools. The interpretation and identification of mitigation schemes was carried out by the Project Board.
	8.1.3 WCC believes that a combination of innovative engineering solutions in parallel with significant, effective, sustainable transport provision will mean that all scenarios that the Borough put forward can be accommodated.  However there will be di...
	8.1.4 Any growth strategy will have implications on the road network.  There may be some areas of the network that accrue significant benefits from well targeted mitigation measures especially where a critical mass of development exists.  However, wit...
	8.1.5 It is likely that existing capacity constrained areas such as town centres will continue to be placed under increased pressure.  Although some outputs indicate significant increase in flow in these areas, it is known that the existing capacity w...
	 The strategic modelling does not account of the propensity for modal shift through infrastructure, public transport provision, policy changes, congestion avoidance, escalating costs of motoring and targeted soft measures such as “Smarter Choices”. T...
	 Time period choice becomes a reality.  Evidence already exists of peak spreading elsewhere within Warwickshire across the cordon monitors. This is likely to continue as more pressure is applied to the network.
	8.1.6 A comprehensive and viable set of mitigation infrastructure proposals has been identified for each scenario.  Dependent on scenario, these costs are up to £15.2m.  Over the 3085 houses assessed this would equate to a contribution of £4987 per ho...
	8.1.7 Effectiveness of mitigation is dependent on scenario.  The impact of traffic from some sites is more difficult to mitigate.  There are some areas of the network that are already at capacity and there is little scope to provide further capacity t...
	8.1.8 WCC has expressed a view that a Community Infrastructure Levy type scheme is the preferred route to manage developer contributions for mitigation proposals.
	8.1.9 A series of recommended further studies is outlined in the following section.

	8.2 Further Work
	8.2.1 Route Management Strategies (RMS) are being undertaken by the Highways Agency.  The A5 RMS will formulate the HA’s strategy for this section of the A5 from 2015onwards.
	8.2.2 RMS’s will be evidence based and will draw upon sources such as Local Plan Strategic Transport Assessments and the A5 Transport Partnership Strategy
	8.2.3 RMS’s will form the basis of investment plans for the Highways Agency from 2015 onwards.  Such investments may contribute to the identified schemes or schemes which provide even greater capacity improvements.
	8.2.4 WCC has established a licence agreement and modelling protocol for use of the models by developers.  WCC will work either in isolation or with promoters of the preferred sites to test mitigation proposals.  This will also cover phasing of develo...
	8.2.5 Further work on the requirements and viability of public transport provision will be required and will involve close working relationships with site promoters, bus and rail service providers and WCC.
	8.2.6 Estimates covering the mitigation requirements have been provided within this document.
	8.2.7 Now that the mitigation requirements are defined, further work on the costing and feasibility of the transport interventions can be undertaken.
	8.2.8 Where substantial mitigation requirements are proposed with significant construction of infrastructure, it may be appropriate to undertake preliminary feasibility studies and seek funding from other sources.
	8.2.9 It is recognised that the LDF Borough Plan needs to be supported by a comprehensive Transport Infrastructure Delivery Plan, which covers the measures which are required to mitigate the impact of the proposed development sites.
	8.2.10 An Infrastructure Delivery Plan will be prepared to support the development proposals set out in the LDF. WCC has identified a number of the transport mitigation measures as described in Chapter 5.  These proposals will form the basis for mitig...
	8.2.11 It is envisaged that further work will be undertaken prior to the LDF Core Strategy Examination in Public to further reduce any remaining elements of risk within the Transport Infrastructure Delivery Plan.
	8.2.12 It is anticipated that contributions from developers will be secured through either the conventional S106 route, or via an approach based on the principles of a Community Infrastructure Levy (CIL). This document highlights, the County Council v...

	8.3 Changes to Development Assumptions
	8.3.1 Since undertaking this modelling assessment, NWBC have informed WCC of some minor changes to the development assumptions.  These are summarised as follows:
	8.3.2 WCC consider that these changes do not alter the conclusions of this report. In the context of a Strategic Transport Assessment these changes are insignificant.  The overall quantum of development does not change, with more focus on sites within...




