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1. INTRODUCTION

DTPC has been appointed on behalf of The Huntroyde Estate the appellants to provide transport and
highway advice for the traffic and transportation implications associated with their residential
development at the Waddow View on land off Milton Avenue, Clitheroe

This report relates to the need to assess the site constraints, opportunities, sustainability, network
capacity and the local car parking provision in support of taking the site forward for development
through the planning process for residential use.

The Transport Statement (TA) provided information on the traffic and transport planning aspects of the
development proposal.

A formal response to the application was submitted by Lancashire County Council in January 2012
which that there was no objection in principle to the application subject to a number of upgrades being
conditioned to further enhance the sustainability of the site (appendix 1).

The application was refused based on the following grounds.

The proposed development is considered contrary to Policy G1 of the Ribble Valley District
wide Local Plan in that it would have an adverse impact on the operation of the highway

network to the detriment of highway safety and to the general amenities of the area.

Further discussions on the common ground established the following.

Statement of Common Ground

Our ref: DAL10/12
LPA ref: 3/2011/0892
PINS ref: APP/T2350/A/12/2181354

Jane Dickman of Dickman Associotes Ltd and Caroline James of Trevor Dawson
& Co representing The Huntroyde Estate met with John Macholc and Sarah
Westwood of RVBC on 21.9.12 to discuss common ground in respect of this
appeal.

The parties agreed that highway safety was the only matter in dispute and the
LPA stand by all other matters in their report to committee. The report to
committee accurately sets out the planning history, relevant policy context as well
as those issues which are not in dispute as between the parties.The Council
officers confirmed that ‘amenity’ referred to in the reason for refusal related to the
highway safety issues only specifically congestion.

JD 24.9.12

An appeal was lodged and DTPC were asked to provide an expert witness for the agreed Hearing.

Following the refusal further discussions have been entered into with Lancashire County Council
highway officers and Appendix 2 sets out the agreed common ground.

My name is Alan Davies | am a Director of Development Transport Planning Consultancy (DTPC) with
responsibility for development planning and infrastructure projects, in particular with regard to
transportation, highways, traffic and parking issues, providing advice on schemes at all stages from



identification of concepts through to constraints and feasibility appraisals, detailed design and
implementation.

I hold a Master of Science Degree in Transport Planning and Engineering and | am a
Chartered Transport Planner, being a member of the Chartered Institute of
Logistics and Transport, Institution of Highways and Transportation and the Association
of Projects Management.

I have carried out transport and infrastructure strategies for major residential and mixed-use
developments, ranging from greenfield sites to urban extensions and town centre
regeneration schemes. Particular projects include Leighton West Crewe, Warmingham Lane
Middlewich, Curwen Road Workington, Hugh Baird Knowsley amongst many others.

I am thoroughly familiar with the site and surrounding areas for the purpose of preparation of this
Hearing Advice Report.

The following chapters set out the background of the discussions undertaken and a detailed response
to the refusal.

The conclusions clearly show that the site has little or no impact on the network and provides a safe
and sustainable location for residential development.

This report has been prepared solely in connection with the hearing into proposed development as
stated above. As such, no responsibility is accepted to any third party for all or any part of this report,
or in connection with any other development



2.

2.1

NATIONAL AND LOCAL POLICY GUIDANCE

National Planning Policy Framework

The NPPF has replaced the previous PPG13 and sets out the policy framework for sustainable
development and supersedes the previous advice.

Abstracts are provided for reference, the bold italics are added to emphasis the key policies related
to the development:

Achieving sustainable development

7

There are three dimensions to sustainable development: economic, social and environmental.

These dimensions give rise to the need for the planning system to perform a number of roles:

an economic role — contributing to building a strong, responsive and competitive
economy, by ensuring that sufficient land of the right type is available in the right places and at
the right time to support growth and innovation; and by identifying and coordinating
development requirements, including the provision of infrastructure;

a social role — supporting strong, vibrant and healthy communities, by providing the supply of
housing required to meet the needs of present and future generations; and by creating a high
quality built environment, with accessible local services that reflect the community s needs
and support its health, social and cultural well-being; and

an environm ental role — contributing to protecting and enhancing our natural, built and historic
environment; and, as part of this, helping to improve biodiversity, use natural resources
prudently, minimise waste and pollution, and mitigate and adapt to climate change including
moving to a low carbon economy.

The presumption in favour of sustainable development

14

At the heart of the National Planning Policy Framework is a presumption in favour of

sustainable development, which should be seen as a golden thread running through both plan-
making and decision-taking.

For decision-taking this means

approving development proposals that accord with the development plan without delay; and

where the development plan is absent, silent or relevant policies are out-of-date, granting
permission unless:

o any adverse impacts of doing so would significantly and demonstrably outweigh
the benefits, when assessed against the policies in this Framework taken as a
whole; or

o specific policies in this Framework indicate development should be restricted

Core planning principles

17

W ithin the overarching roles that the planning system ought to play, a set of core land-use

planning principles should underpin both plan-making and decision-taking.

encourage the effective use of land by reusing land that has been previously developed
(brownfield land), provided that it is not of high environmental value;

actively manage patterns of growth to make the fullest possible use of public transport,
walking and cycling, and focus significant development in locations which are or can be made
sustainable; and



. take account of and support local strategies to improve health, social and cultural wellbeing for
all, and deliver sufficient community and cultural facilities and services to m eet local needs.

Promoting sustainable transport

29  Transport policies have an important role to play in facilitating sustainable development but also
in contributing to wider sustainability and health objectives. Smarter use of technologies can reduce
the need to travel. The transport system needs to be balanced in favour of sustainable transport
modes, giving people a real choice about how they travel. However, the Government recognises that
different policies and measures will be required in different communities and opportunities to maximise
sustainable transport solutions will vary from urban to rural areas.

32  All developments that generate significant amounts of movement should be supported by a
Transport Statement or Transport Assessment. Plans and decisions should take account of whether:

° the opportunities for sustainable transport modes have been taken up depending on the
nature and location of the site, to reduce the need for m ajor transport infrastructure;

o safe and suitable access to the site can be achieved for all people; and

° improvements can be undertaken within the transport network that cost effectively limit the

significant impacts of the development. Development should only be prevented or refused
on transport grounds where the residual cumulative impacts of development are severe.

34 Plans and decisions should ensure developments that generate significant movement are
located where the need to travel will be minimised and the use of sustainable transport modes can be
maximised. However this needs to take account of policies set out elsewhere in this Framework,
particularly in rural areas.

35 Plans should protect and exploit opportunities for the use of sustainable transport modes for the
movement of goods or people. Therefore, developments should be located and designed where
practical to

. accommodate the efficient delivery of goods and supplies;

. give priority to pedestrian and cycle movements, and have access to high quality public
transport facilities;

o create safe and secure layouts which minimise conflicts between traffic and cyclists or
pedestrians, avoiding street clutter and where appropriate establishing home zones;

. incorporate facilities for charging plug-in and other ultra-low emission vehicles; and

o consider the needs of people with disabilities by all modes of transport.

36 A key tool to facilitate this will be a Travel Plan. All developments which generate significant
amounts of movement should be required to provide a Travel Plan.

37  Planning policies should aim for a balance of land uses within their area so that people can be
encouraged to minimise journey lengths for employment, shopping, leisure, education and other
activities.

38  For larger scale residential developments in particular, planning policies should promote a mix
of uses in order to provide opportunities to undertake day-to-day activities including work on site.
W here practical, particularly within large-scale developments, key facilities such as primary schools
and local shops should be located within walking distance of most properties.

39  If setting local parking standards for residential and non-residential development, local planning
authorities should take into account:

. the accessibility of the development;
. the type, mix and use of development;
. the availability of and opportunities for public transport;



. local car ownership levels; and
. an overall need to reduce the use of high-emission vehicles.

40  Local authorities should seek to improve the quality of parking in town centres so that it is
convenient, safe and secure, including appropriate provision for motorcycles. They should set
appropriate parking charges that do not undermine the vitality of town centres. Parking enforcement
should be proportionate.

41  Local planning authorities should identify and protect, where there is robust evidence, sites and
routes which could be critical in developing infrastructure to widen transport choice.

Decision-taking

186 Local planning authorities should approach decision-taking in a positive way

to foster the delivery of sustainable development. The relationship between decision-taking and plan-
making should be seamless, translating plans into high quality development on the ground.

187 Local planning authorities should look for solutions rather than problems, and decision-
takers at every level should seek to approve applications for sustainable development where possible.
Local planning authorities should work proactively with applicants to secure developments
that improve the economic, social and environmental conditions of the area.

2.2 Regional and Local Policies

The Government has announced its intention to revoke the Regional Strategies in England, which will
happen when the relevant parts of Localism Act are brought into force. However, until such time, the
RSS must still remain a material consideration in assessing planning applications, as should the
Government'’s intention to revoke RSS.

The North West of England Plan was published in September 2008 and sets out the Secretary of State
for Communities and Local Government’s policies in relation to the development of land within this
region. It aims to guide development of land within the region over the next 15 to 20 years.

The plan also embodies the Regional Transport Strategy and must be taken into account by local
authorities in preparing their Local Development Frameworks and Local Transport Plans. The plan
does not however make site-specific allocation of land for development.

The Plan initially sets out its Spatial Principles and Policy DP5 relates to managing travel demand and
states:

¢ Manage Travel Demand;
¢ Reduce the Need to Travel, and
¢ Increase Accessibility

Development should be located so as to reduce the need to travel, especially by car, and to enable
people as far as possible to meet their needs locally. A shift to more sustainable modes of transport for
both people and freight should be secured, an integrated approach to managing travel demand should
be encouraged, and road safety improved.

Safe and sustainable access for all, particularly by public transport, between homes and employment
and a range of services and facilities (such as retail, health, education, and leisure) should be
promoted, and should influence locational choices and investment decisions.

Major growth should, as far as possible, be located in urban areas where strategic networks connect
and public transport is well provided.

All new development should be genuinely accessible by public transport, walking and cycling, and
priority will be given to locations where such access is already available.

In rural areas accessibility by public transport should also be a key consideration in providing services
and locating new development, emphasising the role of Key Service Centres (Policy RDF2).



Central Lancashire City Region which includes Preston, Blackburn, Blackpool and Burnley. The RSS
states that Preston, Blackburn, Blackpool and Burnley all have strong, functional links with smaller
towns and villages, including some in neighbouring districts.

Focusing new development here reflects their existing key roles within the Central Lancashire City
Region and consolidates their ability to serve their hinterlands, promoting enhanced economic growth
and a better quality of life.

Outside the four main settlements, the City Region contains a variety of smaller industrial towns,
market towns and rural settlements that operate as key service centres and local service centres.
Fundamental to the concept of the zones of influence is the recognition of the inter-relationships
between urban and rural areas.

The smaller settlements and rural areas will make an important contribution to the City Region, not
only as a recreational resource, but also in terms of the regeneration of towns, villages and the wider
rural economy.

The policies relating to the Regional Transport Strategy for the North West are contained in Section 8
of the RSS. Policy RT2 relates to Managing Travel Demand and states:

Managing Travel Demand: The Regional Planning Body, local authorities, and other highway and
transport authorities should develop a coordinated approach to managing travel demand.

Early consultation with the Highways Agency will be required for any proposal that may affect the trunk
road network. In particular, efforts should be aimed at reducing the proportion of car-borne commuting
and education trips made during peak periods and tackling the most congested parts of the motorway
network including M6, M56, M60 and M62.

In rural areas, the focus should be on major tourist areas where visitor pressure is threatening the
local environment and quality of life.

Measures to discourage car use should consider improvements to and promotion of public transport,
walking and cycling. Plans and strategies will need to be specific to the nature and scale of the
problems identified, set clear objectives and specify what is being proposed, why it is necessary and
what the impacts will be.

They should:

Ensure that major new developments are located where there is good access to public transport,
backed by effective provision for pedestrians and cyclists to minimise the need to travel by private car;
seek to reduce private car use through the introduction of ‘smarter choices’ and other incentives to
change travel behaviour which should be developed alongside public transport, cycling and pedestrian
network and service improvements;

Consider the effective reallocation of road space in favour of public transport, pedestrians and cyclists
alongside parking charges, enforcement and provision and other fiscal measures, including road user
charging;

Make greater use of on-street parking controls and enforcement;

Parking for disabled people and for cycles and two-wheel motorised vehicles are the only situations
where minimum standards will be applicable.

2.3 Lancashire Local Transport Plan 2011-2021 (LTP3)

The Transport Act 2000 requires all local transport authorities in England, outside London, to prepare
Local Transport Plans. The relevant local policy documentation in the context of this Transport
Assessment is the Third Lancashire Local Transport Plan (LTP3) 2011/21.

It supports economic growth and access to employment, making the county’s roads safer for our
children and young people, and looking after the transport infrastructure are all priorities identified in
the new transport strategy. The new local transport plan for Lancashire is a first step in the
commissioning and delivery of new transport schemes across the county.



The plan gives support to a number of improvements to tackle congestion and bring forward new
development. Initiatives include supporting improvements in railway infrastructure and bus services
and providing safer streets by improving the infrastructure of residential streets, the public realm,
addressing specific hazards and providing training and raising awareness. The plan considers that the
introduction of 20mph zones across residential areas could significantly contribute towards increased
road safety and bring shared benefits in terms of encouraging more people to cycle and walk.

Through the LTP3, Lancashire County Council is committed to work with developers and district
councils to influence locations for major new developments. This will concentrate around reducing the
need to travel and securing and ensuring adequate accessibility through improvements to the
transport networks to serve and promote new development.

The plan sets out a comprehensive programme of transport projects that will be implemented that will
be implemented in the three years to 2013/14. It identifies where the County Council intends to commit
its spending to projects and importantly where other external funding sources are committed or will be
sought.

2.4 Ribble Valley Local Plan and Core Strategy Consultation Transport Criteria

The Ribble Valley Plan Sets out detailed policies and specific proposals for the development and use
of land in the area. The current Local Plans was adopted by the Council in 1998 and is currently
undergoing review.

A number of policies have been “saved” under the Local Development Framework. Policy T1
‘Development Proposals’ in the Local Plan has the same criteria as the “Key Statement DMG3”
Transport and Mobility in Appendix 4 of the Core Strategy Consultation document. It states that the
local planning authority will attach considerable weight to these criteria when making decisions on the
development proposals.

The eight points of the criteria are set out below.

1. The availability and adequacy of public transport to serve those moving to and from the
development.

2: The relationship of the site to primary route network:

3: The provision made for access to the development by pedestrian, cyclist and those with reduced
mobility.

4: Proposals which promote development with the existing developed areas at locations which are
highly accessible by means other that the private car.

5: Proposals which locate major generators of travel demand in existing centres which are highly
accessible by means other than the private car.

6: Proposals which strengthen existing town and village centres which offer a range of everyday
community shopping and employment opportunities by protecting and enhancing their visibility.

7: Proposals which locate developments in areas which maintain and improve choice for people to
walk, cycle or catch public transport rather than drive between homes and facilities which they need to
visit regularly.

8: Proposals which limit parking provision for developments and other on or off street parking provision
to discourage reliance on the car for work and other journeys where there are effective alternatives.

The Ribble Valley Core Strategy Consultation Document and the Local Plan both state that the local
planning authority will attach considerable weight to these criteria when making decisions on
development proposals.



2.5 Environment Management Plan

Ribble have adopted the environmental management plan in April 2010 and this sets out a hierarchy
of modes — not used on other polices.

Figure 5: Transport hierarchy

PEDESTRIANS

BICYCLES

PUBLIC TRANSPORT

This supplements the Core Strategy document and reinforces the LTP3.

2.6 Summary

The overriding theme of national policy is approval other than if the residual impacts are deemed
severe.

That developments must be accessible by sustainable means of transport and accessible to all
members of the local community. Local policy echoes the sustainability sentiment of national policy
and provides more detail in terms of deliverables.

The proposed development will incorporate uses with good linkages to local facilities and infrastructure
which will promote sustainability by reducing the number of car trips to local facilities.

Furthermore there are:

Pedestrian and cycle linkages to a number of locations and facilities are available, frequent public
transport services to other major centres and interchanges, and agreed parking provision all ensure
that this development is as sustainable, as required in local and national policy.

The assessment shows that the scheme clearly does not give rise to any issues that can be
deemed severe and from a transport point of view be approved.



3. PREVIOUS APPROVAL BY HIGHWAY AUTHORITY
3.1 Response to initial submission.

The LHA reviewed the assessment submitted for the scheme as again set out in this report and
provided a reply to the planning authority (Appendix A).

It stated that there were no objections in principle to this proposal on highway grounds. There
are a number of highway matters regarding aspects of the proposed development that could prove
detrimental to residents and the operation of the local highway network. However, many of these
matters will be resolved under Reserved Matters should permission be granted at this Outline stage.

Means of Access

As the access road to the site extends south west from Milton Avenue, the existing road width should
be maintained for a minimum distance of 10m into the site, with footways to either side.

The layout shown, in terms of carriageway width and footway provisions would not be suitable as a
means of access to an additional area of development.

The construction and design of the access road and other links will be conditioned to be consistent
with the Lancashire County Council Specification for Construction of Estate Roads and the appropriate
parameters set out in Manual for Streets 2.

There is an existing agricultural use to the land immediately to the north of the proposed development,
with access maintained through the site from Milton Avenue. The design of the first junction within the
site must allow for the safe movement of any anticipated vehicles.

Although the above points could be dealt with unreserved matters all the above points were
dealt with by an amended plan showing footpaths, increased widths and an access for the farm
track if required.

There are no requirements to alter the existing junction alignment at Waddington Road and Milton
Avenue as a consequence of the anticipated additional vehicular movements generated by the
development.

In relation to the pedestrian accessibility of the site, the site master plan identifies a possible footpath
link between the development and Chester Avenue. However, this link would run along third party
land. Without such a link there are no specific provisions to promote pedestrian access to this site.

The route is a PROW and third party issues would not arise.

Request for Planning Obligations.

It is considered that further sustainable measures may be necessary to promote and support
sustainable development, particularly in respect of public transport. The planning obligations are
expected to cover:

- contribution for sustainable transport, walking, cycling and public transport, and
- request for contribution for advice and assistance with the Travel Plan.

This has now been agreed as not required.

Public Transport

The bus and rail interchange is conveniently located for this development and falls well within a 400m
radius from the centre of the site.



Traffic Regulation Orders

The 20mph Speed Limit should be extended further to the north on Waddington Road and to include
access to the cemetery.

There is the potential for on street parking along Milton Avenue as there is no existing Traffic
Regulation Order (TRO) prohibiting waiting a Traffic Regulation Order introducing junction protection
measures, prohibiting waiting at any time, be introduced on the following lengths of road:-

a. Milton Avenue, south east side, from its junction with the centreline of Waddington
Road for a distance of 13m in a south westerly direction.

b. Milton Avenue, north west side, from its junction with the centreline of Waddington
Road for a distance of 19m in a south westerly direction.

¢. Waddington Road, south west side, from a point 9m north west of its junction with
the centreline of Milton Avenue, for a distance of 18m in a south easterly direction.

However, the design capacity of the existing junction will accommodate the combined number
of existing and anticipated vehicle movements.

On this basis, should the TRO not progress, for whatever reason, this would not raise any
specific highway safety concerns and would not be viewed as a justification for raising an
objection to the proposal on highway safety grounds.

Travel Plan
We would request that individual Travel Plans should be developed and approved by LCC Travel Plan
team, timescales for which would be agreed as a condition of planning approval.

3.2 Additional information

Following the planning committee initial reviews and issues raised by third parties additional
information was provided and the following response provided to the Planning Authority.:

LHA looked through the details of the surveys, both July 2011 and May 2012, with particular reference
to any additional turning traffic relating to Moorlands School on Eastham Street, and the sensitivity of
the Railway View Road/Waddington Road junction.

The impact of the additional highway activity shown in the more recent count confirms that the junction
is operating comfortably within its capacity and that the inclusion of the Moorlands School movements
is not significant in terms of the capacity of the existing highway infrastructure.

This is also true in respect of the available capacity of the main through route, B6478 Waddington
Road, where there is no evidence of any detrimental impact on its safe and efficient operation.

3.3 The LHA Conclusion

They conclude that they have no in principle objection to the scheme and that the scheme would have
little or no impact on the road network and would not give rise to any safety issues.

Subsequent to the assessment made the network has been the subject of a 20mph order that has had
a significant impact upon overall driver behaviour, and necessarily makes the area inherently safer
and the scheme would have reduced impacts over that previously assessed,



4, THIRD PARTY ISSUES
4.1 Issues raised for the initial application.
The committee report outlined the issues raised by third parties i.e.

The submitted Transport Assessment is based on false assumptions and is fundamentally flawed
underestimating the impact of additional traffic that would be generated by the development thus
undermining the viability of the scheme eg the traffic counts were taken when Moorlands School
was on holiday.

The first surveys were taken in school time but to be robust additional surveys were
undertaken and these showed some increase in flows but not to a level where the
fundamental capacity of the links or junctions would be affected. No capacity issues arose
from the updated assessment.

If the measures suggested in the Transport Assessment are taken for sightlines where will the
displaced cars park?

Parking at on near to a junction is against the highway code and potentially a criminal
offence, any TRO would only reinforce the need to park away from the junctions. There is
no right to park on the highway and car owners would need to find a safe area to park
within a reasonable walking distance, it is not the duty of the authority to provide on street
parking for residents.

The unadopted road running down to the playground will become a shortcut (rat run) and this
coupled with a general increase in traffic volumes in the area would make it dangerous for
children coming and going to the playground.

The route is currently used and speed are observed to be low, no safety issues are
recorded in this area, it is not clear why the new residents would use this route when the
adopted road will continue to have no capacity or congestion issues.

The roads that will be used to access this proposal are unable to accommodate the increased
volume of traffic, let alone construction traffic, due to the design of the existing development which
was built in the first half of the last century when vehicles were not as abundant.

This has been assessed and agreed with the highway authority has been acceptable to
accommodate the additional traffic flows anticipated. It meets the guidance for road layout
and widths.

Milton Avenue was designed to be an avenue not a thoroughfare for a housing estate.

The road is in excess of 7m wide, wider than the norm for terraced streets, changes are
always possible in the life of a route. The end of the road abuts the field boundary which is
the norm if an extension was planned in the future. Whilst there will be an unwelcome
change to the character of the road so far as local residents are concerned, that does not
mean that the road cannot safely accommodate the proposed increase in traffic

The area is congested enough with the large volume of traffic using the roads around — car park
and post office sorting office without further housing.

The area has been assessed and has significant spare capacity and no recorded
congestion issues.

Parking is already a problem for residents as many people working in the town centre prefer to
park on the streets rather than paying to use the public car park.

This is an existing matter and not part of the applications requirement to resolve, the LHA
has not promoted a parking control scheme and it is thus deemed acceptable or not a
priority. If it became an issue of concern then it would be capable of being dealt with
under existing powers available to the LHA



Pedestrian access to the town centre under the railway bridges on Waddington Road and by the
bus terminus is not very safe at the moment. Increased traffic will increase the danger.

The route is wide and can accommodate the pedestrian movements, from observation few
vehicles used the route, intervisibility is good and speeds are low, therefore conflicts were
observed as been low.

Any HGV traffic accessing the site would have to travel through Waddington as access from
Waddington Road cannot be achieved through Clitheroe itself as the bridge heights do not allow
such traffic.

High vehicles would need to do this as existing HGV movements do, the flows would be for
a limited time period and some loads could be delivered by vehicles that can pass under
the bridge by careful planning of loads.



5. SITE DESCRIPTION
5.1 Site location context

The site lies to the north of the main Clitheroe area which lies along the A59 corridor linking Preston to
Skip ton and beyond.
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Site location plan in relation to neighbouring settlements (Not to scale)

The location of the site in a local setting is shown below; it is bounded by residential areas with the
town centre some 350m to the south.

Local plan



Local setting
5.2 Local Highway Provision

All the roads in the area are of a standard carriageway width appropriate for their usage, with
footpaths and street lighting. They serve primarliy a residential catchment supported by local
services/retail units in the town centre.

From local knowledge and site observation the area has a typical traffic flow charateristic associated
with an urban area i.e. distinct AM and PM flow periods.

A photographic record of the local access and setting is provided below for future reference

Chester Avenue approach and exit from car park link



Clearly Chester Road has a parked cars on both side which affect the free flow of traffic, although the
flows are lower than the main road traffic.

Chester Avenue sight lines

At its junction with Waddington road cars are parked very close to the radii making it difficult on
occasion to turn in and out.

Railway New Rd/Waddington Road junction

Railway New Road has good sight lines in each direction, the bend constrains speeds in the area.

&
"

Waddington Rd to and from town centre

The pedestrian refuge is narrow and is not intended for pedestrians



Milton Avenue approach

Milton Avenue view along rear access.

5.3 Milton Avenue night survey

The previous submission and consultation raised issues regarding the night time parking along the
road, a series of observations have been undertaken that shows that parking does naturally occur but
there are gaps and the junction can be more heavily parked up.

The following photos are from the latest survey undertaken on 19/9/2012 between 8.00 and 9.00 PM.



Parking occurs in the junction area into Milton Avenue and as shown below on Waddington Road. This
is in contravention of the guidance in the highways code where it states:

5.4 Highway Code Para 242

You MUST NOT leave your vehicle or trailer in a dangerous position or where it causes any
unnecessary obstruction of the road. [Laws RTA 1988, sect 22 & CUR reg 103]

5.5 Highway Code Para 243

DO NOT stop or park - near a school entrance; anywhere you would prevent access for Emergency
Services; opposite or within 10 metres (32 feet) of a junction, except in an authorised parking
space; where the kerb has been lowered to help wheelchair users and powered mobility vehicles;
and in front of an entrance to a property

Accordingly to park in such a manner is potentially enforceable as a criminal offence by the police.
More importantly the planning system should not operate on the basis that otherwise acceptable
development ought to be precluded in order to facilitate ongoing unlawful behaviour.

There is little or parking on Eastham Street opposite Milton Avenue during the survey as shown
overleaf.







The side road running from Milton Avenue also has limited parking occurring on it.

5.6

Existing traffic flows

Traffic counts have been undertaken across the agreed network on two occasions, these have been
combined to use the highest flow on each link/movement to create a worst case flow situation. These
show that the network has link flows within the DMRB criteria set out overleaf and would fall between
UAP3 and 4, for the purposes of assessing the link capacity UAP4 have been used.

Feature ROAD TYPE
Urban Motorway Urban All-purpose
UM UAP1 UAP2 UAP3 UAP4
General Through route High standard Good standard | Variable standard Busy high
Description with grade single/dual single/dual road carrying street carrying
separated carriageway carriageway road | mixed traffic with | predominantly
junctions, road carrying with frontage frontage access. | local traffic with
hardshoulders or | predominantly | access and more | side roads, bus | [rontage activity
hardstrips, and through traffic than two side stops and at- including loading
motorway with limited roads per km. grade pedestrian | and unloading.
restrictions. access. Crossings.
Speed Limit 60mph or less | 40 to 60 mph for Generally 30 mph to 30mph
dual, & generally 40 mph 40 mph
40mph for single
carriageway
Side Roads None Ot?2 more than 2 more than 2 more than 2
perkm per km perkm per km
Access to None. Grade limited access access o frontage access unlimited
roadside separated for residential access to
development major only. properties houses. shops
& businesses
Parking and none restricted restricted unrestricted unrestricted
loading
Pedestrian grade mostly grade some at-grade some at-grade frequent
crossings separated separated at-grade
Bus stops none in lay-bys at kerbside at kerbside at kerbside

Table 1 Types of Urban roads
and the features that distingulsh them
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Figure 1 provides the AM and PM network flows from the combined traffic surveys with the peak hours
of 0800 hours and 0900 hours and between 1645 hours and 1745 hours. Full survey details in
Appendix 3 and network flow diagrams Appendix 4.

A UAP4 link would have 750 one way flow, 404 is the highest one way flow along the link i.e. 46%
spare capacity.

5.7 Accident review

The full accident records for the past 5 years are provided overleaf.



Location

S

Collizions

P Up To 2 Collizions

& Up to 2 Collision Involving Child, CycliztPedestrian
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Grid Ref

Severity

Vehicles
Invalved

Date/Time

Collision Details

Clitheroe,
Ribble Valley

374221,
442276

9/7i2007
4:00:00 PM

Slight

1

Vehicle Types Car,

Casualty Details

ID Casualty No 1

Type |Pedestrian

Severity

Slight

Casualties
Road
Distance to
Junction

Weather

Nearest Building

1

B6478
Waddington

Bose

Fine without high
winds

Z=| Location

Grid Ref

*33. m

Collision Details

Location

Grid Ref

Date/Time

Severity

Clitheroe, Ribble ~ Casualties

Valley
374354, 442194

10/19/2008
7:32:00 PM

Slight

Vehicles Involved 3

Road
Distance to
Junction

Weather

Nearest Building

2

B6478

Waddington Road B

Raining without
high winds

Vehicle Types ~ Car; Car: Car;

Casualty Details

D Casualty No 1 Casualty No 2

Type Driver or rider (Vehicle or pillion passenger|
Severity Slight Slight

Car Passenger|Not a car passengers||Rear seat passenger

Date/Time
Severity
Vehicles Involved

£ Vehicle Types

Casualty Details

“| Collision Details

Clitheroe, Ribble  Casualties

Valley
374326, 442208

3/6/2007
4:35:00 PM

Serious

ID Casualty No 1

Type  |Pedestrian

Severity |Serious

Road
Distance to
Junction

Weather

Nearest Building

B6478
Waddington Road

12m

Fine without high
winds




Clearly there are no trends or clusters that would give rise to concern from a safety point of view, the
rate per annum is low and in the past 4 years no accidents have been recorded. This is typical of a
road of this type and does not give rise to any safety concerns.

5.8 Waddington Road

In the past few months the speed limit on Waddington road has been reduced to 20 mph some 85m
west of Milton Avenue as shown below. Necessarily at lower speeds driver behaviour will be
substantially improved

In order to understand if the change has affected the actual speeds an ATC speed survey was placed
between 24/08/2012 TO 30/08/2012 to gain a robust assessment i.e. outside the school period where
free flows would decrease and speeds thus reduced.

Automatic Classified Counts, Clitheroe

DATE: 24/028/2012 TO 30/08/2012 TrANSPORT

LOCATION: WADDINGTON ROAD D \TA [: OLLECTION

Direction : WESTBOUND

85TH PERCENTILE
TIME PERICD Friday Saturday Sunday Monday Tuesday | Wednesday | Thursday
241082012 | 250082012 | 26/08/2012 | 27082012 | 28/082012 | 28082012 | 30082012

ooo - 100 42.0 32.7 3.7 347 37.6 422 34.2

100 - 200 35.8 30.8 35.5 38.4 35.0 224 -
200 - 300 40.7 34.3 35.3 35.5 258.0 39.8 32.9
300 - 400 439 37.7 38.7 39.5 31.1 19.0 28.4
400 - 500 15.2 35.5 57.6 3r.0 45.6 321 18.0
500 - 600 32.1 27.0 - 33.1 27.0 4.7 411
600 - T00 35.0 378 35.8 347 35.0 3r3 37.0
00 - 800 30.0 35.3 35.4 33.0 30.7 28.9 30.4
800 - 500 273 32.1 33.2 32.9 28.5 275 281
900 - 10:00 2585 255 2938 28.6 274 25.0 271
10:00 - 11:00 288 30.0 283 27.0 28.5 28.5 28.8
11:00 - 12:00 28.0 284 299 27.8 28.8 28.0 294
1200 - 1300 288 30.1 282 28.2 25.4 28.2 28.7
1300 - 14:00 278 285 282 30.2 28.6 28.5 283
14:00 - 1500 288 283 25.0 289 25.0 275 274
15:00 - 1500 285 254 2858 30.0 27.0 28.0 28.1
1600 - 17:00 28.0 278 30.7 294 27.8 30.5 28.5

17:00 - 13:00 284 283 296 30.0 274 282 -
18:00 - 15:00 287 283 30.5 30.9 30.2 30.8 30.2
19:00 - 20:00 31.2 25.1 31.4 31.1 30.1 311 30.2
20000 - 21:00 30.2 24.5 31.1 28.2 31.5 30.5 283
21:00 - Z200 289 254 34.1 33.3 327 321 32.8
2200 - 2300 316 287 349 32.8 32.3 35.3 319
2300 - 000 287 31.6 35.3 35.1 33.0 32.5 30.7
10-12 284 28.0 287 27.4 28.7 28.8 281
14-16 282 301 2858 28.3 28.2 28.7 281
0-24 252 291 30.5 30.1 281 288 282

7 DAY AVERAGE SPEED 23.8
7 DAY AVERAGE &5th PERCENTILE 296




Automatic Classified Counts, Clitheroe

DATE: 24/08/2012 TO 30/082012

[RANSPORT

DATA COLLECTION
LOCATION: WADDINGTON ROAD

Direction : EASTBOUND

B5TH PERCENTILE
TIME PERIOD Friday Saturday Sunday Monday Tuesday |Wednesday | Thursday
24082012 | 25082012 | 26082012 | 27082012 | 28/08/2012 | 29082012 | 30/082012
0:00 - 100 36.5 296 327 30.8 30.0 35.6 283
1:.00 - 200 87 28.0 41.8 392 26.0 42.0 M7
2:00 - 300 447 208 41.4 40.6 28.0 - 346
300 - 400 371 283 242 35.0 - 308 298
400 - 500 225 29.1 16.0 36.9 236 291 35.7
500 - 600 33.6 32.4 24.0 32.2 33.7 32.8 33.3
6:00 - T.00 A 25.0 36.2 32.4 3.1 329 3.3
7.00 - 200 0.8 322 M6 287 287 307 209
200 - 500 271 281 3 283 283 254 274
9:00 - 10:00 BT 288 281 279 sl 25.0 255
10:00 - 11:00 276 27.0 254 247 26.3 26.8 262
11:00 - 1200 257 258 274 257 286 287 262
12:00 - 13:00 282 273 274 254 272 287 276
13:00 - 14:00 255 249 251 288 269 287 257
14:00 - 1500 249 258 27.0 281 283 254 255
15:00 - 16:00 280 258 28.0 288 245 B4 s
16:00 - 17:.00 26.0 25.4 2556 26.5 256 28.8 26.8
17.00 - 1800 269 25.8 269 275 257 282 -
18:00 - 15:00 288 273 30.0 2594 284 28.1 27.0
19:00 - 20:00 285 218 30.1 306 287 2T 289
20:00 - 21:00 201 228 228 283 285 282 288
21:00 - 22:.00 285 244 3.3 30.0 292 e 25
2200 - 2300 293 269 33.6 28.2 30.6 34.4 30.9
2300 - 000 30.0 30.9 34.5 33.2 28.5 327 28.5
10-12 266 285 2689 253 254 287 282
1416 254 28 287 274 255 286 263
0-24 271 B8 283 28.0 27.0 275 27.3
7 DAY AVERAGE SPEED 21.8
7 DAY AVERAGE 85th PERCENTILE 274

On its approach to the town entre the route is over 7.8m wide with limited parking at the gateway area
thus giving little or no constraint to vehicle speeds.

The results show that the speeds are materially below 30 mph which in itself is good for an approach
to the urban area but the signage on its own has not resulted in reduction to 20 mph speed to along
the route. Speed has clearly been reduced but further mitigation may be needed to ensure it delivers
its full potential.

5.9 Milton Avenue

The road is some 88m in length from Waddington Road before it turns along the side road linking to
Chester avenue etc. It is approx 7.1m in width which for a residential street is considered to be wider
than the norm.

The drawing overleaf shows two parked cars and approx 3.0m width between them without parking on
the footpath.
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A 3m width is capable of accommodating a car, van or refuse type vehicle.

The following abstract from MFS show that 3m exceeds the guidance for one lane working of 2.75m
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Figure 7.1 lllustrates what various carriageway widths can accommodate. They are not necessarily
recommendations.

A

Within the boundaries of London parking on footpath is banned, outside of London this does take
place in an ad hoc manner, reference to the Traffic Signs Regulations indicates that parking either part
or fully on footpaths can occur with approval if the necessary signage is provided by the LHA.

The sign and diagram number are shown overleaf for reference.
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Diagram No.667

If parking is designated to take place on the footpaths but still keeping a 1.5m path width on both sides
as shown a road width of 4.1m is possible, from the above MFS guidance this can accommodate two

way flows for cars at low speeds.
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Although possible it not anticipated that this will regularly be provided and that gaps in parking will be
utilised for passing of cars etc if needed as it does in the existing situation.

5.10 Summary

The assessment of the existing situation shows that the local network functions well within any
capacity constraints, no inherent safety issues are present, indeed the area has a low accent record of
less than 1 per year.

Parking does occur as would be expected for an area with terraced properties but observations show
that on a random inspection basis that there are gaps along the road to allow passing of vehicles or
even accommodate additional parking as needed.

The only area of possible concern are the abuse of the parking near junctions as set out in the
highway code and the higher speeds recorded for a new 20 mph route although they are less than
30mph which for an urban area is more than acceptable.



6. EXISTING SUSTAINABLE TRAVEL OPTIONS TO THE SITE

It is important to recognise that national Government guidance encourages accessibility to new
developments by non-car travel modes. New proposals should attempt to influence the mode of travel
to the development in terms of gaining a shift in modal split towards non car modes, thus assisting in
meeting the aspirations of current national and local planning policy.

The accessibility of the proposed development sites by the following modes of transport has,
therefore, been considered:

1. Accessibility on foot;
2. Accessibility by cycle;
3. Accessibility by public transport;

6.1 Amenities

In addition to the town centre which is located some 5 minute walk away from the site the area also
offers:

Job Centres

Opticians

Pharmacies

O

Post Offices

O

Village Halls and Community Centres
u Community Centres
u Village Halls

Facilities



As the site is to be residential then the need to connect easily to local facilities and schools is key to
the delivery of family units, the following plan shows the local schools.
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6.2 Walking

The proposed development site is located within an existing urban area with a range of local land
uses, services and facilities within a 5 min walk distance. The routes are adopted, have street lighting
provision and are overlooked to provide safe routes.

The side streets whilst unadopted are designated PROW and have flagged footpaths in reasonable
condition and street lights to afford an acceptable walking route.

Walking Routes to and from site



The site lays well within the 400m/5min walk distance to a public transport facility in this case the Bus
and rail Stations.

Pedestrian route to bus station, shared area undefined



View to underpass and refuge to bus station frontage

Views along rear access to side of car park and site
The route along the side of the site towards Chester Road is unadopted but has public rights of way
for vehicles, cycles and pedestrians. It has a footpath along the east side along the flank frontage of
the houses. This is a flag footpath and is reasonably well maintained.

At a site inspection in August the route was being used by a group of walkers as shown overleaf.
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5 and 10 minute walk areas

The CIHT report provides guidance about journeys on foot. It does not provide a definitive view on
distances, but does suggest a preferred maximum distance of 2000m for walk commuting trips this
extends to cover the neighbouring settlements indicated by the green circle on the map below.

This is supported by the now superseded PPG 13 and the National Travel Survey which suggests that
most walking distances are within 1.6km thus accepted guidance states that walking is the most
important mode of travel at the local level supporting the above statement.

The DfT identify that 78% of walk trips are less than 1km in length, (DfT Transport Statistics GB).

2 km walk catchments



Importantly, the 0.8 km walk catchment also extends to cover the town centre and employment zone.
There are, therefore, significant opportunities for residents to access a range of shopping,
employment, leisure, and service facilities on foot.

Additionally the 800m distance covers the full site (as does the 400m) connecting to the rail station,
this gives the residents the best potential to use the rail network for employment trips rather than a car,
this supports the local demographics that the town has approx 39% employment to the west/SW and
these areas are accessible by train/walk.

Accepted historic guidance states that walking is the most important mode of travel at the local level
and offers the greatest potential to replace short car trips, particularly under 2 kilometres, and confirms
that walking also forms an often forgotten part of all longer journeys by public transport and car.

Clearly, there is also potential for walking to form part of a longer journey for residents via the bus
services. There are existing pedestrian routes in the vicinity of the site that will assist the accessibility
of the site for pedestrians.

In conclusion, the proposed application site can be considered as being highly accessible on
foot.

6.3 Cycling

The National Travel Survey NTS (undertaken annually by the Dft) has identified that bicycle dependant
on the topography considers a mean distance of between 5 — 10 kilometres a reasonable travel
distance between home and workplace.

As described in historic guidance, 'Cycling also has the potential to substitute for short car trips,
particularly those under 5 km, and form part of longer journeys by public transport'. The red circle on
the figure below indicates the 5 km distance clearly the 10km distance will cover a substantial area.
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The plan shows that a number of the smaller adjacent villages are within the 5km cycling distance a
journey of around 25 minutes using a leisurely cycle speed of 12 kilometres per hour of the site. The
10km distance would allow cycle connection to the outskirts of Blackburn and Padiham.

Therefore, there are a wide variety of residential areas, schools, shops, and other leisure and service
facilities associated with a rural within the cycle catchment area that can be accessed.

In conclusion, the proposed application site can be considered as being highly accessible by
cycle.

6.4 Travel by public transport

An effective public transport system is essential in providing good accessibility for large parts of the
population to opportunities for work, education, shopping, leisure and healthcare in the town and
beyond.

Railway View Road south of the development has the closest bus stops to the site, well within the
400m sustainable distances. They have shelters and bus timetable information

Bus station south of the site

The proposed development site is therefore conveniently located close to bus stops that regularly
serve a number of communities in the vicinity of the site. These services provide the opportunity for
residents of the proposed development site to travel via public transport.
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The proposed application site is therefore considered as being highly accessible by bus.




6.5 Clitheroe Station and the Ribble Valley Railway Line

The Waddon View site is located within very close proximity to Clitheroe Railway Station on Station
View Road which is part of the Clitheroe transport interchange which is located on Station View Road.

The interchange, which opened in 2002 operates as part of a larger strategic transport hub for
Clitheroe and its immediate hinterland and includes an off highway bus Station and some on-highway
bus stops on King Street and Station Road.

theroe
‘ Interchange
»

Clitheroe is one of 13 stations on the Ribble Valley railway line which runs from Manchester Victoria in
the regional centre, through Blackburn, and on to the small market time of Clitheroe, a distance of
approximately 30 miles.

The abstract overleaf shows the location of the Ribble Valley Line in relation to other strategic railway
lines in Lancashire i.e. Blackburn and Bolton.

The location of the Ribble Valley Line and Clitheroe Station in relation to the wider rail network in the
North, including Greater Manchester and West Yorkshire, can be seen on the second figure .
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The arrows show the location of Clitheroe Station and key interchange stations on the Ribble Valley
Line namely Blackburn, Bolton and Manchester Victoria in relation to the wider network.

Rail Services on the Ribble Valley Line and the wider rail network

In evaluating the significance of this line and the potential travel opportunities the services provide,
consideration has been given to the route in the context of an integrated transport corridor which
connects Lancashire with Greater Manchester

Services on the Ribble Valley Line are currently operated by Northern as part of a 10 year Franchise
that runs until 2014. Northern is the largest rail operator in the UK and its trains call at 500 stations, of
which 462 are managed by this operator including Clitheroe station.

The current frequency of rail services on the Ribble Valley Line is one per hour in each direction
between Clitheroe and Manchester Victoria via Blackburn.

The trains that are employed by Northern to operate the service on this line are usually 2 car diesel
units which are increase to 4 cars to operate journeys in the am and pm peak periods.

Additional trains are however provided in the AM and PM peaks on this line to accommodate the
additional demand that is placed on the line and the regions rail network at these times of the day
particularly for employment and education based trips.

The two tables summarise the departure and arrival times of the first and last advertised trains at
Clitheroe.



CLITHEROE-BLACKBURN-TO MANCHESTER MANCHESTER-BLACKBURN-CLITHEROE
First train to Manchester Victoria First train to Clitheroe
Mon to Fri Sat Sunday Mon to Fri Sat Sunday
6.40 7.07 9.40 5.55 5.55 8.01
Last Train to Manchester Victoria Last Train to Clitheroe
22.40 22.46 22.40 22.00 22.00 21.00

The following table lists the stations on the Ribble Valley Line and the advertised scheduled journey
times between the stations on the line, and the total end to end journey time between Clitheroe and
Manchester Victoria in the Regional Centre.

Stations on Clitheroe to Manchester Typical Journey. Time
Railway Line betwet?n stations
(Minutes)
Clitheroe 0
Whalley 6
Langho 4
Ramsgreave and Wilpshire 5
Blackburn 6
Darwen 7
Entwistle 10
Bromley Cross 6
Hall i' Th Wood 2
Bolton 5
Salford Crescent 14
Salford Central 2
Manchester Victoria 7
Typical end to end journey time 74

Strategic Transport hubs on the Ribble Valley Line

The following stations on the Ribble Valley Line are important transport hubs on the regional and
national rail network. The stations are:

Blackburn;

Bolton;

Salford Crescent; and
Manchester Victoria.

Blackburn Station is served by trains that operate between Blackpool and Colne, and Blackpool and
York. A bus interchange is conveniently located adjacent to Blackburn railway station. This provides
connections between the services that operate on the Ribble Valley Line, and bus services that
operate over a wide area of Blackburn and its immediate hinterland.

At Bolton Station, a new bus and rail transport interchange is currently being constructed by
Transport For Greater Manchester (TfGM). This £48 million scheme, due for completion in 2014, is
located within 50 metres of Bolton railway station.

When it opens this new integrated transport facility will provide step change improvements for
passengers interchanging between rail and bus services that provide access to destinations to the
west of the Regional Centre, the north of England and Scotland.

Salford Crescent Station is an important transport hub and interchange which serves a major
regeneration area adjoining the Regional Centre that comprises of land uses associated with higher
education and research, hi-technology and media based industries.



Salford Crescent Station is also located within close proximity to Salford Quays and Media City which
houses the new headquarters of the BBC and associated media and creative industries.

Over the past two years dedicated bus services have been introduced to improve access between
Salford Crescent Station and Salford Quays/MediaCityUK.

Manchester Victoria Station is one of two highly strategic transport interchanges in the Regional
Centre. The other is Manchester Piccadilly. Manchester Victoria which is also a key interchange for
Greater Manchester’s expanding Metrolink LRT network is scheduled to be improved and be upgraded
as a multi - modal interchange in the Regional Centre from 2014. This is part of the Northern Hub
Investment Programme which is discussed below. Included in this programme is the electrification of
the Manchester to Blackpool North route via Bolton.

Passengers travelling on the Ribble Valley Line who wish to travel to Manchester Piccadilly can easily
change at Bolton or Salford Crescent and connect with a number of high frequency services which
serve Bolton and Salford crescent and continue to Manchester Oxford Road and Manchester
Piccadilly.

Patronage of stations on the Ribble Valley Line

Patronage of Clitheroe Station has grown consistently between 2004/5 and 2010/11 as illustrated in
the table below. In fact patronage at all the stations on the Ribble Valley Line has grown consistently
over the period 2004/5 and 2010/11. This is due to a number of factors including the increasing
popularity of rail as a transport mode, which is a trend that has been evident throughout the whole of
the UK over the past decade.

2004/05 0.202
2005/06 0.218
2006/07 0.231
2007/08 0.237
2008/09 0.228
2009/10 0.236
2010/11 0.270

Annual Passenger Usage of Clitheroe Station*

*Based on the sale of tickets in the stated financial year for journeys travelling to or from Clitheroe,
Information sourced from Northern

The success and effectiveness of the Clitheroe Community Rail Partnership in promoting and
supporting the line, delivering improvements at stations and raising awareness of travel opportunities
through publicity has also had a bearing in the consistent patronage growth experienced by stations
on the Ribble Valley line over the past 7 years.

Improving the Clitheroe to Manchester Rail Line

The Pennine Lancashire Area Multi Area Agreement (MAA) is underpinned by the Pennine Lancashire
Economic Strategy, and is designed to address the economic under performance of the area, and to
exploit strengths and potential by identifying and recommending strategic interventions to the areas
leaders and partners.

The MAA intermediate transport priorities that have been identified include rail enhancements for the
Clitheroe to Manchester railway line as listed below:

. New signalling
. Doubling single track lines
. New rolling stock

. Extending platform lengths



The enhancements have been identified to tackle specific problems that are undermining the
performance and attractiveness of Ribble Valley Line.

The proposed improvements would provide increased line capacity, improved reliability reduced
journey times and improved connectivity to the economic growth centre of Manchester.

Blackburn with Darwen Council (BwDC) has taken the lead to look at ways of securing investment to
improve the Ribble Valley Line in conjunction with Lancashire County Council and key community
stakeholder groups including the Clitheroe Community Rail Partnership.

To this end BWDC has provided financial support towards the production of a Guide to Rail Investment
Projects Option Selection Study (GRIP Stage 3) which is the next step to gaining funding from DfT to
secure improvements to the Ribble Valley Line.

Key operational constraint on the Ribble Valley Line.

One of the main operational constraints on this line is the section of single track railway between
Bromley Cross and Blackburn stations which includes a passing loop at Darwen Station.

This approximate length of the single track section of the line is 11 miles. The proposed doubling of
the length of single track between Bromley Cross and Blackburn would amongst other things enable
the frequency of the existing hourly train service between Clitheroe and the Regional Centre to be
increased to at least every 30 minutes throughout the day. This would also facilitate reductions in
journey times between Blackburn and Bromley Cross and the overall end to end journey time between
Clitheroe and Manchester Victoria.

The Northern Hub and its relationship with the Ribble Valley Line

The Northern Hub is a major bottleneck on the rail network affecting the whole of the north of England
and is the focus of a £5660m investment project led by Network Rail to stimulate economic growth by
upgrading the rail network of the North. It is about targeted investment to allow the region to continue
to thrive.

The project was funded in full in July 2012, and works are due to start in 2014.These include major
improvements to create an improved multi modal interchange in the heart of the Regional Centre at
Manchester Victoria, and electrification of the Manchester Victoria to Blackpool north route via Bolton
and the west coast main line.

Clitheroe Line Community Rail Partnership

Community Rail Partnerships are part of a growing group of volunteers from across the UK who
through the Association of Community Rail Partnerships (ACoRP) are embracing the localism agenda
and are proving highly effective in being able to attract significant levels of inward investment to
improve and promote local railway lines and local stations.

Another very important aspect of Community Rail Partnerships is that in conjunction with key
stakeholders in the transport systems such as local authorities and transport operators the Community
Rail Partnerships and station adopters act at grass roots level to influence travel change behaviour
increase the use of sustainable travel encompassing rail, bus, walking and cycling.

Community Rail Partnerships are now an integral component of Lancashire County Council’s transport
strategies and programmes aimed at improving and promoting sustainable transport particularly via
the rail network.

Northern Rail for example currently supports 18 Community Rail Partnerships, promoting rural lines
and bringing the railway and local communities closer together including the Clitheroe Line Community
Rail Partnership.



The Clitheroe Line Community Rail Partnership includes an action plan that seeks to secure
improvements to this line identified in the Pennine Lancashire Area Multi Area Agreement. This
includes increasing the frequency of trains, reducing journey times, as well as introducing longer
trains, provision of access improvements and publicity initiatives to encourage walking and cycling.

The Clitheroe Line Community Partnership could play a very important role in terms of helping to tie in
its own travel initiatives and promotional activities as part of a community partnership arrangements
with new development initiatives as part of travel plans that are taken forward as part of development
agreements.

Rail Devolution in the North West

The delivery rail of improvements depends upon a number of factors. However the ability of local
decision makers and stakeholders is seen as key to delivering significant improvements to the rail
network in the North.

Transport for Greater Manchester (TfGM) and Lancashire County Council for example would like to
see key decisions about rail services in the north of England being made at a regional level, rather
than from London — thus helping to improve rail services and boost the northern economy, getting
people to work, connecting businesses and getting the best value for money from current and future
rail investment.

Over 80 per cent of local and regional trains in the north run through Greater Manchester, and ideas
are being developed that would see the establishment of a new regional rail franchising body. This
would work with other authorities across the north of England to develop regional rail strategies and
specifications and to manage future rail franchises to help drive economic growth.

The majority of rail services in the north of England are currently run by Northern Rail and Trans
Pennine Express. Northern Rail's franchise is due to expire on 31 March 2014, and Trans Pennine's
franchise could be terminated on the same date to allow the two franchises to be re-let as one. This
too could have benefits for the Ribble Valley Line

Rail Summary

The Waddon View site is in a highly accessible location by virtue that all of the site is located close to
Clitheroe Station and the Ribble Valley Line, which is able to facilitate high levels of access to the rail
network covering a wide area of Lancashire and Greater Manchester including the Regional Centre for
all trip purposes, but particularly employment, education, leisure and health trips.

The economic Case for the improvements that have been identified for the Ribble Valley Line which
are the subject of a study, are likely to be strengthened as a result of the implementation of the
Northern Hub investment programme which is due to be rolled out from 2014. Also the proposals for
rail devolution in the North and its potential effect on rail franchising will add further impetus to the
economic case for this line through the study process.

The existence of a very active and highly enthusiastic Community Rail Partnership working with
Lancashire County Council and local councils on the line of the route including Blackburn with Darwen
Council provides a very significant opportunity to create a community partnership and association to
potentially take forward a cohesive and effective travel plan for the Waddon View site and an
associated programme of community led initiatives and interventions that will influence and underpin
travel behaviour in favour of non-car modes for most journey purposes.

Summary

The site is well located in relation to a wide range of local facilities including the Town Centre itself for
the walking mode.



The site has easy access to the local network which is a 20mph area and thus safer for cyclist to use,
the site has the ability to connect to the two wider cycle routes for work or leisure uses.

It has easy access to bus service that connected it the wider area another employment and leisure
opportunities.

It is also in easy walk of the rail station and thus the much wider employment area of Preston,
Blackburn, Bolton, Manchester and Burnley.

In_ summary, therefore, the application site can be considered as being highly accessible by
public transport, walking and cycling in accordance with planning policy guidance.




7. THE DEVELOPMENT PROPOSALS AND LAYOUT
7.1 Development Proposals

It is proposed to provide approximately 50 residential units they will be accessed from Milton Avenue
using a new link extending the street into the site.

7.2 Layout

The site layout is illustrated on below (see architect drawing for full details) and included in the figures
section and shows the primary vehicular access to the development will be via a normal priority
junction.

PLAN

The layout is in the form of a cul de sac connected by a footpath link shown in red above to the rear
passage to ensure good external walking connections are provided to the town centre.

The capacity assessments show that the Milton Avenue junction has no issues and the location is
highly sustainable. The speed reduction to 20mph has made a material change in reducing the
speeds along the route is not currently self enforcing. It is therefore proposed to provide a mitigation
measure in the form of a junction platform which will reduce speeds further, further enhance safety the
local area and assist existing residents in the area to travel by car and non car modes.

Overleaf are abstracts of the full mitigation set out in the figures section for reference.
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The existing site lines can be occasionally constrained by parked cars as such corner protection
measures are proposed in order to ensure compliance with the highways code, it is not felt that they
are dependent on the scheme but more to rationalise the exiting parking situation.

To assist in the reinforcement of the new 20mph zone a bus friendly platform is suggested again not
needed for the scheme but one for wider community benefit that the scheme would derive some
benefit from.



8. TRIP GENERATION, TRAFFIC FLOWS AND ASSESSMENTS
8.1 Introduction

The site is exceptionally well located for non car modes to be used and the car based trips minimised,
national guidance suggests a detailed assessment is not required. Indeed it would be harder to find a
more sustainable location within the entire district However, LCC have requested the junctions
towards the town centre to be assessed.

In September 2011, DTPC submitted a Transport Assessment (n support of an application for 50
residential dwellings located off Milton Avenue in Clitheroe.

The network agreed with the Highway Authority to be assessed included the following junctions:
e Milton Road / B6478 / Eastham Road Priority Crossroad Junction;
e B6478/ Chester Avenue / Park Avenue Staggered Right Left Junction; and
e B6478/ Railway View Road Priority T Junction.

The Transport Assessment demonstrated that the study network junction could accommodate the
proposed development regardless of the testing scenarios being utilised. Appendix A contains table
extracts from the Transport Assessment detailing the PICADY capacity results for the study network
junctions.

In January 2012 the Highway Authority responded to the above work undertaken stating that “I have,
as the Highway Authority (SIC), no objections in principle to this proposal on highway grounds”. The
response then details a number points which need to be undertaken i.e. improvements and
contributions which would be resolved “‘under Reserved Matters should permission be granted at this
Outline stage”. Chapter 2 contains the November correspondence referred to above.

A query was raised in May 2012 as to the validity of the July 2011 surveys used in the original
Transport Assessment, i.e. did they represent normal background traffic flow level given the proximity
of the surveys to the school holidays. The planning committee on the 24/5/2012 deferred their
decision to approve the planning application until clarification on the impact of the traffic surveys could
be established.

New traffic count surveys were undertaken at the Milton Road / B6478 / Eastham Road priority
crossroad junction and the B6478 / Railway View Road priority T junction on 29 May 2012. It should
be noted that this month was agreed with the Highway Authority as being a neutral month. Shortly
after this an Addendum report was prepared and sent to the Highway Authority. This Addendum
report concluded that the differences within 2011 and 2012 surveys are synonymous with expected
daily variations and that these changes are de minimus in terms of their affect on the capacity
assessments undertaken thus far. The Highway Authority responded to the submitted Addendum
report and concluded that:

“l am, as the Highway Authority (SIC), satisfied that the level of anticipated traffic generated by the
proposed development at Waddow View and accessed via Milton Avenue will not be significant in
terms of the existing junction capacity. This is also true in respect of the available capacity of the main
through route, B6478 Waddington Road, where there is no evidence of any detrimental impact on its
safe and efficient operation.”

Chapter 2 contains the correspondence in relation to the review of the traffic survey information.

The above notwithstanding a reassessment of the study network junctions has been undertaken
utilising both the 2011 and 2012 traffic surveys, i.e. a combination of the highest traffic movements
from each survey, for robustness. The proposed 50 residential dwellings have also been used in the
assessments below.



8.2 Traffic Surveys

Table 1 below summarises the survey undertaken on the study network. Irrespective of year, the peak
hours of operation were found to be 0800 hours to 0900 hours and 1645 hours to 1745 hours. The
survey data is contained in Appendix 3

Date of Survey

Junction Surveyed
20 July 2011 29 May 2012

Milton Road / B6478 / Eastham Road Priority
Crossroad Junction

v 4

% not required as the initial review

B6478 / Chester Avenue / Park Avenue Staggered showed no issues and the junction

Right Left Junction does not form part of the access
needs
B6478 / Railway View Road Priority T Junction 4 4

Table 1. Summary of Traffic Surveys

Figure 1 details the 2011 surveyed vehicle movements across the network in the AM and PM Peaks
whilst Figure 2 details the corresponding 2012 flows.

It should be noted that for the B6478 / Chester Avenue / Park Avenue Staggered Right Left junction,
the 2011 flows have been utilised on Figure 2 except for the main east west movement which has
been derived using the preceding upstream link flow.

Figure 3 details the maximum flows observed from the 2011 or 2012 surveyed flows. This figure will
be the basis upon which the junction assessments below have been based upon.

Utilising 2011 flows Figure 4 details the corresponding percentage of HGVs for the AM and PM peaks.
These and subsequently derived traffic flows figures are contained in Appendix 4

8.3 Distribution of the Residential Traffic

Figure 5 details the likely distribution of development traffic from the proposed development across the
network which is based upon the combined traffic surveys as detailed in Figure 3.

8.4 Residential Trip Generation

The residential trips have been based on trip rates derived from an existing residential development in
Catterick Garrison, Richmondshire, North Yorkshire. Appendix 5 contains a plan showing the location
of the residential development at Catterick Garrison, the survey data and a calculation sheet deriving
the trip rates for this residential development. These trip rates have been used to derive the trips
associated with the proposed development of 50 dwellings. Table 2 shows the trip rates and the trips
for the proposed development.

. 50 Household Development Trip
Peak Trip Rate per Household Generation
Period
Arrive Depart Arrive Depart
AM 0.15 0.50 8 25
PM 0.44 0.17 22 9

Table 2: Residential Trip Rates and Development Trips



As concerns were raised by third parties to the rates used the recent Henthorn inquiry documents
have been reviewed for the agreed trips rates by the inspector, this are provided

AME PMIE
USE
ARR DEP 2-WAY ARR ARR DEP
Houses: 0.140 O.445 0.585 0.437 0.225 0.663

Source: TRICS 2010(a).

AM Peak = 0300 - OF00

PMA Peak = 1430 -1730, TRICE data for 1700 -1800
Units = ven/dweling

Bl b3 o=

The rates derived are directly comparable to those agreed to be used for the local area.

Utilising Figure 5 and the development trips above, Figure 6 details the development trips distributed
across the network.

8.5 Traffic Growth

In order to assess the capacity of the junctions in a future year, i.e. 5 years post application year,
growth rates for the weekday AM and PM Peaks have been obtained from the TEMPRO V6.2
program. TEMPRO utilises National Trip End Model (NTEM) 6.2 dataset and National Trip Model
(NTM) Annual Forecasts (AF) 09. As of the 19 July 2011 the Department of Transport reaffirmed the
use of the aforementioned dataset and AFO09 in a circular email update.

Given that the base flows being used are a hybrid between 2011 and 2012 surveys and given the
delay in approving the planning application, a six year growth rate i.e. 2011 to 2017 has been used to
assess the future year of 2017 which is 5 years post appeal date, which is considered robust.

Table 3 details the weekday AM and PM peak 2011 to 2016, 2012 to 2017 and 2011 to 2017 growth
rates for Clitheroe, Ribble Valley, Lancasire and the wider area. The previous Transport Assessment
utilised the 2011 to 2016 growth rates which are less that the 2011 to 2017 growth rates used in the
assessment work below.

2011 to 2016 2012 to 2017 2011 to 2017
Level Area
AM PM AM PM AM PM
Region NW 1.034564 1.034564 1.044467 1.044567 1.049466 1.049665
County Lancashire 1.028353 1.028649 1.039414 1.039814 1.043094 1.043592

Authority Ribble Valley 1.03412 1.035845 1.045518 1.047269 1.050512 1.052603

30UL2 Clitheroe 1.03417 1.035895 1.045018 1.046819 1.050014 1.052105

Table 3: TEMPRO Growth Rates
Figure 7 shows the 2017 AM and PM base flows.
8.6 2011/2012 and 2016 Base Traffic Flows Plus Development
Utilising the 2011/2012 base traffic flows in Figure 3, the 2017 base traffic flows in Figure 7 and the

development trips shown in Figure 6, the following 2011/2012 and 2017 base traffic flows plus
development figures have been derived:



e Figure 8 —2011/2012 AM and PM Peak Base Traffic Flows Plus Development
e Figure 9 — 2017 AM and PM Peak Base Traffic Flows Plus Development

8.7 Traffic Analysis

The Transport Research Laboratory modelling software PICADY has been used to assess the
operation of the priority site access junction and for the other junctions on the network.

Within the PICADY model inputs, traffic flows are split into 15-minute time segments in order to
simulate the likely arrival pattern of traffic more effectively. The results generated in the models
indicate the peak Ratio of Flow to Capacity (RFC) in any individual peak and likely traffic queues.

RFC values between 0.00 and 0.85 are generally accepted as representing stable and acceptable
operating conditions.

Values between 0.85 and unity represent variable operation (i.e. possible queues building up at the
junction during the period under consideration and increases in vehicular delay moving through the
junction).

RFC values in excess of unity represent overloaded conditions (i.e. congested conditions).

The full results for the PICADY analysis are presented in Appendix 6

Milton Avenue / B6478 / Eastham Street Crossroad Junction

Table 4 summarises the PICADY results for the Milton Avenue / B6478 / Eastham Street crossroad

junction. Arm A is B6478 Clitheroe, Arm B is Milton Avenue, Arm C is B6478 Waddington and Arm D
is Eastham Street.

2011/2012 Base 2017 Base plus

2011/2012 Base plus 2017 Base Development
Pe_ak Movement Flows Development Flows Flows
Period Flows
II\Q/II??Z Queue glFaé Queue glFaé Queue ggé Queue
B-ACD 0.011 0.01 0.067 0.07 0.012 0.01 0.067 0.07
AM A-BCD 0.214 0.29 0.214 0.29 0.225 0.31 0.225 0.31
D-ABC 0.191 0.23 0.191 0.23 0.202 0.25 0.202 0.25
C-ABD 0.002 0.00 0.006 0.01 0.002 0.00 0.006 0.01
B-ACD 0.016 0.02 0.035 0.04 0.016 0.02 0.036 0.04
PM A-BCD 0.218 0.31 0.218 0.31 0.231 0.34 0.231 0.34
D-ABC 0.163 0.19 0.163 0.19 0.171 0.20 0.171 0.20
C-ABD 0.000 0.00 0.000 0.00 0.000 0.00 0.000 0.00
Table 4: Milton Avenue / B6478 / Eastham Street Priority Crossroad Junction PICADY

Results

It can be seen from the table above that the priority crossroad junction operates well within capacity in
both 2011/2012 and 2017 with base flows plus the proposed development trips.

B6478 / Chester Avenue / Park Avenue Staggered Crossroad Junction
Table 5 summarises the PICADY results for the staggered junction of B6478 / Chester Avenue / Park

Avenue. Arm A is B6478 Clitheroe, Arm B is Chester Avenue, Arm C is B6478 Waddington and Arm
D is Park Avenue.



2011/2012 Base 2017 Base plus
2011/2012 Base plus 2017 Base
Development
Pegk Movement Flows Development Flows Flows
Period Flows
g?é Queue :\Q/lgé Queue ggé Queue |'\q/l|?é Queue
B-ACD 0.050 0.05 0.050 0.05 0.054 0.06 0.055 0.06
AM A-BCD 0.006 0.01 0.006 0.01 0.006 0.01 0.006 0.01
D-ABC 0.038 0.04 0.038 0.04 0.040 0.04 0.041 0.04
C-ABD 0.037 0.04 0.037 0.04 0.039 0.04 0.039 0.04
B-ACD 0.061 0.07 0.062 0.07 0.067 0.07 0.068 0.07
PM A-BCD 0.035 0.04 0.035 0.04 0.037 0.04 0.037 0.04
D-ABC 0.046 0.05 0.046 0.05 0.048 0.05 0.048 0.05
C-ABD 0.039 0.04 0.039 0.04 0.041 0.04 0.042 0.04
Table 5: B6478 / Chester Avenue / Park Avenue Crossroad Junction PICADY Results

It can be seen from the table above that the staggered crossroad junction operates well within capacity
in both 2011/2012 and 2017 with base flows plus the proposed development trips.

B6478 / Railway View Road Priority T junction

Table 6 summarises the PICADY results for the three arm priority T junction of B6478 / Railway View
Road. Arm A is Railway View Road, Arm B is B6478 Waddington and Arm C is B6478 Clitheroe.

2011/2012 Base 2017 Base plus
2011/2012 Base plus 2017 Base
Development
Pegk Movement Flows Development Flows Flows
Period Flows
g[?é Queue II\QAI??: Queue |'\q/||?é Queue m;aé Queue
B-C 0.604 1.49 0.638 1.71 0.65 1.8 0.685 2.09
AM B-ACD 0.282 0.39 0.307 0.43 0.323 0.47 0.355 0.54
C-AB 0.399 0.82 0.409 0.86 0.422 0.93 0.432 0.97
B-C 0.671 1.96 0.683 2.07 0.727 2.52 0.742 2.7
PM B-ACD 0.329 0.48 0.346 0.52 0.393 0.62 0.417 0.69
C-AB 0.577 1.91 0.61 2.23 0.615 2.32 0.649 2.73
Table 6: B6478/Railway View Road Three Arm Priority T junction PICADY Results

It can be seen from the table above that the three arm priority T junction operates within capacity in
both 2011/2012 and 2017 with base flows plus the proposed development trips.

8.8  Sensitivity test

A sensitivity test has been undertaken of the Milton Avenue / B6478 / Eastham Street crossroad
junction to assess the impact of doubling the proposed development i.e. trips for 100 dwellings
accessing the site through this junction.

The flows through the aforementioned junction are shown on Figure 10 appendix 7.

Traffic Analysis

Table 7 summarises the PICADY results for the Milton Avenue / B6478 / Eastham Street crossroad
junction utilising the flows in Figure 10 Appendix 7. Arm A is B6478 Clitheroe, Arm B is Milton

Avenue, Arm C is B6478 Waddington and Arm D is Eastham Street. The PICADY output is contained
in Appendix 8.



Sensitivity Test
Peak 2017 Base Flows plus
Period Movement Development Trips Doubled
Max RFC Queue

B-ACD 0.124 0.14

A-BCD 0.225 0.31

AM D-ABC 0.202 0.25
C-ABD 0.010 0.01

B-ACD 0.055 0.06

PM A-BCD 0.231 0.34
D-ABC 0.171 0.21

C-ABD 0.000 0.00

Table 7: Milton Avenue / B6478 / Eastham Street Priority Crossroad Junction PICADY
Results

It can be seen from Table 7 that the priority crossroad junction operates well within capacity in 2017
with base flows plus double the proposed development trips.

8.9 Capacity assessment

Reference to Manual for Streets (MFS), Traffic Advisory Leaflet 2/04 and homezone guidance for
narrow sections with passing bays is provided below.

G6. Home Zone streets should have traffic flows of no more
than about 100 vehicles in the afternoon peak hour. This is
usually the time of day when there is most conflict between
vehicles and people, including children playing.

3.5.19 On two-way streets, some sections of vehicle track can
be clearly designed for one-way “"shuttle” use - ie, too
narrow for two light vehicles to pass. This approach will help
to reduce speeds and make drivers take particular care. In
such layouts, standards in the Netherlands suggest that the
track should be widened to 4.5m wide at least every 40m to
enable two vehicles to pass.

Distances between passing places.

IHIE Homezone guidance



CONSIDERATIONS WHEN PLANNING A SINGLE TRACK

WITH PASSING PLACES SCHEME

® To prevent excessive delay to vehicles, it is
recommended that maximum two-way flow should
not exceed 300 vehicles per hour. A certain equality
of flow is important in order to achieve speed
reductions and help prevent vehicles travelling in

one direction forcing all others to give way.

® Passing places should have a minimum length of
3 cars. Ideally each passing place should be clearly
visible from the last, with spacing no greater

than 60m (research shows this is sufficient for

vehicle flows of up to 300 vehicles per hour).

TAL abstract

There is anecdotal evidence that similar routes can achieve 500 two way flow per day without causing
undue stress where there are passing bays. Furthermore, TAL guidance suggests that 300 vehicles
per day are acceptable. The layout of Milton Avenue with two way at the junction and at the site is
comparable with passing bays as a maximum but observations show gaps are occurring along the
street, which suggests it is capable of safely accommodating much higher flows of traffic than might be
generated by the retrospective proposal

Clearly the flows are significantly less than the above i.e. maximum in peak of 16 per hour 5% of the
possible capacity for a single track road or 16% using the homezone assessment.

There are no capacity issues arising from the volume of vehicles surveyed which includes the
application uses.

8.10 Assessment Summary

The network has been robustly assessed with and without the development and has been shown to
operate with spare capacity at all junctions assessed across the network.

8.11 Impact During Construction

The delivery of materials to and from the site will form a large component of the traffic generated by
the construction process. A routeing strategy will be developed closer to the time of construction,
based upon the principle of using appropriate major roads.

Whilst this is unavoidable, movements will be restricted, where appropriate, to hours that would not
cause undue disturbance to the local area. This daily programme will seek to ensure that the timing of
the arrival and departure of construction vehicles is managed so as to try and minimise the number of
vehicles on the immediate local highway

Given the location of the site, it is likely that the primary construction routes would be to and from the
northerly side along Waddington Road as the route to the east is constrained by the railway bridge
height, loads will therefore either be split to reduce the height or be delivered from the northerly
direction.

The exact routes used by construction traffic will depend upon the sourcing of materials and the
destination of any spoil removed from the site. These details will be agreed between the contractor

and LCC prior to commencement of the works and signed where appropriate.

These can be detailed and agreed as part of the Construction Management plan.



During construction, the site will be secured so that it will only be accessible to construction workers
and vehicles. This will be the case both when there is activity on-site, and also when the site is
unmanned. Access to the site will be gated and controlled to ensure the potential for vandalism is
minimised. All vehicles waiting to enter the site will be provided with sufficient stacking space to wait
off the highway to minimise disruption to traffic.

8.12 Mode splits

In order to understand more fully the potential trip generation for all modes reference has been made
to the 2001 census data.

Travel to Work (KS15)
site, 50 units @ 2.2 per household Clitheroe  Ribble Valley NorthWest England

In employment 110 3545 26407 2900020 22441458
Home 10 5.14 12.57 8.36 5.16
Underground, Metro, Light Rail or Tram 0 0 0.03 0.55 3.16
Train 1 1.07 0.67 1.37 4.23
Bus, Mini Bus or Coach 2 161 2.17 8.56 7.51
Motorcycle, Scooter or Moped 1 1.07 0.87 0.92 111
Driving a Car or Van 64 58.7 64.46 58.43 54.52
Passenger in a Car or Van 6 5.16 5.65 7.5 6.11
Taxi or Minicab o 0.2 0.2 0.81 0.52
Bicycle 4 3.61 1.58 2.27 2.83
On foot 21 15.32 10.55 10.27 5.55
Other o 0.11 0.46 046 046

109 99.99 100.01 100 100

This shows that the potential for walk is good and that this will most probably be combined a shared
trip with Public Transport. Locally cycling is higher than the area level and would be likely to be
maintained in level.

Clearly cars usage for driver and passengers is the highest trip generation as would be expected for
such a location but it is lower than the wider council area.

8.13 Summary
The site has little or no impact on the surrounding network from a vehicular point of view.

Private house ownership has the potential for reduced car dependency if walking and public transport
modes are accessible from day one.



9. REASONS FOR REFUSAL

9.1 Introduction

The planning committee resolved:

The proposed development is considered contrary to Policy G1 of the Ribble Valley District
wide Local Plan in that it would have an adverse impact on the operation of the highway

network to the detriment of highway safety and to the general amenities of the area.

Further discussions on the common ground established the following.

Statement of Common Ground

Our ref: DAL10/12
LPA ref: 3/2011/0892
PINS ref: APP/T2350/A/12/2181354

Jane Dickman of Dickman Associotes Ltd and Caroline James of Trevor Dawson
& Co representing The Huntroyde Estate met with John Macholc and Sarah
Westwood of RVBC on 21.9.12 to discuss common ground in respect of this
appeal.

The parties agreed that highway safety was the only matter in dispute and the
LPA stand by all other matters in their report to committee. The report to
committee accurately sets out the planning history, relevant policy context as well
as those issues which are not in dispute as between the parties.The Council
officers confirmed that ‘amenity’ referred to in the reason for refusal related to the
highway safety issues only specifically congestion.

JD 24.9.12

9.2 Noise

Irrespective of the above for the transport aspect the normal reference to amenity also includes noise
issues, as such an independent noise assessment has been undertaken (Appendix 9) and the
following conclusions reached.

The model indicates that the largest impacts occur at numbers 17 and 19 Milton Avenue i.e. the
dwellings closest to the proposed site entrance. However the predicted impact is ‘minor’ or ‘negligible’
for the remainder of the dwellings considered. At 17 and 19 milton Avenue the increase in noise level
is just over 3 dB(A) Lios-hour).

For all practical purposes therefore there would be no objective change in the overall noise
environment experienced by residents. That said | do not minimise the fact that residents will as a
matter of fact be aware that there will be an increase in vehicle movements and that this will be
unwelcome. However that does not mean that the acoustic environment would thereby become
unacceptable.

Notwithstanding the predicted subjective impact, occupants of the affected dwellings on Milton Avenue
would not qualify for any mitigation under the Noise Insulation Regulations as only two of the three
conditions are predicted to be met.



Namely noise level in the design year has increased by at least 1.0 dB(A) compared to the baseline
level and the noise from the new road contributes at least 1.0 dB(A). The third condition that has not
been met is a minimum noise level of 68 dB(A) Lioas-houn.

This level is measured at a distance of 1m from the facade of the building. As CadnaA predicts a free-
field noise level, a facade correction of +2.5 dB (as stated within CRTN) would need to be applied to
the noise levels. Even with the facade correction applied, the 68 dB(A) Ligus-houw qualification level
would not be met.

The conclusion is that no material issues arise from a noise point of view

9.3 Congestion

This area was not raised by the LHA or the officers as part of the submission review however in order
to proved a complete picture queue surveys have been undertaken at the Waddington Road/Railway

View junction clearly the busiest road on the local network.

It is considered that if this road works then all the others along the route would do so as well, the
results are shown below.

Queue Lengths, Clithero N
s [RANSPORT
Data CoLLECTION
LOCATION: WADDINGTON ROAD / RAILWAY WVIEW
ARN: | WADDINGTOMN ROAD
May Queus LAMNE 1
Length in & min
j HEANIE RIELE LIGHT |HEAWIE ELELE RIELE

F'E'”‘:‘d LIGHT z LEMGTH [}1] = z LEMGTH [}1] LIGHT % HEAVIES LENGTH [

730 2 0 11 1500 2 0 11 17.00 2 0 11
F 735 B 0 33 15:05 4 0 22 17:05 1 0 [
F 740 0 0 0 15:10 2 0 11 17:10 4 0 22
F 745 0 0 0 15:15 3 0 17 17:15 7 0 39
F T 4 1 37 15:20 4 0 22 17:20 ] 0 44
F 765 2 0 11 15:25 0 0 0 17:25 4 0 22
F &0 B 0 33 15:30 2 0 11 17:30 7 0 39
F 05 0 0 0 15:35 4 0 22 17:35 g 0 28
F 10 0 0 0 15:40 3 0 17 17:40 2 0 11
F #15 g 0 28 15:45 2 0 11 17:45 ] 0 44
F 20 4 0 22 15:50 2 0 11 17:50 4 0 22
F 3:25 g 0 28 1555 4 0 22 17:56 3 0 17
F &30 3 0 17 1600 g 0 28 12:00 2 0 11
F 535 4 0 22 16:05 4 0 22 18:05 4 0 22
F 240 g 0 28 1610 3 0 17 13:10 3 0 17
F 545 g 0 28 16:15 2 0 11 18:15 2 0 11
F @A ] 0 44 15:20 7 0 39 12:20 0 0 0
F 555 7 0 35 16:25 g 0 28 18:25 2 0 11
F 200 3 0 17 1630 2 0 11
F 205 g 0 28 16:35 3 0 17
F 210 3 0 17 16:40 2 0 11
F 415 2 0 11 15:45 1 0 6
F .20 ] 0 44 1650 1 0 6
F .25 3 0 17 16:55 4 0 22

The observations indicated that the max delay was some 30 seconds per vehicle, this equates to a
signal junction situation where the normal cycle time is between 60 and 120 seconds i.e. the junction
has between a quarter or half of the delay that is accepted on a network.



The max queue was 8 cars/44m which is less than the distance back to the nearest junction i.e. no
blocking back occurs.

The worst case situation only occurred once in a 5 minute period in the AM with an average queue of
4 vehicles and in the PM occurred twice in a 5 minute period with an average of 4.5 vehicles.

The survey shows that the junction does not suffer from flow breakdown as would be expected for a
congested network and the queues are not considered significant for such a situation.

9.4 Safety

The local network has no trends or local safety concerns that would require mitigation as part of a local
safety scheme.

The new 20 mph change has also improved the safety aspects of the local network.
The flows from the new development are low and would have little or no impact on the network.

There are pedestrian routes to the town centre that are along routes with low flows and have good
crossing provision

The area locally has low speeds that are conducive to cycle uses.

There are no impacts that would give rise to safety concerns.



10. SUMMARY

10.1 Policy

The overriding theme of national policy is approval other than if the residual impacts are deemed
severe.

That developments must be accessible by sustainable means of transport and accessible to all
members of the local community. Local policy echoes the sustainability sentiment of national policy
and provides more detail in terms of deliverables.

The proposed development will incorporate uses with good linkages to local facilities and infrastructure
which will promote sustainability by reducing the number of car trips to local facilities.

Furthermore there are:

Pedestrian and cycle linkages to a number of locations and facilities are available, frequent public
transport services to other major centres and interchanges, and agreed parking provision all ensure
that this development is as sustainable, as required in local and national policy.

The assessment shows that the scheme clearly does not give rise to any issues that can be
deemed severe and from a transport point of view be approved.

10.2 Local Highway Authority Assessment

The LHA have assessed the information submitted, undertaken their own assessment and as they are
based locally have a thorough understanding of the local area. They conclude that they have no in
principle objection to the scheme and that the scheme would have little or no impact on the road
network and would not give rise to any safety issues.

Subsequent to the assessment made the network has been the subject of a 20mph order that makes
the area safer and the scheme would have reduced impacts over that previously assessed.

10.3 Existing network review

The assessment of the existing situation shows that the local network functions well within any
capacity constraints, no inherent safety issues are present, indeed the area has a low accent record of
less than 1 per year.

Parking does occur as would be expected for an area with terraced properties but observations show
that on a random inspection basis that there are gaps along the road to allow passing of vehicles or
even accommodate additional parking as needed.

The only areas of concern are the abuse of the parking near junctions as set out in the highway code
and the higher speeds recorded for a new 20 mph route although they are less than 30mph which for
an urban area is still more than acceptable.

10.4 Sustainability

The site is well located in relation to a wide range of local facilities including the Town Centre itself for
the walking mode.

The site has easy access to the local network which is a 20mph area and thus safer for cyclist to use,
the site has the ability to connect to the two wider cycle routes for work or leisure uses.

It has easy access to bus service that connected it the wider area another employment and leisure
opportunities.



It is also in easy walk of the rail station and thus the much wider employment area of Preston,
Blackburn and Burnley.

In summary, therefore, the application site can be considered as being highly accessible by
public transport, walking and cycling in accordance with planning policy guidance.

10.5 Assessment Summary

The network has been robustly assessed with and without the development and has been shown to
operate with spare capacity at all junctions assessed across the network.

The site has little or no impact on the surrounding network from a vehicular point of view.

Private house ownership has the potential for reduced car dependency if walking and public transport
modes are accessible from day one.

10.6 Mitigation

Although the capacity assessments show that the site has no issues and the location is highly
sustainable it is proposed t provide some mitigation measure which will enhance the local area and
assist existing residents in the area to travel by car and non car modes.

The existing site lines can be occasionally constrained by parked cars as such corner protection
measures are proposed in order to ensure compliance with the highways code, it is not felt that they
are dependent on the scheme but more to rationalise the exiting parking situation.

To assist in the reinforcement of the new 20mph zone a bus friendly platform is suggested again not
needed for the scheme but one for wider community benefit that the scheme would derive some
benefit from.

10.7 Noise

Irrespective of this for the transport aspect the normal reference to amenity also includes noise issues,
as such an independent noise assessment has been undertaken and the following conclusions
reached.

The model indicates that the most significant impacts occur at numbers 17 and 19 Milton Avenue i.e.
the dwellings closest to the proposed site entrance. The predicted impact is ‘minor’ or negligible for the
remainder of the dwellings considered. At 17 and 19 Milton Avenue the increase in noise level is just
over 3 dB(A) Lios-houn.

Notwithstanding the predicted subjective impact, occupants of the affected dwellings on Milton Avenue
would not qualify for any mitigation under the Noise Insulation Regulations as only two of the three
conditions are predicted to be met.

The conclusion is that no issues arise from a noise point of view

10.8 Congestion

This area was not raised by the LHA or the officers as part of the submission review however in order
to proved a complete picture queue surveys have been undertaken at the Waddington Road/Railway

View junction clearly the busiest road on the local network.

It is considered that if this road works then all the others along the route would do so as well, the
results are shown below.

The max queue was 8 cars/44m which is less than the distance back to the nearest junction i.e. no
blocking back occurs.



The worst case situation only occurred once in a 5 minute period in the AM with an average queue of
4 vehicles and in the PM occurred twice in a 5 minute period with an average of 4.5 vehicles.

The observations indicated that the max delay was some 30 seconds per vehicle, this equates to a
signal junction situation where the normal cycle time is between 60 and 120 seconds i.e. the junction
has between a quarter or half of the delay that is accepted on a network.

There are no congestion issues on the local network

10.9 Safety

The local network has no trends or local safety concerns that would require mitigation as part of a local
safety scheme.

The new 20 mph change has also improved the safety aspects of the local network.
The flows from the new development are low and would have little or no impact on the network.

There are pedestrian routes to the town centre that are along routes with low flows and have good
crossing provision

The area locally has low speeds that are conducive to cycle uses.
There are no impacts that would give rise to safety concerns.

As such it is considered that there are no reasons why the scheme should not be approved from a
transportation point of view.
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