Response to WSCC Strategic Planning Consultation
Comments dated 6 September 2012

Proposed housing development at

Roundstone Lane, Angmering
Arun Planning Application A/82/12

On behalf of
Barratt David Wilson Southampton
23 November 2012

This note is prepared on behalf of the Applicant to respond to the content of
the WSCC Strategic Planning Consultation response to Arun District
Council dated 6 September 2012. We respond paragraph by paragraph
with the WSCC comments in blue for clarity.

Junction assessments: These do not appear to be consistent with
observed traffic conditions on the A259 or at Water L ane/A283. The queue
lengths in Appendix 11 appear fo be lower than actual observed queue
lengths during the morning and evening peak hours. Further detail should
be provided on the junction assessments refating to the A259 to explain the
relationship between observed congestion and the technical junction
assessmenis.’

Queue length data taken during the traffic survey together with a summary
in table and also schematic format is attached in Appendix 1 at the rear of
this note.

The observed lengths in vehicles were noted every five minutes by the
survey company. The summary queue lengths compiled by us from this
data are mean average PCUs to match the definition of queue in TRL’s
ARCADY method. Capacity models are based on geometrical
measurements taken from Ordnance Survey and aerial photograph.
Percentage arm capacity adjustments have been undertaken where
necessary such that the output from the ARCADY base model shows
simitar results.

We believe this industry standard approach provides adequately

representative models however there are two reasons the traffic conditions.

observed might differ from the modelling results which are worth noting
before attempting to produce more ‘accurate’ models:

1 — Natural variance and definition of queue. The gueues reported from
ARCADY are mean average static queues over time segments. This does
not include slow moving traffic approaching a junction or demonstrate the
maximum observable number of stopped vehicles at any particular time or
any particular day. It can be seen from the raw queue length data that as
expected at peak times there is a significant variance in queue length.
There would also be significant daily variance not able to be incorporated
into the models.

2 - Congestion from downstream delays beyond the roundabouts may
have been observed which is not a capacity failing of the roundabout itself
and would not be. appropriate to artificially throttle the performance of the
roundabout to mimic this since alteration to that roundabout would not solve
the problem.
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Nevertheless we believe the models represent the geometry and delay on
the ground and produce a fair assessment of the likely increases in queue
and delays due to development which are of course small in proportion to
the small increase in traffic flow due to development.

‘The A283 Angmering Bypass/Water Lane junction is also subject to
congestion with fraffic queuing (for example) from the traffic calming build-
outs on Waler Lane fo the junction, causing the right-turn lane on the A283
to exceed capacity.’

We had not observed this scenario on the A280 having visited site several
times during peak times and the queue lengths recorded in the traffic
survey do not show this situation occurring but are aware the priority traffic
calming on Water Lane causes a significant restriction and this may affect
the ability of traffic on the A280 to enter Water Lane which would in turn
affect route choice.

The capacity of the RHT lane is 10-11 vehicles. The traffic survey shows
queues of up to' 7 vehicles (average 4) PM peak, less on the AM peak. The
greatest increase to the right turn into Water Lane due to development is
one vehicle per two minutes during the PM peak hour and therefore it
would be expected that no more than one additional vehicle could be
observed at any time due to development.

The PICADY analysis confirms that for the flows on the A280 and turning
movements associated with Water Lane the right hand tumn lane. is
sufficient both without and with development flows. The blocking back
effect of downstream ftraffic calming cannot be incorporated in the T
junction modelling and is not caused by that junction.

Since the restriction is formed by the Water Lane traffic calming an
alteration to the A280 junction would not release the restriction. The traffic
calming could be altered or removed which would release the restriction but
could increase the volume of through traffic using the village rather than the
bypass. The small impact from the development proposals is not
responsible for the overhaul or otherwise of the Angmering Village Traffic
Calming although this is being looked at by WSCC and APC. It was
acknowledged by us and WSCC during pre app consultation that small
highway improvements were not going to be effective at solving the wider
issues causing these local problems and the request was for financial
contribution towards the schemes being tabled by the Joint Eastern Arun
Area Committee.

‘The junction of the A259 and Roundstone Lane appears (o have a narrow
exit arm from Roundstone Lane which reduces capacity on the arm. Further
information should be provided on this aspect of the junction and whether
alterations to the kerb line would be beneficial.”

Drawing 22067/110 which shows the existing kerb and white lining layout
together with photographs of this location are attached in Appendix 2 at the
rear of this note.

The entry arm onto the roundabout is two lane on its approach and
‘modelling of this roundabout confirms that the existing highway geometry
does not present any capacity issues.

The entry from the southern end of Roundstone Lane was specifically
revisited following the first public consultation and concern from local
people about large vehicles and a video survey was taken in addition to the
turning count surveys previously commissioned. The video survey was
undertaken over a weekday week 27 February 2012 to 2 March 2012. The
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busiest day was Thursday and we had the traffic survey company compile
a sped up version {middle 30 minutes of the peak hours played at 12 x
speed = 2.5 minutes long) which we played at the second public exhibition
to demonstrate there was no significant capacity problem at the southern
end of Roundstone Lane.

The situation where a large vehicle straddles both entry lanes and restricts

the ability of two lane entry only causes a momentary delay and it can be.

seen that the small queues clear very quickly. The proposed development
is residential and would therefore not increase HGV fiows. The existing two
lane entry is sufficient for two cars abreast.

Given the lack of capacity problem and small traffic impact no highway
improvement was offered with the planning application and we remain of
the view that this location is not in need of junction capacily improvement
due to development.

‘Site_access junction: There is concern that the proposed configuration of
the junction does not relate well to the existing traffic calming on
Roundstone Lane. The safety auditor comments:

Despite traffic calming features on Roundstone Lane it was. noted by the
Audit Team that many vehicles were proceeding at inappropriate speeds
for this class and type of road.

This implies that the existing fraffic calming is not effective and the
proposed raised table at the site access junction does not appear to
introduce a feature which would reduce speeds on Roundstone Lane,
Paragraph 6.7.5 in the transport assessment does not appear to be
consistent with the auditor's comment. Further information should be
provided justifying the choice of junction configiuration and indicating how it
relates to and improves the effectiveness of the existing traffic calming.

Evidence should be provided of existing vehicle speeds on Roundstone
Lane at or near the site access and how the proposed configuration of the
junction would contribute to their reduction. This should form part of a
signed design audit of the proposal, indicating which design standards have
been uséd and justifying any departures from the standards used. The road
safely auditor's opinion should be sought on the proposed design and
whether it meets the concerns expressed in the road safety audit and takes
account of the use of Roundstone Lane by buses. (Note that signatures are
required for the road safety audit, designer’s response and any further
opinion from the road safely auditor.) The needs of pedestrians, cyclists
and mobility-impaired people should be accounted for within the junction
design.’

The Auditor noted his observation of vehicle speed on Roundstone Lane in
the introduction, we had noticed the same during a site visit and interpret
this to be due to the width of the speed cushions being narrow enough to
straddle in a car without reducing speed once aligned.. We commissioned a
speed and volume survey in June 2012 which showed 85%ile speeds
approximately at the posted speed limit in both directions. The speed
survey attached recorded a mean average speed of 24mph and an 85%ile
speed of 29mph northbound and a mean average speed of 27mph and an
85%ile speed of 32mph southbound adjacent to the existing priority
buildout which guite obviously does less to restrict speed in the prioritised
southerly direction.

We do not agree with the comment that raised tables do not introduce a

feature which would reduce vehicle speeds. Flat topped humps and raised
junctions are found to be very effective according to guidance within Local
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Transport Note 1/07 March 2007: Traffic Calming. They have also been
recently instalied at the nearby Bramley Green estate and appear to be an
acceptable form of traffic calming on bus routes which. cater well for
pedestrian crossings whilst raising awareness of the new T junction.

The road safety auditor's concern was the bypassing of the priority junction
narrowing facilitated by the new belimouth. His recommendation was to
remove the buildout and this is achieved in the proposed raised junction
which therefore meets the recommendation.

A design statement for the proposed raised junction and further Safety
Audit of that specific proposal is undertaken and will be submitted
separately.

‘No capacity modelling appears to have been carried out on the proposed
site access junction and this should be addressed.’

PICADY modelling has now been undertaken on the proposed site access
based on an average of the five day peak hour flows taken from the June
2012 7 day ATC data with development tuming movements added.

Modelling with the predicted development traffic identifies that there is no
noticeable effect on traffic on Roundstone Lane. The effect is so minimal
that it is clear that future year modelling would not demonstrate any
capacity problems. Results are shown below.
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The PICADY output is attached in Appendix 3.

‘The proposed retaining structures at the junction will require Approval in
Principle before they can be constructed as part of a Section 278 highway
agreement. While this is not required for any planning consent, the
applicant should ensure that it is feasible to construct the structures within
existing or proposed highway land.’

The applicant’s land abuts highway land in this location and it is envisaged
the retaining wails would be constructed and adopted under Section 38 /
278 Agreement under the Highways Act 1980.

A preliminary design for the entrance and retaining walls will be provided.

‘Site sustainability: There is a nelwork of roads and paths to the west of the
site and there are public rights of way along the east and south sides of the
site. The only bus service adjacent to the site is the 9 between Lancing &
Littlehampton which passes along Roundstone Lane. Local amenities are
said to be within a "short walk” of the site, though this is not defined in
distance or time. It is not clear whether the proposed travel plan would be
effective in mitigaling any deficiencies in access to services. Further
information should be provided on access to facilities and public transport
and how it is proposed to improve access to more frequent bus services
that the 9 and to Angmering railway station. Proposals to improve bus stops
adjacent to the site' should be considered. It is not clear how the public
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rights of way adjacent to the site would be accessed and further details
should be provided.’

Suggested small scale local transport infrastructure improvement proposals
were forwarded to WSCC during pre application consultation and the
advice given was that the Highway Authority would prefer financial
condribution towards approved measures in the local infrastructure plan.

The number 9 bus stops outside the site boundary, there is little that could
be done to improve access other than a high quality crossing of
Roundstone Lane which we believe is achieved by the proposed raised
junction. Potential improvements to the local bus stops to include sheiters
were offered at the pre planning stage and remain a possible improvement
but were rejected in favor of financial contribution.. This seemed appropriate
but conflicts with the comments now made on the application.

The amenities within Angmering village centre are within approximately
ikm of the development site. This is a 10 — 15 minute walk at normal
walking speeds of around 80 metres per minute.

Plans and descriptions of the local amenities, key destinations and
pedestrian routes, pedestrian and cyclist infrastructure, local bus stops and
services and routes {o the railway station were included in the Transport
Assessment. There is a shared cycle footway and puffin crossing along the
route to Angering Railway Station between footways and carriageways
along residential streets. There is no clear need to improve accessibility
along this route.

The travel plan would not directly affect any shortfall in commercial public
transport services but the increase in demand for the number 9 service will
improve the commercial viability in itself. The travel plan is based on site
specific advice from WSCC and includes a financial cantribution towards
the sustainable travel costs for each household.

The main desire lines are to the west and southwest. However, pedestrian
footpaths will link the site to the existing footpath along the south boundary
and to the northeast at the point of the existing gated field enfrance. These
will be non-vehicular entrances and allow for walking routes along the path
adjacent to the A280 and footbridge over it leading to the countryside to the
east of the site.

Internal road layout: It would be helpful if a more detailed plan could be
provided showing how provision will be made within the site for
pedestrians, cyclists and mobility-impaired people. It is not clear from the
refuse tracking layout (plan 4528:P90} whether footways or shared
surfaces will be provided, nor whether access for emergency vehicles has
been considered. Evidence that the Fire & Rescue service has been
consulfed should be provided.'

The architectural colour layout plan attached to the planning application
shows f{ootways adjacent fo most carriageways and also indicates
pedestrian crossing locations which would all include tactile paving as part
of detailed design. There are small areas of shared surface cul-de-sacs.

Vehicle tracking analysis was included for the entrance and internal streets
including large refuse vehicles {which by worst case includes fire and other
emergency vehicles) which demonstrates the physical layout is appropriate
which can be agreed in detail as part of a section 38 technical approval.
The layout is designed to be in accordance with Part B of Building
Regulations.
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‘Construction .Management Plan: While a. detailed Plan is not required at

this stage, further details of the traffic managermient aspects of construction,
including vehicle routing and parking, should be provided.’

We- envisage the key highway related components of a Construction
Mariagement Plan for this site would be:

The site entrance would, be ¢onstructed prior to the onsite building works.

‘Construction traffic and construction workers would park onsite so

as not to affect the surrounding streets.

Construction vehicles will approach the site from the A259 only and
enter the site via Roundstone Lane not the byway accessed from
High Street.

Construction will be phased- such that suitable onsite parking is
available throughout the construction programme

Construction traffic wilt be managed such that it does not arrive
during peak hours or.at antisocial times.




