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This document has been prepared by a division, subsidiary or affiliate of Jacobs Engineering U.K. Limited (“Jacobs”) in its professional capacity as
consultants in accordance with the terms and conditions of Jacobs’ contract with the commissioning party (the “Client”). Regard should be had to
those terms and conditions when considering and/or placing any reliance on this document. No part of this document may be copied or
reproduced by any means without prior written permission from Jacobs. If you have received this document in error, please destroy all copies in
your possession or control and notify Jacobs.
Any advice, opinions, or recommendations within this document (a) should be read and relied upon only in the context of the document as a
whole; (b) do not, in any way, purport to include any manner of legal advice or opinion; (c) are based upon the information made available to
Jacobs at the date of this document and on current UK standards, codes, technology and construction practices as at the date of this document.
It should be noted and it is expressly stated that no independent verification of any of the documents or information supplied to Jacobs has been
made. No liability is accepted by Jacobs for any use of this document, other than for the purposes for which it was originally prepared and
provided. Following final delivery of this document to the Client, Jacobs will have no further obligations or duty to advise the Client on any matters,
including development affecting the information or advice provided in this document.
This document has been prepared for the exclusive use of the Client and unless otherwise agreed in writing by Jacobs, no other party may use,
make use of or rely on the contents of this document. Should the Client wish to release this document to a third party, Jacobs may, at its
discretion, agree to such release provided that (a) Jacobs’ written agreement is obtained prior to such release; and (b) by release of the document
to the third party, that third party does not acquire any rights, contractual or otherwise, whatsoever against Jacobs and Jacobs, accordingly,
assume no duties, liabilities or obligations to that third party; and (c) Jacobs accepts no responsibility for any loss or damage incurred by the Client
or for any conflict of Jacobs’ interests arising out of the Client's release of this document to the third party.
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Introduction
1.1 Purpose of Report
The Transport for Buckinghamshire (TfB) Alliance between Buckinghamshire
County Council (BCC) and Ringway Jacobs was established for the delivery of all
transportation services across the County. In December 2010 Jacobs was
commissioned by the TfB Alliance to develop a concept design for the redesigned
town centre street network informed by the Manual for Streets (MfS) 2 guidance.
Account has also been taken of the growing body of experience of designing spaces
that emphasise the place function of the highway.
This report provides background and context to the conceptual scheme design
drawings produced using design guidelines provided in MfS1 and MfS2. This report
forms part of the evidence base to assist in substantiating the feasibility and
deliverability of the High Wycombe Town Centre Masterplan scheme. For the
purposes of this report, the scheme is referred to simply as ‘the Masterplan’.
The designs set out in this report are at a concept level and have been designed to
inform the evidence base for the Masterplan proposals at the current stage in the
planning process. In particular they have been developed to inform the transport
assessment of the proposed highway changes. Further detailed design work will be
required as the proposals are developed, which may result in some amendments to
the proposals set out in this report.

1.2 Background
In 2004 WDC, in partnership with BCC, undertook an extensive consultation which
informed stakeholders and the public on the future of High Wycombe town centre.
The purpose of this exercise was to develop a vision and Masterplan for the town
centre over the next thirty years. As part of the development of the Wycombe
Development Framework further consultations were undertaken and the results of
these have been brought forward to develop the Masterplan proposals.
This Masterplan sets out a vision for High Wycombe’s town centre over the next 30
years and was developed in accordance with BCC’s Local Transport Plan (LTP).
One of the objectives of the Masterplan is to better integrate the different parts of the
town centre through addressing the existing negative and divisive impact of the
current highway, namely Abbey Way flyover and to a lesser extent, Archway. In
achieving this objective, the Masterplan proposes the provision of an alternative
route through the town centre linking the A404 Marlow Hill in the south to the A40
West Wycombe Road in the west and the A4128 in the north. The provision of this
alternative route allows for the de-dualling of both Abbey Way flyover and Archway
and the reconfiguration of the Oxford Road roundabout junction at the western end
of the flyover and the Abbey Way gyratory to the east.
The proposals contained within the Masterplan protect the opportunity for (but do
not propose) the future full closure of Abbey Way flyover, subject to network
operation and funding availability at the time. The delivery of the scheme is therefore
divided into two stages:
•

Masterplan – major improvements to the town centre, while retaining the
Abbey Way flyover as a single carriageway route with delivery by 2026.
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•

Longer Term Masterplan – improvements as for the Masterplan, with
additional works to remove the Abbey Way flyover with delivery beyond 2026

This report focuses on the Masterplan but covers the design concepts to be
implemented on both the Masterplan and ‘Longer Term Masterplan’.
Previous street design work undertaken has been based on the Design Manual for
Roads and Bridges (DMRB) standards. In 2010, MfS 2 Wider Application of the
Principles (MfS2) was published to accompany the earlier MfS1 (2007) which
provides a more appropriate design rationale and standards to be applied to streets
in a town centre location.

1.3 Structure of Report
This report describes the background to the conceptual scheme design drawings
with reference to MfS guidelines. The contents of the report are outlined below:
•
•
•

Section 2 - encapsulates the guiding principles adopted in producing the
concept design.
Section 3 - describes the individual areas within the network and the design
solutions proposed for them.
Section 4 - provides a summary and describes the next steps
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Key Design Principles
2.1 Introduction
In view of the town centre location of this project and the significantly reduced speed
of traffic, MfS1, MfS2 and the standards they refer to have been referenced to
produce the conceptual design for this project. The key design principles followed
throughout the network are split into different headings and cover the design of the
carriageway, junctions, pedestrian crossings, parking and street furniture. The
concept design is prescriptive and based on the meeting minutes dated 2nd
December 2010 taken during the High Wycombe Town Centre Masterplan – Project
Meeting and subsequent meetings between Jacobs, TfB and WDC.
The design proposals move away from traffic signals at some of the locations in
favour of alternative layouts that promote slow but steady progress and introduce
pedestrian crossing facilities at regular intervals along the route.
To improve the public realm of the town and create a sense of place, the street
network design aspires to achieve the following:
1.
2.
3.
4.
5.

Improving the public realm and creating a sense of place
Achieving changed traffic behaviour
Improving safety for all users by making the design proposals inclusive
Delivering slow and steady traffic flow
Reducing speed

Where possible, images have been incorporated for illustrative purposes only.

2.2 Carriageway Design
Speed
The Design Manual for Roads and Bridges (DMRB) Volume 6 Section 1, TD9/93,
Highway Link Design states, “Speeds vary accordingly to the impression of
constraint that the road alignment and layout impart to the driver”. The concept
design incorporates features aimed at encouraging drivers to drive at speeds below
20mph as opposed to enforcing a 20mph speed limit.
According to the Department for Transport (DfT) Local Transport Note (LTN) 01/07
on Traffic Calming, a 20mph zone is more effective at reducing speeds and
accidents compared to a single stretch designed with a 20mph speed limit.
Considering the various options provided in Table 1.1 of this LTN (see Figure 2.1),
speed reduction and sustenance of reduced speed is provided by a combination of
horizontal and vertical deflections. The measures adopted at various locations to
achieve the objectives set out earlier, include the following:
1. Flat top and raised junction referred to as raised pedestrian crossings
throughout this report
2. Rumble device – Areas of different surfacing
3. Narrowing – Build-outs and medians which provide physical and visual
narrowing of carriageway widths
4. Gateway features
5. Mini roundabouts
HWTCM - Highway Design Report - Rev E 20120427.doc
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6. Limited road markings and coloured surfacing
The extents of the zone are defined by the use of physical features. This ensures
that traffic speed is naturally reduced by the combined action of traffic turning out
from the side roads and also the entry treatments, the details of which are expanded
upon later.
The extents of the zone are illustrated on Drawing B1279846/100/001 rev7, and are
proposed as follows:
• From the north – at the A40 junctions with Bellfield Road and Arch Way
• From the east and south – at the junction of Abbey Way and Marlow Hill
• From the west – at the A40 west of the junction with Desborough Avenue

Figure 2.1: Summary of traffic calming measures and their relative performance (LTN 01/07)

HWTCM - Highway Design Report - Rev E 20120427.doc
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Lane Widths
LTN 01/07, 6.7.1, analyses the environmental impact of narrowing of distributor
roads and notes that route long narrowing’s should result in reduced speeds without
the stop-start flow that can be associated with intermittent traffic calming measures
and controlled crossings for pedestrians. The additional space created by narrowing
the traffic lanes could be used to improve the streetscape and give the area a sense
of place through the application of urban design principles. The reduced lane widths
result in shorter distance for pedestrians to cross the carriageway.

Figure 2.2: Typical bus dimensions (MfS1)

The lane width proposed all through the route is 3m (see Figure 2.2) which narrows
down at pedestrian crossing points to 2.75m. Figure 7.1 of MfS1 illustrates the
categories of traffic that can be accommodated by varying carriageway widths and
expanded in section 7.2 (see Figure 2.3).

Figure 2.3: Illustrative carriageway width for various types of vehicles (MfS1)

Road widths and the ability to remove lane capacity will be investigated further at
the detailed design stage.
The lane widths at straight sections of the carriageway are altered by the use of
non-parallel kerb lines to reduce traffic speed and provide on-street sheltered
parking (see Figure 2.4).
HWTCM - Highway Design Report - Rev E 20120427.doc
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Figure 2.4: Traffic calming by variations in carriageway width and use of planting (LTN 01/07)

Provision for Cyclists
At this stage, dedicated cycle lanes and advanced stop lines are not provided as the
conceptual design anticipates mixed traffic flow at a reduced speed. As per MfS2,
8.6.9, adopting a lane width of 3m or less will make it less likely that drivers will try to
squeeze past cyclists without pulling around them. Medians are provided in a few
locations along the route which will provide emergency vehicles and cars the option
to by pass slow moving traffic.
Horizontal curve
Table 8.1 of MfS2 provides curve radii, 4 steps below TD9/93 for design speeds
between 30 and 60kph. For a design speed of 30kph the minimum curve radius is
16m. Although the horizontal radius has been kept at a minimum in light of Table 8.1
of MfS2, larger radii have been adopted in locations after conducting vehicle swept
path analysis.
Visibility
For design speeds of 50kph and below, where it can be expected that drivers will
reduce speed in response to changes in alignment, forward visibility to achieve
minimum stopping sight distance should be used. However in some instances this is
intentionally reduced to further control traffic speeds.
The graph in section 10.1 of MfS2 shows recommended Stopping Sight Distance
(SSD) values. The SSD for buses and HGVs with a 2 second reaction time and
deceleration rate of 0.375g travelling at 20mph (32kph) works out to be 30m and the
same for cars/light vehicles with 1.5 second reaction time and deceleration rate of
0.45g is 25m. Considering the use of restricting speed by restricting forward visibility
as cited in examples in MfS2, an SSD of 25m is considered to be suitable for all
types of vehicles and adopted in preparing the designs.
MfS2 findings also show that visibility measurements of 20-40m to the right nearside
kerbs have 0.83 collisions per site per year which is marginally higher than 0.80
collisions per site per year for visibility of 0-20m.
HWTCM - Highway Design Report - Rev E 20120427.doc
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At the detailed design stage, visibility checks in the vertical plane are to be carried
out to ensure that the topography does not obscure visibility. For the concept stage,
the visibility splays are shown in the drawings in Appendix A. DfT’s Inclusive Mobility
guidance (3.2) stipulates that an absolute maximum gradient of 8% can be used.
Steep gradients are not only physically uncomfortable for wheelchair users but there
is also the risk of the wheel chair toppling. The Gas Works Link Road has a gradient
of 8% (see Appendix A). This is the maximum gradient for footways such that they
can be used effectively by pedestrians of varied physical abilities.
Controlling traffic
Along the main route, the introduction of flat raised informal pedestrian crossings is
proposed which would lower traffic speeds and sustain the low speeds. They also
serve the purpose of indicating and reinforcing pedestrian desire lines.
A 1:15 gradient is proposed for the ramps which would attain reasonable speed
reductions without excessive discomfort (TAL 02/96). The length of the plateau
between the on and off ramps affects the comfort of drivers and passengers. As per
LTN 01/07, most bus companies in the UK prefer a plateau length of at least
6 metres which can accommodate the wheel base of most buses. At the concept
stage, this plateau length has been provided in most locations and should be
analysed further at the detailed design stage.

Figure 2.5: Raised section of carriageway (LTN 01/07)

As the preliminary analysis of the Gas Works Link indicates a gradient of 8%, no flat
top crossings are provided here as the combined effect of the height of the crossing
and the uphill gradient could lead to the grounding of low floor vehicles. Low floor
single deck buses travelling at speeds up to 20mph over 75mm high raised sections
do not experience any grounding problems as confirmed by trials at the Transport
Research Laboratory (TRL).
Comfort of drivers and passengers
LTN 01/07 cites the studies conducted to investigate the effect of repeatedly driving
over raised sections and their effects on the human body. It concludes that even
though the effects of forces on the human body induced by travelling on raised
sections cannot be predicted for those with pre-existing spinal conditions, vehicle
occupants with no spinal problems were unlikely to be injured while travelling over
these sections (LTN 01/07, 4.5.27). The gentle ramp gradients coupled with wide
crossing plateaus will help minimise any discomfort.
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Environmental impacts
At reduced vehicle speeds the noise levels are reduced to an extent that they would
reduce the noise disturbance in the area (Study in Slough and York, LTN 01/07,
4.5.3). The environmental impacts of the concept design are to be investigated by
undertaking further studies in air quality, noise and the effect of vibrations on
surrounding structures.

2.3 Medians
The use of central medians to narrow the carriageway width to 3m will have a
psychological effect on drivers as well as a physical effect in reducing speeds. The
use of central islands on their own are not that effective at reducing speeds with
reductions of between 1 and 5mph being achieved (LTN01/07, 6.6.4). The medians
are proposed to be delineated by 25mm high kerbs (except at crossing points) with
a visually distinct surfacing material that would contrast with the carriageway
surfacing. Informal crossing points for pedestrians are proposed keeping the typical
width of the medians as 1.5m which would provide pedestrians with a refuge to wait
if necessary while negotiating opposing flows of traffic.
Section 8.6.1 of MfS2 states that providing medians that can be overrun will allow
motor vehicles to pass cyclists comfortably without the provision of wide traffic lanes
and where the median is of sufficient length. Street furniture such as cycle parking
stands and planters can be installed on the medians at intervals to allow vehicles
passage whilst providing pedestrians with a safe waiting area for negotiating
opposite traffic flows. The medians also provide additional space for emergency
vehicles to bypass traffic and obstructions such as broken down vehicles.
In Adelaide, Australia, the replacement of painted median strips with wide raised
median islands resulted in reducing casualty accidents by 32% and pedestrian
accidents by 23% as per 6.6.18 of LTN 01/07.

2.4 Junctions
Raised entry treatments
Considering the urban nature of the location, raised entry treatments are proposed
at the junction of side roads with the main route, to advise drivers that they are
entering an area with a distinct character as compared to the rest of the network and
to better accommodate pedestrian movements. The design details for these are the
same as for the raised pedestrian crossings.

Figure 2.6: Entry treatment (LTN 01/07)
HWTCM - Highway Design Report - Rev E 20120427.doc
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The use of contrasting materials and colours can be helpful in distinguishing
between footway and carriageway where this would otherwise not be clear and act
as a navigation aid to pedestrians with partial visibility impairment. The conspicuity
of these locations would signal the drivers to slow down further.
For kerb build outs, radius kerb alignments will provide a smooth horizontal layout.
Kerb radii should be as tight as possible taking account of the character of the traffic
using the road with a radius of 6m considered appropriate for large vehicles.
MfS2, 8.6.12 states that designing the carriageway for two large vehicles may not be
required if there is sufficient inter-visibility for two opposing vehicles to see each
other and stop and wait. However considering the large volume of traffic that is
anticipated to use this network, over run areas have been provided at the junctions
to assist turning movements by larger vehicles.

Figure 2.7: Over run area cross section detail (TAL 12/93)

Section 7.11 of MfS1 provides guidance on the provision of over-run areas at bends
to assist the turning movement of large vehicles whilst still maintaining restricted
carriageway dimensions that would act as a deterrent to smaller vehicles from
speeding. The surfacing of over run areas, and delineation of these areas, should be
chosen with care. Details of the surfacing and associated kerbs will be considered
and addressed throughout the detailed design process.
Mini-roundabouts
MfS2, refers to TD54/07 “Design of mini-roundabouts” and DfT publication “Mini
roundabouts good practice guidance” for their design. As the road markings and
signs at mini-roundabouts can be visually highly intrusive and reinforce expectations
that the space is primarily for use by vehicles, MfS2 provides the example of Julian
Road in Bath where an informal junction arrangement has been provided by the use
of different paving materials to encourage circulatory priority. Considering the
anticipated large volume of traffic, mini-roundabouts are proposed for a number of
key junctions instead of informal junctions with circulatory priority. Further detailed
design and assessment may offer the scope to introduce less formal designs and to
consider how these perform. The section below discusses the factors that have
been considered for the mini roundabout design at junctions.
TRL Report 281 “Accidents at Urban Mini-Roundabouts” develops relationships
between accident frequency and traffic flow, road features, layout geometry, land
use and other variables taking into account accidents between 1986 and 1992 at
300 single mini-roundabouts with 30mph speed limits. For a three arm site, similar to
the junctions in this project, the mean accident rate for mini-roundabouts is similar to
that of priority T-junctions and about 30% less than that of signalised junctions. The
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severity of accidents at 3 arm mini-roundabout sites is lower than at 3 armed
signalised junctions and considerably lower than at 30mph T-junctions.
As per MfS2, referencing TD54/07, 2.1 specifies mini roundabouts must only be
used on roads with a speed limit of 30mph or less and where the 85th percentile dry
weather speed of traffic is less than 35mph within a distance of 70m from the
proposed give-way line on all approaches, unless installed in combination with
speed reduction measures. Based on this, the mini roundabouts are provided in
combination with raised junction layout at Desborough Road/Bridge Street and in
the close proximity of a raised junction in Bellfield Road/West Wycombe Road. The
vertical deflection at these locations is achieved by providing raised junctions, the
top of which cover the whole junction area and extend outwards a minimum of 6m
upstream of each give-way line in compliance with TD54/07, 2.21.
The mini-roundabouts proposed for this project are 3-arm junctions which is
consistent with the implementation of mini-roundabouts as per TD54/07.
Mini-roundabouts are generally implemented on 3-arm junctions with a preference
for this number of arms as per 4.2.2 DfT “Mini roundabouts good practice guidance”.
Two lanes are considered necessary on a number of the approaches to miniroundabouts for traffic capacity reasons. The provision of more than two lanes is
associated with a high number of accidents (TD54/07, 2.12, 6.32 and 6.33). The
lane widths are further narrowed down to 2.5m. The provision of two approach lanes
ensures that large vehicles can negotiate these junctions conveniently without the
need to drive over the mini roundabouts.
The mini roundabouts are of 4m diameter and denoted by a white solid domed circle
of maximum height 100mm with the carriageway camber sloping away from it. It
provides a clear and durable contrast with the adjacent surfacing in all conditions. A
maximum height of 100mm ensures that noise, vibration and scuffing in the unlikely
event of a vehicle riding over the island are minimised (Mini roundabouts good
practice guidance - DfT).
The locations of the mini roundabouts have been chosen to encourage drivers not to
drive over or on the wrong side of it. This is achieved by making perpendicular
entries to the mini-roundabout and use of pedestrian crossings at splitter islands.
Buildouts assist in horizontally deflecting vehicles and reducing their speed. A
nearside shift is provided to deflect vehicles. The lateral shift measured from the
nearside edge on the approach road is developed at a rate of 1 in 12.5 as per
TD54/07 6.4. The approach arms are perpendicular to the mini-roundabout rather
than tangential forcing the vehicles to deflect from their straight path. The build-outs
provide a tight entry and exit radii. Splitter islands similar to the medians provide
pedestrians with crossing points close to their desire lines for crossing.
Approach and entry speeds can be greater than desirable if there is excessive
visibility between the arms. This provides drivers with an opportunity to decide too
early whether to give-way. The visibility to the right of adjacent entries is limited to a
maximum distance of 15 metres back from the approach and to no more than the
stopping sight distance as recommended by TD54/07 6.21.
It is anticipated that the provision of the above would satisfy the needs of nonmotorised users like pedestrians and cyclists while providing them with a safe
junction layout as these mostly comply with TAL 9/97 Cyclists at roundabouts:
continental design geometry. Further analysis of pedestrian movements in these
locations will help inform the detailed design phase.
HWTCM - Highway Design Report - Rev E 20120427.doc
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Figure 2.8: Continental roundabout design (TAL 9/97)

Signalised junctions
TD50/04, The Geometric Layout of Signal Controlled Junctions and Signalised
Roundabouts has been consulted in designing the only signalised junction within the
scheme extents which is at the junction of West Wycombe Road and Westbourne
Street. A significant volume of traffic is anticipated at this location and this also
serves as the starting point of the 20mph zone at the west end of the scheme
extents. Two lanes of 3m width are provided at the approaches to these junctions
with nominal lane markings. Swept path analysis using large vehicles has been
undertaken to ensure that the turning movements of these vehicles are not
compromised and over run areas provided which visually limit the carriageway
widths available for smaller vehicles. As described in the section under Pedestrian
Crossings, a controlled crossing facility is provided at this location to assist with
east-west pedestrian movements. The effect of including signalised junctions within
the network has to be established by undertaking traffic modelling and further
modifications made to the design where required for e.g. requirements for storage
length and lane continuity. The provision for high friction surfacing, signal designing
and provisions for non motorised users should be established.

2.5 Road markings and Traffic Signs
As per guidelines from MfS1 and 2, the use of road markings has been kept to a
minimum at this design stage. Central road marking lines (TSRGD line type 1004)
have been omitted to make drivers more alert and drive at a reduced speed.
According to 7.4.6 of MfS1 it is a legal requirement to sign the limit at the entry to
the 20mph zone. However no repeater signs are necessary. The Traffic Signs
Manual Chapter 5 has a section on the legal aspects of road markings such as giveway markings (diagram 1003) indicating that not complying with them could
constitute a traffic offence under Section 36 of the Road Traffic Act 1988 (Regulation
10). All markings used in producing the design are as required in the Traffic Signs
Regulations and General Direction (TSRGD) (2002). Signs and markings informing
HWTCM - Highway Design Report - Rev E 20120427.doc
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of road humps are not required for 20mph zones as per LTN 01/07, 4.1.9. At the
detailed design stage, further design of the traffic signs and road markings should
be undertaken, including the ones which inform of restrictions.

2.6 Pedestrian crossings
A mix of crossing facilities is provided for pedestrians with varied levels of mobility to
maximise the use of footways within the network extents. In view of the low traffic
speeds in the area, “courtesy behaviour” from drivers should enable pedestrians to
cross as and where they wish to. In designing the crossing facilities, guidance have
been sought from both volumes of MfS, LTN 1/95 The Assessment of Pedestrian
Crossings, 2/95 The Design of Pedestrian Crossings and 3/08 Mixed Priority
Routes: Practitioners’ Guide and DETR Guidance on the use of Tactile Paving.
All crossings are at-grade as they are preferred by pedestrians and offer an
improved sense of security. LTN 2/95, 2.1.1, suggests a minimum distance of 20m
as safe distance for a signalised controlled crossing and an absolute minimum of 5m
for a zebra crossing from junctions.
Crossing facilities are provided along the pedestrian desire lines at the junction of
side roads and the main route. Along the main route, the preferred nature of
pedestrian crossing lines should be established at the detailed design stage as
pedestrian desire lines have only been anticipated at this stage. As such all the
crossings are orthogonal and there may be scope to alter these to diagonal
reflecting actual pedestrian movements.
Raised pedestrian crossings are provided with a maximum height of 75mm and
dropping the footways to tie-in to this level. Informal raised crossing points provided
along the route at approximately 50 to 70m spacing, serve the dual purpose of
maintaining reduced vehicle speed and providing pedestrians with an almost level
surface for walking.
Crossing areas are denoted by tactile paving as per DETR guidance and surface
material of a different colour and pattern. For traffic speeds at or below 20mph, no
signs or markings are required for these crossings as per MfS2, 9.3.5. This helps
minimise visual clutter.
In keeping with guidance in MfS, the provision of signalised/controlled crossing has
been kept to a minimum. The minimisation of these types of crossings has resulted
in reduced vehicle times, speed and emissions and improved road safety (Newland
Avenue in Hull as per the LTN 3/08). A single controlled crossing facility is provided
across Westbourne Street to assist east-west pedestrian movements at the heavily
trafficked Westbourne Street-West Wycombe Road junction. The zebra crossing at
Loakes Road is also retained.
The widths of crossings have been kept in multiples of the standard tactile size to
prevent any waste of construction materials due to off cuts and are based on
anticipated pedestrian flows. The width of the carriageway at the controlled crossing
points has been reduced to 5.5m with kerb realignment. This would slow down
vehicles as well as provide pedestrians with a shorter length to walk for crossing the
road. The width of at-grade crossings has been kept nominally at 3.2m, except in
certain locations where it is anticipated that there would be a large number of
pedestrian movements, e.g. large crossing facility near the Eden shopping centre
emphasising greater volume of pedestrian movements.

HWTCM - Highway Design Report - Rev E 20120427.doc

12

The adequacy of street lighting at crossings in accordance with available guidance
should be established at the detailed design phase with further works undertaken if
adequate lighting is unavailable at crossing points. Lighting should conform to the
requirements of BS EN 13201 – 2:2003 – Road Lighting Performance
Requirements, BS EN 13201-3:2003 Road Lighting – Calculation of Performance,
BS EN 13201 – 4:2003 Road Lighting – Methods of Measuring Lighting
Performance and guidance on lighting design provided in BS 5489 – 1:2003 Code of
Practice for the Design of Road Lighting, Lighting of Roads and Public Amenity
Areas.

2.7 Parking
It is proposed to maintain existing on-street parking along the route where possible
to support existing land uses in this area, particularly retail units and for the benefit
of residents who do not have off-street parking. On-street parking also helps to
provide side friction along the highway, visually helping to slow drivers down as they
pass by parked vehicles. Drawings appended to this report show the location of onstreet parking spaces provided, location of taxi ranks and disabled parking spaces.
The location and layout of parking bays are as per guidelines provided in DfT Traffic
Advisory Leaflet 5/95 Parking for Disabled People and DfT Inclusive Mobility.

Figure 2.9: Sheltered parking (LTN 01/07)

Sheltered on-street parking bays are 2.4m wide with the length unspecified for
drivers as vehicle lengths vary considerably. On-street parking bays for disabled
users are slightly larger with the dimensions being 2.7m wide by 6.6m long. The
location of pay and display units should comply with the guidance mentioned above.
Additional taxi ranks are provided by carving out the boulevard in Oxford Road.
Sufficient width is provided to allow passengers to embark and disembark from the
taxis.
The parking spaces are provided in groups with buildouts that allow pedestrians to
cross with clear visibility. It also allows placing of planters and other street furniture
that helps to reinforce the function of the street as a place rather than as simply a
corridor for movement, providing an aesthetically pleasing view that breaks up the
continuous row of parked vehicles.
LTN01/07 cites examples where on street sheltered parking led to an overall
reduction in accidents, 17% reduction in the Urban Safety project and 60% lower

HWTCM - Highway Design Report - Rev E 20120427.doc

13

injury accidents on a 2 lane road with sheltered parking compared with an untreated
4-lane section in a study in Australia.

Figure 2.10: Block paving in car parking spaces (http://www.aggregate.com)

Sustainable Drainage Systems (SUDS) compliant permeable block paving laid in the
parking bays would assist drainage in this area and provide a visually distinctive
surfacing for parking. No markings are proposed to delineate the parking bays. The
permeability of the ground and restrictions on discharge to the existing drainage
system will be investigated at the detailed design stage and will help establish the
feasibility for implementing this type of paving.

2.8 Street furniture
Most street furniture will be located in the footway and other spaces resulting from
kerb realignments and introduction of medians in the carriageway. Further detailed
design work is required on exact locations and design to ensure that the proposed
street furniture ties-in with the overall development plans for the area. The use of
bespoke complementary street furniture would assist in enhancing the visually
distinctive character of the area. The principles of street furniture provision will be
considered at the detailed design stage and will be informed by the needs of
disability groups.
In general, all street furniture is to be located at least 450mm from the kerb face to
allow overhang from vehicles avoid the face of the street furniture. Where the
camber or the crossfall of carriageway is high, it has to be ascertained if high sided
vehicles lean over the footway. According to the Inclusive Mobility guidelines
produced by the DfT, a minimum clear width of 2m should be provided under normal
circumstances between the back of the footway and any street furniture. Due to
local physical constraints, a minimum clear width of 1.5m can be accepted giving
sufficient space for a wheelchair user and a push chair to pass one another. An
absolute minimum clear width of 1m for a maximum length of 6m can be provided in
the case of local obstructions.
As mentioned in the earlier section on Carriageway Design, street furniture in the
medians should be positioned in such a way that motor vehicles can safely pass
cyclists by driving over the medians. The locations of street furniture in the medians
will need to meet emergency services approval, particularly with a narrow
carriageway arrangement. It is considered that not all areas of the town centre will
be conducive to the provision of street furniture in median strips. Therefore, in later
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design work, each area will be carefully reviewed to assess suitability and need for
street furniture.
Planting
The multiple benefits of trees in the urban environment are captured by Trees for
Cities (http://www.treesforcities.org). Trees and planting provide a visual interest
point adding character to the locality and provide a calming setting for recreation.
The health benefits of planting trees range from reducing incidences of asthma, skin
cancer and stress related illness by filtering out polluted air, reducing smog
formation and shading out solar radiation. Up to 10% savings in energy conservation
can be realised by planting trees as they moderate the local climate and they lock
up carbon emissions. They can act as a noise barrier and help to support the urban
eco-system. According to a study in Chicago, property in tree-lined streets is worth
18% more than in similar streets without trees.
The success of tree planting is influenced by the following factors and expert
guidance from Landscape Architects and Arboriculturalists should be sought to
ensure the good health of trees (Transport for London Streetscape Design Guidance
2009):
1. The underground soil conditions, especially degree of compaction.
2. The location of underground services
3. The spatial requirements of the tree and its proximity to boundaries,
buildings, kerb lines and street furniture.
Drawings produced in this report show the possible location of trees and low height
planters which do not obstruct visibility at junctions. Planting is proposed in kerb
buildouts to facilitate sheltered parking and to break up a row of parked vehicles.
The exact type and location of trees and planters and their maintenance and
management will be as per advice from the Arboriculturalist and consider the points
mentioned above as well as complement the streetscape vision for the area. Best
practice guidelines are available from Trees for Cities.
Bus stops
The design and location of bus stops is provided by the Inclusive Mobility guidelines
and accessible bus stop design guidance by the Bus Priority Team at TfL. The
detailed design stage should look into the following:
1.
2.
3.
4.
5.

Available widths of footways and crossfall,
Provision of minimum widths at bus stops to allow siting of bus shelter,
Commuter queues and pedestrians on footways,
Location of bus stop flags,
Provision of seating and time table information in shelters.

Drawings attached to this report show the locations of bus stops as agreed in
meetings with the Client.
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Seating
The provision of seating in public places offer people an opportunity to rest and
socialise adding more to the street scene. Seating provided at intervals of no more
than 50m are helpful for mobility impaired people, people with children in pushchairs
and with shopping bags. The DfT Inclusive Mobility guidelines provide detailed
design advice on seating and waiting areas in section 9.3. The minimum clear
footway width should be maintained after installing the seats.
Cycle parking stands
In subsequent design stages, consideration will be given to the provision of cycle
parking. Cycle parking stands could be installed on the medians at an angle to the
kerb line to provide at least 0.45m clearance from the face of the kerb. Where
provided in groups, the parking stands should be at least 1m apart from each other
to offer room for access. The exact design of the parking stands is to be determined
at the detailed design stage.
Bollards
To provide an uncluttered streetscape, the use of bollards has been kept to a
minimum. In the 20mph zone, there are no hatched markings warning drivers of the
medians. Instead vehicles are warned to keep away from the median with the help
of illuminated hoop bollards with a reflective keep left arrow sign on them. The
actual type of bollard specified should be investigated at the detailed design stage
and should be fitted with either a tapper rail and/or be at least 1m in height to enable
easy detection by visually impaired pedestrians.

2.9 Feature Lighting
To regenerate the area and making it safer and brighter for all users, feature lighting
may be installed in key locations. The whole life cost of feature lighting can be kept
low by reducing the wattage, installation of timers and use of LED lights, as reported
by various feature lighting projects implemented in the London Borough of Islington,
(http://www.islington.gov.uk/transport/roadsandparking/street_improvements/feature
_lighting.asp.)
The type of lighting and the locations where they are to be installed should be
investigated in further design stages.
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3

Specific Locations
3.1 Introduction
This section looks at the design proposals for the individual sections of the network
within the High Wycombe Town Centre Masterplan scheme extents. The conceptual
design and swept path analysis drawings are included in Appendices A, B and C
should be read in conjunction with the descriptions provided on the following pages.

3.2 Queen Alexandra Road
Existing scenario
The land use along the street is a mix of commercial and residential properties
with the Wycombe Hospital on the south of the street. The street is a two lane
carriageway with traffic flowing in both directions and there is provision for on
street parking. There are zebra crossings near the hospital and near Loakes
Road. High Wycombe Church of England Combined School is located in close
proximity to Queen Alexandra Road, with access from Loakes Road

Figure 3.1: Queen Alexandra Road Photos

Design proposals: Refer to drawing B1279846/100/028 rev0 and 004 rev6
• Single lane carriageway in either direction 3m wide and narrowed
down to 2.75m each at pedestrian crossing points.
• Kerb buildouts to create sheltered on-street parallel parking on the
south.
• Entry treatment surfacing at the exit and entrance of the mini
roundabout and at the junctions with side roads to signal the start of
the 20mph zone.
• Planters at corners of kerb buildouts and on the outer edge of the
pedestrian crossings.
• Raised tables that reduce vehicle speeds and indicate informal at
grade pedestrian crossings.
• Existing zebra crossing near the school, Loakes Road, has been
retained.
• Median strip with 25mm kerb height provided where permitted by the
overall width of the carriageway.
• Trees planted on the footway build out at the junction of Queen
Alexandra Road and Gasworks Link Road to restrict forward visibility
along Suffield Road and add to the streetscape scene.
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As part of the detailed design work in this area, particular attention will be given to
the design of the route outside High Wycombe Church of England School to address
safety and access concerns.

3.3 Suffield Road – Gasworks Link – Desborough Road
Design proposals: Refer to drawing B1279846/100/027, 028, 029 rev0; 003,
004 rev6; 007 rev3

•
•

•

•
•
•
•
•
•
•
•

New link road connecting Queen Alexandra Road and Lily’s Walk.
Single lane on either direction approximately 3m wide widened at curves
to cater for turning of large vehicles and increased width of medians on
curves.
Horizontal layout strives to reduce vehicle speeds and keep land take
requirements to a minimum by introducing tighter horizontal radii and
minimum width of footways.
25mm high median strip provided to visually narrow the carriageway.
Footways on either side of the new link are 2m wide.
No right turn into/out of Lily’s Walk from/to Gasworks Link Road by the
provision of median strips.
Priority junctions at Suffield Road and Lily’s Walk by give-way road
markings.
Rutland Street is closed off.
For this new section, 3D modelling has been undertaken and a long
section shown in drawing B1279846-100-008.
The 3D modelling of this section shows a gradient of 8%.
Landscaping in the triangular shaped section formed by the new link road
and closing off of Rutland Street.

Further detailed design work has been undertaken on the gasworks link road to
understand the implications of land take and to inform the designation of a
revised Transport Improvement Line in this location. For information see High
Wycombe Town Centre Masterplan Background Paper (May 2012)

3.4 Lily’s Walk (between junction with Gasworks Link Road and Abbey
Way)
Existing scenario
The street is a two lane carriageway with access to the Eden Car Park. Traffic is
controlled by signals near the car park entrance/exit. There is a zebra crossing
near the shopping centre. The land use is dominated by the car park and
shopping centre. There are some residential properties along the street.
Sheltered on-street parking is provided for cars and taxis and loading bays
through kerb build-outs. There is a bus stop on the southern side of the street.
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Figure 3.2: Lilys Walk Photos

Design proposals: Refer to drawing B1279846/100/003, 004 rev6; 024 rev2
•

•
•
•
•

Access maintained to Eden Car Park and Gasworks site traffic going
west from Abbey Way with 2 way flow between Desborough Road and
Abbey Way/Swan Frontage.
Signalised junction introduced at junction of Lily’s Walk and Abbey Way,
including provision of right hand turn from Lily’s Walk onto Abbey Way
Future potential to amend vehicle access/egress arrangements to and
from the Eden Car park to minimise vehicle conflicts at this location.
Existing zebra crossing near the Eden car park entrance removed. In its
place a raised informal crossing is provided.
All westbound traffic from Lily’s Walk to turn left into Gas Works Link
Road. No onward travel onto Desborough Road.

3.5 Desborough Road (between junction with Gasworks Link Road and
Bridge Street)
Existing scenario
There are mixed use developments along this street with access to the shopping
centre, residential flats and a pub. The street width varies from three to two
lanes with traffic flowing in both directions. A median has been used to separate
the east and west bound traffic near the shopping centre. Parking spaces are
provided for disabled users.

Figure 3.3: Desborough Road Photos

Design proposals: Refer to drawing B1279846/100/027 rev0; 003 rev6
• Single lane carriageway in either direction 3m wide and narrowed down
to 2.75m each at pedestrian crossing points.
• No east bound bus lane.
• Existing bus stop on southern side removed.
• New bus stop on northern side recessed from carriageway close to the
Eden Shopping centre entrance.
• Kerb build-out to provide disabled parking bays close to the Shop
Mobility unit.
• Close to the Eden shopping centre, a large raised pedestrian crossing is
provided, focussing on the strong pedestrian movements in the area.
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•
•

Provision of median strip.
Rutland Street closed off.

3.6 Desborough Road and Bridge Street Junction
Existing scenario
At present it is a wide T-junction with
pedestrian and traffic movements
controlled by signals.

Figure 3.4: Desborough Road Photo

Design proposals: Refer to drawing B1279846/100/027 rev0; 003 rev6
• Raised table with a mini-roundabout is proposed at this junction.
• Vertical deflection of traffic at the mini roundabout is in the form of a
speed table with the top covering the whole junction area and extending
a minimum distance of 6m upstream of each give-way line
• Kerb buildouts to slow down traffic by providing adequate horizontal
deflection.
• Kerbed islands with 25mm upstand at 0.5m clear distance from vehicle
swept path to provide pedestrian crossing facilities in line with desire
lines for crossing.
• The volume of traffic at this junction is expected to be controlled by
providing an appropriate design of the Bridge Street link, to be
considered in the detailed design stage.

3.7 Bridge Street
Existing scenario
The land use along the street is mainly
commercial with restaurants and shops.
There is a bus station on the eastern side.
The street is two lanes wide with traffic flowing
in both directions. There are some on-street
parking bays. There are signal controlled
pedestrian crossing facilities near the bus
station and the retail centre.
Figure 3.5: Bridge Street Photo

Design proposals: Refer to drawing B1279846/100/002 rev5; 027 rev0; 003 rev6
• Three 3m wide lanes are provided for north and south bound traffic by
the use of medians to guide traffic into the appropriate lane.
• North and south-bound bus lanes provided.
• Sheltered car parking spaces in front of the commercial establishments.
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•
•

Raised informal crossing provided to assist with east-west pedestrian
movements.
3m wide median provided at the southern extent at the junction of Bridge
Street and Desborough Road to provide adequate deflection to
southbound traffic, when approaching the mini-roundabout.

3.8 Desborough Road between junction with Bridge Street and
Westbourne Street
Existing scenario
The land use along this street is a mix of residential and commercial properties
and there is a church. The street is a two lane carriageway with traffic flowing in
both directions and there is provision for on street parking. A zebra crossing
facility is provided near the church.

Figure 3.6: Desborough Road Photos

Design proposals: Refer to drawing B1279846/100/002 rev5
• Single lane carriageway in either direction 3m wide and narrowed down
to 2.75m each at pedestrian crossing points.
• Kerb buildouts to provide sheltered car parking spaces in front of shops
on the northern side.
• Continuous row of parked cars interrupted by providing informal
pedestrian crossing point with low height planters at the edges of the
crossing.
• Median strip with raised informal crossing points and street furniture.
• Raised crossing at junction of Westbourne Street and Desborough Road
with give-way markings for traffic travelling eastward along Desborough
Road. The curved raised area at this location acts as a strong visual aid
to emphasise the main route for traffic.

3.9 Westbourne Street
Existing scenario
The land use along this street is mainly commercial. The street is a two lane
carriageway with traffic flowing in both direction and provision for on street
parking up to the junction with Baker Street. There is a multi-storey car park on
the eastern side and a car park on the western side with the facility to park on
the ground level. There is a Sikh religious centre on the eastern side of the
street.
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Figure 3.7: Westbourne Street Photos

Design proposals: Refer to drawing B1279846/100/002 rev5; 008 rev2
• New signal controlled layout at junction of Westbourne Street and West
Wycombe Road with new link of carriageway and footway in front of
Rapid House.
• Controlled pedestrian crossing point provided at this junction to assist
east-west pedestrian movements. For this new section, 3D modelling has
been undertaken and a long section shown in drawing B1279846-100008.
• Single lane carriageway in either direction 3m wide and narrowed down
to 2.75m each at pedestrian crossing points. Approaching the junction of
Westbourne Street and West Wycombe Road, a separate left turning
lane is provided for traffic.
• 1.5m wide median strip with raised informal crossing points. No street
furniture is proposed on the median strips to allow for over running by
large vehicles when turning into and from the side roads into Westbourne
Street.
• Entry treatment surfacing at the junction and at the side roads to signal
the start of the 20mph zone.
During the design stage consideration was given to the implementation of a
roundabout at the junction of Westbourne Street and West Wycombe Road.
Transport assessment work has indicated to date that a signalised junction is the
preferred option. However, the option for a roundabout junction in this location
may be explored further during the detailed design stage.

3.10 West Wycombe Road
Existing scenario
There are mixed use developments along this 4 lane wide carriageway with
traffic flowing in both directions. There is a bus stop on the southern side. No
right turn on to Brook Street.
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Figure 3.8: West Wycombe Road Photos

Design proposals: Refer to drawing B1279846/100/002 rev5
• Single lane carriageway, 3m wide, provided going eastwards and
westwards which widen out to two lanes at the approaches to the
junctions of Westbourne Street and West Wycombe Road in the west
and Bellfield Road and West Wycombe Road in the east.
• Wide boulevard with trees provided in the centre of the carriageway.
• Footway on the southern side widened out. Trees planted along the
northern and southern footways.
During the detailed design stage, further consideration will need to be given to
the treatment of Brook Street, to ensure it does not become a rat-run for vehicles
travelling east-south to Westbourne Street.

3.11 West Wycombe Road/ Bellfield Road junction
Existing scenario
The existing layout is very wide with medians
and splitter islands separating the flow of
traffic. The movements of traffic and
pedestrians are controlled by signals.

Figure 3.9: West Wycombe Road/
Bellfield Road Photo

Design proposals:
Refer to drawing B1279846/100/002 rev5

•
•
•

A mini-roundabout is proposed in this location.
Kerb buildouts to slow down traffic by providing adequate horizontal
deflection.
Kerbed islands with 25mm upstand at 0.5m clear distance from vehicle
swept path to provide pedestrian crossing facilities.
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3.12 Bellfield Road
Existing scenario
Commercial land use dominates this street
with a retail chain in the east. The traffic
flows in a north-south direction. The number
of lanes varies from 4 to 5 with dedicated left
and right turn lanes provided. At the northern
end of the road, an informal pedestrian
crossing arrangement is provided by an
island.
Figure 3.10: Bellfield Road Photo

Design proposals: Refer to drawing B1279846/100/002 rev5
• There are two 3m wide lanes going northbound and southbound and are
separated by a continuous median strip 1.5m wide having 25mm kerb
height.
• Entry treatment surfacing at the northern extent of Bellfield Road to
signal the start of the 20mph zone.
• Median strip with planters except in locations to assist with access and
egress from properties with frontage on this road.
• Minimal lane markings, as mentioned under section 2.4 of this report, are
provided to assist traffic movements.

3.13 Oxford Road (between Octagon Parade and junction of Bellfield
Road and West Wycombe Road)
Existing scenario
The land use along this road is dominated by
commercial and leisure establishments. The
traffic flows east and west and is separated
by the use of medians. Controlled crossing
facilities are provided for pedestrians. A bus
stop is provided on the northern side.

Figure 3.11: Oxford Road Photo

Design proposals: Refer to drawing B1279846/100/022 rev3
• Single lane carriageway, 3m wide provided going eastwards and
westwards with two lanes approaching the junction with Bellfield Road.
• Raised table at the junction of Bridge Street and Oxford Road.
• Wide boulevard with planting, at grade pedestrian crossing facilities and
taxi ranks carved out from the boulevard.
• Introduction of bus lay-by and bus stop at the southern side.
• Access maintained to retail chain on southern side.
• Median at the junction of Bridge Street and Oxford Road to guide buses
into bus station.
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3.14 Oxford Road Roundabout
Existing scenario
A landscaped signal controlled roundabout exists at this junction with the dual
carriageway, Arch Way, coming in from the north, Oxford Road to the west,
access to the Eden car park on the south and dual carriageway, Abbey Way, to
the east.
Design proposals: Refer to drawing B1279846/100/027 rev0; 022 rev3; 003 rev6
• Highway arrangement to support the provision of a high quality public
space at this location including the potential for de-culverting the River
Wye.
• Existing roundabout at junction of Oxford Road, Archway and Oxford
Road removed.
• New block paving raised junction to accommodate traffic from the Oxford
Road, Archway and Abbey Way flyover.
• Pedestrian connectivity between Eden Shopping Centre and Frogmoor
improved
• Access to Eden car park and service yard to be maintained with
simplified access and egress arrangements
• The priority east/west route along Abbey Way to be controlled by new tjunction with priority given to Eden car park traffic.
• Wide block paving footways
• Abbey Way flyover reduced from dual carriageway to single carriageway
• Arch Way reduced from dual carriageway to single carriageway.
• The detailed design will need to consider the potential demolition of the
northern section of the western flyover ramp
Drawing number – B1279846-100-022 Rev3. in Appendix A shows the access to
Eden car park. The existing layout has been investigated, and the layout shown
utilises the existing access. The swept path analysis is shown on
Drawing B1279846-100-023 Rev0. in Appendix C.
Drawing number – B1279846-100-006 Rev6. in Appendix B shows the potential
layout of the Oxford Road roundabout area if Abbey Way flyover was closed and the
western flyover ramp removed. The full closure of the flyover is not proposed to be
undertaken until post-2026, if at all. The exact layout of this space will be subject to
further detailed design work if the flyover is to be closed, and may be adapted
subject to changes to the highway network implemented in the short-medium term
(such as those shown on Drawing No. B1279846/100/022 Rev.3.)

3.15 Swan Frontage
Existing scenario
Descending down Marlow Hill, travelling north bound, there are two miniroundabouts with the second one providing the exit to Queen Alexandra Road.
Travelling clockwise, the third mini roundabout leads to the Abbey Way flyover.
The Buckinghamshire New University building is on the west of this short length
of road between the second and third mini-roundabouts. There is a fire station
and the Royal British Legion in the vicinity. The Swan theatre car park faces St
Mary’s Street which is a single lane carriageway with traffic flowing in both
directions and provision for coach drop off point. Heading north from St Mary
Street is Paul’s Row which becomes pedestrian only further on and a short
section of private service road. St Mary Street crosses the River Wye and joins
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Abbey Way through a “Give-Way” arrangement. The Liberal Club is located to
the east of this junction.

Figure 3.12: Swan Frontage Photos

Design proposals: Refer to drawing B1279846/100/024 rev2
• At the bottom of Marlow Hill, the current general form of junctions is
retained, i.e. two mini roundabouts.
• Access to the Swan Theatre and car park to be from Queen Victoria
Road/Abbey Way mini roundabout junction to the southeast
• Bus lane from Abbey Way one-way through to Queen Victoria Road
travelling east, with emergency vehicle access also.
• Introduction of shared space on St Mary Street in front of the Swan
Theatre, between the River Wye and Paul’s Row
• New bus lane on the northern side of the current Abbey Way flyover with
bus stopping and waiting area
• HGV access maintained to the rear of properties fronting on the High
Street, the Swan theatre and Paul’s Row.
• Access maintained to the Swan theatre car park, Royal British Legion
and the Liberal Club
Drawing number – B1279846-100-005 Rev6. in Appendix B shows the potential
layout of the Swan Frontage area if Abbey Way flyover was closed and the eastern
flyover ramp removed. The full closure of the flyover is not proposed to be
undertaken until post-2026, if at all. The exact layout of this space will be subject to
further detailed design work if the flyover is to be closed, and may be adapted
subject to changes to the highway network implemented in the short-medium term
(such as those shown on Drawing No. B1279846/100/024 Rev.2.)

HWTCM - Highway Design Report - Rev E 20120427.doc

26

4

Summary
This report describes the key design principles adopted for preparing the conceptual
design for the highway network which satisfies the objectives of the High Wycombe
Town Centre Masterplan. Further on from this report the following will be
investigated at the preliminary and detailed design stages:
1. Undertake road safety audits, traffic modelling, analysis of existing street
lighting, environmental studies and further detailed liaison with the different
design teams and consultation with stakeholders on implementing the
project, including local residents, businesses and other users. Modifications
to the concept design may arise based on these studies. In some instances
the concept design has been influenced by input from traffic modelling data.
2. Establish tie-in locations of the proposals with the existing network to inform
the preliminary and detailed design stages, especially the Abbey Way
flyover, Archway, Bellfield Road, western extent of West Wycombe Road
and eastern extent of the Octagon Parade.
3. Consult disability groups like the Royal National Institute of the Blind (RNIB),
Wycombe Area Access for All and others to ensure that the scheme provides
for the varied mobility capabilities of these groups.
4. Detailed discussions are to be held with the emergency services to establish
potential delays to services with the implementation of the various traffic
calming features and any mitigation measures that are to be adopted.
5. Undertake utility surveys in the area and establish the feasibility of
implementation of the design in light of existing utilities.
6. Undertake investigation of existing drainage and design of new drainage
considering the implementation of the conceptual designs proposed.
7. Ensure that the palette of materials proposed for the various types of
surfacing and street furniture complement the urban design vision while
giving due consideration to lifetime costs of maintenance.
Wycombe District Council and Buckinghamshire County Council are currently
developing a design and implementation programme for the first five year period
(2013-2018). This involves programming the order of infrastructure works and the
necessary supporting works (design, planning and legal processes).A project team
to undertake the further design work and manage the implementation stage of the
masterplan has been established. This team is being led by Buckinghamshire
County Council, supported by Jacobs. The project team includes highway
engineers, urban designers and planners and includes representatives from both
Wycombe District Council and Buckinghamshire County Council.
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