REPCRT
1993 February 15

CITY OF BURNABY

TRAFFIC AND TRANSPORTATION OOMMITTEE
(TRAFFIC SAFETY DIVISICN)

HIS WORSHIP, THE MAY(R
AND COUNCILICRS

A.

RELOCATION OF BUS STOP QN 1ST STREET SOUTH
OF 16TH AVENUE

RECOMMENDATTON:

1. THAT the relocation proposed by B.C. Transit be approved.

The Assistant Director Engineering - Traffic and Engineering Systems
subtmitted the following report to the Comnittee:

REPORT

"At its last meeting, the Committee referred this matter back to staff
after hearing delegations fram B.C. Transit and the operators' union
regarding the difficulty in making the turn to 1st Street fram 1l6th
Avenue. B.C. Transit's video amply illustrated the difficulty the
drivers were now experiencing with new standard buses which are
significantly longer and wider than the older vehicles previocusly
used.

A letter has been sent to the resident who will lose on-street parking
as a result of the ban, but at writing no response has been received.
Staff are optimistic that a partial reinstatement of parking on
flankage will mitigate the loss of a stall on frontage."

TRAFFIC CALMING

RECOMMENDATTONS

1. THAT lane narrowing, using pavement marking, be tried on an
experimental basis on the Burke Street collector between
willingdon and Patterson subject to resident concurrence.

2. THAT staff develop and test a prototype local residential street
road hump program, based on resident initiative and funding.

The Assistant Director Engineering - Traffic and Engineering Systems
submitted the following report to the Cammittee.
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REPORT

"With increasing traffic due to local and regional growth the traffic
problems on local residential streets have grown. Wwhile traffic
volumes are often perceived as the problem by residents the indication
also is that vehicle speeds are a major issue. Staff have reviewed
the literature regarding management of local street traffic - traffic
calming. It is clear that there is a paucity of North American
experience and arguably the Vancouver Metropolitan area is more
advanced than most cities in the application of devices such as road
closures, diverters, roundabouts and the like.

The attached discussion paper (APPENDIX 1) reviews same of the devices
available particularly in a local context. Notwithstanding econamic
constraints that limit the opportunity for more rescurce intensive
initiatives at this time there is scope for testing and evaluating
potentially cost effective solutians. In a campanion report there was
a recammendation for conversion of courtesy corners to stop sign
control for the area bounded by Delta, Hastings, Willingdon and
Parker. This initiative has been approved by Council and will be
evaluated after one year. A further study will review installation of
a pavement constriction at the Urban Trail crosswalk of Union.

This report, on the basis of the attached review (APPENDIX 1),
recamends definition and testing of a pavement undulation prototype
program. This initiative would be modelled on our very successful
lane speed bump program, which relies on resident initiative and
funding. It would be important to obtain input fram the emergency
services during the prototype testing process.

In addition to the lane control/marking recently implemented on Parker
at Holdam, we are also proposing using lane lining/edge marking alang
the Burke Street collector which has been the subject of same resident
anxiety in recent years. There would be data gathered before and
after implementation of these experimental programs including a post
implementation survey of residents' satisfaction."

CHILD PEDESTRIAN SAFETY CROSSING RUMBLE

RECOMMENDATION:

1. THAT a copy of this report be sent to Sandi Braley, Secretary for
Nelson School Parent Advisory Committee and others who have
recently corresponded on this matter.

The Assistant Director Engineering, Traffic and Engineering Systems
submitted the following report to the Camittee:



"1.0

2.0

3.0

REPORT
BACKGROUND

At its meeting of 1993 January 11, Council referred
correspandence fram the Nelson Elementary School Advisory Council
to the Camittee. In arising discussion, concern was expressed
regarding the policy on usage of 30 km/h zones around schools.

It was resolved by Council "THAT the Traffic & Transportation
Camittee (Traffic Safety Division) review traffic policies and
related matters concerning all schools in Burnaby." Staff are in
the process of reviewing this wider direction which will be the
subject of a forthcaming Council report. 1In the interim, this
report addresses same of the particular concerns relative to
Rurble Street that have been raised by recent correspondence
referred to the Camittee.

THE ROLE OF RUMBLE STREET

Rumble Street is presently classified a major residential
collector. This classification implies greater cammuter usage
than would occur on a minor residential collector. Major
residential collectors are a notch below secondary arterials in
the road network hierarchy -- they carry one lane of traffic
rather than two and are not included in the truck route network.
We note however that the major road network plan for the City is
under active review by the Transportation Camittee at this time
and there will be scope for input fram residents on this issue.
The deliberations on this matter will be assisted by additional
traffic count data that is now being gathered.

[RIVER BEHAVIOUR

Staff are as dismayed as the correspondents by the poor behaviour
displayed by an increasing minority of drivers. Unfortunately
improved driver education and testing is generally outside the
scope of respansibility of the City. A concern we have is that
traffic engineering and enforcement is not misapplied as a second
best solution. We believe the continued misuse of Rumble Street
by truck traffic reflects casual disregard by truck drivers
rather than a misunderstanding of the truck route camponent of
the Street & Traffic Bylaw.



4.0 SCHOOL SAFETY

4.1

4.2

Process

As stated previously, the current policy of traffic safety
is under review. Within the context of existing policy
regarding traffic management at schools, safety issues are
resolved through discussion with parents, the school
principal and if required the ROMP and School Board staff.
To maintain a consistent camitment to school safety the
traffic engineering division has assigned one person to act
as a school's liaisan. She will be getting in touch with
the correspondents and respective school principals to
reinstate the dialogue process.

Crossing Protection

Again, within the context of existing policy, there is an
expectation that children walk to and fram school along
"safe routes" as defined, primarily by schools' staff.
Where these routes cross busier streets, the City works with
the school to see that the appropriate crossing protection
is in place. Generally the crossing protection hierarchy
reflects the traffic volume on the streets with marked
school crosswalks guarded by child patrols being used an the
less busy streets and pedestrian signals and adult guards
being used an the busiest streets. About three years ago
the protection at all Burnaby schools was revisited and all
the existing crosswalk signing and marking was upgraded
while many new crosswalks were added. Where existing
marked crosswalks are deamed to be insufficient because of
traffic volumes and other factors, the current policy
implies upgrading to a pedestrial signal. On this basis
Council has recently approved the installation of a signal
an Rumble at MacPherson (to serve the new school) and staff
have proposed 1993 funding to provide signals at Rumble
Street and Sussex Avenue and Rumble Street at Greenall
Avenue (Suncrest School). The staff report evaluating the
need for these signals will be presented to the Camittee
shortly.

5.0 SUMMARY

Staff are cognizant of the cancerns of parents whose young
children have to cross Rumble Street to go to school and will
continue to work with schools and parents' groups to ensure that
the appropriate crossing protection is provided. However, the
concern about poor driver behaviour remains and we hope parents
will join in advocating for better driver education and resources
for enforcement." ‘
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D. LOUGHEED/BETA AVENUE

RECOMMENDATION :

1. THAT the Ministry of Transportation and Highways be reguested to
install no left hand turn signs at Lougheed and Beta Avenue for
eastbound and westbound traffic during peak periods.

REPORT

The Traffic and Transportation Camittee (Traffic Safety 'Division) , at

its meeting held on 1993 February 02, initiated a discussion regarding

the continuing traffic conflicts at the Lougheed/Beta Avenue
intersection.

Arising fram the discussian, the Camnittee directed that the Ministry

of Transportatiaon and Highways be requested to install no left hand

turn signs at Lougheed and Beta Aveunue for eastbound and westbound
traffic during peak periods.
Members: Respectfully submitted,
Councillor J. Young
Mr. D. Rankin Chairman
Mr. W.B. Bennett
Mr. M. Bloamfield
Mrs. L. Brown Cauncillor D. Evans
Mrs. M. Canessa Member
Mrs. G. Evans
Mr. T. Hulme
Mr. E. Fourchalk
Mr. D. Ramsbotham Councillor D. Lawson
Mr. W.B. Roxburgh Member
Mr. R. Weston

Councillor C. Redman
Member



TRAFFIC CALMING: A DISCUSSION PAPER

1.0 BACKGROUND

Traffic Calming is a new name for the older objective of subjugating the automobile to
enhance and maintain the livability of residential areas. Rooted in European cities, the
concept of neighbourhood protection from extraneous traffic has been an integral
component of Burnaby’s adopted transportation policies since 1979. In the early 1980’s,
draft terms of reference for a participatory process for implementing residential
neighbourhood protection were adopted in principal by the Transportation Committee but
never applied. However, the slant of traffic calming, as considered in this report, differs
from the previous neighbourhood protection initiatives. Those initiatives tended to focus
on limiting through traffic. This report on traffic calming is more directed toward
reducing speed to enhance safety; but hopefully reducing through traffic as by-product.

This background paper briefly examines the various devices aQailable for traffic calming
in the context of Burnaby, outlines issues of cost, and outlines the potential for funding

programs.

2.0 TRAFFIC CAIMING MEASURES

There is an array of measures that have been used for neighbourhood traffic calming.
Some are illustrated in a copy of the attached leaflet published by the U.K. government.
The devices used represent a range of intervention and their applicability individually or
in concert would vary from case to case. There is no question that the more draconian
measures, which force changes on intra-neighbourhood travel patterns such as road
closures or diverters, would require a more intensive implementation process. There
would have to be a thorough data gathering exercise to confirm existing perceptions of
traffic and to estimate the ramification of the changes to be deployed. Similarly the
public consultation process would have to be well managed in order to allow for both
meaningful and equitable participation.

Our comments with regard to some of the less draconian neighbourhood traffic calming
measures are below.

.9
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TRAFFIC CALMING: A DISCUSSION PAPER (Cont.)

2.1 Traffic Circles

Traffic circles were recently installed on Lakefield Drive where they have been
subject to mixed reviews by the tesidents. In retrospect, it would appear that this
device is better suited to grid street intersections rather than T junctions as on
Lakefield Drive. Both the cities of New Westminster and Vancouver have
installed traffic circles in specific areas with some apparent success. Seattle uses
‘traffic circles at individual intersections as part of its neighbourhood traffic
control program. There the installation procedure is initiated by petition.
Intersections are then point rated on the basis of accident history, traffic demand,
and traffic speed. Low rated intersections are not considered eligible for the
limited fund pool. Typically, the process takes 6-18 months. Seattle City
Engineering Department views the traffic circle program an operational success,
at least in part because it has reduced the demand for unwarranted 4-way stop
sign control.

One of our major concerns is that traffic circles are not well understood by North
American motorists and the courtesy corner ambiguity which results in right angle
collisions is not necessarily alleviated. This could be mitigated by forcing traffic
entering the circle to yield to traffic in the roundabout as occurs in Europe. This
would result in a free flow intersection - once motorists learned - but this
objective is counter to the North American rationale for installing them.

2.2 Speed Limits and Other Regulations

It would appear that the City could designate a lower speed limit on some or all
residential streets. However, we do not believe that enforcement of such a
measure is practicable. Indeed part of the current problem in neighbourhoods is
that existing speed limits are not obeyed. That is why European jurisdictions
which have implemented lower speeds in neighbourhoods rely on some of the
other devices discussed here. Other regulatory signs such as turn prohibitions
should ideally include some element of self regulation.

Stop sign control of all intersections in a residential area would seem to have
considerable popular appeal. While this is not general practice in B.C., it is the
norm in other urban jurisdictions. While we are concerned with deviating from
local practice, we believe that traffic safety would not be adversely affected.

We continue to have concern with the misapplication of 4-way stops which are
generally regarded as a notch below a traffic signal as a control device. The
proliferation of 4-way stops at low volume intersections where they are not
warranted by any accident history will undoubtedly, over time, erode the
credibility and safety of this control. . 3 U
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RAFFIC CALMING: A DISCUSSION PAPER (Cont.)

2.3 Chicanes, Constrictors, Etc.

Chicanes, constrictors, etc. are uncommon in North American applications but are
extensively used elsewhere. In particular, road constrictions at pedestrian
crosswalks, including those at intersections, would appear to be a useful device
both for protecting pedestrians and slowing down approaching vehicles. A
significant constraint to retrofitting these type of measures is the need to
accommodate existing drainage a particular problem in our climate.

2.4 Pavement Undulations

Pavement undulations or road humps have a longer profile than the shorter more
abrupt speed bumps that the City currently installs in our lanes as a residential
initiative. Road humps are popular in Australia and Europe but have not found
a significant following in North American traffic engineering practice. We note
that there is a traffic calming initiative using road humps in New Westminster.
Our understanding is that the early indications are that the New Westminster
initiative has been a success. We patterned our North Fraser Way pavement
undulations after the design used in New Westminster except that one of the five
bumps was installed at three inches high rather than four. In retrospect, we
believe that the lower hump profile would have sufficed in fulfilling the objective
of eliminating drag racing. Even the lower profile hump however has a
significant impact on vehicle speeds, especially trucks. This is a particular
concern for emergency services.

2.5 Pavement Markings

Pavement markings are generally not used on residential streets but appear to
offer some opportunity for slowing down traffic on local collector streets where
the initiatives discussed above are generally not recommended. The Burnaby
local collector standards is 36 ft (11m) curb to curb normally with a painted solid
centre line. This width allows for one moving lane of traffic per direction with
parking on either side. With no on-street parking there is no side "friction" and
moving vehicles have an exceedingly generous through lane. We have recently
installed parking stall markings on Parker at Holdom to better define the moving
lane but there is the possibility of edge lining the moving lane to create a similar
effect. Such marking may also improve cyclist safety on collector streets.

ol
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TRAFFIC CALMING: A DISCUSSION PAPER (Cont.)

3.0 COSTS

The traffic calming measures discussed in this report come at an expense; both in terms
of the initial cost of installation and in subsequent years of maintenance. The former is
a capital cost and the latter impacts the annual operating budget. Any program to
implement traffic calming measures should address both costs, as typically, operating cost
implications are often overlooked after capital costs have been met. If the City is to
embark on a comprehensive traffic calming program the costs of doing so must be
explicitly estimated and budgeted for.

3.1  Capital Costs

The capital costs of traffic calming measures can vary significantly. Obviously
the cost of an individual feature such as a road closure and cul-de-sac is
conditioned by the choice of materials, landscaping and so on, but the
requirement to relocate or modify existing infrastructure or acquire right-of-way
can significantly escalate the cost of any design. For example, our experience
with roundabout installations on Lakefield Drive indicates a unit cost of $8,500
while road humps would typically cost slightly over $1,000 each. Harder to
estimate are "custom" installations such as road closures, constrictions, chicanes,
etc. We note that the Maywood/Patterson cul-de-sac, which is not an atypical
installation, cost just under $30,000.

© 3.2  Administration

Comprehensive neighbourhood protection programs are rich in public
participation, which if it is to be done well requires a significant staff resource
commitment. Less visibly staff resources are required to collect and analyze data,
design improvements and administer implementation.

For less complex traffic calming schemes where the focus is on reducing traffic
speeds and the options are well defined the public consultation process can be
more truncated. For example, a mail back questionnaire could well be sufficient
to establish whether there is a consensus.

However, even a mail back questionnaire requires administrative resources. The
resource consumption would increase, potentially significantly if the
administrative procedure required is cumbersome. This is inherent in any formal
Local Improvement Program (LIP) as well as any program that requires extensive
data acquisition to establish "warrants" or implementation priority.

2
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TRAFFIC CALMING: A DISCUSSION PAPER (Cont.)

P =

3.3  Operating Costs

Operating costs for individual schemes would appear to be marginal but on
aggregate will generate an increasing demand on the budget. Hard items such as
curb work should require little maintenance but items such as landscaping and
road marking paint will require annual attention. Signs and thermoplastic road
markings in residential areas can be expected to last 5 to 10 years before
requiring renewal unless damaged in the interim. However, the current rate of
accumulation of "stock" is already stressing the operational and administrative
resources of the City.

3.4 Externalities

Traffic calming and neighbourhood protection schemes will also have a
cumulative impact on emergency services response rates particularly the Fire
Department and ambulance service and will undoubtedly hasten the acceleration
of road congestion and pollution. Snow plowing would be impracticable with
traffic calming devices such as pavement undulations, traffic circles, etc.
However, this would not necessarily be a hardship as, in most instances, the local
residential streets where the measures would be implemented are low in priority
for plowing.

Presumably these external costs will be offset by the tangible and intangible
benefits that accrue to the residents. There is also a question of liability exposure
but we note that traffic calming measures such as the ones discussed have been
implemented elsewhere. Obviously the design and signing must be appropriate.

4.0 FUNDING

Unless the traffic calming program supplants an existing service, it will be an additional
draw on the tax dollar. The tax impact could be somewhat mitigated if alternate funding
were employed for at least some of the "front-end" costs. A logical source of funding
is the benefitting group (ie. the neighbourhood residents).

4.1 Willingness to Pay

Arguably there are two related advantages to this "user pay" concept. First, if
neighbourhood traffic improvements were offered as a free good, then potentially
every neighbourhood would want to be included, and the list of waiting
neighbourhoods would be a lengthy one. The City would inevitably have to
"ration” schemes and this would require establishment of a program of data
acquisition and assessment to ensure that the most "needed” schemes were done

APpENDIX |
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TRAFFIC CALMING: A DISCUSSION PAPER (Cont.)

5.0

4.2

4.3

DISCUSSION/CONCLUSIONS

first. Second, the impact of traffic is as much perceptual as it is actual. The
willingness to pay criterion in essence recognizes this better than measured
objective criteria.

However, it can also be argued that this approach is regressive to the extent that
well to do neighbourhoods can more readily fund improvements whereas the older
neighbourhoods where residents are least able to pay have potentially the greatest
problems.

LIp

Spreading the costs of improvements over a wider area such as a neighbourhood,
rather one street would tend to minimize the monetary impact of traffic calming
measures.

Part 16 of the Municipal Act details how residents can participate in local
improvements. The City currently and periodically has local improvement
programs for completing streets (including curb, gutters, sidewalks, street lights,
etc.) whereby adjacent benefitting owners pay a portion of the costs. The Act
also permits Council to carry out local improvements for specified areas and
charge back the entire cost of the work to the owners of real property within the
area. While the process for carrying out an LIP is administratively cumbersome
it requires proper resident input and is equitable in cost distribution. Because LIP
is a cumbersome process, there may well be some scale advantage to using it to
concurrently fund other neighbourhood initiatives and amenities, eg. park/trail
links, playgrounds, tree planting, etc. in addition to traffic measures.

Self Assessment

With self assessed resident initiatives such as the existing rear lane speed bump
program, the funding is collected by the beneficiaries themselves. This obviates
the need for any extensive bureaucratic intervention by City staff and allows the
residents to determine an internally appropriate if not equitable distribution of

_funding.

This review of traffic calming measures has stressed the matter costs and program
funding because of the current economic climate. The requirement for fiscal restraint
leads to a number of conclusions.

ué
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TRAFFIC CALMING: A DISCUSSION PAPER (Cont.)

5.1 The comprehensive neighbourhood plan approach to traffic is most appropriate
to the major restructuring of neighbourhood travel patterns.

5.2 However the comprehensive neighbourhood plan approach requires extensive staff
resources both for data acquisition and public participation.

5.3  The comprehensive neighbourhood plan approach may be suited to participative
control and funding via Area Specific LIP.

5.4 The use of traffic circles should be reserved for conventional residential
intersections, not used in relative isolation, but rather on a comprehensive basis.

5.5  Replacement of courtesy corners by stop control intersections in residential areas
appears to be a cost effective and popular measure, the merits and implications
*of which should be further evaluated.

5.6 Pavement undulations and road humps are clearly effective in curtailing speeding
on local residential streets and there may well be an opportunity to fund them
on a local initiative basis in a program similar to that used for rear lane speed
bumps. :

5.7  There is the opportunity for other measures such as roadway constrictions to be
evaluated on a case by case basis to determine their utility in future
comprehensive schemes.

5.8 A special concern is speeding on collector streets where more draconian traffic
calming measures are not recommended in order to maintain accessibility.
However, there is an opportunity for using road markings to better channel traffic
while providing greater protection to cyclists.

59
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MEASURES TO CONTROL TRAFFIC
FOR THE BENEFT OF RESIDENTS,
PEDESTRIANS AND CYCLISTS

Object of Leaflet - Awide range ol measuresis available tolocal
authonties for controlling traffic movement in local streets and
giving saferand more pleasant conditions lor residents. This leaflet
lustrates some lechnigues that can be used. There will be others.

The Department proposes o pulsioh suiher leallets in 1his seres
where it would be helpful. The ohiechis (o draw altention to readily
available and effective low cost ways of handling traffic salety in
residential areas and giving greater cnmiphasis 1o the needs of
residents.

Scope _ostof the published advice onthe design of residential
areas has been conceniraled on new developments. Similar
prnciples can be applied 1o existing areas but the scope for
implementation s usually muchless. This leallel concentrates ona
range of lraflic control measures that are available 1o local
authonties  for  implementation  either alongside major
refurbishment of housing slock or independently. In the nghi

A Safer Environment - The Department proposes 1o sustam
and apply the messages of European Road Salety Year 1986 by

nighhightinglechniques fortraffic handiingthat have beenidentified ,

circumslances they can offer salety gans to vuinerable road users
and environmental gains 1o residents. They can be particularly
useful In developing sale routles 1o school and shops and in

reducing tralfic volume and speeds in sensitive areas. Care should
be taken 1o saleguard the inlerests of local businesses so far as s
possible. Complemenlary measures will generally be regiired on

through routes to handle traffic displaced lrom resicdental roads.

as uselulandeffective nthis country and abroad. European Year
the Environment provides an added focus lor measures which can
also contribute to the qualty of e in urban areas. - 6

<

AePENDIX



$8/21/9A

Aousfiowa 4o papuai:
S1GESSPA %20/G UBD I,
BU) DU Ul 9ui0q &G OSE
53,950 aigeidsoseun ue Gl
0-9) SILMBWOS uRD SusBKEd
L1 88U 210 S82L0; DM B.NSBAW
oue swegoid  Buisianss
Lin! 2SNED LB A3y ~ 880
1CYS SRINS0ID GECK SBIILSA
F£EWED LD UMSNUSGO;
0} peufisen ag Oir0
1BAE ISUM DR 'STRE 50AD 8DNIOLI SABME
C.OUS SB.SDD PO (BIUSWILGIUT

$3HNS010
VoY TVININNOHIANT

JOJ IS8} CUBSDOYIBUIUS IBHIOE,
Of DOSESU DB SSLLBYIS [BIUBLNEINS
89.0W NG A5jBs UBLSepad 8300 PP
soasds us 9joyen SaNCal LED Sii)
SNOLLONNI

SSOYIV ININLYIHL

fousliaws cur

D3/EGUBLB: 8T PINOLS
895i8! 5ACLIE) O} £BSN 5G UBT 859U

SNOLLOIHLSIH HIQIM

‘SouBjst oaduwies
10 S1SC 5;GEHD0; JO SUEBW A7 $3j0yaA
asn Jiwizd sudis80 Swos

'$3;21y9A

SINVIIHD

ALINIXOYd 35010
HONS Mi A3LN3N3TdW 38
AHHYSSIOIN NVO S3HNSYIW
40 IONVY TN 3HL LVYHL
NVY3W OL A3AN3LNI LON St
ANY DILYWNIHIS S1 1373v3T
SIHLNIMNOILVIN3S3Hd 3HL

DS HHYL I
01524 2 UI DB AD

o,

JUSH38 Syt

0ys pUL
Yl SINID

24 40 Bupusers ® SC 02 ULD
S9SN IO IO NGACS JOu

Gronuy 2

/" SdiH1S 373NNY

ueiisapad snd0; pue ‘pasds pue
Ar0BdRD DR} 104UOD O} PBSN 8G 0IN0D

Sjuswsrow Buissosd

FULOHHL DiddvHL

10IM D101 BNDIULDD SIY) DSNPUE SBYS
1S Pt ) J8ISe
¥61 LU paysiand) suoneinbas mau du |

sueaweaibojoyoksd pue eaisiyd yiog
Ag pasds buionpas ‘abewr _Aems;es,
J0 Ayua ve s0moid Of Si wie By
1511 AioA 8PBW 848 1iDRJ SSSIUN 310845
$Sa1 8 0SiE ABW JNG ‘SUOILN! SS0I0B
Jusuiieal) ueyl swaqosid efs) ama;
aneY ABW 'S}UBLIIBSI SIBLNS PBINIKE;
1810 10 SIS siueiB Buisn poyiaw Sy

INIWIVIYL AHLINT

'$$042 0} SuBLISaPad
JO] J3BS PUB JBISES i 9B PUB
‘suiount 0f 85010 Buised Euideinnd
-Sip ui ydjay 8q ued anbiuyds) s

ONINIAM AVMLOO:!

B PINOYS

SdWNH gvod

s1 pua pabbnyd a
SUIBLUIS) PPOS BY]
-ou _Bryd, 8y} ST LBIQOIT Syl BLU08 D
0} pasn &g ued Yd anbiut}od}
v 'S151940 L0 Sa1)/euUad DJBLOILICT0ICSID

O} UDYD) 3/8 SSINSEIW JY
spasds iR 95ERIur 0F AU
& 8pNOU SHORJURADESIO M|

ybnoity 86ein0asSIp SNy} PUB SU
ALK 01 POSNOY UBD £

(di7S 31040
HLIM) AHLNI-ON ..ON1d




FURTHER POSSIBLE TECHNIQUES

SPEED CONTROL ISLAND

WIDE AREA CROSSING

Consultation Process — Traffic measures need totake account
oftheirimpact onlocalaccess, especially tocommercial premises,
on parking, and on through traffic movements. The views of the
police and emergency services must be given full weight. Full
consultation is essential and in cases where orders are required
under the Road Traffic Regulation Act 1984 there will be statutory
consultation processes that local authorities are required to
underiake.

ROAD CLOSURE/TURNING AREA

Phaoto: Marshalls Mono

Feedback - Comments on the techniques illustrated in this
leaflet, and information on other techniques are invited from local
authorities, interested bodies and individuals. Contribiitions
should be sent to:

The Traffic Advisory Unit

Room C10/19A

Department of Transport

2 Marsham Street

London SW1P 3EB
Thereis nofinaldate for contributions, but 31 May 1987 would assist
in planning the next stages of work in this area. . 8
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