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1.0 Introduction 

1.1 Background 

This study follows a Road Safety Note produced by Bath and North East Somerset Council on Charlton 
Road. This note was produced following concerns raised by members of the public and concluded that a 
feasibility study should be undertaken to assess possible solutions to the road safety concerns raised 
and to evaluate the impact of these options. As such, the scope of this study was to review road safety 
issues and traffic flows through the narrow section of Charlton Road between Ashton Way and St Ladoc 
Road, and to identify potential options to improve pedestrian safety without impacting on journey time 
or creating congestion.  The options were to include the viability of making part of Charlton Road one-
way westbound.     

1.2 Structure of this Technical Note 

The structure of this Technical Note is as follows 

 Section 2: Existing Situation; 

 Section 3: Review of Safety Issues; 

 Section 4: Review of Traffic Data; 

 Section 5: Improvement Options; 

 Section 6: Modelling of Options: Keynsham S-Paramics model; and 

 Section 7: Conclusions and Recommendations 

The study area is illustrated in Figure 1 below.   

 



 

 

2.0 Existing Situation 
Charlton Road is a local distributor serving residential areas on the west side of Keynsham and a linkage 
to the A37 at Whitchurch via Woollard Lane.  At its eastern end Charlton Road has a junction with the 
High Street, and as such is used to access a number of Town Centre amenities, including those on the 
High Street, a supermarket and town centre parking. 

Within the section of interest Charlton Road is a two way single carriageway road which is street lit and 
subject to a 20mph speed limit. Residential properties with both pedestrian and vehicle driveway 
accesses front directly onto this part of Charlton Road. There are parking restrictions on both sides of 
the carriageway from Ashton Way to a point approximately 15m west of Westbourne Avenue, with bus 
services operating in both directions. The width of the carriageway along Charlton Road varies from 
6.5m to 4.4m at its narrowest point. The latter coincides with a left hand bend immediately east of 
Westbourne Avenue. 

Pedestrian footways are located on both sides of the carriageway through this length of Charlton Road, 
although these vary in width. The footway on the north side of the carriageway has a typical width of 
around 1.4m. This is circa 1.0m on the south side, although this narrows to below 0.8m where the 
carriageway is at its narrowest creating a localised ‘pinch-point’. This is shown on Figure 2. 

Road safety concerns have been identified at this pinch point on Charlton Road. A video survey carried 
out by B&NES at the ‘pinch-point’ identified vehicles mounting the pavement in order to pass opposing 
vehicles, creating a risk of pedestrian injury.  Observations made during a site visit to Charlton Road on 
Tuesday 5th July 2016 confirmed that an unofficial priority working system operates at the ‘pinch-point’ 
when large vehicles and buses are opposed by other traffic. Pedestrians were also observed utilising the 
footways on both sides of the carriageway, albeit the narrow width available on the south side. 
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Figure 1: Study Area 



 
Figure 2: Charlton Road - showing the location of the ‘pinch-point’ 

 

3.0 Safety Issues 

3.1 General 

This section includes the analysis of historical Personnel Injury Collision (PIC) data and details 
operational observations made during the site visit on Tuesday 5th July 2016.    

3.2 Personal Injury Collision (PIC) Data 

PIC data has been supplied by B&NES and covers a five year period from 1st March 2011 to 29th February 
2016. Data was requested for the cordon area shown in Figure 3. This area was requested in order that 
the study area was covered, as well as roads that may be affected by identified options. 

Twenty collisions were recorded within the study area over the five year period as shown in Figure 4, an 
average of four collisions per year.  Sixteen were classified as slight (80%) and four as serious (20%) 
resulting in a KSI (killed/seriously injured) ratio of 20%. This is higher than the KSI rate for all urban roads 
of 13%. (Reference RSA10002 Road Casualties Great Britain 2014.) 

During the whole of this five year period only one PIC has been recorded on Charlton Road between 
Ashton Way and St Ladoc Road. The collision was recorded in 2011, classified as slight and occurred at 
the junction with St Ladoc Road.  A car emerged from St Ladoc Road into the path of a moped rider in 
favourable driving conditions.  The collision occurred when this section of Charlton Road was subject to 
a 30mph speed limit. So, despite the perceived risks associated with narrow footways along this part of 
Charlton Road, and potential vehicle encroachment, there have been no injury accidents involving 
pedestrians in the last five years   

The full collision data, as supplied by B&NES is shown in Appendix A. 
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Figure 3: PIC data cordon 

Figure 4 shows that 16 of the 20 collisions were clustered at the following three junctions: 

 High Street/Station Road roundabout junction;  

 High Street/Charlton Road junction; and  

 St Ladoc Road/Bristol Road mini-roundabout junction.  

A brief analysis of the accidents occurring at these junctions is provided below. 

High Street/Station Road  
Seven collisions were recorded at this junction during the five year period, with one classified as serious 
and six slight. All of the collisions occurred during the daytime and on a dry road surface. 

Six (86%) of the collisions at this location involved two wheeled vehicles (one motorcycle, five pedal 
cycle), all of which were travelling southbound from Bristol Road to the High Street. All of the pedal 
cycle collisions occurred as a result of vehicles failing to give-way from Station Road. 

High Street/Charlton Road  
Six collisions were recorded at this junction during the five year period, with all classified as slight.  Half 
of the collisions involved pedestrians.  The types of collisions, direction of travel and movements were 
varied, resulting in little commonality. 

St Ladoc Road/Bristol Road   
Three collisions were recorded in the vicinity of this junction over the five year period, with one 
classified as serious and two slight. The serious collision involved a motorcycle losing control in dark and 
wet conditions. The slight collisions involved rear shunts. 

    



 

 

Figure 4: PIC plot 



3.3 Site observations 

3.3.1 Charlton Road  
During the site visit carriageway and footway widths were measured at 20m intervals along Charlton 
Road between the junctions with Ashton Road and Westbourne Avenue.  At the narrowest point the 
carriageway measured 4.4m, this coinciding with a slight bend immediately east of Westbourne Avenue.  
At this ‘pinch-point’ there is just sufficient width for two cars to pass each other (Photo 1) but it is very 
tight for a car to pass a goods vehicle or bus. Figure 7.1 in Manual for Streets (MfS) shows that an 
absolute minimum carriageway width of 4.1m is needed for two cars to pass, but 4.8m is needed to 
allow free passage of a large vehicle and a car. In view of this drivers of large goods vehicles and buses 
were observed waiting until the ‘pinch-point’ was clear before proceeding, operating an informal 
priority working arrangement.  

The footway on the south side of Charlton Road through the narrow section is generally less than 1.0m 
wide and measured 0.78m at its narrowest, which is too narrow to accommodate a wheelchair user or 
mobility scooter (Photo 2).  Footways less than 1.2m wide make it difficult for an adult and child to walk 
next to each other and may make passing other pedestrians difficult. This can lead to pedestrians having 
to walk in the carriageway in order to pass each other. 

When using the footway during the site visit vehicle wing mirrors routinely extended over the footway 
increasing the risk of pedestrian strikes and injury.  The vertical profile of the footway varies 
considerably, particularly at vehicular crossovers to properties.  Pushchairs, wheelchairs and mobility 
scooters could be destabilised and tip towards the carriageway.  In comparison the footway on the 
north side of Charlton Road is consistently 1.4m wide enabling two pedestrians to walk side by side. 

There are a number of obsolete dropped kerbs along Charlton Road which may result in pedestrians 
crossing at locations that are unsuitable in terms of footway width, visibility and connectivity to other 
dropped kerbs. 

 

   

Photo 1: Charlton Road at 
pinch point 



   

3.3.2 Other Issues 
Visibility from St Ladoc Road westbound along Charlton Road is restricted by the horizontal alignment of 
the carriageway.   

St Ladoc Road is relatively wide, which may result in vehicle speeds exceeding the 20mph limit.  The 
20mph limit is being reviewed as part of a separate speed limit review. Since the site visit took place 
traffic calming measures have been installed on St Ladoc Road, which may help to regulate vehicle 
speeds. 

The existing road markings and high friction surfacing on the approaches to the St Ladoc Road/Bristol 
Road mini roundabout are worn. 

4.0 Review of Traffic Data 
A review of traffic volume information has been undertaken using existing data available. This data was 
collected during historical modelling work, with the traffic survey undertaken on Wednesday 13th June 
2012. The survey recorded turning counts at the Charlton Rd/St Ladoc junction. This data has been 
interpreted in order to provide a traffic count for the section of Charlton Road between St Ladoc Road 
and West View Road where the ‘pinch-point’ and narrowest footway exists. 

The survey recorded a flow of circa 7,800 vehicles two-way during the 12 hour (07:00-19:00) period. 
These movements were split 47% northeast bound heading into Keynsham and 53% southwest bound 
heading out of Keynsham. The peak hours recorded during the survey were 08:00-09:00 and 17:00-
18:00. During the AM peak hour a 768 two-way flow was recorded, split between 442 (58%) travelling 
into Keynsham and 326 (42%) routing out of Keynsham. During the PM peak hour a two-way flow of 878 
vehicles was surveyed, with 361 (31%) routing into Keynsham and 517 (59%) leaving the Town Centre. 
This indicates ‘tidal’ peak hour vehicle movements. The number of vehicles per hour, split by direction of 
travel, is shown in Figure 5 below. 
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Figure 5: Charlton Road Traffic Flows – Split by hour 

Over the survey period the vehicle types recorded were 81% ‘cars and taxis’, 14% Light Goods Vehicles 
and 1% each for Medium Goods Vehicles, Heavy Goods Vehicles (2 axle rigid), Buses and Coaches, 
Motorcycles and Pedal Cycles. 

5.0 Improvement Options  

5.1 Objectives 

Whilst the PIC data does not support the concerns relating to pedestrian safety through the narrow 
section of Charlton Road, observations of driver behaviour and existing pedestrian movements and 
facilities do raise safety concerns.  Any option to improve pedestrian facilities along Charlton Road 
should aim to address the following: 

 The constrained carriageway width at the narrowest point and the knock-on effects with respect to 
vehicles encroaching onto the pavement and delays due to the informal priority working 

arrangement; and  

 The width and profile of the footways to aid pedestrian and other Non-Motorised User (NMU) 
movements. 

5.2 Option Identification 

The following options have been considered, with a summary of the benefits and dis-benefits for each of 
the options shown in Table 1. 

5.2.1 Option 1: Footway on one side of Charlton Road (North side) 
The removal of the footway on the south side of Charlton Road was considered to enable the width of 
the carriageway through the ‘pinch-point’ to be increased, potentially reducing the occurrence of 
vehicles mounting the footway or encroaching over it.  To do this the carriageway would need to be 
widened to 5.5m, the minimum needed for two large goods vehicle to pass each other (MfS).   

However, to prevent vehicles damaging properties on the south side of Charlton Road a minimum 
clearance of 450mm between the edge of carriageway and the properties would be necessary.  This 
would enable the carriageway width to be increased by between 0.28 and 0.5m, so not enough to 
achieve a consistent 5.5m carriageway width. 



The removal of the footway on the south side of Charlton Road would also result in pedestrian accesses 
from properties on this side of the carriageway emerging directly onto the carriageway and the 
possibility that some pedestrians might continue to use the 450mm kerbed clearance margin as a 
footway. 

In view of the above this is not an option worthy of pursuit as it would achieve little in promoting 
improved two-way vehicle flow and could actually increase risk to pedestrians, particularly the affected 
frontage occupiers on the south side.    

5.2.2 Option 2: Informal carriageway narrowing 
As a balance between maintaining two way vehicle movements and improving pedestrian facilities, an 
informal carriageway narrowing was considered. This would involve variable widening of the southern 
footway (1.2m at its narrowest), resulting in a constant carriageway width of 4.1m for approximately 
70m in length. Drawing CR004 in Appendix B illustrates this option.  

This arrangement does not allocate vehicle priority to a specific direction of travel through appropriate 
regulatory signing to TSRGD, but drivers are warned that the carriageway narrows. Whilst this option 
would provide a clear benefit to pedestrians there are concerns about the following: 

 The residual carriageway width of 4.1m through the whole of the narrowed length is the absolute 
minimum needed for two cars to pass (MfS). There is thus a risk that a lot of car drivers may elect to 
yield rather than force ‘tight’ passage, leading to an effective priority narrowing with a long 
clearance length. This would create a significant reduction in capacity and potentially severe 
operating consequences. The vehicle flows show that the ‘peak’ existing weekday volume is circa 
880vph between 5:00-6:00pm, with circa 520 or 8-9vehicles/min routing out of the Town Centre. 
Any tendency for this arrangement to be treated as an informal ‘priority’ system could make it very 
difficult for opposing drivers to gain a right of way once a flow of this level became established in 
one direction given the narrowed length and vehicle headways; 

 Potential poor inter-visibility between opposing drivers arriving at each end of the narrowing; and 

 Inappropriate driver approach speeds to establish position in the narrowing, and the potential for 
vehicles to mount the footway (utilising private property access dropped kerbs) to maintain two way 
running and/or to avoid a collision, potentially in conflict with a pedestrian.   

5.2.3 Option 3: Priority build out 
This is a variation on Option 2 using a localised priority narrowing at the ‘pinch-point’ to formalise the 
informal priority working arrangement observed during the site visit.  Priority would need to be given to 
outbound traffic to avoid any queuing backing up to Ashton Way and the High Street.  This would result 
in a build-out being located on the north side of the Charlton Road where driveways not only restrict the 
location (due to the necessity to retain private vehicle accesses), but also minimise the length and 
opportunity to introduce localised footway widening. Drawing CR001 in Appendix B illustrates the 
layout and the limited benefits gained by pedestrians. 

The significant disadvantage of this arrangement is that it would enforce priority or shuttle working on 
all traffic, so not just when necessary to achieve passage of a large vehicle and a car as now. As noted 
above, the outbound flow rate from the Town Centre in the weekday PM peak hour is 8-9 vehicles/min, 
so a vehicle arrival every 7 seconds on average. This is likely to make it very difficult for drivers required 
to yield to establish passage, even though in this case the restricted width length past the build-out is 
short.  

5.2.4 Option 4: Signalised one-way working 
The use of ‘shuttle working’ traffic signals to control movements through a ‘pinch-point’ length shown in 
Drawing CR004 would enable the footway to be widened between the signal stop-lines in a similar way 
to Option 3. However, there would also be the issue of dealing with any vehicular accesses to properties 
located between the traffic signals, with potential safety issues for drivers emerging without being able 
to determine the current direction having a right-of-way. A significant length of ‘shuttle working’ would 



also require long inter-green clearance periods to ensure safe passage of the last vehicle through the 
conflict area on termination of the green signal. This will have capacity implications and result in 
queuing (notably at the Town Centre end) and increased journey times.  

5.2.5 Option 5: Carriageway and footway widening  
The only way to widen both the footway and carriageway through the narrowed section would be to 
acquire third party land outside the control of B&NES.  To do this, the land on the south side of Charlton 
Road would need to be purchased affecting four properties (nos. 17, 19, 21 and 23 Charlton Road), at 
considerable cost.  Drawing CR002 in Appendix B illustrates the extent of the land-take which would be 
required to enable a significant length of footway and carriageway widening to improve both pedestrian 
connectivity and vehicle passage. However, it can be seen that the land necessary would involve 
property demolition, not just land purchase from the curtilage. 

5.2.6 Option 6: Creation of one-way section: Ashton Way to St Ladoc Road 
The closure of Charlton Road to traffic heading into Keynsham (St Ladoc Road to Ashton Way) would 
enable the existing footway provision to be widened while maintaining a minimum carriageway width of 
4.1m which enables two cars to pass each other in the event of a breakdown.  The width of Charlton 
Road (including footways) at its narrowest is approximately 6.7m over a 20m length.  Footway widening 
could be on the south side achieving a 1.2m facility at its narrowest or on the north side achieving a 
standard 2.0m provision.  Drawing CR003 in Appendix B illustrates the widening on the north side.     

By creating a one-way section between Ashton Way and St Ladoc Road the displaced eastbound traffic 
would have to be rerouted onto St Ladoc Road and then onto the A4175 Bristol Road. However, as the 
subsequent S-Paramics modelling works shows, there are other diversionary routes which drivers could 
use. The priority at the Charlton Road/St Ladoc Road junction would ideally need to change, with 
westbound vehicles on Charlton Road giving way to movements between Charlton Road and St Ladoc 
Road.  Drivers currently using West View Road as a route to the High Street or Culvers Road would be 
affected by this change, with greater use of Rock Road a likely consequence. This could result in delays 
and congestion in this area, particularly as vehicle movements on Rock Road are affected by on-street 
parking. 

Vehicular access for residents in Westbourne Avenue and St Keyna Road would be similarly affected. 
The use of residential roads including Charlton Park and Handel Road as a diversionary route through to 
Rock Road from Charlton Road is likely to be a more attractive route for many drivers than St Ladoc 
Road.  

5.2.7 Option 7: Extended one-way sections including St Ladoc Road 
This option considered the closure of Charlton Road eastbound from St Ladoc Road to Ashton Way as 
before but, in addition, would include a northbound one-way section on St Ladoc Road at its junction 
with the A4175 Bristol Road. It is envisaged the one-way section on St Ladoc Road could be extended to 
Millward Road as a minimum to avoid unnecessary access impacts to the residents along this road.  
Creating this one-way section would enable the existing mini-roundabout at the Bristol Road/St Ladoc 
Road junction to be changed to a signal controlled junction by taking out the need for accommodating a 
right turn from Bristol Road. This would simplify the Method of Control otherwise necessary and so 
maximise capacity. The downside of this arrangement would be that all eastbound traffic on the A4174 
Bristol Road currently turning right into St Ladoc Road would be forced to re-route via the Town Centre, 
notably the northern section of the High Street. The left turn into St Ladoc Road would be similarly 
affected although this turning flow is generally less than the right turn from Bristol Road. 

5.2.1 Option 8: Flexible marker posts within footway  
This option considered the provision of flexible type marker posts within the footway on the north side 
of Charlton Road to prevent vehicles from mounting the footway and emphasise the narrowing of the 
carriageway.  
 



Table 1: Potential Options SUMMARY 

Option Benefits Dis-Benefits 

Option 1: Remove 
length of southern 
footway to increase 
carriageway width 
locally 

 Improves carriageway width 
marginally, but the need to maintain 
a 500mm wide clearance between the 
kerb edge and boundary walls limits 
benefit. 

 Footway is lost, but the reduced 
margin strip may still be used as such 
by pedestrians increasing risk. 

 Pedestrian accesses on the affected 
south side would emerge onto a 
narrowed strip retained to maintain 
highway clearance. Visibility 
distances from driveways would be 
reduced.   

Option 2: Informal 
carriageway 
narrowing 

 Provides an opportunity for footway 
widening over a significant length 

 Maintains private accesses 

 A 4.1m carriageway width is 
maintained, which is just sufficient for 
two cars to pass. The current 
minimum width at the ‘pinch-point’ is 
4.4m 

 The carriageway width is the 
absolute minimum for two cars to 
pass. As such there is a high risk that 
many drivers choose to yield rather 
than force ‘tight’ passage. Effective 
‘priority’ conditions created over a 
70m narrowed section would have a 
high impact on vehicle flows 
(increased congestion/queuing) 

 Potential inter-visibility issues for 
opposing drivers approaching the 
narrowed section  

 Compliance issues 

 Inappropriate approach speeds due 
to drivers ‘racing’ to establish 
position in the narrowing 

Option 3: Priority 
build out 

 Formalises one-way vehicle  
movements through the narrowest 
section 

 Provides localised footway widening 

 Maintains private accesses 

 Reduces likelihood of vehicle 
overhang/overrun through narrowest 
section  

 

 High potential to increase congestion 
and queuing as this would introduce 
necessary priority working for all 
traffic. High two-way flows make 
highly variable delays for non-priority 
drivers very likely   

 Potential footway widening 
improvement is minimal and very  
localised  

 

Option 4: Signalised 
one-way working 

 Controlled one-way vehicle  
movements through narrowest 
section 

 Could facilitate footway widening 
through the controlled section  

 Reduces likelihood of vehicle 
overhang/overrun through narrowest 
section  

 

 High potential to increase congestion 
and queuing. Unlikely to cope with 
existing ‘peak’ flows 

 Multiple private accesses between 
the signals in the narrowing would 
not be under signal control. Potential 
safety issues 

Option 5: 
Carriageway and 
footway widening  

 Would facilitate two way vehicle 
movements on a wider carriageway 

 Improves pedestrian facilities and 
connectivity  

 Footway widening (2.0-2.5m) could 
be achieved on both sides of the 
carriageway 

 Would require third party land out of 
the control of B&NES 

 High cost given benefits achieved 

 Likely to be unpopular locally 

 

Option 6: One way  Would enable footway widening to be  Increased journey times for residents 



Option Benefits Dis-Benefits 

working between St 
Ladoc Road and 
Ashton Way 

achieved on either side of the 
carriageway over a significant length - 
potential for a 1.2m facility at its 
narrowest on the south side and a 
standard 2m provision on the north 
side 

 Improves pedestrian connectivity 
along Charlton Road 

 One-way working removes vehicle 
conflicts within narrowest section 

who access properties from/via 
Charlton Road 

 May increase congestion and delays 
on the local network 

 Increase in ‘rat running’ 

 Requires alteration to adjacent 
junctions 

 

Option 7: Extended 
one way working 

 Would enable footway widening to be 
achieved on either side of the 
carriageway over a significant length 
(as detailed above) 

 Improves pedestrian connectivity 
along Charlton Road 

 One-way working removes vehicle 
conflicts within narrowest section 

 

 Increased journey times for residents 
who access properties from/via 
Charlton Road and St Ladoc Road 

 May increase traffic volume, 
congestion and delays on the local 
network, including: St George’s Rd, 
Lockingwell Rd, Ashcroft Ave, St 
Anne’s Ave, St Francis Rd and 
Cranmore Ave. 

 Increase in ‘rat running’- potentially 
to a greater extent than the above 
one-way working option 

 Impacts access to Broadlands 
Academy Secondary School 

 Requires alteration to adjacent 
junctions 

Option 8: Marker 
posts in the footway 

 Would discourage vehicles from 
mounting the footway on the north 
side of the carriageway reducing 
conflict with pedestrians 

 Low cost option 

 Maintains private accesses 

 Reduces available footway width on 
the north side of Charlton Road to 
between 0.8 and 1.0m wide.  This is 
below the minimum required for 
wheelchair users (0.9m). 

 Decreases pedestrian connectivity. 

 May encourage vehicles to mount 
the pavement on the south side of 
Charlton Road. 

 Maintenance liability.  

 

Of the eight options considered Option 1 does little to improve pedestrian safety on Charlton Road. 
Options 2-4 all seek to achieve a reallocation of road space to improve footway width and pedestrian 
safety by reducing the width of the carriageway. However, the use of a formal priority narrowing 
(Option 3) or a signalled ‘shuttle working’ arrangement (Option 4) would both introduce forced one-way 
working along this part of Charlton Road where two-way flows in the weekday peak periods are high. 
This would inevitably create delays to traffic, particularly with Option 4, whilst Option 3 would offer 
limited potential for footway improvement with only a point restriction. The informal narrowing option 
(Option 2) retains a 4.1m carriageway, but this is the absolute minimum width for two cars to pass. In 
view of this there remains a high risk that this would be treated by many drivers as a priority 
arrangement but with no signed priority in either direction. As such, there is still considered to be a high 
risk of vehicle delay and congestion when compared with the present situation, and also footway over-
run.  Option 8 does not improve pedestrian connectivity and may result in vehicles mounting the 
footway on the opposite side of the carriageway. 



The remaining three options do provide an opportunity for tangible benefits to the pedestrian 
environment/safety in this location, although the likely cost associated with Option 5 is likely to be 
prohibitive. The options are: 

 Option 5: Carriageway and footway widening;  

 Option 6: One-way working between Ashton Way and St Ladoc Road; and 

 Option 7: Extended one-way working to include the north end of St Ladoc Road (NB only). 

The following section describes the specific modelling assessment undertaken for Options 6 and 7, both 
of which would introduce forced re-routing effects. Diversionary effects could of course be introduced 
by implementing Options 2-5 as a result of driver delays created in this part of Charlton Road. However, 
two-way operation would not be prohibited as with Options 6 and 7       

6.0 Modelling 

6.1 Modelling Methodology 

6.1.1 Scenarios Assessed 
This section presents the results of S-Paramics modelling of Options 6 and 7 to make Charlton Road one-
way westbound from Ashton Way to St Ladoc Road.  The modelling work assessed the following: 

 Reference Case (Do Nothing) - Base year 2012 traffic flows with the existing highway network, with 
the latter updated to include the recent town centre works and the new mini-roundabout and 
adjacent crossing at the Bath Road/Chandag Road junction. This was used to assess the comparative 
effect in respect of subsequent traffic flow and operating conditions changes with the two options; 

 Charlton Road Option 6 - Closure of Charlton Road eastbound between St Ladoc Road and Ashton 
Way; and 

 Charlton Road Option 7 - closure of Charlton Road eastbound between St Ladoc Road and Ashton 
Way, with a further one-way northbound only section on St Ladoc Road between Millmead Road 
and the A4175 Bristol Road mini-roundabout junction. Replacement signal controlled junction at the 
intersection between the A4175 Bristol Road and St Ladoc Road. 

6.1.2 Modelling Approach 
The assessment has been carried out using the Keynsham S-Paramics micro-simulation traffic model.  
This model covers the main routes within the town centre, as well as the main radial routes into the 
town and the A4 Keynsham bypass from the A4/A4174 Avon Ring Road (‘Hicks Gate’) roundabout to the 
A4/Broadmead Lane roundabout. 

The model is based to 2012 and is configured to simulate weekday morning (7:00-10:00am) and evening 
(3:00-7:00pm) peak periods.  Details of the model calibration and validation can be found in the Local 
Model Validation Report (revision 1.2) dated 22nd April 2013. 

The proposed options were coded into the network using the reference case network as a template. For 
Option 6 this was a simple case of instigating a lane closure on the section of Charlton Road eastbound 
between St Ladoc’s Road and Ashton Way. 

For Option 7 the northern section of St Ladoc’s Road was re-coded as a one-way link from Millmead 
Road (NB only) and the mini-roundabout at the A4175 Bristol Road junction altered to a trafic signal 
layout.  The AM and PM signal timings for the new signals were derirved from a LinSig model which used 
the predicted turning movements at the junction from the Option 6 model runs.  The signal operation 
assumed a three stage Method of Control: (1) Bristol Road (both arms), (2) all-red to traffic pedestrian 
crossing stage, and (3) St Ladoc’s Road. 

For each scenario 10 ‘seed’ runs, or iterations, were undertaken for the two model periods (weekday 
morning between 7:00 and 10:00am and weekday evening between 3:00 and 7:00pm) for the scenarios 



set out above.  Outputs collected comprised network performance and mean journey times, traffic flows 
and route-based journey times. 

6.2 Modelling Results 

6.2.1 Global Network Outputs 
Table 2 below compares the global network statistics for each scenario in each time period modelled.  
The results show that during the weekday AM peak period Option 6 results in a deterioration in network 
operating conditions with an increase in mean delay and a slight drop in mean speed.  However, the 
results for Option 7 suggest that the proposed change to St Ladoc Road and the introduction of traffic 
signals at the junction with Bristol Road would be partially successful in mitigating the impact of the 
westbound only section on Charlton Road, by better accommodating the increased northbound traffic 
on St Ladoc Road. 

Table 2: S-Paramics Network Performance Statistics 

Scenario AM Peak Period (7:00-10:00am) PM Peak Period (5:00-6:00pm) 

 Delay (s) Speed (mph) %Dem 
Accommodated 

Delay (s) Speed (mph) %Dem 
Accommodated 

Ref Case 272 23 99.5% 247 25 99.6% 

Option 6 314 21 98.2% 421 18 92.9% 

Option 7 286 22 99.5% 541 12 92.3% 

 

However, during the weekday PM peak period both options result in a significant deterioration in 
network operating conditions with network indicators showing much worse conditions with Option 7.  
Notably, the ‘percent demand accommodated’ also shows a large drop from circa 100% to around 92%, 
indicating that the network would be unable to service existing network demand (2012) with this 
change. This ignores the added traffic effects expected with the on-going Somerdale development and 
consented housing sites at K2B, K2A sites and KE4 in the future.  

6.2.2 Network Travel Time  
Figures 6 and 7 compare the mean network travel times for each scenario during each half-hour interval 
in the 7:00-10:00am and 3:00-7:00pm periods modelled.  For the AM period, Figure 6 confirms the 
results from the network performance statistics, namely that Options 6 and 7 yield similar travel time 
throughout the period.  At worst mean travel times are expected to increase by around 25 seconds at 
the ‘peak’ interval between 8:30 and 9:00am. 

During the PM peak period, the graphs show a notable increase in mean travel times once traffic flows 
in the network reach their peak between 5:00 and 6:00pm.  The worst case increase under Option 6 is 
around a 70 second increase in travel time.  For Option 7 the graph shows significant increases in travel 
times throughout the peak hour and into the shoulder period.  Worst case increases are in the order of 
three times reference case travel times. 



 

Figure 6: Mean Network Travel Time Profile Comparison, AM Peak Period (7:00-10:00am) 

 

 
Figure 7: Mean Network Travel Time Profile Comparison, PM Peak Period (3:00-7:00pm) 
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The modelled actual traffic flow changes from the reference case scenario are shown in Tables 3-6 
below for Options 6 and 7 in the weekday AM peak period (7:00-10:00am and the evening peak period 
(4:00-7:00pm).  

Table 3: Modelled Traffic Volumes (Two-Way): Reference Case Flows and Option 6 Changes (7:00-10:00am) 

Location Reference Case Option 6 (Traffic Change) 

  7-8am 8-9pm 9-10am 7-8am 8-9am 9-10am 

Charlton Road: High Street to 
Ashton Way 

505 760 759 -154 -100 -100 

Charlton Road: Ashton Way to 
St Ladoc Road 

522 740 598 -304 -450 -339 

St Ladoc Road: St Francis Road 
to A4175 Bristol Road  

473 624 489 165 127 113 

A4175 Bristol Road: West of 
St Ladoc Road 

950 1313 1242 3 -31 -93 

A4175 Bristol Road: St Ladoc 
Road to High Street  

685 1010 986 194 188 138 

High Street: Station Road to 
Charlton Road 

973 1386 1182 -91 -105 -75 

High Street: Temple Street to 
Charlton Road 

679 878 762 80 84 61 

Ashton Way: near Charlton 
Road 

251 448 576 -112 -117 -212 

Ashton Way: near Rock Road 183 346 402 -106 -97 -167 

Rock Road: Park Road to 
Ashton  

144 242 164 118 226 110 

Temple Street: High Street to 
Rock Road 

643 937 864 13 -9 -99 

 

Table 4: Modelled Traffic Volumes (Two-Way): Reference Case Flows and Option 6 Changes (4:00-7:00pm) 

Location Reference Case Option 6 (Traffic Change) 

  4-5pm 5-6pm 6-7pm 4-5pm 5-6pm 6-7pm 

Charlton Road: High Street to 
Ashton Way 

728 831 658 -88 -184 -243 

Charlton Road: Ashton Way to 
St Ladoc Road 

730 795 624 -327 -401 -361 

St Ladoc Road: St Francis Road 
to A4175 Bristol Road  

581 703 536 165 43 -23 

A4175 Bristol Road: West of 
St Ladoc Road 

1450 1560 1361 -52 -278 -405 

A4175 Bristol Road: St Ladoc 
Road to High Street  

1071 1104 995 203 44 -168 

High Street: Station Road to 
Charlton Road 

1292 1438 1224 -52 -245 -407 



Table 4: Modelled Traffic Volumes (Two-Way): Reference Case Flows and Option 6 Changes (4:00-7:00pm) 

Location Reference Case Option 6 (Traffic Change) 

High Street: Temple Street to 
Charlton Road 

880 904 865 77 -3 -189 

Ashton Way: near Charlton 
Road 

371 411 290 -104 -132 -120 

Ashton Way: near Rock Road 310 374 277 -36 -81 -96 

Rock Road: Park Road to 
Ashton Way  

189 266 182 110 73 28 

Temple Street: High Street to 
Rock Road 

1044 1136 969 -13 -135 -270 

 

Table 5: Modelled Traffic Volumes (Two-Way): Reference Case Flows and Option 7 Changes (7:00-10:00am) 

Location Reference Case Option 7 (Traffic Change) 

  7-8am 8-9pm 9-10am 7-8am 8-9am 9-10am 

Charlton Road: High Street to 
Ashton Way 

505 760 759 -37 28 61 

Charlton Road: Ashton Way to 
St Ladoc Road 

522 740 598 -229 -317 -229 

St Ladoc Road: St Francis Road 
to A4175 Bristol Road  

473 624 489 57 16 -4 

A4175 Bristol Road: West of 
St Ladoc Road 

950 1313 1242 -15 3 -21 

A4175 Bristol Road: St Ladoc 
Road to High Street  

685 1010 986 254 393 319 

High Street: Station Road to 
Charlton Road 

973 1386 1182 -23 30 124 

High Street: Temple Street to 
Charlton Road 

679 878 762 34 40 84 

Ashton Way: near Charlton 
Road 

251 448 576 -112 -138 -149 

Ashton Way: near Rock Road 183 346 402 -107 -124 -121 

Rock Road: Park Road to 
Ashton Way 

144 242 164 110 146 126 

Temple Street: High Street to 
Rock Road 

643 937 864 14 18 20 

 

Table 6: Modelled Traffic Volumes (Two-Way): Reference Case Flows and Option 7 Changes (4:00-7:00pm) 

Location Reference Case Option 7 (Traffic Change) 

  4-5pm 5-6pm 6-7pm 4-5pm 5-6pm 6-7pm 

Charlton Road: High Street to 
Ashton Way 

728 831 658 150 -12 36 



Table 6: Modelled Traffic Volumes (Two-Way): Reference Case Flows and Option 7 Changes (4:00-7:00pm) 

Location Reference Case Option 7 (Traffic Change) 

Charlton Road: Ashton Way to 
St Ladoc Road 

730 795 624 -113 -258 -218 

St Ladoc Road: St Francis Road 
to A4175 Bristol Road  

581 703 536 -124 -258 -264 

A4175 Bristol Road: West of 
St Ladoc Road 

1450 1560 1361 -11 -337 -367 

A4175 Bristol Road: St Ladoc 
Road to High Street  

1071 1104 995 480 125 39 

High Street: Station Road to 
Charlton Road 

1292 1438 1224 156 -52 -6 

High Street: Temple Street to 
Charlton Road 

880 904 865 -3 -27 -101 

Ashton Way: near Charlton 
Road 

371 411 290 -86 -74 52 

Ashton Way: near Rock Road 310 374 277 -21 -20 82 

Rock Road: Park Road to 
Ashton Way 

189 266 182 142 128 212 

Temple Street: High Street to 
Rock Road 

1044 1136 969 35 -52 -74 

 

The tables highlight the following notable points: 

 The implementation of Option 6 would reduce the flow along the section of Charlton Road 
between Ashton Way and St Ladoc Road by around 450 vehicles in the AM peak hour (Table 3). 
This would displace some 130 vehicles in the same period to St Ladoc Road and increase the 
traffic flow on Bristol Road to the east of the St Ladoc Road junction by a net 190vph. It is 
noticeable that some inbound traffic on the A4175 Bristol Road to the west is displaced because 
of the additional delay at both the St Ladoc mini-roundabout and the Station Road junction. A 
significant impact is the potential for traffic rat-running via the residential streets to the south of 
Charlton Road. Only the Park Road/Rock Road route is included in the S-Paramics model (via 
Charlton Park/Handel Road), whereas some traffic could re-route via Queens Road/Albert 
Road/Temple Street to the south end of the High Street   The modelled increase through Rock 
Road between 8:00-9:00am is circa 230 vehicles, so around half of the existing eastbound traffic 
removed from the section of Charlton Road between St Ladoc and Ashton Way; 

 In the PM peak period (Table 4), the effect of Option 6 has a noticeable impact on the operation 
of the A4175 Bristol Road/St Ladoc Road mini-roundabout, to the extent that the two-way flow 
on Bristol Road to the west is reduced by circa 300 vehicles between 5:00-6:00pm and nearly 
400vph in the following hour. The actual net traffic flow change on the St Ladoc Road approach 
to this junction is quite small due to the congestion effects at the mini-roundabout in preventing 
vehicle movement. The overall reduction in traffic on the section of Charlton Road made one-
way is nearly 400 vehicles between 5:00-6:00pm, but can again be expected to result in 
displacement to residential roads to the south of Charlton Road;   

 Option 7 which attempts to reduce and manage conflict at the A4175 Bristol Road/St Ladoc has 
the effect of increasing eastbound routing along Bristol Road/High Street to Charlton Road. The 
results for the AM peak period (Table 5) shows that the net reduction along the section of 



Charlton Road made one-way is reduced compared to Option 3, with the change falling from -
450 vehicles to circa -300 vehicles between 8:00-9:00am. The net change in flow using St Ladoc 
Road is much smaller than Option 6, as the increase in the northbound flow towards Bristol 
Road is largely cancelled out by the reduction in the southbound flow due to the one-way 
section introduced. Displacement to the streets south of Charlton Road is still seen to occur, 
with the increase in traffic using Rock Road predicted to be nearly 150 vehicles between 8:00-
9:00am;  

 The effect of introducing Option 7, like Option 6, is shown to have quite significant flow change 
effects due to additional network congestion in the PM peak period (Table 6). There is again a 
significant reduction in the flow accommodated on Bristol Road to the west of St Ladoc Road 
between 5:00-7:00pm. There is actually more predicted displacement to the Park Road/Rock 
Road route than Option 6, whilst examination of the models suggests that greater congestion 
along the A4175 Bristol Road is likely to encourage some re-routing via the Keynsham Bypass 
and the B3116 Bath Road to avoid it; and     

 In summary, both options result in widespread reductions in achievable traffic flow throughout 
the network during the PM peak hour.  The network performance statistics and mean travel 
times for the two options suggest that acute network congestion during this period has a key 
effect on the ‘actual’ flows which the network is able to pass, which are the model outputs 
reported in Tables 4 and 6.   

6.2.4 Route Travel Time 
Table 7 compares the AM peak hour travel times for each scenario modelled on selected routes through 
Keynsham town centre, and along the A4 Bath Road/Keynsham Bypass.  The results show that there is 
little notable change on route travel times in the AM peak.  The only significant increase is on Route 1 
which increases by 80 seconds compared to the reference case with Option 6.  This travel time increase 
is mitigated under Option 7 with the proposed northbound one-way section and signals at the Bristol 
Road/St Ladoc Road junction, which assists in accommodating traffic along the diversionary route. 

Table 7: Route Travel Time Comparison, AM Peak Hour (8:00-9:00am) 

Route Ref Case Option 6 Option 7 

1. Charlton Road to Hicks Gate: via St Ladoc Road 258 338 251 

2. Hicks Gate to Charlton Road: via St Ladoc Road 178 184 n/a 

3. Charlton Road to A4175/A431 Mini-Roundabout 356 n/a n/a 

4. A431/A4175 Mini-Roundabout to Charlton Road 312 327 385 

5. Charlton Road to A4 Broadmead Rbt: via Ashton Way 335 n/a n/a 

6. A4 Broadmead Rbt to Charlton Road: via High Street 368 382 399 

7. A4: Pixash Lane to Hicks Gate Rbt - via Bypass 361 337 356 

8. A4: Hick Gate Rbt to Pixash Lane - via Bypass 206 197 197 

 

Table 8 compares the PM peak hour travel times for each scenario modelled on the same selected 
routes through the network.  The results highlight large increases in travel time under both options on a 
number of routes.  Under Option 6, there is a significant increase in inbound travel times from Hicks 
Gate to Charlton Road, as well as Broadmead roundabout to Charlton Road. Under Option 7 there is a 
very high increase in travel time between the A431/A4175 roundabout and Charlton Road. This is 
because the restriction at the northern end of St Ladoc Road forces all eastbound traffic on Bristol Road 
to route via the High Street, so introducing higher opposing traffic conflict to drivers on Station Road. In 
the PM peak hour there is a very high volume of right turning traffic into St Ladoc Road, which would be 



duly displaced into the Town Centre.  In summary, both options indicate that a worsening of congestion 
in the Town Centre in the PM peak hour, with Option 7 particularly severe when compared with the 
base-line case. 

Table 8: Route Travel Time Comparison, PM Peak Hour (5:00-6:00pm) 

Route Ref Case Option 6 Option 7 

1. Charlton Road to Hicks Gate: via St Ladoc Road 217 281 292 

2. Hicks Gate to Charlton Road: via St Ladoc Road 204 530 n/a 

3. Charlton Road to A4175/A431 Mini-Roundabout 387 n/a n/a 

4. A431/A4175 Mini-Roundabout to Charlton Road 329 363 1462 

5. Charlton Road to A4 Broadmead Rbt: via Ashton Way 386 n/a n/a 

6. A4 Broadmead Rbt to Charlton Road: via High Street 369 512 672 

7. A4: Pixash Lane to Hicks Gate Rbt - via Bypass 272 279 404 

8. A4: Hick Gate Rbt to Pixash Lane - via Bypass 171 178 258 

 

7.0 Conclusions 

7.1 Option Identification and Overview 

The purpose of this study was to review road safety issues and traffic flows through the narrow section 
of Charlton Road between Ashton Way and St Ladoc Road, and specifically to identify potential options 
to improve pedestrian safety without impacting on journey times or creating congestion. The options 
were to include the viability of making this part of Charlton Road one way westbound. 

No personal injury collisions have been recorded within this section of Charlton Road over the past five 
year period, just one failure to give-way collision at the St Ladoc Road junction. Notwithstanding this, 
site observations have identified risk issues associated with narrow footways, particularly on the south 
side of Charlton Road. Carriageway width is also restricted to 4.4m at a ‘pinch-point’ just east of 
Westbourne Avenue, requiring large vehicles to adopt an informal priority working arrangement when 
faced by an opposing vehicle within the narrowed section. 

Eight options were considered which focused on the reallocation of highway space, measures to 
discourage vehicles from mounting the footways, highway widening or changing this part of Charlton 
Road to one-way operation.  Options requiring forced priority working with two-way flow maintained 
were dismissed early on because of congestion/delay concerns given the high level of flow in this part of 
Charlton Road, which is circa 880vph in the weekday 5:00-6:00pm period. The implementation of 
marker posts within the footway, option 8, were also dismissed due to the limited residual width of the 
footway and the impact on pedestrian connectivity. Only four options were carried forward from this 
initial assessment as follows: 

 Option 2: Informal carriageway narrowing - no formal regulatory priority signing to TSRGD - Drawing 
CR004; 

 Option 5: Carriageway and footway widening - Drawing CR002;  

 Option 6: Making Charlton Road one-way in the westbound direction between Ashton Way and St 
Ladoc Road - Drawing CR003; and 

 Option 7: Making Charlton one-way between Ashton Way and St Ladoc Road as above, and 
additionally making a section of St Ladoc Road on the approach to the A4175 Bristol Road one-way 
only in the northbound direction. 



The main constraint to widening the existing footways through the narrow section is the restricted 
carriageway width.  An informal carriageway narrowing option (Option 2) was examined as a balance 
between maintaining two way vehicle movements and improving pedestrian facilities. However, this 
option retains only a 4.1m carriageway in the narrowed section to maximise the widening possible to 
the footways, but this is the absolute minimum width for two cars to pass (MfS - Figure 7.1). In view of 
this there remains a high risk that this would be treated by many drivers as a priority arrangement but 
with no signed priority in either direction. As such, it is considered there would remain a high risk of 
vehicle delay and congestion when compared with the present situation. There is a risk of vehicle over-
run to the footways as some drivers seek a greater comfort factor in passage. The slight bend in the 
carriageway just east of Westbourne Avenue could also present some inter-visibility issues for opposing 
drivers given the length of the restricted width section shown on Drawing CR004.      

Option 5 requires third party land and the demolition of a number of dwellings to enable the widening 
of Charlton Road through the narrow section and the delivery of improvements to the footways. This is 
the ‘ideal’ highway solution but is likely to be very unpopular locally, whilst the costs and challenges 
associated with the delivery of this option are likely to be prohibitive.   

Option 6 considered the effect of making Charlton Road one way in operation between Ashton Way and 
St Ladoc Road, with Option 7 extending this to include a northbound one-way section in St Ladoc Road 
on the approach to the A4175 Bristol Road junction. The addition of the latter was to try to reduce 
conflict at this key junction by taking out the right turn from Bristol Road to St Ladoc Road, enabling a 
traffic signal controlled junction to replace the mini-roundabout. However, prohibiting this right turn 
would require re-routing of this traffic via the northern end of the High Street to get to Charlton Road, 
so increasing conflict in the Town Centre. This would reduce the capacity of the Station Road approach 
to the roundabout junction with High Road and also the northbound High Street (give-way) approach to 
the junction with Charlton Road.  

The modelling assessment has shown that during the weekday AM peak period the network could 
accommodate the proposed changes, albeit with potential increases in delay inbound on Bristol Road 
under Option 6.  This impact could be mitigated under Option 7, although delay problems could then be 
transferred to the A4175 Station Road, due to the additional conflicting volume increase on the inbound 
Bristol Road entry to the High Street/A4175 roundabout. It should be noted that the effect of either 
option is likely to lead to much greater use of residential roads to the south of Charlton Road as drivers 
seek to use either Rock Road or Albert Road/Temple Street to get to town centre car parks or the High 
Street/Temple Street junction for on-ward journeys to East Keynsham or beyond. In other words, only a 
proportion of the inbound traffic displaced from Charlton Road would find St Ladoc Road an attractive 
re-routing alternative. 

During the PM peak period, the modelling shows that the impact of the proposed changes on network 
operation is much more severe, especially under Option 7, with network performance statistics such as 
mean delay and mean speed showing a significant deterioration compared to the reference case.  This is 
partially due to the higher inbound volumes on the main radial routes into the town centre, including 
Bristol Road, which carries much of the traffic displaced from Charlton Road eastbound under Option 3 
and traffic reassigning from Charlton Road and St Ladoc Road under Option 4.  

7.2 Recommendations   

The overall conclusion arising from this work is that third party land would be required to achieve any 
significant improvement in pedestrian provision through the narrow section on Charlton Road without 
compromising network capacity (Option 5).  

The modelling results obtained from examining options making Charlton Road westbound show 
significant delay and re-routing impacts, so further consideration is not recommended. Implementing 
Option 6 or 7 would compromise what resilience is left in the Keynsham town centre network, and 
would therefore serve no benefit in accommodating Keynsham’s future growth. It would in effect make 
likely network operating conditions worse in the future.  It should be noted that this assessment has 



been carried out with base-line 2012 flows, whereas traffic within Keynsham Town Centre will 
experience growth in the coming years due to the build-out of committed and on-going development. 
Such growth would mean that the impact of the proposed Option 6 and Option 7 changes could be 
much more severe in future. 

Option 2 which examined an informal narrowing of the carriageway to achieve a meaningful length of 
footway improvement is a best compromise solution deliverable within highway whilst ‘just’ maintaining 
passage capability for two cars (4.1m). However, this is the absolute minimum passage width necessary 
for two cars and there is thus real concern that many car drivers will treat it as a priority ‘give-way’ 
arrangement or in some cases seek to ‘ride’ the footways to pass with a greater level of perceived 
comfort. The narrowed section shown in Drawing CR004 is quite long in order to deliver a meaningful 
improvement to the south footway. If this was effectively treated by many drivers as a priority system, 
this length of restriction would be highly damaging in capacity terms given the two-way existing flows on 
Charlton which reach 880vph in the weekday evening peak hour. This is not compatible with 
accommodating Keynsham’s future growth, whilst the current accident record does not in our view 
justify the possible adverse highway operational risk of implementing this option.     
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Appendix B: Concept Scheme Option Drawings 
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Option 1

Priority working

Keynsham - Task 8

Charlton Road:

Ashton Way to St Ladoc Road Section

Notes

1. All road markings, kerb lines etc.

are indicative

2. Additional gully may be required

upstream of new build out

3. Existing accesses to be

maintained

TOWARDS ASHTON

WAY/ TOWN CENTRE

TOWARDS ST

LADOC ROAD

Highway boundary

Highway boundary

Private access

50m visibility splay to give

way marking (52.4m in

total to driver)

Give way to oncoming traffic sign

mounted on new post on new build

out. Two retro reflective bollards

(1no. keep left, 1 no. keep right) also

installed on build out.

New give way

road markings

Carriageway reduced to

3.5m at build out. Existing

centre line to be removed

through priority section
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Option 2

Carriageway and Footway Widening

through Compulsory Purchase 

Keynsham - Task 8

Charlton Road:

Ashton Way to St Ladoc Road Section

Notes

1. All road markings, kerb lines etc.

are indicative

2. Existing gullys to be relocated to

edge of new kerb faces

3. Existing utility provision to be

investigated. Existing utilities in the

southern footway may require

relocation

4. Compulsory purchase may result

in land remaining behind the

proposed carriageway/footway

extension.

5.Existing street lighting provision

south of the carriageway to be

relocated to rear of new footway

6. Pedestrian movements could be

investigated to aid location of a new

dropped kerb/tactile crossing

provision at a suitable location. This

could potentially increase use of the

wider, northern footway, outside

this scheme

TOWARDS ASHTON

WAY/ TOWN CENTRE

TOWARDS ST

LADOC ROAD

New (re-aligned) centre

line to tie in with existing

at extents of scheme

Highway boundary

Highway boundary

Area comprises the boundaries of

properties that would be required

under Compulsory Purchase to

facilitate footway and carriageway

widening as shown

Existing northern footway widened to

2.5m. Footway ties back into existing

at the extents of the scheme

New southern footway widened to

2.5m at eastern end. width reduces

to 2m in front of existing property 17

before it ties back into existing at the

extents of the scheme

Existing splitter island

modified to align to

new kerblines

Existing carriageway widened to

6m through the existing narrow

section. This allows  for two way

vehicle movements and better

accommodates two way

pedestrians and other NMUs
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Options 3 & 4

One way working westbound

St Ladoc’s Road to Ashton Way

Keynsham - Task 8

Charlton Road:

Ashton Way to St Ladoc Road Section

Notes

1. All road markings, kerb lines etc. are

indicative

2. Existing gullys to be relocated to edge

of new kerb faces

3. Existing utility provision to be

investigated.

4. Pedestrian movements could be

investigated to aid location of a new

dropped kerb/tactile crossing provisions at

a suitable location. This could potentially

increase use of the wider, northern

footway, outside this scheme

5.Existing 'rogue' dropped kerbs to be

returned to full height

6. Existing accesses to be maintained

7.Existing centre line road markings from

Ashton Way to St Ladoc Road to be

removed

8. Existing parking restrictions/bus bays

may require amending as part of a one

way system

Additional signs and road

markings installed to enforce

one way vehicle movements

Existing footway widened to 2m on the north side

of the carriageway between St Ladoc Road and

Ashton Way. Footway ties back into existing at the

extents of the scheme.

Southern footway could be widened to provide a

minimum width of 1.2m through its length.

One way carriageway

width of 4.1m or

greater maintained

through length of one

way working (refering

to Fig 7.1 MFS).

Highway boundary

Highway boundary

Existing Ashton

Way/Charlton Road

junction to be reviewed

Existing junction altered

to accomodate one way

working layout

Carriageway narrowed to

reduce non-compliance. Shown

as carriageway markings, but

could extend footway.

Existing centre line road markings to

be removed through one way length

Option 4 includes the following additions to the
one-way system shown:

 a one-way northbound only section on St
Ladoc's Road between Millmead Road and
the A4175 Bristol Road mini-roundabout
junction.

 a replacement signal controlled junction at
the intersection between the A4175 Bristol
Road and St Ladoc's Road.
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Informal Carriageway 

Narrowing Option

Keynsham - Task 8

Charlton Road:

Ashton Way to St Ladoc Road Section

Notes

1. All road markings, kerb lines etc. are

indicative

2. Existing gullys to be relocated to edge

of new kerb faces

3. Existing utility provision to be

investigated.

4. Existing accesses to be maintained

Existing footway on the south side of the

carriageway widened (width varies - 1.2m at

narrowest)  between Westbourne Avenue and West

View Road. This narrows the carriageway to 4.1m.

Highway boundary

Highway boundary

Sign to Diagram 517 to be

installed on a new post. Sign

located 45m from hazard.

Existing centre line road markings

to be removed through length of

narrowed carriageway

Existing centre outside the length

of narrowed carriageway to remain

Existing centre outside the length

of narrowed carriageway to remain

Sign to Diagram 517, with

associated arrow and yardage

plate, to be installed on a new post.

Sign to Diagram 517 to be

installed on a new post. Sign

located 45m from hazard.




