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Sirects s amed at evervone who plays a part in creating

o detenmining the quality of sirects; architets, engineers,

pens, pdilicans, focal authorities and, indesd,
anyone wio has an interest in how street design is taken forward,
Itis mportant that professionals understand all of the key issuss
ancl do not resirict thelr inferest (o any ore particular area,

pariiess,

Designing Streets is expected to be used pradominantly for the
design, construction, acloption and maintenancea of new sireets,
but it is also applicable to existing streets subjest to re-design.

Development of the document

Designing Streets was ceveloped for the Scottish Government by
a multi-clisciplinary team of roads and transportation engineers,
urban designers, planners and legal advisors, led by WSP UK.
The document has been informed by case studies and best
practice, and was subject to significant stakeholder consultation.
It derives, in essence, from Manuaf for Strests®, which was
produced for the Department for Transport, the Welsh Assembly
Government and Communities and Local Government. Manua/
for Streets s evidence-based guidance which focuses on lightly
trafficked residential streets and cited and commissioned detailed
research, Designing Streets has been tailored to meet Scotland's
needs and, as a policy document, does not reproduce this
avidence in detail,

Sireets and roads

Strests have to fuffl a complax variety of functions in order to
meet peopla’s needs as places in which to live, to work and to
move around. Their design requires a thoughtful approach that
balances potential conflicts between differant users and
objectives. A clear distinction can be drawn in functional terms
between roads and streets as foilows:

Bl Roads are thoroughfares whose main function is to faciltate
the movement of motor traffic.

El Streets have important public realm functions beyond those
related to motor traffic. They are typically lined with builcfings
and public spaces and, whilet facilitation of movement is still a
key function, they normally support a range of social, leisure,
refall and commercial functions.

All thoroughfares within urban settings and rural boundaries
should normally be treated as streets,

Reference should no longer be made to road hierarchies based
on terminology such as local distributor/lncal acress roads,

Designing Streets provides policy that should be followed in
designing and approving all strests. Whilst s technoal advice 1s
aimed particularly at residential and fightly traffioked streets, many
of the key principles ae also applicable to cther types of street,
for example rural and high streets. When considering busier
streets, the movement function of the strest may well become
more signfficant or complex but this shouid be resolved through
an integrated design approach and sheuld not compromise the
cuality or the sense of place,

Design Manuel for Roads and Bridges (DVRB)S is the standard for
the design, maintenance and improvaement of frunk roacls and
motorways. There are soma locations, however, where a more
sensitive design that follows the principles of Designing Streets
may wel be appropriate, such as whera a small burgh High Street
is also a trunk road.

Most importantly, & muiti-disciplinary approach, full community
engagement and a balanced appreciation of context and function
is fundamental fo successful outcomes in such ceses.

The diagram below shows where streets and roads exist and
where they often meet,
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The slopping sight dietance (S80) is the distarce within which ivers nesd 1o be able 10 see ahead an stops from a given speed,

The 250 valies used in Designing Streets are based on research ido decderation rates, diver perceplionqeaction tinmes and speed,
These S20 valuss we approprate for residential and lightly frafficked strests. The table below shows T eftect of speed on 530, These
clent of baffic fow or type of road, it is recommendled that they are used on all shiests with ESih percenite wist

vallses gre inds

weather spesds up o 80 kph,

Below arsunc 20 mph, shorter $S0s themsetves may not echieve iow vehicls speeds: the design of ihe whole stiest and how this wil
influeros spesd neads to be considerad at the start of the process; e.9. the postitioning of buddings and the presence of oh-shicet
parkinia,

Further infomation on S8Ds, including detalls of the saleulation formula, and also the refationship betwesn visibiity and speed is
availelle in TEL Report No, 532°% and TRL Revort No. 6677,

Visibility should be checked at junctions and along the street, Visibility is measured horizontally and vertically.

Using plan views of propesed layouts, checks for visibility in the horizontal plane ensure that views are not sbatructed by vertical
obstructions,

Checking visitifity in the vertical plane is then canied out to ersure that views in the horizontal plane are not compromised by obstructions
such as the crest of a hill, or a bridge at a dip in the road ahead, It 2lso takes into account the variation in criver eye height and the
height range of cbstructions. Eye height is assumed to range from 1.05 m {for car chivers) to 2 m {for lorry drivers). Drivers need to be
able to see obstructions 2 m high down to a point 600 mm above the cariageway.

2000 miax.
GO0 min
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T vislanly splay at s unction ensues thers s adequate inter-dsibility between vehicles on the majer s minor aims.

(T2 cfistar - along he minor am frop which visibility is measurect i kiown as the £ distance. It is generally messurscl back 4om

v e e ] aloy Wl e

the (i Timagnary ‘give way lire if no such mearkings are srovideds, This distances © von

CEe |Iheuf fre minor anm for simplicity, but in some circumstances Hor esample whers thers is a wide spitter =land oo the minar ATy
vall Ee mote appropriate to measure i from the actual position of the diver.

The ( distance represents the distance that a diiver who is about to exit from the minor am can see to his left and right along the main
digriment. For simglicity, it is measured along the nearside kerb line of the main anm, althouch vehicles will nomally be fravelling a
clistance from the kerb fine. The measurement is taken from the point where this fine infersects the centraline of the miner am uriless,
as above thera is a spliter island in the minor amb.

When the main alignment is cunzed and the minor arm joins on the cutside of a bend, ancther check is necassary to make sura that an
approaching vehicle on the main arm is visible over the whele of the ¥ distance. This is done by drawing an acdifional sight tine which
meets the nearest wheel track at a tangent.

Saime crcumstances make it unlikely that vehicles approaching from the left on the main arm will cross the centreline of the main am -
opposing flovs may be physically segregated at that point, for example. If so, the visibility splay to the left can be measured to the
centreline of the main arm.

Alternative left-hand visibility splay if
Possible features vehicle approaching from the left are
preventing vehicles from unable to cross the centre line

crossing centra line
/ Y distance / S Y distance

Left-hand ight-hand
visibility splay vis%i%ty s:]gy
Kand Y distances

An X distance of 2.4 m should normally be used in most built-up situations, as this represents a reasonabls maximum distance
between the front of the car and the driver's eve.

Aminimum figure of 2 m may be considered in some very lightly-trafficked and slow-speed situations, but using this value will mean thet
the front of some vehicles will protrude slightly into the running camiageway of the major arm. The ability of drivers and cydists to see
this cverhang from a reasonable distance, and to manosuvre around it without undue difficulty, should be considiered,

Using an X clistance in sxcess of 2.4 mis not generally recuired in built-up areas,

The ' distance should be based on vafues for SSD.
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Visibility along the strect edge

Vehice exits at the back edgs of the footway mean that emerging
drivers will have to take accourtt of peopls on the foctway. The
abisence of wide visibility splays at private drivewsays wil encourage
difvers to emerge more cautiously. Consideration should be given to
whether this will be appropriate, taking into account the following:

8 the frequency of vehicle movements;
8 the amount of pedestrian activity; and

B the witlth of the footway.

Obstacles to visibility

Parking in visibifity splays in built-up areas is quite commen, yet
it does not appear to create significant problems in practice.
Cefined parking bays can be provided outside the visibility splay
if required, and the use of tracked strests that allow for informal
parking is also an option. Encroachment of parking space into
wisibility splays should be avoided where practical.

The impact of other obstacles, such as strest trees and street
lighting colurmns, should be assessed in terms of their impact on
the overall envelope of visibility. In general, occasional nhstacles
to visibility that are not large encugh to fully obscure a whole
vehicle or a pedestrian, including a child or wheelchair user, wil
not have a significant impact on road safety.

Forward visiiity measured along centra of mner g

Visiility splay envelops



Prosicing sncugh corvenient and secure cycle parking el omes and cther lsoations for Both esciants and visitors is onticed to

Increasing e usa of cycles. In resiential developments, designers should aim 1o make acsess 15 oyole storage o lsast as somveriont

O arking,

Fefercrice should be made to the relevant local gquidance and any

t travs] plans to determine the appropriate level of provision

of eyeke parking. The following key principles should, however

apply:

& Sharea cycle parking facilities should be secure, overlooked
anc convenient to use with shelter provided wherever practical

K Appropriate provision sheuld be made for all potential users
includling children and visitors.

B Cyole parking can be provided in & number of ways such as:
within garages; bespoke cycle storage; communal areas in
flats; and on-street cycle racks,

Bl Cyole stands need to be located clear of peciestian desire
ines, and generally closer to the carmageway than to buiildings.

£ Oycle parking should be provided at bus and train stations to
assist transition batween transport modes.

B Cycle parking should be detectable by blind or partially
sighted people.

Further guidance on the design of oycling facilities is provided in
LIN 2/08 Cycle Infrastructurs design,™

Car parking

The Scottish Government's general planning policy for car parking is set out in the Transport section of the Scottish Planning Policy
(SPFJ. This makes it clear that it is important to consider a design-led approach to the provision of car parking space that is well-
integrated with a high-quality publc realm. A design-led and contextual strategy for car parking can often lessen the impact on the built
environment. Car parking can be provided in a number of ways as set out over the following pages.



