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HIGHWAYS REPRESENTATION 

RECOMMENDATION FOR REFUSAL 

Planning Reference: 20/00513/FUL 

Location:  Land to the NE of New Barn Business Park, Sandown Road, Arreton 

Proposal:  The construction, operation and decommissioning of a well site for the 

exploration and appraisal of hydrocarbon minerals from one exploratory 

borehole (Arreton-3) and one side-track borehole (Arreton-3z) for a temporary 

period of three years involving the siting of plant and equipment, the 

construction of a new access track , a new junction with Newport to Sandown 

highway (A3056), the erection of boundary fencing, entrance gates and other 

ancillary development with restoration to agriculture. 

Road Status:  Classified ‘A’ Road (A3056) 

Date of Site Visit: 15.05.2020 and 27.05.2020 

Date of Report: 28.05.2020 

Planning Case Officer: Russell Chick 

This application seeks consent for the construction, operation and decommissioning of a well 

site for the exploration and appraisal of hydrocarbon minerals for a temporary period of three 

years on land to the northeast of New Barn Business Park, Sandown Road, Arreton. On review 

of the highways aspects of the proposal, it includes for the construction of a new access track 

and associated priority junction onto the A3056 in accordance with the layouts as detailed on 

drawings no. ; 

• 6098.502 Rev A dated Jan 2020 – Wellsite Access Rd General Arrangement  

• ZG-UKOG-A3-PA-08: Proposed Construction Mode Layout Plan 1 of 3 (Well Site) 

• ZG-UKOG-A3-PA-10: Proposed Construction Mode Layout Plan 2 of 3 (Access Track) 

• ZG-UKOG-A3-PA-10: Proposed Construction Mode Layout Plan 3 of 3 (A3056 Junction) 

The section of the A3056 on to which the junction is proposed to be constructed forms part 

of the islands strategic road network providing a link between the southeast of the island and 

the County Town of Newport. It carries 2way daily vehicles flows of circa 14,500 and is 

governed by the national speed limit. 
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As advised at the preapplication stage, highway design standards as set out the Design 

Manual for Roads and Bridges - DMRB, are deemed to be applicable in this instance (due to 

the strategic nature of the road, the 2way daily vehicle flows and the posted speed limit). In 

the absence of speed data, any new junction formed onto this part of the highway network 

and serving a development of this nature will need to provide for minimum visibility splays of 

X = 2.4m by Y = 200.0m. The junction will also need to allow for;  

• Space so articulated / haulage vehicles and private motor vehicles may pass with ease 

when accessing / egressing the site, without negatively impacting on the safety of 

other highway users,  

• A suitable means of drainage to ensure that surface water from the site is discharged 

from the public highway 

• A minimum gate setback distance of  5.0m, 11.0m, 16.50m, to be determined by the 

size of vehicles typically accessing the site so they do not obstruct the public highway 

when negotiating the gates or pose the hazard to other highway users of standing 

vehicles.  

• With the associated onsite arrangement allow for the passing, turning, loading, 

unloading and parking of all forms of vehicles attributable to the site and its proposed 

operations. 

It is also critical that provision be made for forward visibility splays reflective of the posted 

speed limit to ensure that approaching vehicles can see those waiting to turn into the site, 

and that vehicles turning can see those approaching them. Furthermore it needs to be 

evidenced that the form of proposed junction is suitable in respect to capacity and highway 

safety.  

On evaluation of the proposed junction arrangement (drawing no. 6098.502 Rev A dated Jan 

2020 – Wellsite Access Rd General Arrangement and ZG-UKOG-A3-PA-10: Proposed 

Construction Mode Layout Plan 3 of 3 (A3056 Junction)) the design provides for visibility 

splays of ‘X ‘= 2.4m by ‘Y’ = 112.0m when exiting and viewing to the east and ‘Y’ = 145m when 

viewing to the west. These ‘Y’ distances fall below those required (200.0m) by the posted 

speed limit. As a result, and as set out within Section 6.0 of the submitted Transport 

Statement the applicant has sought to justify these splays by means of traffic speed data. 

Reference is made to the undertaking of a radar speed survey between the hours of 09:05 -

09:55 on 22nd May 2018 in line with the criteria as specified within TA 22/81.  However, TA 

22/81 has been withdrawn and was replaced in November 2019 by CA 185 ‘Vehicle Speed 

Measurement’.  Therefore in order for radar collected speed data to be acceptable the 

criterion as listed below should be followed (in this report only the relevant criterion is listed): 
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• 2.3 – When design parameters for anything other than speed limits and traffic signal 

installations are to be determined based on speed measurement, journey speeds of 

all motor vehicle types shall be used. - Note: Journey Speed Measurements are used 

for highway schemes such as new priority junctions/direct access and minor 

improvements to existing roads etc. 

• 2.4 – Measurements for journey speed shall be taken on the approaches of the 

scheme extents. 

• 2.5 - All speed measurements (spot and journey speed) shall be undertaken in free 

flow conditions where vehicles are unlikely to be accelerating or braking, unless the 

measurements are taken in connection with changes to an existing feature that 

naturally impacts the free flow of traffic. 

• 2.5.1 – All speed measurements should be taken in dry weather conditions. 

• 2.6 – A minimum of 200 vehicle speeds shall be recorded during each individual speed 

measurement. 

• 2.6.1 – As many vehicles speeds as practicable should be recorded during each 

individual speed measurement period. 

• 2.6.2 – Similar numbers of vehicles speeds should be recorded as part of each 

individual speed measurements period and for each direction of travel in the case of 

two-way roads. 

• 2.7 – Spot speed and Journey speed measurements shall comprise a minimum of two 

individual speed measurement periods, undertaken on different days of the week, and 

at different times of the day. 

• 2.8.2 - Speed Measurements should be undertaken outside of peak traffic flows 

periods. Note: non-peak periods are typically between 10am and noon and 2pm and 

4pm. 

• 2.12 – Where there is a difference in the 85th percentile speeds derived from the 

individual speed measurements periods; the higher value shall be used in the 

subsequent design. 

As detailed above, the speed assessment has been carried in accordance with a design 

standard (TA 22/81)  that has been withdrawn. A synopsis of the differences between TA 

22/81 and  CA 185 ‘Vehicle Speed Measurement’ is detailed below: 

• Spot Speed used and not the correct method of journey speed. 
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• Only 100 readings have been recorded in either direction, instead of as many as 

practicable in a time period (but a minimum of 200 in each direction). 

• The survey has been undertaken on just a single day and not multiply days as required 

• The survey was carried out as single period and not across a minimum of two periods 

at different times. 

• The timing of the survey fell part within the AM peak  - Undertook the survey at peak 

time and not outside of peak time. 

• Converted dry weather reading into wet weather readings where dry weather 

readings should be used. 

What also needs to be appreciated is that by carrying out a spot survey instead of a journey 

speed, a surveyor standing at the side of the road with a speed gun has the potential to 

impose a high degree of influence on vehicle speeds ,with CA 185 stating “Automated speed 

measurements can reduce the risk of errors, provide greater volumes of data and reduce the 

risk of the results being artificially skewed (as a result of a presence of a surveyor influencing 

driver behaviour); however, equipment such as inductive loops and pneumatic tubes cannot 

always fully distinguish between different vehicles types due to classification being based on 

axel spacing” (it should be noted that CA 185 gives a correction factor to be applied to 

automated results to correct this discrepancy).  

The methodology used within the Transport Statement has also converted the dry weather 

readings into wet weather by reducing the vehicular speeds by 4kph (single carriageways) as 

referenced in TA22/81. However, this is no longer applicable, with CA 185 stipulating that wet 

weather readings should be increased by 4kph to convert to dry weather readings (the design 

parameters shall be on dry weather readings). Therefore, the information provided has been 

incorrectly reduced to give inaccurate 85th%tile speeds, having a knock effect in respect to 

the  design parameters of the junction and in particular the visibility splays. 

When taking all the above factors into consideration and even if this office was in a position 

to accept the collected speed data (which it cannot do as the design standard having been 

withdrawn), and it be corrected back to dry weather condition readings it provides for 85%tile 

speeds of  50mph for east bound vehicles and 46mph for those travelling west bound. This 

results in visibility splay ‘Y’ distance requirements of 147m when exiting the site and viewing 

to the west and  127m viewing to the east. As detailed above the design allows for, visibility 

splay distances of 142m (east bound) and 112m (westbound). It should also be noted, that 

the achievable level of forward visibility has been measured on site with it being identified 

that due to the alignment and profile of the A3056 vehicles travelling  westbound would be 

provide with just 106m of forward vision of a vehicle stationary and waiting to turn into the 

site. The junction as design is therefore substandard in respect to forward and junction 
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visibility and as a result it cannot be supported due to the potential hazard this deficiency  

poses to site and highway network users. 

In addition, the proposed junction arrangement also includes for gates and associated 

removal bollard at a setback distance of circa 2.4 – 3.0m from the A3056. It is acknowledged 

that these may have been provided for security proposes and to provide the ‘air lock’ function 

as referenced within Section 2.3 of the Transport Statement (two set of gates provided within 

the access road in advance of the narrowing of the onsite access track so that vehicles may 

be held and pass clear of the public highway, the second set of gates being setback 53.0m 

from the edge of the A3056) and it is also acknowledge that a cabin is shown to be provided 

onsite for the gates to be manned. However, this doesn’t not excuse or prevent the risk of 

standing vehicles posed by somebody having to initially access the site and then subsequently 

open  and close the gates or vehicles attempting to access the site outside of the time the 

gates house / cabin may be manned. Due to the limited setback distance provided by the 

gates and bollards as detailed on drawings no. 6098.502 Rev A dated Jan 2020 – Wellsite 

Access Rd General Arrangement and ZG-UKOG-A3-PA-10: Proposed Construction Mode 

Layout Plan 3 of 3 (A3056 Junction) there is a risk that vehicles accessing the site will obstruct 

the flow of traffic on the A3056 and with the added factor of limited forward visibility when 

approaching from the east there is a risk that this may result in rear end shut type incidents. 

Appendix 7.0 of the Transport Statement includes for a swept path analysis of the proposed 

junction and onsite access track. On review it is evident that the junction has been designed 

to allow for 16.5m articulated vehicles to enter, exit and pass (the radius on the eastern side 

of the junction has been setback from the edge of the running carriageway that is the A3056 

to assist vehicle movements). However it is noted that in order for a cab with a 22.0m trailer 

to access the site the full width of the carriageway on both approaches and the full width of 

the onsite access road is required. While it is accepted that a vehicle and trailer of this length 

would result in the need for notifiable traffic movements (to the Local Highway Authority and 

the Police) concerns is raised as to how such a vehicle would access and egress the site 

without putting other road users at risk. While it is accepted that the frequency of these 

vehicle movements maybe such that it would be remiss to design the junction around them, 

as a minimum associated temporary traffic management proposal should have been 

submitted as part of this application for evaluation (Due to the size of the vehicle it will also 

need to be evidenced that it can negotiate all junctions along the proposed transportation 

routes). It is noted that reference is made to the provision of temporary advanced warning 

signs in respect to informing highway users of the presence of HGV movements. However, 

again no such details have been provided. Any proposed signage erected on the public 

highway will need to be permanent in its nature and fixing/erection due to the environment 

in which it will be set and be in accordance with the TSRGD – Traffic Signs Regulations and 
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General Directions. It will need to be evidenced that there is scope for such signage to be 

erected within the limit of the adopted highway and land falling within the control of the 

applicant. 

In respect to the form of proposed junction it is accepted that based on the two-way daily 

flows attributable to the site, a simple priority junction would typically be most appropriate. 

However, as highlighted within this report, due to the limitations in respect to junction and 

forward visibility and gate setback, the arrangement as proposed is seen to pose a hazard to 

highway and site users and cannot be supported by this office based on the information / 

data that has been provided. 

It is also noted that limited information is provided in respect to the provision of drainage 

within the site access, other than it being stipulated that the onsite access track is to be design 

with a crossfall to drain to the abutting landscape area. Due to scale of the access, concern is 

raised that the lack of a positive drainage system may result in surface water from the 

proposed junction and access track discharging on to the public highway. This is deemed an 

important element as the area is prone to flooding during the winter months and the design 

levels as provided show the potential for surface water runoff to enter the public highway. 

This therefore brings into question on how this area will be drained as a connection to the 

public highway surface water system would not ordinarily be allowed and the area being 

subject to flooding proving that an infiltration system would not be suitable. 

Moving to the internal layout of the active site area (drawing no. ZG-UKOG-A3-PA-12), 12 

parking bays are to be provided, with ample manoeuvring room for a conventional private 

motor vehicle. However, there appears to be inadequate turning space for HGV’s, with the 

width of the concrete access ramp being such that an articulated vehicle cannot make the 

manoeuvre without the rear wheels running up the sides. It is not clear at what gradient the 

sides take or at what height they go to. Concern is raised that this may destabilise the trailer 

or prevent access altogether. It is however noted that should the ramp width be increased 

then there is scope for this manoeuvre to be achievable. However, in its current form and 

without further details this element cannot be supported by this office. For the avoidance of 

doubt and in respect to highway safety it is essential that a designated HGV turning area 

(capable to turning the 22.0m trailer vehicle) be provided and thereafter retained throughout 

the life of the project should this applicant be approved. 

Concern is also raised in respect to the lack of information provided in respect to the 

construction phase attributable to Phase 1 of the build process ‘ Access and Well site 

construction’. It is essential that facilities/space be provided throughout the build process 

within the confines of the site for the accommodation of loading/ unloading, parking and 

turning of construction and associated operative vehicles, along with the storage of materials 
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and the provision of wheel-wash facilities to ensure the public highway is kept free from 

debris attributable to the site. It is acknowledged that the blue site boundary line extends 

beyond that of the proposed junction and access track. However, there is a risk that in the 

absence of a detailed achievable construction plan the formation of the access could 

negatively impact on both the public highway and the public rights of way networks and their 

users.  On review of the existing vehicle access (filed access) that serves the site from the 

A3056 it has been established that this is limited in respect to width, junction visibility and 

forward visibility. When considering the posted speed limit and daily vehicle flows on this part 

of the A3056 even as a construction access the use of this access could not be supported in 

absence of a detailed associated construction management plan.  

For completeness this office acknowledges that the proposal impact on the public rights of 

way network and that adequate accommodation works, warning signs, inter-visibility splays 

will need to be provided. However, it is anticipated that the LPA will being liaising with the 

IWC Public Rights of Way Department directly in respect to this application and that they will 

comment formally on these matters.  

Parking Provision 

Having evaluated the development proposals, it is concluded that in this instance the use class 

for which consent is sough is not specifically defined within the policy ‘Guidelines for Parking 

Provision as Part of New Developments SPD (January 2017)’. However, when considering the 

nature of the development and the lack of footways, and accessible bus stops on the local 

highway network it is anticipated that operatives will be dependent on private motor vehicles 

to access the site. It is therefore essential that an adequate level of onsite parking be provided 

without it negatively impacting of vehicle turning areas and access routes. On review 12 

private motor vehicles parking spaces are to be provided. As proposed the bays comply with 

highway design standards. However, on review of the information contained within Section 

5.0 of the Transport Statement it is estimated that there will be an average of 30 2-way 

personnel vehicle movements per day throughout the construction process. Even if car 

sharing occurred at a rate of 2 people per vehicle that would result in a minimum demand of 

15 car parking space. Furthermore while not shown within Table 8.0 ‘Combine Trip 

Generation’ paragraph 5.3.3 makes reference to 52 daily two-way personnel trips occurring 

during Phase 2 of construction. This even with car sharing could result in a demand of 26 

private motor vehicle space. As a result based on the information submitted for the purpose 

of review the proposed level of onsite parking is seen to be insufficient with the potential to 

have a negative impact on onsite operations, accessing and in turn negatively impact on 

highway safety. 
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Capacity / Traffic Impact 

As set out within section 2.2 of the accompanying Transport Statement there are four main 

phases associated with the proposal; 

• Phase 1 Access and Well Site Construction 

• Phase 2 Drilling Testing and Appraisal Programme 

• Phase 3 Well Plugging Abandonment and Decommissioning 

• Phase 4 Site Restoration or Retention Program 

Section 5.0 of the Transport Statement provides details of the anticipated daily traffic 

movements that maybe attributable to the site throughout the above phases. Table 6 

provides a breakdown of HGV movements, with a maximum of 15 2-way daily movements 

being specified between the hours of 07:00 – 19:00 on weekdays and 09:00 – 13:00 at 

weekends. 

The submission also contains a caveat that during the mobilisation between the phases that 

this figure may be exceeded at times. Table 7 makes reference to the site personnel 

(conventional private motor vehicles) and shows a maximum two way set of movements of 

30 per day. Giving a combined 2-way movement of a maximum of 45 vehicles per day. 

However paragraph 5.3.3 makes reference to 52 daily two-way personnel trips occurring 

during Phase 2. 

It is accepted that when considering the level of daily traffic movements that maybe 

attributable to the site, the development if approved would not have a negative impact on 

the operation of the local or wider highway network in terms of capacity, so as to provide a 

sustainable highway reason for refusal and that a simple priority junction would appear to be 

the most suitable means of access. However due to the junction design issues highlighted 

earlier within this report (junction visibility, forward visibility and gate setback) the proposal 

is deemed to pose a hazard to both site and highway users and as a result cannot be supported 

by this office. Should this application be approved it is recommended that the applicant be 

obligated to avoid traffic movements during times of peak traffic flows on this part of the 

highway network (07:30 – 09:00 and 16:00 – 18:00).  

Accident Data 

Section 4.0 of the Transport Statement provides a review of recorded incidents on the 

highway network within the vicinity of the site, including for key junctions over a 5-year period 

between the 01.01.2014 – 31.12.18.  
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A total of 19 incidents were identified, with the report coming to the conclusion that 

“..analysis of the study collisions has not revealed any identifiable collision issues associated 

with expected movements of the proposed development, therefore it is considered that there 

are no existing road safety issues pertinent to the development of the site.”  

However on review of accident data made available to this office, there have been four 

recorded incidents in the last 3 years within the vicinity of this site that raise concern. These 

accidents occurred at the following locations, taking the following forms:- 

Location  A3056 SANDOWN ROAD 43 METRES EAST OF CHAPEL LANE, NEWPORT 

VEH 1 (CAR) TRAVELLING W ALONG A3056 SANDOWN ROAD FAILED TO BRAKE 
IN TIME AND COLLIDED WITH REAR OF VEH 2 (CAR) STOPPED IN FRONT. VEH 2 
WAS PUSHED INTO REAR OF VEH 3 (CAR) WHICH HAD STOPPED IN FRONT FOR 
AN APPROACHING AMBULANCE. 

 

Location  A3056 AT JUNCTION WITH ISLE OF WIGHT DISTRIBUTION, NEWPORT,  

VEH1 (M/CYCLE) TRAVELLING W ALONG A3056 STOPS WAITING TO TURN 
RIGHT INTO NEW BARN BUSINESS PARK (ISLE OF WIGHT DISTRIBUTION). VEH2 
(CAR) TRAVELLING W ALONG A3056 FAILS TO STOP IN TIME AND COLLIDES 
WITH THE REAR OF VEH1, PUSHING IT INTO VEH3 (CAR) TRAVELLING E ALONG 
A3056 
 

Location  A3056, 90 METERS E OF NEW BARN BUSINESS PARK, NEWPORT 

VEH1 (CAR) TRAVELLING W ALONG A3056 BRAKES SUDDENLY FOR TRAFFIC 
AHEAD. VEH2 (CAR) TRAVELLING W BEHIND BRAKES BUT WHEELS LOCK UP ON 
THE MUD CAUSING VEH2 TO HIT VEH1. 

 

Location  A3056 NEWPORT ROAD AT JUNCTION WITH NEW BARN BUSINESS PARK, 

NEWPORT VEH 2 (CAR) TRAVELLING W ALONG A3056 NEWPORT ROAD 

STOPPED DUE TO TRAFFIC AHEAD TURNING INTO NEWBARN BUSINESS PARK. 

FOLLOWING VEH 1 (CAR) FAILED TO STOP IN TIME AND COLLIDED WITH REAR 

OF VEH 2. 

New Barn Business Park is located just to the west of the application site and the proposed 

junction. Although there is no evidence to suggest that none of the above incidents were 

brought about as a result of the geometry of the carriageway, it does highlight the importance 

of minimising the likelihood of stationary vehicles along this section of highway network and 

ensuring that an adequate level of junction and forward visibility is provided. Therefore due 
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to the identified shortfalls in junction geometry and when considering the slow moving nature 

of a proportion of  the vehicles that will be using it is anticipated that this application will 

result in an increase in the potential for traffic accidents on the A3056 about the point of the 

proposed site access and in the absence of any identifiable mitigation measures the proposal 

is contrary to policies DM2 (Design Quality for New Development) and SP7 (Travel) of the 

Island Plan Core Strategy. 

Materials Consideration 

All works undertaken within the limit of the adopted highway will need to be in compliance 

with the Isle of Wight Design Guide.  

Mitigation Measures / Offsite Improvements 

As detailed within this report the proposed priority junction shown to be formed  onto the 

A3056 is deemed to be substandard in respect to junction / forward visibility and gate setback 

and limited in respect to its ability to accommodate the accessing / egressing of a 22.0m trailer 

without it being escorted and the passage of motor vehicles along the section of the A3056 

being temporarily suspended. While the gates could be removed, in the absence of additional 

speed data collected in accordance with CA 185 to justify the proposed junction and forward 

visibility splays there are no mitigation measures or offsite highway improvement works that 

could be implemented within land under the control of the applicant to address these 

deficiencies identified within this report. 

Construction Impact 

Should this application be approved this office recommends that the LPA impose a condition 

requiring the applicant to submit for approval prior to commencement of works and 

thereafter adhere to a phased construction plan clearly identifying provision throughout the 

build phase for the accommodation of; 

• Loading/ unloading and turning of all site vehicles 

• The storage of materials 

• Onsite access routes 

• The accommodation of all public rights of way 

• Wheel-wash facilities this should include for static and mobile solutions 

• However the proposed junction is to be initially accessed and formed 

• How large vehicles 22.0m trailer vehicle will access  / egress the site 
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Maintainability Assessment 

If approved the proposal will result in the formation of a priority junction and the erection of 

associated signage on the A3056. 

Applicant Obligations 

Should the LPA seek to grant consent then the following obligations will need to be met: 

• The applicant will be required to apply for license in association with Section 171 of 

the Highways Act 1980 in order to form the proposed vehicle access and tie-in to the 

public highway.  

• Make application to Island Roads, St Christopher House, 42 Daish Way, Newport, Isle 

of Wight, PO30 5XJ, in accordance with the Town Improvement Clause Act 1987 

Sections 64 & 65 and the Public Health Act 1925 Section 17 before addressing and 

erecting a property name / number or street name in connection with any planning 

approval. 

Conclusion 

The proposals envisaged in this application have implications affecting the highway network 

and therefore I recommend refusal based on the following grounds: - 

Inadequate Access Visibility 

The access is unsatisfactory to serve the proposed development by reason of unacceptable 

junction and forward visibility and would therefore be contrary to Policy DM2 (Design Quality 

for New Development) of the Isle of Wight Core Strategy. 

Inadequate Turning Area  

The proposal does not provide adequate facilities to enable HGV vehicles to enter and leave 

the proposed site working area in a satisfactory and safe manner and therefore in the 

interests of road safety are compromised and would therefore be contrary to Policy DM2 

(Design Quality for New Development) of the Isle of Wight Core Strategy. 

Insufficient Information – Drainage 

The information accompanying this application is inadequate and deficient in detail in relation 

to drainage of the access and service road so that the Local Planning Authority is unable to 

consider fully the effects of the proposal on A3056 Sandown Road and in the absence of 

further details it is considered the proposal may represent a hazard to highway users by virtue 
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of inadequate drainage thus constituting a hazard to highway users contrary to Policy DM2 

(Design Quality for New Development) of the Isle of Wight Core Strategy. 

Standing Vehicles in Highway  

The proposed development would be likely to attract standing vehicles on the highway A3056 

Sandown Road due to limited gate and bollard setback as detailed to be provide within the 

proposed site access, which would interrupt the free flow of traffic and thereby add to the 

hazards of road users at this point and therefore be contrary to Policy DM2 (Design Quality 

for New Development) of the Isle of Wight Core Strategy. 

 

Insufficient Parking Provision  

The proposal provides insufficient parking provision and is therefore inconsistent with the 

guidelines set out by the Local Planning Authority in Policy DM17 Sustainable Travel, SP7 

Travel and policy DM2 (Design Quality for New Development) of the Isle of Wight Core 

Strategy. 

 

Insufficient Information- HGV – 22.0m Trailer Access 

The information accompanying this application is inadequate and deficient in detail in respect 

of the method of traffic management  / control proposed to be implanted in association with 

the accessing and egressing of a HGV towing an associated 22.0m trailer onto and off of the 

A3056 so that the Local Planning Authority is unable to consider fully the effects of the 

proposal on the A3056 and its users and in the absence of further details it is considered the 

proposal may represent a hazard to highway users by virtue of inadequate access width, 

forward visibility, associated advanced warning measures (signage) thus constituting a hazard 

to highway users contrary to Policy DM2 (Design Quality for New Development) of the Isle of 

Wight Core Strategy. 

 

Insufficient Information – Temporary Site Access (Build Phase 1) 

The information accompanying this application is inadequate and deficient in detail in respect 

of the traffic management proposals and temporary access arrangements attributable to the 

formation of the proposed priority junction detailed to be formed onto the A3056 so that the 

Local Planning Authority is unable to consider fully the effects of the proposal on A3056 and 

in the absence of further details it is considered the proposal may represent a hazard to 

highway users by virtue of inadequate turning / loading / unloading areas, junction width, 

visibility splays and forward visibility splays thus constituting a hazard to highway users 

contrary to Policy DM2 (Design Quality for New Development) of the Isle of Wight Core 

Strategy. 
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It is acknowledged that should the LPA seek to approve this application that they may 

choose to address the issues of ‘Insufficient Information- HGV – 22.0m Trailer Access’ and 

‘Insufficient Information – Temporary Site Access (Build Phase 1)’ by means of imposed 

planning condition. However this information is seen to be essential for means of highway 

assessment due to the negative impact each of these matters could have on highway safety. 

 
 

 

Officers: Alan Ransom – Highway Development Control Engineer /    

  Alan White – Highway Development Control Manager 


