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1.0 INTRODUCTION 
 

1.1 This report has been prepared on behalf of Bovis Homes Limited, Central Division, to 
demonstrate the options considered in setting the horizontal alignment of Route 9 highway 
at the Stanton Cross development. 
 

1.2 Route 9 links Finedon Road to the proposed Stanton Cross infrastructure and Route 4 in 
particular. Route 9 occupies a part of the new development site known as Station Islands 
North.  

 
1.3 Woods Hardwick Infrastructure LLP were appointed by Bovis Homes Limited, Central 

Division, in May 2012 to provide detailed engineering support for the design of the proposed 
Station Island North highways and drainage infrastructure. 

 
1.4 Woods Hardwick Infrastructure LLP’s are an established engineering and architectural 

practice with over 50 years of experience providing advice in relations pertaining to new 
infrastructure and buildings.   
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2.0 EXISTING SITE APPRAISAL 
 

2.1.1 Station Island North is currently consented for a mixed use development with strategic links 
between Finedon Road to the north and the new Stanton cross infrastructure to the south. 
The consented uses include for a comprehensive development of up to 250 dwellings, 4.7ha 
of employment uses and small elements of community and commercial development. 
 

2.1.2 The site is bound to the west by the Midland Main Line railway and to the east by the River 
Ise and its associated floodplain. 

 
2.1.3 The site was, in the most part, previously used for rail related uses with much of it being laid 

to sidings, engine sheds and associated buildings.  The eastern part of the site is poor 
grassland and is at a much lower level than the western portion. 

 
2.1.4 The River Ise is located to the east of the site. The River Ise has a recognised flood plain 

associated with it that extends into the site along the east edge of the development parcel. 
 

2.1.5 Finedon Road abuts the site to the north west. The road is on embankment, significantly 
above the site. 

 
2.1.6 There is an existing network of strategic foul sewers that run through the site. As they 

approach the river these sewers become elevated above ground and cross over the River. 
 

2.1.7 There are several surface water sewers / culverts crossing the site from both the railway and 
also land to the west of the railway, out falling to the River Ise 

 
2.1.8 A number of small barns present on the site. 

 
2.1.9 Two large sheds occupy part of the site.  

  
2.1.10 The southern (Shed 2) consisting of a brick built engine shed dating back to the days of 

steam railway.  This building has been the subject of some study but is not considered 
suitable for listing at this time. 
 

2.1.11 The northern shed is much more recent, constructed on the footprint of a further engine 
shed (Shed 1) 

 
2.1.12 These sheds are currently accessed from Mill Road to the south west of the site. Mill Road 

is a predominantly residential road with dwellings on both sides and on-street parking 
associated with these dwellings.  

 
2.1.13 Mill Road crosses over the railway via a narrow bridge suitable only for single way 

operation, albeit without signals in place. The road to the east of the railway is less formal 
and narrower in width, bound to the north by a small brick retaining wall and dense 
hedgerow to the south. 
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3.0 DESIGN OBJECTIVES 
 

3.1.1 The illustrative Wellingborough East development masterplan was approved 28th January 
2008 and establishes the principles of Route 9 to connect Finedon Road and the proposed 
Route 4 as well as the development principles for the area.  Route 4 (the major access route 
that Route 9 connects to was approved as a detailed consideration of the outline planning 
consent. 
 

3.1.2 The Station Island North parcel is identified as a mixed use development providing 
commercial, industrial and residential development. 

 
3.1.3 The illustrative masterplan shows a proposed alignment for Route 9 and assumes the full 

development parcel is available for redevelopment. 
 

3.1.4 A more detailed masterplan was produced in 2012 to illustrate how development could take 
place to make best use of the development potential.  This masterplan (by Wood Hardwick 
Ltd) has been used to inform the alignment of route 9.  

 
3.1.5 Despite the historic engine shed (Shed 2) not being listed it was the preference of the local 

planning authority to retain the building, which does have some visual merit, so that this 
feature building did have the opportunity of retention post development if suitable uses were 
found.  The developed masterplan and alignment of route 9 were prepared to suit this 
request. 

 
3.1.6 The proposed Route 9 is seen as a strategic piece of new infrastructure and it is therefore 

the intention to have this link adopted by Northamptonshire County Council under s38 of the 
Highways Act 1980. The junction onto Finedon Road will also require a s278 agreement of 
the Highways Act 1980. 
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4.0 DESIGN PARAMETERS 
 

4.1.1 As a strategic highway Route 9 is proposed to be adopted by Northamptonshire County 
Council Highways (subject to S38/s278 approvals). 
 

4.1.2 The proposed land use identified within Station Island North includes both commercial and 
employment uses as well as residential. As a result it is appropriate to apply commercial 
estate road design principles rather than the lesser residential standards which comprise of 
narrow roads unsuitable for HGV use. 
 

4.1.3 Route 9 was designed to the latest available highway design guidance at the time of the 
design (Design Guide for Commercial Estate Roads, 2

nd
 draft, February 2002). This design 

guidance is provided by Northamptonshire County Council Highways. 
 

4.1.4 Following guidance laid out in the above design guide Route 9 falls within the category of 
Major Commercial Road. The associated design speed is 50 kph and subsequently requires 
the carriageway width to be 10.0m with a minimum centreline radius of 100m. Vertical 
curves shall be a minimum of 30m in length.  

 
4.1.5 The vertical alignment shall have a maximum longitudinal gradient of 5% (1 in 20) and 2.5% 

(1 in 40) over the first 30.0m. A minimum gradient of 1% shall also apply. 
 

4.1.6 Forward visibility of 90.0m shall apply. 
 

4.1.7 1.0m Verges shall be used to segregate carriageways from footways and cycleways. 
Footways shall be a minimum of 1.85m wide and cycleways shall be a minimum of 3.0m if 
unsegregated. 

 
4.1.8 The overall width of the road corridor, complete with footways and cycleways, based on the 

above shall be 16.85m. 
 

4.1.9 Earthworks shall be designed to a maximum of 1 in 3. These earthworks shall provide for 
appropriate interface with the existing topography within the site in lieu of the proposed 
development.  

 
4.1.10 The route must not impact upon the railway and must be outside of the 1 in 100 year flood 

plain extent. 
 

4.2 Points of Connection 
 

4.2.1 Route 9 connects to the consented Route 4 at the southern most point of Route 9.  
 

4.2.2 This junction takes the form of a consented roundabout which is fixed in position by a 
number of constraints.  

 
4.2.3 Route 4 provides a new crossing over the railway. A as a result the vertical alignment rises 

steeply over the railway. TD 16/07 of the Design Manual for Roads and Bridges (DMRB) 
sites issues of steep approaches to roundabouts. The siting of the consented roundabout 
therefore allows for a more gentle vertical alignment across the roundabout.  

 
4.2.4 TD 16/07 sets out a series of requirements in terms of entry angle, maximum and minimum 

deflection, flare lengths which in turn fix the alignment of the arms of the roundabout. If the 
approaches to the roundabout are not fully considered they can lead to sharp braking at 
entries or poor visibility forcing drivers to look over their shoulder. The consented 
roundabout (designed by others) appears to be ideally located to provide access to both the 
Station Island North development parcel and the train station development on the eastern 
side of the railway. 

 



J:\30074 - Stanton Cross Wellingborough\Reports\woods hardwick\16730 R9-OPT final.docx  6 
 

4.2.5 Route 9 links to Finedon Road to the north end of Route 9. In accordance with TD42/95 of 
the DMRB the junction should take the form of a ghost island junction, with the provision of 
a new right turn lane on Finedon Road giving access to the site.  

 
4.2.6 TD42/95 sites problems occurring with skewed minor roads and therefore Route 9 has been 

designed to join Finedon Road at right angles to avoid confusion over which route has 
priority and to aid visibility from the junction.  

 
4.2.7 The siting of this junction also provides for the appropriate stagger distance from the existing 

junction with Meadow Close in accordance with TD 9/93 of the DMRB. This assumes that 
the speed limit will be reduced to 40 mph.  

 
4.2.8 The junction is also fixed in position with the requirements of TD 9/93 to provide appropriate 

visibility along Finedon Road which is limited by the existing rail bridge.  
 

4.2.9 TD 42/95 also sites problems associated with approaches to junctions on steep gradients, 
such as those currently seen in the location of this proposed junction. TD 42/95 
recommends that the first 15m of the minor road (Route 9) be laid to falls no steeper than 1 
in 40 for the first 15m from the channel of the major road (Finedon Road).  
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5.0 OPTION ASSESSMENT 
 

5.1.1 The width and topography of the development parcel provides only for two horizontal 
alignments within the vicinity of Shed 1.  
 

5.1.2 The illustrative masterplan indicates a proposed alignment for Route 9. This route is shown 
in black on the plans in Appendix A. 

 
5.1.3 An alternative route has been drawn up to the east trying to avoid the existing Shed 1 

building but impacting significantly on the associated hard standing and access 
arrangements. Further consideration of construction working space and techniques and 
requirement for vehicular restraint are likely to further impact on the building itself. This is 
shown in red in the plans in Appendix A. 

 
5.1.4 It should be noted that all route options are fixed at the Route 4 roundabout and the Finedon 

Road junction for those reasons noted in Section 4.0 of this report. 
 

5.2 Consented Route 9 
 

5.2.1 To the far south the proposed Route 9 connects to the proposed Route 4 roundabout. From 
this point the proposed route 9 moves north and curves to the right at the maximum 100m 
centre line radius to avoid Shed 2. Unavoidably Route 9 follows the route of the existing 
access to both Shed 1 and Shed 2 at this point.  

 
5.2.2 The alignment then bends to the left at the maximum allowable horizontal radius to run close 

to the railway boundary to the far west of the site and allow maximum development potential 
to the east.  

 
5.2.3 As Route 9 passes Shed 1 the required width of the road and associated earthworks means 

the footprint extends into the existing building. At this location the alignment is constrained 
to the west by Network Rail land holding and railway embankment. The encroachment into 
Shed 1 is unavoidable in this location and will require demolition to allow the road to be 
constructed. The alignment as designed cannot fit between the existing Shed 1 and site 
boundary without impacting in this way. 

 
5.2.4 As Route 9 moves north the alignment moves back to the east to later allow the alignment to 

meet Finedon Road at a right angle as discussed in Section 4.0 of the report.   
 

5.2.5 Shed 1 will require demolition as part of this consented route. The alignment, although 
close, would allow for the retention of Shed 2. This situation could be improved at Shed 2 
with the removal of the layby currently proposed adjacent to this existing building. It is 
possible both horizontally and vertically to provide Shed 2 with a new access from the 
proposed Route 9 to allow continued use upon completion of Route 9.  

 
5.2.6 In addition to adhering to all relevant design standards, based on the more detailed 

masterplanning exercise undertaken in 2012 this route provides advantageous development 
parcels with maximum flexibility for development. 

 
5.3 Alternative Alignment 

 
5.3.1 To the far south the proposed Route 9 connects to the proposed Route 4 roundabout. From 

this point the proposed route 9 moves north and curves to the right at the maximum 100m 
centre line radius to avoid Shed 1. Unavoidably Route 9 follows the route of the existing 
access to both Shed 1 and Shed 2.  
 

5.3.2 The alignment continues to bend to the east to avoid Shed 1. As a result both the access 
road and service yard of Shed 1 will be impacted requiring demolition in order to 
accommodate the delivery of the access road. 
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5.3.3 The alignment continues past Shed 1 almost due north before swinging east again to allow 

the road to connect onto Finedon Road at 90 degrees. 
 

5.3.4 The alternative alignment runs much closer to the flood plain extent than the illustrative 
masterplan route. Due to the topography this sterilises a stretch of land between the 
proposed alignment and flood plain for approximately 270m further than the illustrative 
alignment. 

 
5.3.5 The steep topography requires excessive earthworks to the east in the proximity of Shed 1. 

In trying to avoid Shed 1 the vertical geometry of the road is fixed by the existing floor level 
and external levels adjacent to Shed 1 meaning the requirement for earthworks is 
unavoidable.  

 
5.3.6 The extent and nature of these earthworks in close proximity to the flood plain would lead to 

extensive engineering works to ensure the integrity and structural stability of this section of 
road. 

 
5.3.7 The nature of the earthworks and steep fall to the east of the road would necessitate 

vehicular restraint. This has not been allowed for within the current design and would likely 
lead to greater cross sectional width to accommodate the fence and working width. 

 
5.3.8 It is likely that a vehicular barrier would also be required immediately adjacent to the building 

due to the close proximity of the building. As above the working width of the safety barrier 
would likely increase the cross section by a further 500mm minimum. 

 
5.3.9 The close proximity of this alignment to Shed 1 may also have adverse impact on the 

integrity of the foundations to Shed 1.  
 

5.3.10 The horizontal alignment of this alternative route provides for a long straight road running 
almost due north for approximately 370m. It is considered highly likely that this alignment 
would lead to greater vehicular speeds making this option less safe for all users. 
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6.0 FINAL DESIGN PROPOSAL 
 

6.1.1 Both options are fixed at their point of connection to the existing/proposed highway 
infrastructure as described in Section 4.0. 
 

6.1.2 The consented route is sited largely towards the eastern boundary of the site. This route 
avoids Shed 2 but will require demolition of Shed 1 where the route is constrained by the 
extent of land ownership and Network Rail embankment. 

 
6.1.3 The horizontal geometry of the consented route provides effective management of speeds 

with straights limited to approximately 100m in length while maintaining appropriate 
geometry for commercial and employment use. 

 
6.1.4 Although the consented alignment is close to Shed 2 it is located on the inside of a bend. 

This makes the building inherently safer with vehicles less likely to collide with the building in 
an accident. Vehicles will naturally be slower while negotiating the bend due to the proposed 
alignment and therefore reduce noise, vibration and speed. 

 
6.1.5 The alternative route is sited largely towards the western boundary of the site. This route 

avoids both Shed 1 and Shed 2 but the route provides concerns over structural integrity due 
to the earthworks required close to the flood plain. It is considered that significant earth 
reinforcement and stabilisation will be required in close proximity to Shed 1. 

 
6.1.6 The alternative route will encourage higher traffic speeds with approximately 370m of 

straight road. This development parcel will be a combination of commercial, employment 
and residential and therefore traffic speeds are of significant concern. 

 
6.1.7 It is also felt that the alternative route effectively sterilises the land to the east due to the 

topography making the development parcel less flexible and less effective. 
 

6.1.8 It is felt that the proximity of the alternative route to Shed 1, in conjunction with the proposed 
volume and type of traffic using this strategic link and associated health and safety hazards, 
including vibration, noise, traffic would mean business cannot safely or comfortably be 
continued in this location.    

 
6.1.9 Furthermore the alignment of the alternative route as it approaches Shed 2 from the north 

places Shed 2 in the collision path of a speeding vehicle losing control.  
 
6.1.10 Based upon the above, the design of Route 9 was procured using the masterplan as a 

guide. The alignment was worked up in accordance with the relevant design guidance and 
was submitted for reserved matters approval during 2012.  Approval was granted on 21

st
 

February 2013. 
 

6.1.11 It is acknowledged that this alignment has a greater impact on Shed 1, requiring demolition 
and significantly impacting upon the access arrangements.   Both routes impact significantly 
upon the existing leased area to such an extent that the access would need to be amended 
and businesses in either shed would not be capable of effective operation during the 
construction of the new road. Both routes do allow for the retention and continued use of 
Shed 2. 

 
6.1.12 It is felt that on health and safety terms alone the proposed road corridor, in either option, is 

too close to the existing Shed 1 to allow continued usage of these for daily occupation. 
 
6.1.13 It is felt that the illustrative masterplan alignment provides more flexible development 

opportunities and sterilises less land and will enable a comprehensive development of the 
land. Furthermore, it is felt that this provides a more appropriate highway design with 
suitable response to vehicular speeds and safety. 
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