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1 Introduction 

1.1.1 Halcrow Group Limited have been appointed by Oadby & Wigston Borough 

Council (OWBC), via Taylor Young, to prepare a transport report that will further 

consider a transport strategy for Wigston Town Centre, and provide an evidence 

base for the Area Action Plan (AAP) being developed for this area.       

1.1.2 The report considers transport options for the management of traffic in the local 

area by 2026, taking into account the changing traffic patterns and volumes 

predicted.  Transport options identified also take into account the traffic generated 

by the town centre masterplan proposals, which are assumed to be built and 

operational by 2026.    

1.1.3 The key themes of the transport strategy for Wigston include: 

• Make best use of highway capacity; 

• Maximise and enhance sustainable transport links including 

routes for pedestrians, cyclists and public transport users; 

• Manage traffic flows better within the town centre 

 

1.2 Report Purpose 

1.2.1 The purpose of the report is to revisit and build upon the baseline review of the 

highway network already undertaken, and develop a transport strategy for Wigston 

identifying preferred transport options for key sections of the highway network 

within the town centre. This strategy also takes on board comments made by 

stakeholders on the first draft of the masterplan.  Options for transport have been 

identified in consultation with the highway authority and public transport 

operators, to ensure that the schemes chosen are both feasible and deliverable.   

1.2.2 This report will provide a sound evidence base in which to take the masterplan 

through the AAP process.   
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1.3 Report Structure 

1.3.1 This report is structured as follows: 

• Chapter 2 sets out the policy context for the AAP and transport, and 

sets out a summary of the key policies at national, regional and local 

levels; 

• Chapter 3 sets out the baseline analysis of how accessible the town 

centre is by all modes of transport; 

• Chapter 4 sets out the capacity of the existing highway network, 

considering the peak hour capacity of 8 key junctions; 

• Chapter 5 reviews the safety issues associated with the highway 

network; 

• Chapter 6 undertakes a review of car parking within the town centre on 

a Saturday, with a comparison made to surveys undertaken on a 

weekday; 

• Chapter 7 identifies the issues and constraints of the town centres 

existing operation from site visit observations and stakeholder 

discussions; 

• Chapter 8 sets out the masterplan proposals identified at this stage for 

Wigston, and determines the trip numbers and it’s distribution of 

development proposals during the most sensitive peak hour periods; 

• Chapter 9 identifies transport options for the town centre in association 

with the proposals included in the masterplan; 

• Chapter 10 identifies how the local highway network would operate by 

2026 using traffic model data, and development traffic calculated in 

Chapter 4.  This chapter also considers options in achieve the goal of 

the study; 

• Chapter 11 provides a summary and conclusion for the analysis 

completed 
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2 Policy Context 

2.1 Introduction 

2.1.1 This report has been informed by a range of national, regional and local policy as 

detailed in the sections below. 

2.2 National Policy 
Planning Policy Guidance Note 13 (PPG 13) – Transport 2001 

2.2.1 PPG13 on Transport provides guidance for local authorities, developers and other 

transport stakeholders on the promotion of sustainable transport choices for both 

people and goods. It promotes accessibility to jobs, shopping, leisure and other 

services by public transport, walking and cycling, whilst emphasises the need to 

actually reduce the need to travel, especially by car.  

Planning Policy Statement 4 (December 2009) 

2.2.2 Government planning policy with regard to providing sustainable economic 

development in urban areas/ town centres is set out in Planning Policy Statement 

(PPS) 4. Key objectives include: 

• To promote the vitality and viability of town centres; 

• Planning for the growth and development of existing centres; 

• Promoting and enhancing existing centres, by focusing 

development and encouraging a wide range of services in a good 

environment, accessible to all;  

• Enhancing consumer choice by making provision for a range of 

shopping. Leisure and local services, which allow for genuine 

choice to meet the needs of the entire community, particularly 

socially excluded groups; 

• Supporting efficient, competitive and innovative retail, leisure 

and tourism, with improving productivity; and 

• Improving accessibility, ensuring that existing or new 

development is, or will be, accessible and well served by a choice 

of means of transport. 
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• Build prosperous communities by improving the economic 

performance of cities, towns, regions, sub-regions and local 

areas, both urban and rural; 

• Reduce the gap in economic growth rates between regions, 

promoting regeneration and tackling deprivation; 

• Deliver more sustainable patterns of development, reduce the 

need to travel, especially by car and respond to climate change; 

• Promote the vitality and viability of town and other centre as 

important places for communities.  To do this the Government 

wants: 

• New economic growth and development of main town 

centre uses to be focused in existing centres, with the 

aim of offering a wide range of services to communities 

in an attractive and safe environment and remedying 

deficiencies in provision in areas with poor access to 

facilities; 

• Competition between retails and enhanced consumer 

choice through the provision of innovative and 

efficient shopping, leisure, tourism, and local services in 

town centres, which allow genuine choice to meet the 

needs of the entire community (particularly socially 

excluded groups); 

• The historic, archaeological and architectural heritage 

of centres to be conserved and, where appropriate, 

enhanced to provide a sense of place and a focus for 

the community and for civic activity; 

 
The Future of Transport: a network for 2030 (2004) 

2.2.3 The Government White Paper, The Future of Transport: a network for 2030 sets 

out the Government’s vision for addressing pressures on the transport network. 

The White Paper promotes sustained, long term investment, improvements in 

transport management and the need to plan ahead. It highlights the need for 

transport integration between different modes of transport and areas of 

development. The White Paper stresses the need to balance the increasing demand 

for travel against protecting the environment effectively and improving the quality 

of life for everyone – whether they are travelling or not. The Transport White 

Paper also recognises the need to integrate national transport policies with those 

for education, health and wealth creation. 



 

Doc No 001 Rev:  Date: August 2010  5 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

2.3 Regional Policy 
East Midlands Regional Plan (March 2009) (Formally known as the 
Regional Spatial Strategy) 
 

2.3.1 The East Midlands Regional Plan was produced in March 2009 and formed part of 

the development plan under the Planning and Compulsory Purchase Act 2004. 

However, as the result of a new national government in spring 2010 on 6th July 

2010 the Secretary of State announced the revocation of Regional Strategies. Local 

Planning Authorities are now solely responsible for development plans whilst still 

having regard for national policies and the evidence that informed the 

preparation of the revoked Regional Strategies.  Local authorities are expected to 

work with each other and with businesses and communities to consider 

strategic transport priorities and cross boundary issues.   

2.3.2 As the policies within the Regional Plan are still partially regarded, a brief 

review has been undertaken of the East Midlands Regional Plan.  

2.3.3 Policy 13a Regional Housing Policy in the East Midlands Plan proposed a 

minimum of 1,800 houses between 2006 and 2026 for OWBC.   

2.3.4 Paragraph 4.2.29 stated that ‘the consideration of constraints and opportunities has 

identified the need for significantly improved transport and other infrastructure, 

and further investigations will need to be carried out to identify specific 

requirements to support any urban extensions. However a number of factors make 

the prospect of planned sustainable urban extensions to the principal urban areas 

in Wigston difficult without sustained and significant transport infrastructure 

investment.”  

2.3.5 Appendix 6 included the Transport Investment Priorities – there were no such 

priorities for Wigston.  

2.4 Local Policy 
Local Development Frameworks 

2.4.1 Fundamental changes to the planning system have been introduced through the 

Planning and Compulsory Purchase Act 2004 which requires OWBC to adopt 

Local Development Framework in place of their existing Local Plan. The Oadby & 

Wigston LDF is currently being prepared. The Oadby and Wigston Core Strategy 

is the foremost Development Plan Document within the Local Development 

Framework. 
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Oadby & Wigston Core Strategy (Adopted September 2010) 

2.4.2 The Core Strategy sets out the vision, spatial objectives and planning strategy for 

the Borough up to 2026. On 25 January 2010 OWBC submitted the Core Strategy 

to the Secretary of State for Communities and Local Government for formal 

inspection. On 13th August 2010 the Council received the Inspector's Final Report 

and the report was adopted at a meeting of the Full Council on 28 September 

2010.  

2.4.3 Chapter 4 states the visions and spatial objectives for Borough of Oadby & 

Wigston in 2026. In terms of transport objectives; 

• Spatial Objective 6 - high quality public transport will provide 

fast and frequent links to Wigston and Leicester City Centre, 

with the potential to link into a tram line to Wigston, if 

necessary.  

• Spatial Objective 9 – Enhance mobility to Leicester and within 

the Borough, particularly east-west links between South Wigston 

and Oadby via Wigston. Promote the use and development of 

smarter choices and sustainable transport (including travel 

planning, working from home, public transport, cycling and 

walking). Ensure good access to facilities by delivering a 

highway network and transport system that is accessible, 

efficient and affordable to the entire community, as well as 

encouraging the reduction of private car use.  

 

2.4.4 Core Strategy Policy 4 ‘Sustainable Transport & Accessibility’ assists in the 

delivery of Spatial Objective 6 and 9 and states the following: 

• Development should be located and designed so as to reduce 

the need to travel, enhance the safety of pedestrians and road 

users, and improve accessibility for residents.  

• Developers must consider the highways and transport 

infrastructure requirements needed to support and service the 

proposed development. There will be a need to demonstrate, 

that adequate capacity currently exists or will be provided 

through appropriate mitigation that meets necessary 

infrastructure requirements.  

• Support will be given to the following sustainable transport 

initiatives: 
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• High quality public transport links between Wigston 

town centre and Leicester City Centre. 

• A new public transport interchange in Wigston town 

centre to facilitate changes between north-south and 

east-west journeys. 

• Innovative schemes for public car parking in the centre 

of Wigston which comply with the County Council’s 

parking standards, make efficient use of land and 

achieve high quality design. 

 

2.4.5 In relation to Wigston town centre;  

• Wigston is identified as the Borough’s main town and the 

Assessment of Highways and Transportation Implications for 

Oadby & Wigston Borough and Harborough District (2009) 

concludes that this part of the Leicester Principal Urban Area 

has the greatest potential for growth with minimal impact on the 

existing highways network and air quality.  

• Wigston Town centre masterplan incorporates a proposal for a 

public transport interchange that could provide a transport 

interchange between Wigston town centre, an east west bus 

route to South Wigston and Oadby and a north south bus route 

between the Direction for Growth and Leicester.  

 

2.4.6 Core Strategy Policy 11 ‘Affordable Housing’ states that 160 affordable houses 

(excluding the Direction for Growth site) will be provided in Wigston from 2009 – 

2026. 

2.4.7 In terms of future development of Wigston, Spatial Objective 2 sets the 

following targets and objectives for Wigston town centre: 

Objectives: 

• Allocation of land for new development in particular retail, local 

services, community facilities, housing and employment. 

• Development focused in the centre of Wigston 

• Implementation of the proposals within the Wigston town 

centre masterplan area 

• Reinforce Wigston’s role as the Borough’s main town 
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• High quality public transport links providing fast and frequent 

links between Wigston town centre and Leicester City Centre 
Targets: 

• 166 dwellings (2009 – 2026) 

• 13,330sqm of convenience and comparison floor space (2009 – 

2026) 

• 4,675qm of office floor space (2009 – 2026) 

 
Wigston Town Centre Area Action Plan (AAP) 

2.4.8 The Wigston Town Centre AAP is a key document which will focus on 

regeneration, environmental improvements and management of the spatial 

development of Wigston Town Centre to foster its viability and individual 

characteristics. The AAP will have statutory status and will be adopted as part of 

the Oadby and Wigston LDF. 

Leicestershire Local Transport Plan (LTP) 2 (2006 – 2011) 

2.4.9 The LTP 2 details a number of junction and other road improvements 

programmed for implementation in the Oadby and Wigston Borough, including 

the implementation of safety schemes on the A5199 Leicester Road over the 

period 2006 -2007. Consultation undertaken to inform the LTP 2 also showed 

support for road improvements to the A5199, the B582 and the B5418.  

2.4.10 Appendix I of the policy details the 2006 /07 program relevant to this study 

includes; 

• Cycling improvements on Station Road/Pullman Road including 

traffic signals and access works. 

• Local safety schemes on A5199, Wigston, Leicester Road 

including safety works completion and frontage standings. 

• Speed reduction schemes on Pulman Road including completion 

of traffic calming. 

 
Leicestershire Local Transport Plan (LTP) 3 (2011 – 2016) 

2.4.11 LTP3 sets out how Leicestershire, as the transport authority, will seek to ensure 

that transport continues to play a role in ensuring places within Leicestershire are 

prosperous, safe and attractive.  This follows on from the strategy identified in 

LTP 2, and sets out the strategy up to 2016, and a longer term vision up to 2026.   

2.4.12 The masterplan for Wigston has been developed in accordance with the overall 

strategy identified for the area in the LTP3.   
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Leicestershire County Council – 6C’s Design Guidance (Dec 2007) 

2.4.13 The highway authority has developed its own design guidance to ensure that 

development integrates with existing infrastructure and is built in a way that 

enhances the quality of development, and does not have a detrimental effect on 

the operation of the highway network. This guidance aim to meet the following 

objectives: 

• Road and personal safety: To achieve developments that are safe for 

all users; promote road safety, and reduce personal safety risks; 

• Accessibility: To achieve developments accessible to all vehicles and 

people, including those with sensory and mobility impairments; 

• Sustainability: To promote sustainable, high quality alternatives to the 

private car and to encourage using sustainable materials where possible; 

• The impact on highways and transportation infrastructure: to make 

sure the highways and transportation infrastructure is not adversely 

affected by the developments, including safety and congestions, and 

impact on people and the environment is minimised; 

• Design quality and future maintenance: To achieve highway and 

transportation infrastructure that contributes to high quality 

developments that can be properly and efficiently maintained and 

encourage development layouts to be adopted wherever possible, to 

safeguard frontages interests.  

• Occupants and users satisfaction: To achieve developments that are 

appreciated by occupants and users and that meet their likely needs, to 

reduce possible future complaints and problems.  

 

2.4.14 The masterplan will be designed based on the principles and guidance included in 

this document.  

2.5 Summary 

2.5.1 This chapter has set out a summary of policy related to transport and the town 

centre proposals at national, regional and local levels.  The regeneration of the 

town centre will be undertaken in accordance with the transport policy 

requirements in the following ways, as summarised below in Table 2.1.    
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Policy / Guidance (Summary) Action Provided / To Be Provided 

National Policy 

PPG 13- Transport 

Reduce the need to travel  

Improving Wigston town centre will 

potentially reduce the need for people 

to travel to other urban areas in the 

region for employment or leisure, thus 

reducing the need for people to travel. 

Improve accessibility  Enhanced facilities for pedestrian, 

cycle and public transport users are 

being proposed in the town centre, 

thus improving accessibility for those 

travelling sustainably. 

 

Promote sustainable travel Identified improvements to existing 

bus infrastructure, cycle networks and 

pedestrian routes will encourage 

sustainable travel. 

PPS 4- Sustainable urban centres 

Improving accessibility, ensuring that 

the town centre is, or will be, 

accessible and well served by a choice 

of means of transport. 

  

 

Enhanced facilities for pedestrian, 

cycle and public transport users will 

improve accessibility and promote 

sustainability. 

The Future of Transport: a 
network for 2030 (2004) 
Promote sustained, long term 
investment, improvements in transport 
management and the need to plan 
ahead for an integrated transport 
system. 

 

 

The Wigston masterplan works 

towards providing a more integrated 

transport system for the town centre, 

thus promoting the use of sustainable 

modes of travel. 

Regional Policy 
East Midlands Regional Plan 
(March 2009) (Formally known as 
the Regional Spatial Strategy) 

 

To promote accessibility and  

promote improvements to inter-

regional and international linkages. 

 

 

Proposals to improve transport links 

between Wigston and Leicester city 

centre.  

 

Integrated transport system promoting 

sustainable travel and reducing the 
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Policy / Guidance (Summary) Action Provided / To Be Provided 

To improve safety across the Region 

and reduce congestion. 

 

To reduce traffic growth across the 

Region; and improve air quality and 

reduce carbon emissions.  

need to travel by private car, thus 

having a positive effect on reducing 

traffic and carbon emissions. 

Local Policy 
Oadby & Wigston Core Strategy 
(Adopted September 2010) 
 

To promote high quality public 

transport will provide fast and 

frequent links to Wigston and 

Leicester City Centre, with the 

potential to link into a tram line to 

Wigston, if necessary.  

 

To enhance mobility to Leicester and 

within the Borough,  

 

Promote the use and development of 

smarter choices and sustainable 

transport (including travel planning, 

working from home, public transport, 

cycling and walking).  

 

Ensure good access to facilities by 

delivering a highway network and 

transport system that is accessible, 

efficient and affordable to the entire 

community, as well as encouraging the 

reduction of private car use. 

 

Wigston Town centre masterplan 

incorporates a proposal for a public 

transport facility on Bull Head Street 

providing an opportunity for buses to 

serve the eastern areas of the town 

centre as it grows, as well as retaining 

and enhancing its existing facilities on 

Leicester Road. 

 

Maximise and enhance sustainable 

transport links including routes for 

pedestrians, cyclists and public 

transport users. 

 

Make best use of highway capacity; 

and manage traffic flows better within 

the town centre 

 

Wigston Town Centre Area Action 
Plan (AAP) 

Regeneration, environmental 

improvements and management of the 

spatial development of Wigston Town 

Centre to foster its viability and 

individual characteristics. 

 

Enhancements to sustainable 

infrastructure proposed for the town 

centre, thus providing environmental 

improvements, and a reduction in car 

use, improving the viability of the 

existing centre. 
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Policy / Guidance (Summary) Action Provided / To Be Provided 
Leicestershire Local Transport 
Plan (LTP) 2 (2006 – 2011) 

Junction and other road improvements 

in the Oadby and Wigston Borough, 

including the implementation of safety 

schemes on the A5199 Leicester Road 

over the period 2006 -2007, and 

support for road improvements to the 

A5199, the B582 and the B5418. 

 

Commitment to reducing the number 

of private cars in Wigston and making 

junction and other road improvements 

to improve safety in the area 

Leicestershire Local Transport 
Plan (LTP) 3 (2011 – 2016) 
 
Ensuring places within Leicestershire 
are prosperous, safe and attractive. 

The masterplan seeks to maximise 

sustainable transport provision, and 

take account of safety, movement and 

capacity in developing future transport 

options for the town centre 

Leicestershire County Council – 

6C’s Design Guidance (Dec 2007) 

Development that integrates with 

existing infrastructure, enhances the 

quality of development, and does not 

have a detrimental effect on the 

operation of the highway network 
 

 

The masterplan will be designed based 

on the principles and guidance set out 

in the 6C’s, and will seek to integrate 

and enhance the urban environment of 

the town. 

            Table 2.1 – Policy Summary & Impact on the Proposals 

2.5.2 The masterplan provides a framework that pulls together these different policies 

and gives direction to how future development of the town can help to implement 

these policies.  .  
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3 Baseline Review (Accessibility) 

3.1 Introduction 

3.1.1 The ‘baseline review’ chapter’s set out the transport baseline conditions of the 

town centre and identifies any issues and constraints associated with it day to day 

operation.  From this baseline information, the remainder of the report considers 

opportunities for improving access and movement in association with the 

regeneration proposals.  The baseline review has been separated into four key 

themes: 

• Accessibility; 

• Capacity; 

• Safety; 

• Car Parking 

 

3.1.2 This chapter describes the location of the town centre and provides an 

observational audit of access by all modes of transport. This chapter also identifies 

existing issues and constraints to movement / accessibility within the town centre, 

with the objective of addressing these within the masterplan proposals.  

3.2 Local Highway Network 

3.2.1 Wigston Town Centre is situated within the borough of Oadby & Wigston, 

Leicestershire.  Five arterial routes link Wigston to the wider surrounding area, 

with B582 Wigston Road providing a direct link to A6 to the east, and then onto 

Oadby via the B667.  The A5119 provides a link to the Leicester ring road to the 

north, before continuing south through Wigston and running parallel to the M1 to 

Northampton.   The B4518 provides a link to the A563 that provides an east/west 

connection between the A6 and the M1/M69 junction, and the B582 provides a 

route west of Wigston to South Wigston, Blaby and other settlements to the 

southwest.    

3.2.2 Within Wigston, the town centre is bound by four primary routes forming a box 

around the town centre with a series of minor arms taking access from these.  

These routes are shown in Figure 3.1. 
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 Figure 3.1: Local Road Network

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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Issues & Constraints  

3.2.3 Following detailed observations of movement by each transport user within the 

town centre and comments provided by key stakeholders, a number of issues and 

constraints have been identified associated with the existing town centre operation.   

Those issues that relate to car access and movement in the town centre are 

summarised below:  

• Signage for vehicles in the town centre could be clearer.  This is 

especially the case for vehicles accessing the town centre via 

Wakes Road, which are not provided with a sign directing them 

to the primary town centre car park located on Junction Road.  

A sign is also provided on Bull Head Street directing cars via 

Paddock Street to the town centre, but then the signs stop from 

this point and fail to direct people into the town, or to nearby 

car parks or key amenities; 

• The road markings on the Wakes Road/Bull Head 

Street/Oadby Road Roundabout are faded, and do not provide 

motorists with a clear identification of which lane to use at the 

roundabout; 

• Coloured car parking bays in the Aylestone Lane  car park are 

confusing and long stay car parking spaces are rarely used; 

• The Junction Road car park signage is confusing, as it states that 

a fee is required to park, but there is no option to pay for car 

parking; 

• Sections of Leicester Road are used throughout the day for 

vehicles unloading deliveries, which result in temporary 

blockages to the free flow traffic conditions along this route; 

• The junction of Aylestone Lane/Leicester Road/Long Street is 

a mini roundabout, and the close proximity of giveway lines to 

each other at this junction, causes hesitation in driver making a 

turn, and therefore leads to increased queues at this junction; 

• Vehicles turning right on Bull Head Street into Kelmarsh 

Avenue block the inside lane on Bull Head Street, as no 

designated right turn lane is provided for vehicle making this 

turning movement. 
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3.3 Existing Pedestrian & Cycle Accessibility 

3.3.1 Bell Street is the primary shopping street within the town centre and is a 

pedestrianised area running east – west through the town.  Site observations 

indicated that this route is well used by pedestrians,  as well as on the adjoining 

roads including Leicester Road (considered to the secondary shopping street), 

Frederick Street and to a less degree on the southern ends of the Junction Road 

and Spring Lane carriageways.   

3.3.2 Looking at the wider areas of the town centre,  pedestrian flows are still considered 

to be significant along Junction Road, Paddock Street, Bull Head Street, on the 

‘Lanes’ which run from Bell Street to Paddock Street, and south of the town and 

through the Peace Memorial Park.  Pedestrian flows were observed to be minimal 

along and across Moat Street and Blunts Lane. 

3.3.3 Facilities for pedestrians are considered to be relatively good in most locations, 

with wide footways and lighting provided alongside most carriageways, with 

dropped kerbs and refuge islands provided to aid crossing at key junctions. Bell 

Street is the only pedestrainsed road in the town centre, but other pedestrian 

routes are provided around the arcade, and via footpaths connecting most roads 

running parallel through the town.  Vehicles are prohibited from accessing Bell 

Street from Bull Head Street, but access is still possible for pedestrians/cyclists. 

On the western side of the town centre, traffic speeds were observed to be slow 

moving on Leicester Road, with a 20mph zone is in place from Victoria Street to 

Aylestone Lane. In the vicinity of All Saint’s School, a school safety zone (20mph) 

is in place during school opening times and a speed limit of 30mph maintained 

outside these hours. 

3.3.4 A traffic free pedestrian route is also provided through the centre of the town 

running north-south, connecting to Moat Street to the south and Junction Road 

and Bull Head Street to the north (the Lanes).  This route crosses Bell Street and 

Paddock Street and connects to Blunt’s Lane, Long Street and Bull Head Street in 

locations south of Paddock Street.    

3.3.5 This route is considered to have the perception of being unsafe in locations, as it is 

concealed and lacks developments over looking the route, which would offer some 

form of natural surveillance. North of Paddock Street the route is bound by high 

walls, generally for the remainder of its length it is bound by hedges (some 

overgrown) to the south, again making the route dark and un-inviting in places.    
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3.3.6 North of Paddock Street, the route winds around the Paddock Street car park, and 

does not provide a direct route for pedestrians.  As a result, pedestrians were 

observed to leave the route in this location, and walk through the Paddock Street 

car park to access the town centre.  North of Bell Street, the route continues 

between two large developments, again proving an un-attractive route for 

pedestrians to walk surrounded by high brick walls (Sainsbury’s) on either side.   

3.3.7 In terms of pedestrian crossing facilities provided in the town centre (see Figure 

3.2.) these include:    

• Two pelican crossings, and one zebra crossing along Leicester 

Road and Long Street facilitating access to the town centre from 

the west of Wigston; 

• Two pelican crossings and one toucan on Moat Street and 

Bushloe End facilitating access to the town centre from the 

south (and via the footpaths near the recreational park); 

• Two pelican crossings and two toucan crossings on Bull Head 

Street facilitating access to the town centre from the east; 

• Toucan crossing on Wakes Road providing access to the town 

centre from the north. 

 

3.3.8 In terms of cycling facilities, there is an off-road cycle route to facilitate navigation 

off the Oadby Road/Wakes Road/Bull Head Street roundabout using Burgess 

Street, and further toucan crossings located on Bull Head Street and Leicester 

Road.  

3.3.9 Cyclists are prohibited from cycling along the footpaths in the town centre (north 

of Paddock Street) meaning that cyclists have to take longer routes than 

pedestrians in circulating the town centre. However the nature of the roads around 

the town centre, lend themselves to cycling due to the slow speeds etc. Cycle 

parking is provided on the western end of Bell Street and at the eastern end of 

Frederick Street.   

3.3.10 Regional cycling route 77 runs through Wigston town centre from the Bull Head 

Street roundabout ending on Central Avenue.  Leicester’s Regional Route 77 links 

to National Cycle Network Route 63 (NCN 63). NCN 63 runs between Burton –

upon-Trent and Wisbech via Leicester and Peterborough.  
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3.3.11 Cycle routes within the town centre are considered to be piecemeal at present, and 

do not provide a coherent route around the town centre in any direction.  

Provision currently favours access to the town centre from the northeast corner of 

the town, but little if no provision is provided for cyclists approaching from the 

south of Wigston.  The provision to the north comprises a cycle route provided 

part way along Wakes Road, and cycle markings provided on the circulatory of the 

Wakes Road/Oadby Road/Bull Head Street Roundabout.   

3.3.12 Cycle parking is provided in two places located in the centre of the town, but again 

could be provided in more locations, and on the desire lines of cyclists entering the 

town from each direction. 

3.3.13 Signage directing pedestrians and cyclists is provided around the town centre; 

however some of the signage is hidden (behind other signs) and require upgrading. 

The style and presentation of each sign is different and does not provide a 

consistent signing strategy.  Existing pedestrian and cycle provision in the town 

centre is shown in Figure 3.2. 

Issues & Constraints  

3.3.14 An audit of pedestrian and cycle movements within the town centre has been 

undertaken, and has identified a number of known and potential problems and 

constraints.  These include: 

• There is an inconsistency to pedestrian/cycle signage within the town 

centre, and whilst the signage is excellent in some places, in others it is 

poor and can be confusing.  This is particularly an issue in areas around 

Bell Street and Frederick Street, that have no signs indicating that a 

pedestrian route is provided connecting these two areas, and running 

north – south through the centre of the town;   

• Footways are very narrow towards the north of Leicester Road, 

especially in the location of the bus stop located on the western side of 

the Leicester Road carriageway; 

• No dropped kerbs are provided in the footway in the location of the taxi 

rank bays located on the west side of the Leicester Road carriageway 

(approximately half way up the road);  
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• Cycle road markings on the Wakes Road/Bull Head Street/Oadby Road 

Roundabout are faded, and a possible reason for the high number of 

cycle accidents that have occurred at this junction in the last five years;   

• Bikes are seen chained to railings around the town centre, suggesting a 

need for additional cycle parking or existing parking areas to be 

relocated into different areas;   

• Restrictions for cyclists make it difficult for cyclists to take direct routes 

into the town centre, and make use of these off-road routes provided. 

The Lanes to the south of Wigston (south of Paddock Street) are signed 

for joint pedestrian and cycle use, but to the north of Paddock Street, 

these are for pedestrian use only; 

• The parked cars on Moat Street provide obstructions at the side of the 

carriageway and make cycling a difficult and potentially un-safe, as 

cyclists are required to travel in the centre of the carriageway to 

manoeuvre around these vehicles; 

• The cycle lane on Bull Head Street is not continual, and requires cyclists 

to change between cycle route and road in places;  

• The white lines marking out the cycle lane on Bull Head Lane are non-

existent or faded, and should be improved to indicate a designated cycle 

route in this area; 

• There are a number of obstructions for cyclists including bollards on the 

eastern side of Frederick Street and Bell Street, including steps between 

Bell Street/Frederick Street; 

• Hedges were observed to be overgrown and graffiti on the wall next to 

the footpath to the south of Paddock Street, making a less pleasant 

route for pedestrians to walk;  

• The dual carriageway on Bull Head Street acts as severance for 

pedestrians wishing to access Wigston from the residential areas to the 

east. There are four crossing facilities along the length of Bull Head 

Street (within the study area), these are spread out and pedestrians were 

observed crossing using the central refuge islands, especially in 

proximity to Paddock Street; 

• Paddock Street is a busy route for buses and other vehicles, and is 

considered to be a barrier to pedestrians travelling along the lanes that 

intersect this road;    
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• The alleyways off Bell Street and Leicester Road are confined, dark and 

unappealing for use by pedestrians; 

• Potential safety issues (especially at night) in the footpaths in the Blunt’s 

Lane/Ross’s Lane area to the south of the town centre, as these routes 

have little natural surveillance; 

• Mobility scooters take up a significant amount of the footway causing 

conflict with pedestrians and cyclists.  This is a particular concern on 

Leicester Road, in places where the footway narrows, especially in the 

proximity of bus stops; 

• Conflicts between cyclists and pedestrians on Bell Street. 
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    Figure 3.2:  Pedestrian & Cycle Accessibility

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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3.4 Public Transport Accessibility 

3.4.1 Up to eight bus stops are provided within the town centre, with several more 

located just outside this area.  The location of stops and the bus routes that they 

serve are shown in Figure 3.3.  

3.4.2 Bus stops are located along major routes in and out of the town, placing 

passengers close to key destinations within the local area.   On the central routes 

within the town centre, bus stops locations and the buses in which they serve are 

summarised as follows: 

• Leicester Road/Long Street – stops for bus services 40, 

47(northbound), 49, 49A, 49B (northbound), 45; 

• Paddock Street – stops for bus services 47 (westbound), 49, 

49A, 49B; 

• Bull Head Street – stops for bus services 48 (southbound), 49, 

49A, 49B (southbound); 

 

3.4.3 From the three routes identified above, buses provide links to the wider areas of 

Leicestershire and beyond.  To the north, Leicester city centre, Knighton and 

Aylestone, can be accessed by public transport; to the south, Fleckney, Wigston 

Harcourt and Countesthorpe; to the west, The Little Hill Estate, South Wigston, 

Blaby, whetstone Enderby and Fosse Park; and to the east Oadby, Humberstone, 

Hamilton.  

3.4.4 Paddock Street is a one-way street for travel westbound only, and therefore the 

majority of buses circulate around the town centre by travelling southbound on 

Bull Head Street, westbound along Paddock Street and northbound on Leicester 

Road. 

3.4.5 Services 47, 48 and 49A provide a regular journey to Leicester City Centre and 

South Wigston every 15 minutes, and buses 49 and 49B provide a service every 30 

minutes to Leicester and Wigston Harcourt or Fleckney. Service 40 is the circle-

line which circulates Leicester City Centre providing access to all the surrounding 

suburbs on an hourly basis. 



 

Doc No 001 Rev:  Date: August 2010 23 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

 
    Figure 3.3: Bus Routes & Bus Stops

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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3.4.6 Table 3.1 summarises buses, route and frequencies of all bus services travelling 

through Wigston Town Centre.   

Frequency (Minutes) No Operator Route 

Mon – 

Sat 

Daytime 

Mon – 

Sat 

Evening 

Sun & 

Bank 

Hols 

40 Centrebus Circleline (clockwise/anti 

clockwise) Leicester – Oadby 

– Wigston – Eyres Monsell – 

Thorpe Astley – Glenfield – 

Beaumont Leys – Mowmacre 

Hill – Rushey Mead – 

Netherhall - Leicester 

60 N/A N/A 

45 Centrebus Oadby – Wigston – Blaby – 

Fosse Park 

3 4/day N/A N/A 

47 Arriva Leicester – South Wigston – 

Little Hill – Wigston Magna - 

Leicester 

15 (Mon-

Fri) 

20 

(Saturday) 

30 30  

48 Arriva  Leicester – Wigston Magna – 

South Wigston – Leicester 

15 (Mon-

Fri) 

20 

(Saturday) 

30  

 

30  

49 Arriva Leicester – Wigston Magna – 

Wigston Harcourt 

30  60  

 

60  

49A Arriva Leicester – Wigston Magna – 

The Fairfield - SouthWigston 

15  60  60  

49B Arriva Leicester – Wigston Magna – 

Kilby - Fleckney  

30 60 N/A 

Table 3.1: Summary of bus services in Wigston town centre 

3.4.7 Selected bus stops offer a phone texting number, whereby passengers are able to 

text a designated number on their phone, and are provided with details of the next 

bus service from that particular bus stop.  
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3.4.8 Four bus stops located on Bull Head Street, Leicester Road, Long Street and 

Paddock Street currently has the infrastructure to present ‘real time’ bus 

information.  LCC are currently considering a new system to provide real time bus 

service information, of which these stops would benefit from this when 

implemented in the future. It is however considered that the bus shelter facilities at 

these stops are significantly dated and in poor condition and in significant need of 

updating.    

Issues & Constraints  

3.4.9 An audit of bus infrastructure within the town centre has been undertaken, and has 

identified a number of existing problems and constraints.  These include: 

• All bus stops need to be upgraded and improved to modern 

standard shelters where possible.   In some places the bus stops 

are dated, have no information or sheltered seating, making the 

waiting environment un-attractive for its users; 

• Real time public transport information is not available for all bus 

services, and is only provided at a limited number of bus stops; 

• The location of some bus stops, especially on Long Street, cause 

queues back from a stationary bus that other vehicle can not 

pass.  In the case of Long Street, vehicles are unable to exit the 

right movement from Paddock Street, as queues extend past the 

junction; 

• Bus vehicles are considered to be dated, and do not provide an 

attractive alternative mode of transport to the car. 

 
Rail Accessibility 

3.4.10 The closest train station is South Wigston approximately 2.5km from Wigston 

Town Centre, and therefore does not provide a benefit for pedestrians linking 

between the two destinations, but is within an acceptable cycling distance of the 

town centre. Cycle parking will be provided in the near future at the station.  Bus 

services 47, 48 and 49A all stop on Station Road, outside South Wigston Station, 

and provide links to the town centre and adjoining areas.   There are two platforms 

at South Wigston Station, and include facilities such as sheltered seating areas and 

timetable information boards.  

3.4.11 South Wigston Station lies on the Birmingham to Peterborough line. Cross 

Country operate trains from here to the closest major destinations of Leicester and 

Birmingham, with both being served by a train every two hours.  The station is 

unmanned with passengers having to purchase their tickets on the train.  
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3.4.12 Leicester Train Station is approximately 5km north of Wigston Town Centre.  Bus 

service 48 provides a connection to this station from Wigston Town Centre every 

15 minutes, and undercover cycle parking is also provided at the station.    

3.4.13 There are four platforms at Leicester Station, providing the following services: 

Platform One: 

• Hourly Cross-Country service to Birmingham New Street via 

Hinckley.  

• Hourly semi-fast East Midlands service to Sheffield via 

Loughborough, Long Eaton and Derby. 

 

Platform Two: 

• Hourly fast East Midlands service to Nottingham via East 

Midlands Parkway. 

• Hourly fast East Midlands service to Sheffield, with peak hour 

services to Leeds and weekend services to York and 

Scarborough. 

• Hourly semi-fast East Midlands service to Nottingham via 

Loughborough, with peak hour services to Lincoln. 

• Hourly Cross-Country service to Stansted Airport via 

Cambridge. 

 
Platform Three: 

• Hourly fast East Midlands service to London St Pancras 

• Hourly semi-fast East Midlands service to London St. Pancras 

via Market Harborough, Kettering, Wellingborough, Bedford 

and Luton Airport Parkway 

• Second fast East Midlands service to London St. Pancras via 

Market Harborough 

• Hourly fast Cross-Country service to Birmingham New Street 

 
Platform Four: 

• Hourly fast East Midlands service to London St. Pancreas 

through from Sheffield 

• Hourly East Midlands 'Ivanhoe' service to Lincoln via Syston 

and Newark with peak hour trains to Sleaford 
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Issues & Constraints  

3.4.14 An audit of infrastructure in the town centre has been undertaken, and has 

identified a number of existing problems and constraints.  These include: 

• There are no cycle parking facilities at South Wigston train 

station to facilitate cycling between the station and town centre; 

• The railway station is un-appealing and is in need of updating 

and modernising; 

• Trains rarely stop at the station and typically at times outside the 

morning and evening weekday peak hours.  On this basis, rail is 

not considered to provide a ‘realistic’ alternative to driving to 

the town during these hours.  

 

3.5 Summary 

3.5.1 This chapter has described the location and form of the town centre, and 

undertaken a review of how accessible the town centre is by all modes of transport.    

3.5.2 The town centre is considered to have an excellent network of traffic-free 

pedestrian routes (The Lanes), although these are in a poor condition in close 

proximity to the town centre.  Provision for cyclists is provided in some locations, 

but this is considered to be ‘piecemeal’ and does not offer a good quality 

comprehensive route for cyclists in the local area.  The town centre is also well 

served by public transport, and serves stops located close to the main retail core, 

however this is considered to be dated, and in much need of improvement. 

3.5.3 This chapter has identified how accessible the town centre is by each road user and 

has identified the issues and constraints associated with these modes based on the 

existing town centre operations.  This information was identified from detailed site 

visit observations at various times and days, and from comments made by key 

stakeholders.    
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4 Baseline Review (Capacity) 

 

4.1 Introduction 

4.1.1 This chapter describes the existing capacity of the highway network during the 

most sensitive peak hours, when traffic flows are operating at there highest levels. 

4.2 Network Capacity 

4.2.1 The operation and capacity of the existing highway network has been identified, 

through the assessment of 8 key junctions located in and around the town centre, 

and these are shown in Figure 4.1.   These junctions include: 

• Bull Head Street/Oadby Road/Wakes Road 

• Bull Head Street/Newton Lane/Welford Road/Moat Lane 

• Leicester Road/Wakes Road/Victoria Street 

• Long Street/Moat Street/Bushloe End 

• Bull Head Street/Paddock Street 

• Leicester Road/Long Street/Aylestone Lane 

• Leicester Road/Frederick Street 

• Leicester Road/Paddock Street 

 

4.2.2 Traffic counts were surveyed on Wednesday 16th June 2010 for a two hour period 

in the morning and the evening, including the peak hours, and a 30 minute buffer 

for which highway networks typically operate at maximum capacity.  This included 

a traffic survey period of 0730 to 0930 in the morning, and between 1630 and 1830 

in the evening.  Traffic counts were conducted during a weekday and outside 

school holiday periods.   From this data, the peak hours of the highway network 

we identified as being between 0800 and 0900 in morning, and between 1700 and 

1800 in the evening.  Traffic count surveys are included in Appendix A.   

4.2.3 All traffic flows have also been converted into Passenger Car Units (PCUs) for 

inclusion in junction models.  A PCU is a vehicle expressed as a length of 6 metres 

(robust), and the PCU values attributed to each vehicle type include: 
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 Figure 4.1:  Key Junction Locations

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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• Car and light goods vehicles 1.0 PCU 

• Medium good vehicles  1.5 PCU 

• Heavy goods vehicles  2.3 PCU 

• Buses and Coaches  2.0 PCU 

• Motor-cycles   0.4 PCU 

• Pedal cycles   0.2 PCU 

 

4.2.4 All traffic flows within junction capacity assessments are converted to PCU values 

based on vehicle classification counts surveyed at each junction.   

4.3 2010 Junction Assessments & Validation 

4.3.1 In order to ensure that the junction assessment models created for Wigston 

accurately reflect the operation of the junction, and queues observed on site during 

the hourly periods for which they represent, the models are validated for an 

existing year traffic scenario (2010).    

4.3.2 Junction capacity assessments have been carried out with 2010 traffic flows, Heavy 

Goods Vehicle (HGV) percentages identified from traffic count data, and 

geometry measured on site and from Ordnance Survey data.  The models were 

then validated from queue length surveys undertaken at each approach to a 

junction during the peak hours, and interpreted into site intercept values within the 

various traffic modelling software packages.  This ensures that the queues 

observed at the junction in 2010, are also reflected in the traffic model.  Queues 

were observed during the two weekday peak hours, and this data is presented in 

the appendix with the traffic model results.  The modelling results for each 

junction assessed are set out below.    

Bull Head Street/Oadby Road/Wakes Road Roundabout 

4.3.3 This junction has been assessed and validated in ARCADY for a 2010 weekday 

morning and evening peak hour.  The results are set out below in Table 4.1., and 

all junction capacity assessment outputs are provided in Appendix B.    

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Bull Head Street (N) 0.708 2 0.10 0.914 9 0.20 
Oadby Road 0.770 3 0.12 0.809 4 0.14 
Bull Head Street (S) 0.606 2 0.06 0.795 4 0.14 
Wakes Road 0.222 0 0.03 0.884 7 0.21 

Table 4.1: Bull Head Street Roundabout ARCADY results - 2010 background traffic 
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KEY 
RFC = Ratio of flow to capacity (approaches typically considered to be at capacity at an RFC of 
0.85 or 85% of capacity); 
Queue = Queues generated in vehicles  
Delay = Vehicle delay in seconds 
 

4.3.4 The above results show that in 2010, this junction operates with average queues of 

2 vehicles on most approaches, but the junction is always shown to be operating 

within capacity.  In the evening peak hour, this junction is approaching capacity on 

the majority of approaches, and is shown to be over capacity on the Bull Head 

Street (N) approach, with worst-case queues of 9 vehicles.    

4.3.5 It should be noted that the left turn from Oadby Road has been discounted from 

the ARCADY modelling as it does not enter the roundabout. The left turn takes 

the form of a give way with Bull Head Street (South) exit arm, located 15m south 

of the roundabouts gyratory.    

4.3.6 The operation of the Oadby Road junction has been modelled in PICADY for a 

2010 traffic scenario to determine the likely queues that would form from the back 

of this give-way line. In the morning peak the junction sees a queue of 2 vehicles 

on Oadby Road, however in the evening peak a queue of 24 is identified (RFC of 

1.06).   

Bull Head Street/Newton Lane/Welford Road/Moat Lane 

4.3.7 This is a four arm signal controlled junction with ‘call on demand’ pedestrian 

crossing facilities provided at the stop line of each junction approach.  Pedestrians 

are crossed in a central island between the approach and exiting carriageways on 

three of four arms, with pedestrians able to cross the full width of Newton Lane at 

a single time.  Advanced stop-lines are provided for cyclists at the junction, with 

the exception on Newton Lane.   

4.3.8 The signal plan for this junction has been obtained from LCC, in order to replicate 

its existing operation.  This has included details on the staging of signals, 

intergreens and the cycle time, which has been input into LinSig.  The results are 

set out below in Table 4.2.   
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Morning Peak Evening Peak 
Link Road & Movement 

DoS Q Del DoS Q Del 
1/1 Bull Head Street - R 77.7 9 64.6 74.8 9 51.8 
1/2 Bull Head Street – L/A 31.3 8 13.9 56.2 19 21.3 
2/1 Newton Lane –R/L/A 77.6 19 78.5 61.6 13 66.6 
3/1 Welford Road – A/L 78.9 31 50.1 76.6 26 58.2 
3/2 Welford Road - R 0.4 0 30.3 1.2 0 53.4 
4/1 Moat Street – A/R 45.7 8 65.3 75.0 21 72.6 
4/2 Moat Street - L 64.6 16 61.9 50.3 13 49.1 
 CT=180 PRC=14% CT=180 PRC=18% 

Table 4.2: Bull Head Street/Moat Street/Newton Lane Traffic Signals LINSIG Results – 

2010 base traffic 

KEY 
DoS = Degree of Saturation, the junction approach is considered to be operating at capacity at a 
value of of 90% or over; 
Queue = Queues generated in Passenger Car Units (PCU) (One PCU =6m in length) 
Delay = Vehicle delay in seconds 
 

4.3.9 The above results show that the junction is operating within capacity in both peak 

hours, although some significant traffic queues are shown to occur on some 

approaches to the junction, especially the left and ahead movement from Welford 

Road.    

4.3.10 The observed results at this junction show lower queues generated on some arms. 

Local feedback on the existing junction arrangement is that lane markings at this 

junction do not provide sufficient room to accommodate vehicles waiting in the 

centre of the carriageway, and that the junction does not operate as well as it 

previously did before changes to this junction were implemented a few years ago.   

Leicester Road/Wakes Road/Victoria Street 

4.3.11 This is a priority crossroads with Leicester Road forming the continuous route 

through the junction, and Wakes Road and Victoria Street being minor arms.  This 

junction has been assessed in PICADY during the peak hours, and the results are 

summarised below in Table 4.3.   
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Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (N) 0.004 0 0.10 0.000 0 0.00 
Wakes Road 0.802 4 0.28 0.739 3 0.24 
Leicester Road (S) 0.571 1 0.19 0.824 4 0.35 
Victoria Street 0.049 0 0.16 0.055 0 0.18 

Table 4.3: Leicester Road/Wakes Road/Victoria Street PICADY results – 2010 base traffic 

4.3.12 The above results show this junction to be operating a similar levels in both peak 

hours, with the largest queue in the morning peak on Wakes Road (4 vehicles) and 

on Leicester Road (S) in the evening peak hour.  The junction is shown to be 

operating within capacity.    

Long Street/Moat Street/Bushloe End 

4.3.13 This is a three arm mini roundabout that has been assessed and validated in 

ARCADY.   The results are set out below in Table 4.4.    

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Long Street  0.667 2 0.17 0.917 8 0.48 
Moat Lane 0.771 3 0.20 0.826 4 0.33 
Bushloe End 0.850 5 0.28 0.825 4 0.26 

Table 4.4: Long Street/Moat Street/Bushloe End ARCADY results - 2010 base traffic 

4.3.14 This junction is shown to be operating within capacity in the morning peak hour, 

with worst-case queues of 5 vehicles observed on the Bushloe End approach.  In 

the evening peak hour, the junction is shown to be operating just over capacity, 

with an RFC of 0.917 and queue of 8 vehicles on Long Street.    

Bull Head Street/Paddock Street 

4.3.15 This is a priority ‘T’ junction, with Paddock Street being the minor arm, and Bull 

Head Street having a two lane carriageway in each direction.  A right turn lane is 

provided off the southbound Bull Head Street carriageway, able to accommodate 

approximately 8 vehicles waiting to turn right into Paddock Street.  Paddock Street 

is a one-way road provided access to a public car park, and access to Long Street at 

its opposite end.   

4.3.16 This junction has been assessed in PICADY, in terms of the queues of right 

turning vehicles at the junction waiting to turn into Paddock Street.  The results 

are set out below in Table 4.5.  
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Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Bull Head Street (Right) 0.720 2 0.66 0.354 1 27 

Table 4.5: Bull Head Street/Paddock Street PICADY results - 2010 base traffic 

4.3.17 This junction is currently shown to operate within capacity, with right turning 

queues no larger than 2 vehicles in any peak hour period.   

Leicester Road/Long Street/Aylestone Lane 

4.3.18 This is a three arm roundabout that has been assessed in ARCADY during 

weekday peak hours in 2010.  The results are set out below in Table 4.6.   

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road 0.712 2 0.16 0.690 2 0.18 
Long Street 0.783 3 0.20 0.770 3 0.18 
Aylestone Lane 0.704 2 0.22 0.705 2 0.15 

Table 4.6: Leicester Road/Long Street/Aylestone Lane ARCADY results - 2010 base traffic 

4.3.19 The results show this junction to be operating within capacity in both peak hours, 

with the largest queues of 3 vehicles occurring on Long Street.   

Leicester Road/Frederick Street 

4.3.20 This is a priority ‘T’ junction with Frederick Street being a cul-de-sac to cars, whilst 

providing access to a number of car parks and employment servicing areas.  This 

junction is located close to the Aylestone Lane/Leicester Road/Long Street 

junction to the south, and therefore includes yellow box hatching across Frederick 

Street, for allowing access through any queues generated across this junction.   The 

capacity assessment and validation results are set out below in Table 4.7.   

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Frederick Street 
(Left/Right) 

0.062 0 0.14 0.426 1 0.21 

Leicester Road 
(Ahead/Right) 

0.244 1 0.15 0.315 1 0.17 

Table 4.7: Leicester Road/Frederick Street PICADY results - 2010 base traffic 
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4.3.21 The above results show the junction to be operating well within capacity during 

both the morning and evening peak hour, with queues no larger than a single 

vehicle.   

Leicester Road/Paddock Street 

4.3.22 This is a priority ‘T’ junction with Paddock Street being a one-way road exiting 

onto Leicester Road with both designated left and right turn lanes.   The junction 

has been assessed in PICADY and the results presented below in Table 4.8. 

Morning Peak Evening Peak 
Movement 

RFC Q Del RFC Q Del 
Paddock Street (Left) 0.340 1 0.19 0.373 1 0.16 
Paddock Street (Right) 0.747 3 0.49 0.690 2 0.37 
Leicester Road (Right) 0.000 0 0.00 0.000 0 0.00 

Table 4.8: Leicester Road/Frederick Street PICADY results - 2010 base traffic 

4.3.23 The above results show the junction to be operating within capacity in both peak 

hours, with the worst-case queue occurring on the right turn movement from 

Paddock Street in the morning peak hour.   

4.3.24 The broad capacity of all junctions, during morning and evening peak hours is 

summarised in Figure 4.2.   

4.4 Summary 

4.4.1 This chapter has set out details of how the local highway network operates in 

terms of capacity, especially in relation to a number of key junctions during 

weekday morning and evening peak hours.    

4.4.2 A total of eight junctions have been assessed during a morning and evening peak 

hour, with geometry obtained from site and from ordnance survey data.  This has 

been input into industry standard modelling programs together with traffic flows 

surveyed in June 2010, and validated against queue surveys during the same peak 

hours.  For signal controlled junctions, signal plans have been obtained for these 

from the highway authority and used to replicate the operation of the junction.  

4.4.3 All baseline (2010) junction models have been validated using queue observations 

at each junction during the peak periods.  This has included undertaking average 

queue surveys on each junction approach during peak hour periods.  This data is 

presented in an appendix with junction modelling results.   
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4.4.4 Overall, junctions within the morning peak hour are shown to operate with more 

capacity than the same junctions in the evening peak hour, but nearly all junctions 

are shown to be operating within capacity in 2010.  

4.4.5 The Moat Street/Bull Head Street/Newton Road junction is shown to be 

operating with the least amount of capacity in both peak hours in 2010, largely 

because this is a signal controlled junction, which also provides full pedestrian 

crossing facilities across each junction approach. The junction is shown to be 

operating within capacity in both peak hours, but with some considerable queues 

on primary routes.   

4.4.6 The 2010 peak hour junction assessments have been provided to show the current 

capacity of the highway network, and for the purpose of validating the junction 

models before testing these with future year traffic scenarios.    
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  Figure 4.2: Key Junction Capacity Summary (2010)

This map is based upon Ordnance Survey 
material with permission of Ordnance Survey 
on behalf of her Majesty’s Station Office (c) 
Crown copyright.  Unauthorised reproduction 
infringes Crown copyright and may lead to 
prosecution or civil proceedings 



 

Doc No 001 Rev:  Date: August 2010  38 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

5 Baseline Review (Safety) 

5.1 Introduction 

5.1.1 A review of the highway network safety has been undertaken for the town centre, 

and including the key junctions described in the previous chapter.  It is the 

purpose of this chapter to identify any existing issues, and consider how the 

problems might be addressed with changes to the highway network associated the 

masterplan proposals.  

5.2 Personal Injury Accident Analysis 

5.2.1 Personal Injury Accident (PIA) data has been obtained from LCC for the 

immediate highway network around the town centre.  The data includes accident 

records for the most recent five year period (2005 to 2010), and includes details of 

accident locations, severity, and the number of vehicles involved.   Accident 

severity by location and user involved is summarised below in Table 5.1.   

5.2.2 The severity of accidents and the location in which these occurred are shown on 

the highway network in Figure 5.1.   

Accident Severity Slight Serious 

Key Junctions Car Peds Cycle Car Peds Cycle 
Bull Head Street 
Roundabout 

18 0 7 0 0 0 

Bull Head Street/Newton 
Lane/Welford 
Road/Moat Street 

1 0 1 0 1 0 

Leicester Road/Wakes 
Road/Victoria Street 

2 0 0 0 0 0 

Long Street/Moat 
Street/Bushloe End 

0 0 1 0 0 0 

Bull Head Street/Paddock 
Street 

0 2 0 0 0 0 

Leicester Road/Long 
Street/Aylestone Lane 

0 0 0 0 0 0 

Leicester Road/Frederick 
Street 

0 1 0 0 1 0 

Long Street/Paddock 
Street 

2 0 1 0 0 0 

Total 23 3 10 0 2 0 

Table 5.1; Summary of PIAs at key junctions
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   Figure 5.1:  Personal Injury Accidents 2005 - 2010

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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5.2.3 In the five year period ending in May 2010, a total of 38 accidents have been 

recorded at various locations in and around Wigston Town Centre.  Of these 

accidents, 36 have been recorded as being of a slight severity, and 2 of a serious 

severity.   In terms of injury accidents by mode of transport, 3 of the slight injuries 

and both of the serious injuries include pedestrians, and a further 9 of the slight 

injuries involve cyclists.  A review of PIAs occurring at the key junctions and links 

is set out below: 

Bull Head Street Roundabout 

5.2.4 A total of 20 slight vehicle accidents have been recorded at this roundabout in the 

five-year assessment period, resulting in 25 PIAs.  This is a result of more than one 

person being injured during a single vehicle accident.   

5.2.5 Of these accidents, 7 involved cyclists of which four occurred in icy or wet 

conditions. The accident descriptions indicate that all of the collisions involving 

cyclists were the result of driver errors, with 4 accidents relating to vehicles 

following too closely behind cyclists, and 2 accidents resulting from vehicles failing 

to give way. 

5.2.6 The relatively high number of cycle accidents at the Wakes Road/Oadby 

Road/Bull Head Street Roundabout (or Bull Head Roundabout) has been 

investigated in detail, and whilst the accident records do not give sufficient detail as 

to the reason for occurrences, a number of possible causes have been identified.  

The roundabout currently has cycle lanes marked on the circulatory, but these are 

faded and littered with obstacles.  The provision of these routes encourages cycles 

to use the roundabout, but it is considered that its size, the volume of traffic, and 

the speed at which it travels, should not be a junction that encourages cyclists to 

use.  It is considered that off-road cycle routes and crossings in the location would 

provide a slight longer journey time for some cyclists, but a much safer route in 

reaching their destination.   This is a point discussed in more detail later in the 

report.   

5.2.7 Three accidents at this junction involved motorcycles. Based on the data provided 

by LCC, all three motorcycle-related accidents can be attributed to vehicles failing 

to give way and pulling out into the circulatory carriageway in front of motorcycles. 

5.2.8 All other accident included minor vehicle shunts, and vehicles pulling out into the 

circulating carriageway in front of an existing vehicle.   
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Bull Head Street/Newton Lane/Welford Road/Moat Street 

5.2.9 A total of 3 PIAs were recorded at this junction; 2 of the PIAs were classified as 

slight injuries, and 1 was classified as a serious injury. The serious injury was 

inflicted on a pedestrian who attempted to use a signalised crossing point after the 

pedestrian stage had finished and the traffic stage was starting.  

5.2.10 A cyclist sustained a slight injury by colliding with a vehicle after disobeying traffic 

signals in wet conditions.  

Leicester Road/Wakes Road/Victoria Street 

5.2.11 There were 2 collisions at this crossroad junction, resulting in 2 slight injuries. 

Both injuries were inflicted on vehicle drivers, due to attempts to turn right at the 

junction. 

Long Street/Moat Street/Bushloe End 

5.2.12 One slight injury was recorded at this mini-roundabout. The slight injury involved 

a cyclist after a vehicle failed to look properly leading to a collision. 

Bull Head Street/Paddock Street 

5.2.13 A total of 2 PIAs were recorded at this location, both involving pedestrians. The 

accidents occurred as a result of vehicles turning right from Bull Head Street and 

colliding with pedestrians attempting to cross Paddock Street. 

Leicester Road/Long Street/Aylestone Lane 

5.2.14 No PIAs were reported at this junction. 

Leicester Road/Frederick Street 

5.2.15 Two accidents were recorded at this priority junction, both involving pedestrians. 

A pedestrian received serious injuries after a collision with a vehicle attempting to 

enter Leicester Road from Frederick Street. The other accident involved a mobility 

scooter colliding with a pedestrian after following too closely behind, resulting in 

slight injuries for the pedestrian. 

Long Street/Paddock Street 

5.2.16 A total of two accidents were reported at this key junction, with three people 

suffering slight injuries as a result. One accident involved a cyclist after a vehicle 

followed too closely behind and clipped the rear wheel of the cyclist. The other 

accident at this location involved a collision between two vehicles after the driver 

of one vehicle suffered medical problems whilst driving and was unable to stop. 
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5.2.17 All accident records are provided in Appendix C. 

5.3 Summary 

5.3.1 This chapter has undertake a review of the safety issues associated with the existing 

highway network, looking a personal injury accidents that have occurred in the 

most recent five year period.   

5.3.2 The accident results suggest that the road users were in error for the majority of 

accidents caused in the town centre, as it was not named in the causation 

descriptions that factors relating to the design of the local highway network were 

directly responsible for there occurrence  It is however considered that any 

measures that require changes to the form of a junction arrangement within this 

report, will take safety issues into consideration, and schemes will aim to address 

any problems where possible.    
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6 Baseline Review (Car Parking) 

6.1 Introduction 

6.1.1 This chapter provides a review of car parking within the town centre associated 

with all public and the majority of private car parks.     

6.2 Car Parking Locations & Operation 

6.2.1 A total of 14 public and private car parks are located within the proposed Wigston 

Town Centre boundary. The locations of these car parks are shown in Figure 6.1.  

6.2.2 The majority of car parks located within the town centre are poorly signed, and 

give no information on the amount of spaces available, or how full the car park is 

at the time of arrival.  The Aylestone Lane car park operates a coloured parking 

bay system, with white bays being provided for short-stay car (up to 3 hours), and 

blue bays for long term parkers.  Short term parking is free of charge, but a fee 

applies to long term parking.  For all car parking, only a single visit to the car park 

is allowed each day, preventing vehicles from returning to the car park to claim a 

second period of 3 free hours. This parking system was once used in all the public 

car parks located in the town centre, but site visit observations revealed that in the 

Paddock Street and Junction Road car parks, all the blue bays have been painted 

over in white, and therefore increasing the provision of short stay spaces in the 

local area.     

6.2.3 The coloured parking bay system is now only located in the Aylestone Lane car 

park, as coloured bays have been painted over in other car parks, however the 

signs in all car parks have yet to be updated to reflect this situation, which can lead 

to confusion for the user.  This is especially the case in the Junction Road car park, 

as signs state that a fee is required to park, but it is all short term (free) car parking, 

and there are no payment machines.     

6.3 Car Parking Capacity 

6.3.1 In order to understand the use of car parks with Wigston Town Centre, a parking 

beat survey was undertaken on Saturday 19th June 2010, at all 14 car parks over a 

period of 12 hours between 0700 and 1900. The beat recorded the number of 

spaces available, with hourly occupancy and parking durations.  Table 6.1 provides 

a summary of the survey findings: 
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Car park location 

Marked 

spaces 

available 

Max cars 

parked in a 

single hour 

Car park 

occupancy 

(%)  

Average 

stay 

(hours) 

Junction Road 142 133 94.4% 1.19 

Frederick Street 55 56 101.8% 1.21 

Spring Lane 29 29 100.0% 1.21 

Paddock Street 89 66 73.0% 1.28 

Aylestone Lane 59 44 74.6% 1.52 

North of Arcade 14 13 92.9% 2.78 

South of Arcade 51 53 103.9% 2.06 

Sainsburys roof top 99 83 83.8% 1.78 

Bell Fountain Inn 39 37 94.9% 1.92 

Conservative Club 28 - - - 

The Bell 7 5 71.4% 2.75 

North of Frederick Street 14 9 50.0% 2.35 

South of Frederick Street 43 35 81.4% 2.04 

Opposite Spring Lane 15 9 60.0% 2.04 
Table 6.1: Summary of Parking Beat Survey Results (19/06/2010) 

6.3.2 The above table indicates that there are 684 marked car parking spaces available in 

Wigston Town Centre.  Of this number, the first five car parks are OWBC owned 

(public) and equate to 374 spaces.   It is also clear that the following car parks are 

close to being full some part of a typical Saturday:  Junction Road, Spring Lane, 

North of Arcade, and the Bell Fountain Inn.  In addition, the car parks situated at 

Frederick Street and South of Arcade are over utilised, with more vehicles parking 

in the car park than the number of spaces allows.   

6.3.3 The results also demonstrate that the five borough council car parks (i.e. Junction 

Road, Frederick Street, Spring Lane, Paddock Street and Aylestone Lane) are used 

as shorter stay car parks, with average stays ranging from between 1 and 1.5 hours 

at these locations. The other mainly private car parks in Wigston Town Centre are 

generally used for longer periods of time, often over 2 hours on average. Cars 

parked in the car park North of Arcade are typically parked for almost 3 hours. 

The occupancy rates, parked vehicle durations and total parking provision has 

been collected for each of the car parks identified above, with information for the 

public car parks in Wigston detailed below.  The information surveyed for car 

parks is provided in Appendix D
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    Figure 6.1: Car Park Locations

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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Junction Road Car Park 

6.3.4 Junction Road is the largest public car park in Wigston, containing 142 marked 

short-term parking spaces (white bays).  Access to the car park is provided via 

Burgess Street, an entry only road off the south side of the Wakes Road 

carriageway.  This road forms a loop around the car park, which then connects 

back to Wakes Road at a priority junction.    

6.3.5 Table 6.2 details the number of parking spaces occupied during each hour of the 

survey period and the duration of stay for the car park, and a graph showing the 

profile of spaces used in the car parking in Figure 6.2.  

Hourly 

Period 

(Start) 

Car 

Arrivals 

Average 

Stay 

(Hours) 

Car 

Accum. 

Car 

Departs 

Marked 

Spaces 

% 

Occupancy 

07:00 6 2.17 6 0 142 4.2% 

08:00 13 1.00 16 3 142 11.3% 

09:00 102 1.16 105 13 142 73.9% 

10:00 117 1.22 130 92 142 91.5% 

11:00 106 1.15 133 103 142 93.7% 

12:00 106 1.22 123 116 142 86.6% 

13:00 113 1.19 134 102 142 94.4% 

14:00 108 1.24 130 112 142 91.5% 

15:00 105 1.20 130 105 142 91.5% 

16:00 65 1.12 88 107 142 62.0% 

17:00 36 1.22 44 80 142 31.0% 

18:00 17 1.00 28 33 142 19.7% 
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Table 6.2: Summary of Junction Road Parking Beat Survey Results 

Junction Road Car Park - Occupancy Profile
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Figure 6.2: Junction Road Car Park Profile 

6.3.6 The above results show that during the Saturday survey period, this car park is 

never fully occupied, with 134 vehicles of 142 spaces being parked during a 1300 

to 1400 peak hour.  The car park operates near to capacity between 1000 and 1600, 

as over 90% of parking spaces are used for most of this period.  Outside these 

times, the car park is shown to have significantly more capacity.  

Frederick Street Car Park 

6.3.7 Frederick Street car park takes access off the north side of the Frederick Street 

carriageway, and is a public car park for 55 vehicles.  Information recorded on the 

use of this car park is set out below in Table 6.3., and a graph showing the profile 

of spaces used in the car parking in Figure 6.3. 

Hourly 

Period 

(Start) 

Car 

Arrivals. 

Average 

Stay 

(Hours) 

Car 

Accum. 

Car 

Departs 

Marked 

Spaces 

% 

Occupancy 

07:00 1 1.00 1 0 55 1.8% 

08:00 1 2.00 1 1 55 1.8% 

09:00 19 1.21 20 0 55 36.4% 

10:00 49 1.29 52 17 55 94.5% 

11:00 44 1.11 56 40 55 101.8% 

12:00 45 1.31 53 48 55 96.4% 



 

Doc No 001 Rev:  Date: August 2010  48 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

13:00 39 1.31 52 40 55 94.5% 

14:00 42 1.38 52 42 55 94.5% 

15:00 42 1.17 54 40 55 98.2% 

16:00 46 1.07 56 44 55 101.8% 

17:00 27 1.04 34 49 55 61.8% 

18:00 4 1.00 5 33 55 9.1% 

Table 6.3: Summary of Frederick Road Parking Beat Survey Results  

Frederick Street Car Park - Occupancy Profile
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Figure 6.3: Frederick Street Car Park Profile 
 

6.3.8 Of the 55 marked spaces at the Frederick Street car park, it is shown to be almost 

fully occupied between 1000 and 1700, with the car park being over occupied for 

two hours during the day. Between 1100-1200 and 1600-1700 there is more cars 

parked than spaces available at the car park, meaning some vehicles parked outside 

the marked spaces available, with 56 vehicles parked in the car park and occupancy 

rates of 101.8%. 

Spring Lane Car Park 

6.3.9 Spring Lane is a public car park with space for 29 vehicles.  The car park is located 

in front of Wigston library, with vehicle access provided via Junction Road and 

Burgess Street.  Saturday parking information for this car park is set out below in 

Table 6.4, and a graph showing the profile of spaces used in the car parking in 

Figure 6.4. 
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Hourly 

Period 

(Start) 

Car 

Arrivals 

Average 

Stay 

(Hours) 

Car 

Accum. 

Car 

Departs 

Marked 

Spaces 

% 

Occupancy 

07:00 1 1.00 1 0 29 3.4% 

08:00 3 1.00 3 1 29 10.3% 

09:00 25 1.04 25 3 29 86.2% 

10:00 27 1.26 28 24 29 96.6% 

11:00 23 1.17 29 22 29 100.0% 

12:00 22 1.59 27 24 29 93.1% 

13:00 18 1.11 26 19 29 89.7% 

14:00 17 1.41 20 23 29 69.0% 

15:00 20 1.20 28 12 29 96.6% 

16:00 18 1.06 23 23 29 79.3% 

17:00 7 1.00 9 21 29 31.0% 

18:00 4 1.00 5 8 29 17.2% 

Table 6.4: Summary of Spring Lane Parking Beat Survey Results  

Spring Lane Car Park - Occupancy Profile
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Table 6.4: Spring Lane Car Park Profile 
 

6.3.10 The car park is well used between 0900 and 1700, but is only fully occupied for a 

single hourly period between 1100 and 1200. At all other times, several parking 

spaces are shown to be available at the car park.   
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Paddock Street Car Park 

6.3.11 Paddock Street is a large public car park located in the southeast corner of the 

town centre.  Access to this car park, which includes 89 marked spaces, is via 

Paddock Street, a one-way road running between Bull Head Street and Long 

Street.  The use of this car park is summarised below in Table 6.5, and a graph 

showing the profile of spaces used in the car parking in Figure 6.5. 

Hourly 

 (Start) 

Car 

Arrivals 

Average 

Stay 

(Hours) 

Car 

Accum. 

Car 

Departs 

Marked 

Spaces 
% Occ 

07:00 1 1.00 1 0 89 1.1% 

08:00 12 2.08 12 1 89 13.5% 

09:00 26 1.19 30 8 89 33.7% 

10:00 46 1.24 51 25 89 57.3% 

11:00 53 1.21 64 40 89 71.9% 

12:00 54 1.46 65 53 89 73.0% 

13:00 39 1.31 63 41 89 70.8% 

14:00 49 1.24 65 47 89 73.0% 

15:00 54 1.30 66 53 89 74.2% 

16:00 22 1.14 39 49 89 43.8% 

17:00 24 1.13 30 33 89 33.7% 

18:00 13 1.00 18 25 89 20.2% 

Table 6.5: Summary of Paddock Street Parking Beat Survey Results  

Paddock Street Car Park - Occupancy Profile
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Table 6.5: Paddock Street Car Park Profile 
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6.3.12 Between 1100 and 1600, approximately 72% of spaces are shown to be utilised, 

but over 20 spaces are always available at any one time.  The car park is shown to 

be busiest between 1500 and 1600 on a Saturday, with utilisation at 74.2%.   

Aylestone Lane Car Park 

6.3.13 The Aylestone Lane car park is located off the north side of the Aylestone Lane 

carriageway, and in close proximity to its junction with Leicester Road.  This public 

car park has 59 marked spaces, which include a combination of both short-term 

and long-term spaces, indicated using the coloured bay system.    

6.3.14 In terms of short and longs stay bays, there are 26 blue long stay parking bays, 

which allows for an unlimited amount of parking up until midnight of the day of 

purchase.  The fare for long-term parking is a standard £2.50, and charges apply 

0800 until 1800hrs Monday to Saturday, excluding Bank Holidays.   The car park 

also contains 29 white bays for short term parking for under 3 hours, and 4 

disabled spaces.    

6.3.15 Details of how this car park operates is summarised below in Table 4.6, and a 

graph showing the profile of spaces used in the car parking in Figure 6.6. 

Hourly 

Period 

(Start) 

Car 

Arrivals 

Average 

Stay 

(Hours) 

Car 

Accum. 

Car 

Departs 

Marked 

Spaces 

% 

Occupancy 

07:00 9 6.78 9 0 59 15.3% 

08:00 2 1.50 10 1 59 16.9% 

09:00 13 2.46 21 2 59 35.6% 

10:00 27 1.44 39 9 59 66.1% 

11:00 24 1.21 38 25 59 64.4% 

12:00 28 1.18 44 22 59 74.6% 

13:00 25 1.16 41 28 59 69.5% 

14:00 23 1.17 36 28 59 61.0% 

15:00 29 1.17 37 28 59 62.7% 

16:00 16 1.06 24 29 59 40.7% 

17:00 11 1.00 16 19 59 27.1% 

18:00 0 0.00 0 16 59 0.0% 

Table 6.6: Summary of Aylestone Lane Parking Beat Survey Results 
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Aylestone Lane Car Park - Occupancy Profile

0

10

20

30

40

50

60

70

07:00 08:00 09:00 10:00 11:00 12:00 13:00 14:00 15:00 16:00 17:00 18:00

Time

N
u
m
b
e
r 
o
f 
S
p
a
c
e
s

Spaces

Spaces Utilised

 
Table 6.6: Aylestone Lane Car Park Profile 
 

6.3.16 The data provided above indicates that there are 59 marked spaces at Aylestone 

Lane. Approximately 65% of available spaces are utilised between 1000 and 1600, 

with a peak utilisation of 75% between 1200 and 1300. Figure 6.7 shows the 

maximum occupancy level of all car parks observed on a Saturday.   

6.4 Weekday Parking Comparison 

6.4.1 As a sensitivity test, a sample car parking beat was undertaken on Wednesday 16th 

June 2010 (during school term time) in order to understand weekday parking 

demand in the town centre, and for comparison to car park occupancy rates 

surveyed on a Saturday. 

6.4.2 The weekday parking beat undertaken was less comprehensive than the Saturday 

beat, with only three car parks being considered for a limited time period.  Surveys 

were undertaken for three public car parks including Junction Road, Frederick 

Street and Paddock Street. The weekday surveys were collected during the 

following hours: 

• Junction Road: 0900-1000, 1100-1200, 1200-1300, 1300-1400, 

1400-1500, 1500-1600, 1600-1700; 

• Frederick Street: 1000-1100, 1400-1500, 1600-1700; 

• Paddock Street: 1000-1100, 1300-1400, 1400-1500, 1500-1600, 

1600-1700. 
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6.4.3 For corresponding hours surveyed at each car park, Table 6.15 summaries peak 

hour and average occupancy percentages.   

Car Park 

Location 

Parking Beat 

Day 

Peak Car Park 

Occupancy (%) 

Average Car Park 

Occupancy (%) 

Saturday 94% 78% 
Junction Road 

Weekday 87% 68% 

Saturday 102% 87% 
Frederick Street 

Weekday 96% 85% 

Saturday 74% 67% 
Paddock Street 

Weekday 75% 61% 

Table 6.15 Summary of Weekday and Saturday Parking Beat Results 

6.4.4 The results show that on average, car parks are seen to have a higher occupancy on 

a Saturday compared to a weekday.  This is likely to be a result of retail placing the 

highest demands on parking in the town centre, compared against other 

employment parking demands that might be more apparent during the weekday.  

6.5 Summary 

6.5.1 A parking beat was undertaken for a 12 hour period on a Saturday, recording key 

information such as parking occupancy and duration of stay.   This was followed 

up with a sensitivity test to compare occupancy percentages to three car parks 

during a weekday.    

6.5.2 The results show that car parks were most occupied on a Saturday between the 

hours of 1100 and 1600, with the Frederick Street car park being the most 

occupied car park during this period, and almost nearly at capacity.    

6.5.3 The duration of stay information revealed that most car park users only stayed 

about and hour and a half in the town centre, especially when parking in public car 

parks.  This pattern was largely replicated in both public and private car parks from 

about 1100 onwards.  In the private car parks, those vehicles arriving between 

0700 and 0900 were seen to stay for the longest periods of time (probably parking 

for an entire work shift), parking between 4 and 10 hours.    
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Figure 6.7:  Maximum Car Park Occupancy Percentage

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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7 Transport Issues 

7.1 Introduction 

7.1.1 This chapter expands on the transport issues and constraints set out in the baseline 

chapters and identifies a series of primary issues that would be the focus of being 

resolved or improved as part of the masterplan proposals.    

7.2 Transport Issues 

7.2.1 From site observation information and discussions with key stakeholders, the 

primary transport issues occurring in Wigston town centre have been identified, 

and these are set out below under the heading of the transport users largely 

affected by them.   

7.2.2 The stakeholders that have provided an input include: 

• Oadby & Wigston Borough Council Officers; 

• Oadby & Wigston Borough Council – Council members 

• Leicestershire County Council; 

• Arriva Midlands; 

• CentreBus; 

 

7.2.3 A brief summary and the location of all issues identified are shown in Figure 7.1.  

These issues also take into consideration the changes that are envisaged to occur as 

a result of the masterplan proposals, but at this stage, are still shown on the 

existing town centre layout. 

Pedestrian Issues 

7.2.4 The issues identified affecting pedestrians include: 

• The safety and attractiveness of the lanes; 

• The severance of Bull Head Street; 

• Footway Issues 
 

 



 

Doc No 001 Rev:  Date: August 2010 56 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

 
Figure 7.1:  Wigston Town Centre Transport Issues Summary

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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The Lanes north and south of Paddock Street 

The lanes 

7.2.5 South of Paddock Street, the lanes are kept well maintained, are lit, and provide an 

attractive route adjacent to the park and allotments.  However to the north of 

Paddock Street, the routes are not lit, are narrow, bound by high brick walls (for 

the most part), not signed, and between Paddock Street and Bell Street, do not 

provide a direct route for pedestrians to use.   This route is considered to have the 

perception of being unsafe, is dark in places at night, and lack developments 

providing a natural surveillance of the route.   

Bull Head Street Severance 

7.2.6 Bull Head Street provides five crossings for pedestrians to cross the B5119 linking 

the town centre to the largely residential areas to the east of the town.  The 

majority of crossings are provided along the desire lines of pedestrians, with the 

exception of Paddock Street.  Paddock Street is a signed route for the town centre, 

a key car parking location, a centre location for catching buses routing through the 

town centre, and the location of two major retail stores (Aldi and B&Q).  During 

site visit observations, a significant number of pedestrians were observed to be 

crossing Bull Head Street in this location, using the central island provided in the 

centre of the carriageway.  It is therefore considered that this location would 

benefit from a formal pedestrian crossing, removing the pedestrian barrier between 

the town centre and its visitors.  This could include the provision of a new 

crossing, or the relocation of an existing one.    
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Footway Issues 

7.2.7 The footway running either side of the Leicester Road is considered to be of a 

good quality for the most part, and sufficient to accommodate the volume of 

pedestrians using the route.  The footway is in a relatively good condition, with 

dropped kerbs provided at junctions and crossing points.   It was however 

observed that in a single location on the western side of the carriageway, the 

footway narrows and splits to run round a small taxi and car parking area.  This 

area serves a number of small retail units, and also provides an access point to 

private car parking at the rear of the site.  In this location, the footway is very 

narrow and does not incorporate dropped kerbs.   Cars parked in this location 

form a barrier to pedestrians and mobility scooters using the footway on this side 

of the carriageway, as they are required to walk either between cars and taxi’s 

parked in this area, or use the narrow stretches of footway provided around this 

area.  It is considered that this area could be better used within the town centre.   

           

Taxi and car parking area located within the Leicester Road footway 

Cyclist Issues 

7.2.8 The issues identified affecting cyclists include: 

• High concentration of personal injury accident levels at the 

Wakes Road/Oadby Road/Bull Head Street Roundabout; 

• Lack of existing cycle network; 

• Conflicts between cyclists and pedestrians on Bell Street; 

• Cycle parking provision; 
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High Concentration of Accidents 

7.2.9 The high concentration of cycle accidents occurring at the Wakes Road/Oadby 

Road/Bull Head Street Roundabout is an issue, as this junction has a number of 

existing measures in place to accommodate cyclists, and to make other route users 

aware of their presence.  Short cycle lanes are marked with white lines and text 

between each approach road on the circulating carriageway of the roundabout, and 

signs saying ‘think bike’ and ‘beware cyclists’ and provided on approach to this 

junction.   

7.2.10 The personal injury accident data suggests that the majority of accidents were the 

result of minor shunts with cars, and several occurred during wet/poor weather 

conditions.   It was noted on site that the surfacing on the circulating carriageway 

of the roundabout was worn, with the lane markings barely visible in places.  

Obstacles and debris is pushed into the outside of the circulating carriageway by 

cars, moving this into the path of cyclists.  The volume of traffic travelling round 

this junction, and the size of the junction allowing vehicle to manoeuvre the turns 

at high speeds, do not make for an attractive and safe environment for cyclists and 

other road users to coexist.    

     

Railings on Bell Street used for cycle parking, and cycle markings on Wakes Road 

/Oadby Road/ Bull Head Street Roundabout 

Lack of Existing Cycle Network 

7.2.11 A short cycle route is provided in two location on Bull Head Street, and is used to 

direct cyclists on and off the carriageway to Bell Street (the primary shopping 
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street), and the cycle parking area located at the western end of this road.   The 

cycle route does not extend for a length of more than a few metres, but it is 

considered that this route could be extended, to provide an allocation of 

carriageway for cyclists to use, and to make car users more aware of cyclists using 

the route.   

Pedestrian / Cycle Conflicts 

7.2.12 A short cycle lane is currently provided at the eastern end of Bell Street, directing 

cyclists on and off the Bull Head Street carriageway in a northbound direction.  

When cyclists enter the town centre at the eastern end of Bell Street, the closest 

allocated cycle parking area is located at the western end of Bell Street, requiring 

cyclists to travel the full length of the road.  This was observed to cause conflicts 

between pedestrians and cyclists in this area, as cyclists are able to travel at 

significantly faster speeds than pedestrians, and therefore have the potential to 

create safety implications for pedestrians when sharing the same street.  

Cycle Parking Provision 

7.2.13 Cycle parking is provided in two locations in the town centre, and this was 

observed to be very well used.  This is in addition to bikes also being chained up to 

railings throughout the town centre, especially at the eastern end of Bell Street.   It 

is considered that cycle parking in the town centre should be expanded, and should 

be located in a number of locations, providing a parking location near to wider 

amenities than directly in the centre of town, and on the routes that cyclists would 

enter the town from all directions.  At present, no provision is provided for cyclists 

entering the town from the south, and cyclists are required to travel through the 

town to park.    

Public Transport Issues 

7.2.14 The issues identified affecting public transport users include: 

• Bus stop locations; 

• Quality and consistency of infrastructure; 

• Full town centre accessibility 
 

Bus Stop Locations 

7.2.15 The bus stop on the north-western side of the Leicester Road carriageway is 

located on a narrow section of footway, which offers little room for passengers to 

wait for a bus, provides no space to provide a shelter, and causes obstructions to 

other users of the footway.   This was observed to be a popular location for 

pedestrians catching a bus, and this has been confirmed by LCC and Arirva 
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Midlands.  The bus stop is located on a narrow section of footway at the northern 

end of Leicester Road, and observations showed that pedestrians and mobility 

scooter users could not pass in this location due to people waiting a the bus stop, 

and were crossing the carriageway to avoid this section of the footway.  It is 

considered that the possibility of relocating this bus stop to a location that offers a 

wider footway for waiting passenger and other users of the highway street would 

be beneficial, and should form a consideration in the masterplan for the town 

centre.   

7.2.16 The bus stop located on the western side of the Long Street carriageway (north of 

its junction with Paddock Street) currently causes blockages to the through flow of 

traffic on Long Street when a bus is stationary at this stop, especially as this is prior 

to the carriageway widening out as it approaches level with Bell Street.   

Northbound traffic on Long Street is observed to queue behind a bus and block 

traffic from exiting Paddock Street (right turn movement), which is a primary and 

signed route for traffic into the town centre from Bull Head Street, and a major 

route for buses accessing the centre.   The result is for traffic queues to build up 

waiting to exit Paddock Street during the times when a bus is picking up 

passengers at the Long Street stop. It is therefore considered that the flow of 

traffic on Long Street and Paddock Street would benefit from the stop being 

relocated to an alternative location. 

             

           Leicester Road bus stop and condition of bus shelter on Paddock Street 
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Bus Infrastructure 

7.2.17 Four bus stops have the ‘real time’ system connected to them, and these stops are 

located on Leicester Road, Long Street, Paddock Street and Bull Head Street.  It is 

however considered that these primary bus stops, and all other located in the town 

centre would benefit from a ‘real time’ bus system currently being considered for 

Leicestershire. At present it is considered that the bus stops in the town centre do 

not provide an attractive option for users when compared to other modes of 

transport, i.e. the car.  It is considered that raised kerbs, modern and well lit 

shelters, with seating and information boards/maps could be provided, although 

this would be subject to discussions with LCC and bus service operators.  An 

improved bus ‘real time’ information system would also be attractive for future bus 

stop provision, and would provide users with up-to-date information on how the 

service is running.    

Town Centre Accessibility 

7.2.18 Buses are currently well placed within the town centre to the central retail areas 

and surrounding amenities.  The masterplan proposals intend to expand the town 

centre out to the east towards Bull Head Street. Potential new developments 

located to the south of Wigston could also generate a higher number of bus users 

routing along Bull Head Street (potentially on route to Leicester).  It is therefore 

considered that a new transport facility, combining bus, taxi and disabled parking 

on the town centre side of Bull Head Street would provide a new location for bus 

users to access the town centre, effectively allowing Public Transport to serve the 

town on all sides.    

7.2.19 The use of this new facility would depend on the commercial case for new bus 

services to be introduced or for existing services to be re-routed. It would provide 

an option for this to occur if the commercial case allowed and would not detract 

from the existing facilities on Paddock Street and Leicester Road.     

Vehicular Issues 

7.2.20 The issues identified affecting car users, passengers and car sharers include: 

• The Wakes Road/Leicester Road/Victoria Street Junction; 

• The Leicester Road/Aylestone Road Junction; 

• Car parking operation; 

• Vehicle Servicing 

• Poor Signing; 

• Access to the Library and Spring Lane; 
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Wakes Road/Leicester Road/Victoria Street Junction 

7.2.21 The Wakes Road/Leicester Road/Victoria Street junction is a priority crossroads 

with Victoria Street and Wakes Road being the two minor arms taking access off 

the mainline route.  The large majority of traffic at the junction turns between 

Leicester Road (S) and Wakes Road and vice versa, which this dominant flow 

having to give way at the stop line of the junction. Leicester Road is a cul-de-sac to 

the north of the junction, and therefore is not considered to warrant a priority 

movement at the junction.    

7.2.22 At present the largest queues are shown to be generated on Wakes Road in the 

morning peak hour and on the Leicester Road (S) approach in the evening peak 

hour. It is therefore considered that these unnecessary delays and queues could be 

reduced with a change of priority at the junction in favour of the largest flow 

movements.   

             

Alystone Lane and Leicester Road Junctions 

Leicester Road/Aylestone Lane Junction 

7.2.23 The Leicester Road/Aylestone Lane junction is a mini-roundabout located in a 

central area of the town, with all three arms putting a substantial amount of traffic 

through the junction.  Its compact design puts the stop-lines of each arm of the 

junction in close proximity to each other, causing a significant amount of observed 

driver hesitation in moving off the stop-line when approaching the roundabout.  

This is considered to add to the queues generated in this location.   
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7.2.24 The junction is also located close to the junction of Leicester Road with Frederick 

Street, and for this reason, yellow hatching is provided across the entrance of this 

junction, as queues back from the roundabout can occasionally block access to this 

route.  For larger vehicles, the movement from one junction into the other can also 

be difficult, with HGV’s needing to take up a large amount of the surrounding 

carriageway to be able to make this manoeuvre.   

Car Parking 

7.2.25 Car parking within the town centre is spread over a number of locations, with the 

use of coloured coded parking bays for long term and short term stays.  This is not 

considered to be clear to some users of the car park, as in the Paddock Street car 

park, the blue lines have now been painted over in white, suggesting that the long 

stay spaces are now removed, although the signs still suggest that are provided.  

This is also a issue of confusion in the Junction Road car park, which does not 

include any blue spaces, but the signs still indicate a fee is needed to park for  long 

durations.  There is however no means to pay for parking in the car park, and no 

long term parking spaces provided.     

7.2.26 Car parks are poorly signed in the town, and do not give any information on 

occupancy levels. Many are accessed off one-way streets or via cul-de-sacs, which 

require them to be approached from a certain direction.  If a car approaches these 

car parks from the opposite end of a one-way street, then this car is required to 

travel around the town to be able to approach the car park from the correct side.    

This is also likely to result in some users having to travel between a series of car 

parks before finding a space to park.    

7.2.27 Parking takes up a considerable area of the town centre, as is all provided (except 

Sainsbury’s) on a single level, and therefore taking up a significant amount of land 

that could be better utilised for retail or residential floor-space.    
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              Parking bays at the Alyestone car park and unloading vehicle on Leicester Road 

Deliveries 

7.2.28 During site visit observations, a number of HGV’s were parked and unloaded at 

the side of the Leicester Road carriageway, requiring all other vehicles to travel as if 

in a filter lane past the vehicle.   This generates a significant amount of delay for 

vehicles using Leicester Road, and prevents pedestrians from crossing the 

carriageway in certain locations.  The obstacles also generate problems for taxis 

and bus services that frequently use Leicester Road and for pedestrians, cyclists 

and mobility scooter users if vehicles overlap partially onto the adjoining footway.    

Signing 

7.2.29 The road signing in the town centre is inconsistent, and does not provide a 

continuous message for transport users entering the town.  Paddock Street is 

signed as a route into the town centre from the northbound Bull Head Street 

carriageway, but signs stop beyond this point and provide no useful information 

like directions to car parks, the town centre, or any other amenities in the local 

area.  For traffic entering the town centre via Wakes road, the same can be said as 

no signs indicate the town centre, and do not show the location of the Junction 

Road car park, until almost driving past it.   All these signs include the most basic 

of information and just show a ‘P’ for parking, with no information on the number 

of spaces, how full the car park is, or how close it might be to the retail centre.   
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7.2.30 On Bushloe End and Moat Street, no signs are provided to route traffic to the 

town centre, and only give signs for a school and the community centre.  Even on 

Welford Road, a major route into the town from the south, signs are provided 

indicating the route to South Wigston, Oadby and Leicester, but no information is 

given directing traffic to Wigston Town centre.  It is therefore easy not to realise 

that the town centre exists when driving through the area.   

7.2.31 For cyclists and pedestrians signage is provided in some locations, but again does 

not provide a continuous message along the entirety of a route.  The lanes are 

networks signed to the south of Paddock Street, but there are a number of access 

and exit points that connect on to the lanes, but with no signs indicating where 

these routes lead, or what amenities they serve.  As the surrounding road network 

and town centre is not visible from the lanes, this information is considered to be 

useful when walking these routes.   

7.2.32 Cycle signs are provided in locations around the town centre, but some are hidden 

in vegetation or behind other signs/traffic signals.  This is especially the case on 

Wakes Road.    

                 
 
            Junction Road car park sign and concealed signs on Wakes Road 
 

Library/Spring Lane Access 

7.2.33 The masterplan proposals see the existing one-way access around the Junction 

Road car park removed, and this car park to become a public square.  Access to 

Spring Lane would be made via Frederick Street.    
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8 Masterplan Proposals 

8.1 Introduction 

8.1.1 This chapter sets out the proposals for the town centre, and identifies the traffic 

that these developments would generate during the most sensitive peak hours, and 

its distribution and assignment over the highway network.  

8.2 Masterplan Proposals 

8.2.1 The current masterplan has been developed by Taylor Young in drawing no. 4250 

– 1.010 Rev 2, and a copy is provided in Appendix E.    

8.2.2 The proposals include: 

• 4 blocks (C1 to C4) of commercial development with a 

combined gross floor area of 4,675sqm. 

• 7 blocks (R1 to R7) of retail development.  It is anticipated 1/3 

of the retail will be food retail, and the remainder non-food 

retail. The developments will have a combined gross floor area 

of 13,225sqm;  

• 145 apartments and 21 town houses (13, 475sqm); 

• A single development (H1) for health land uses with a gross 

floor area of 1,000sqm; 

• A leisure unit (LE1) with a gross floor area of 500sqm 

 
Net Development Change 

8.2.3 Of the development proposals identified within the masterplan, not all of this is 

new development land uses in the town centre, as a proportion of the 

development will include the refurbishment of existing units, or the replacement of 

older developments with similar land uses.   Taylor Young have identified the net 

change in gross floor areas for each land use associated with the proposals, and 

these are set out below in Table 8.1. 

 

 

 



 

Doc No 001 Rev:  Date: August 2010  68 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

Land Uses Proposed Net Change in GFA  

Office +3775sqm 

Food Retail  +2637sqm 

Non-Food Retail +5355sqm 

Apartments +145 units (1-2 bed) 

Houses + 21 (3 bed) 

Doctors Surgery +1000sqm 

Leisure -141sqm 

Pub/Restaurant -668sqm 

Table 8.1: Net change in development Gross Floor Areas (GFA’s0 

8.2.4 It is on the above changes in gross floor areas per land use that proposed 

development traffic has been identified during weekday peak hour periods.    

8.3 Traffic Generation 
Vehicle Trips 

8.3.1 The traffic generated by the development floor areas listed above has been 

identified from trip rates derived from TRICS version 2010(b), using sites of a 

similar nature and proximity to an urban centre.  The surveys chosen have 

excluded Greater London sites as recommended within TRICS best practice 

guidance, as it is considered that the level of transport choice available within 

London does not reflect the rest of the nation.  

8.3.2 Trip rates have been derived for weekday morning (0800-0900) and evening (1700-

1800) peak hours for all land uses and these are set out below in Table 8.2.    

 Morning Peak Hour Evening Peak Hour 
Land Uses Arr. Dep. Total Arr. Dep. Total 

Office 1.583 0.248 1.831 0.409 1.945 2.354 

Food Retail  3.021 1.493 4.514 7.144 8.988 16.132 

Non-Food Retail 0.080 0.00 0.80 0.920 1.040 1.960 

Apartments 0.026 0.127 0.153 0.161 0.089 0.250 

Houses 0.195 0.341 0.536 0.292 0.209 0.501 

Doctors Surgery 5.054 2.040 7.094 3.054 4.254 7.308 

Leisure/Café/Pub 0.00 0.00 0.00 1.587 2.857 4.444 

Table 8.2: Average vehicle trip rates  
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8.3.3 For the purposes of TRICS, specific developments within each of the general land 

use categories have been identified, and these are based on the type of 

developments most likely to occupy each of the units identified within the 

masterplan as identified by Taylor Young.  These include: 

• Food retail land uses have been based on small retail stores such 

as a Tesco Express or Sainsbury Local, etc; 

• Commercial land uses have assumed office developments; 

• Health land uses have been based on the provision of a new 

doctors surgery, and; 

• A café is envisaged for the leisure land use proposals with 

operating hours similar to a pub/restaurant. 

 

8.3.4 Post draft submission of this report to LCC identified that the trip rates identified 

for residential apartments are considered to be low in comparison to values 

typically accepted by the highway authority. Whilst the trip rates have been 

retained for the purpose of this report and its analysis, it is considered that a review 

of apartment trip rates would be required for assessing developments at a future 

planning application stage.  TRICS outputs are provided in Appendix F.   

8.3.5 In applying the trip rates to the net change in gross floor areas identified for each 

land use, total vehicle trip generation associated with the masterplan has been 

derived and set out in Table 8.3. 

 Morning Peak Hour Evening Peak Hour 

Land Uses Arr. Dep. Total Arr. Dep. Total 

Office 60 9 69 15 73 89 

Food Retail  80 39 119 188 237 425 

Non-Food Retail 4 0 4 49 56 105 

Apartments 4 18 22 23 13 36 

Houses 4 7 11 6 4 11 

Doctors Surgery 51 20 71 31 43 73 

Cafe / Pub 0 0 0 -11 -19 -30 

Gym -1 -1 -2 -2 -2 -4 

Total Trips  193 69 262 271 388 659 

Table 8.3: Proposed vehicle trip generation 
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8.3.6 The above table suggests that the change in development land uses and gross floor 

areas as identified within the Wigston Town Centre masterplan, would be expected 

to generate 262 two-way car trips in the morning peak hour and 659 two-way car 

trips in the evening peak hour. This is before mode shift and linked trips have been 

taken into consideration.    

8.4 Trip Types 

8.4.1 Whilst the development proposals will generate some new trips to the area, there 

are a number of trip types that need to be clarified. These apply to trips made by 

all transport users, but car trips are the main focus in terms of highway network 

capacity.  For the masterplan proposals, the following trip types have been 

identified: 

• Linked trips from other town centre areas; 

• Pass-by trips; 

• Multimodal trips; 

• New trips on the highway network 

 

8.4.2 These are discussed in turn below.   

Linked Trips 

8.4.3 The type of developments proposed within the town centre are not dissimilar to 

the types of development already on offer, and it is therefore considered that the 

new proposals will not all be new trips, but will largely provide additional retail 

choice for those existing users of the centre.  It is envisaged that this may result in 

existing users staying for a longer period in the town centre, but will not necessarily 

generate a significant level of new customers.    

8.4.4 The TRICS Research Report 05/1 titled ‘Trip Attraction Rates of Developments 

with Multiple Retail and Leisure Uses’ (2005) that the “amount of trip linking is 

associated with the number of sites within the development that could potentially 

be visited. Multi-use sites with 4 or more developments reduce on average the total 

number of external trips by about 20% through trip linking”  This percentage is 

largely attributed to retail parks with similar type retail units, with the link trip 

percentages of a town centre being considerably more influential.    

8.4.5 For town centre locations, studies suggest that the propensity to undertake linked 

tips depends on four factors (Impact of Large Food stores on Market Towns and District 

Centres - DETR, 1998): 
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• The extent to which the store complements the town centre; 

• The distance and physical linkages between the two; 

• The relative size of the town centre as compared with the store; 

• Accessibility, parking and orientation of the store. 

 

8.4.6 Wigston already has a wide mixture of land uses located within the town centre, 

including non-food retail shops such as the Co-op, Wigston Department Store, 

food shops such as Sainsbury’s, and a number of supporting units such as banks, 

travel agents, cafes, doctors, public houses, take-a-ways, etc.  As the proposals for 

the town centre propose similar types of development to these already present in 

the town centre, it is envisaged that the a large proportion of trips visiting the new 

developments will made up of a high proportion of those people already shopping 

in the town centre.  

8.4.7 For some developments proposed in the town centre, it has been assumed all will 

be new trips.  These include the proposed office, health and leisure land uses, with 

only linked trips being associated with food and non-food retail.  

8.4.8 Specifically relating to food retail, the findings from the DETR report (1998) 

referred to above indicate that a good degree of trip combination does take place 

at food stores in town centres. Table 8.4 indicates the proportion of trips to a 

food store that were combined with a visit to the town centre. This means that 

people visited the town centre on the same trip as the food store and indeed 

parked in one car park for the length of the dual trip. This is different from the 

general propensity for people to visit the town centre for food shopping whether 

on the same or a separate trip. 

Location Supermarket % Linked Trips 

Ashby Somerfield 77 

Fakenham Budgens 70 

Ferndown Somerfield 71 

Northfield Sainsbury 64 

St Neots Waitrose 79 

Average link trip percentage 71% 

Table 8.4: Trip Linked at selected town centre food store sites 
Source: Impact of Large Food stores on Market Towns and District Centres, DETR, 1998 
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8.4.9 The DETR report further indicates that the propensity for trip linking decreases 

the further a food store is located away from the town centre. Consequently, town 

centre stores generally have the highest proportion of people combining trips, 

followed by the edge-of-town stores, whilst the out-of-town stores display the least 

linkage. The report further states that this is as expected, as with a town centre 

food store people are already in the town centre with additional wide ranging 

facilities and therefore more likely to undertake other activities whilst they are 

there. 

8.4.10 Research by TRICS on Safeway stores (1995) also indicates that supermarkets in 

town centre locations have a higher percentage of linked trips, especially on 

Saturday, which underpins the DETR report findings. 

8.4.11 The DETR report also compared the effect of new stores opening on trip linking 

in town centres and concluded that for some towns, shoppers using the new town 

centre food store linked their trips more than previously. Although not directly 

supported by the evidence there is an indication that the more lively towns with a 

wider range of activities and shops have a higher level of trip linking. 

8.4.12 A 1998 study funded by the National Retail Planning Forum and the DETR of 

eight town centres identified a strong relationship between joining food store and 

non-food shopping trips. Table 8.5 indicates trip linking by all modes/customers at 

a range of Safeway store located in town centres. Whilst there is some variation 

between stores and on different days, it is clear that more than half of all the food 

store trips were linked. 

Location % Linked Trips (Fri) % Linked Trips (Sat) 

Reigate 47 47 

Southport 52 50 

St Helens 38 70 

Harwood 60 50 

Average  49% 54% 

Table 8.5: Percentage of customers making a linked trip (Sainsbury’s) 
Source: Accessibility, Walking and Linked Trips, NRPF & DETR, 1998 
 

8.4.13 The percentage of linked trips equates to 55% of car users (up to 70% in Exeter). 

For car users only in town centre locations, the results are set out below in Table 

8.6. 
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Location % Linked Trips  

Chelmsford (Central) 62 

Exeter (Central) 70 

Kings Lynn 33 

Average Linked Trips 55% 

Table 8.6: Percentage of car users making a linked trip (Sainsbury’s town centre stores) 
Source: Accessibility, Walking and Linked Trips, NRPF & DETR, 1998 
 

8.4.14 On the basis of taking an average of the figures identified in the tables above, a 

reduction in newly generated masterplan development trips of 60% has been used 

for food /non food retail land uses to take account of trips that will already be 

visiting the town centre and will link to the new proposals.   

Pass-by Trips 

8.4.15 Firstly in considering pass by trips research suggests that (especially) in the case of 

food retail shopping, pass by trips are significant, with up to 50% of trips on a 

main highway with a high two way flow are likely to consider making a shopping 

trip. Thus trips that are already on the network will pass into the store then 

continue on to their destination (which is likely to be home in the PM Peak hour). 

8.4.16 It is also widely recognised that the higher the levels of traffic flows on the main 

road adjacent to the store, the higher level of pass by trips that could be expected. 

8.4.17 In the case of Wigston, Bull Head Street is considered to have a high flow of 

passing trips, suggesting a high pass-by percentage is possible, but it is also the case 

that not much of the town centre (with exception of some of the masterplan 

proposals) is visible from this road, and therefore suggesting a smaller amount of 

pass-by potential.  For the purpose of this report, a very conservative pass-by 

percentage of 5% has been taken for retail trips only.    

Multimodal Trips 

8.4.18 Whilst table 8.3 has identified multimodal trip generation, it is considered that any 

improvements identified in the masterplan to non-motorised user links or public 

transport services, could result in a greater mode shift from car users to alternative 

modes.  This would be further encouraged by a Travel Plan submitted to 

accompany a planning application, as each of the sites come forward seeking 

planning consent.   



 

Doc No 001 Rev:  Date: August 2010  74 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

8.4.19 These Travel Plans would need to include suitable mode shift targets and a suitable 

monitoring and enforcement mechanism.  As a result, the numbers of car trips 

generated by the masterplan proposals are envisaged to be robust, and have the 

potential to be reduced, depending on the commitment to improve town centre 

sustainability, and level of additional sustainable links being provided.   

8.4.20 Given the scale of sustainable transport improvements proposed in the 

masterplan, a mode shift of 10% has been applied to proposed development traffic 

flows.    

New Trips 

8.4.21 Once the diverted and pass-by trips have been identified, and the potential for 

mode shift realised, the remaining trips are considered to be new trips on the 

highway network.    

8.4.22 Taking into account the trip deductions identified above, the new development 

traffic assumed to travel on the highway network associated with the masterplan 

proposals is set out below in Table 8.7. 

 Morning Peak Hour Evening Peak Hour 

Traffic Scenario Arr. Dep. Total Arr. Dep. Total 

Total Trips 193 69 262 271 388 659 

Linked Trips* 60% 50 24 74 143 176 318 

Mode Shift* 10% 19 7 26 27 39 66 

Pass-by Trips*5% 4 2 6 12 15 27 

New Trips 120 36 156 89 159 248 

Table 8.7: Trip Deduction & Total New Trips 
*Trip deductions applied to retail based trips only 
 

8.4.23 The above results show that with trip deduction applied to the retail development 

trips, the new trips generated on the highway network include 156 two-way trips in 

a morning peak hour and 248 two-way trips in the evening peak hour.   It is these 

trips that will be added onto the 2026 background and committed development 

traffic flows, and used in future year ‘with development traffic’ junction 

assessments.   
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8.4.24 Note that the type of retail offering in the town will have different linked and pass-

by trip percentages associated within then, and therefore once the new retail 

occupiers of the town are known, the linked trip percentages should be checked 

for there suitability to the type of retail development proposed.   

8.5 Traffic Distribution & Assignment 

8.5.1 In relation to new vehicle trips, the way in which this traffic would distribute on 

the local highway network has been identified using two sets distributions 

identified from 2001 census data.  One set is associated with people living within 

the town centre area (proposed residential traffic), and those working in the area 

(proposed employment traffic).    

Residential trip distribution 

8.5.2 All residential proposals within the town centre are located on Paddock Street, in 

place of the existing Paddock Street car park.  As a result, all new trips to and from 

proposed residential land uses will originate and terminate in this location.   

8.5.3 In order to identify the other destinations in which residential based trips will 

travel to, this has been identified using ‘journey to work’ 2001 census data.  Within 

an output area including Wigston town centre has been used to determine the 

employment location of people currently living in the town centre. 

8.5.4 MapInfo was used to plot the locations of the work destinations of residents on a 

plan, and percentage distributions were identified.   Main routes to these key 

employment areas (Leicester or Birmingham for example) were identified for 

cordon areas, and the primary routes and percentages of car drivers travelling 

to/from each cordon, was identified as follows: 

• Cordon 1 [45%] - predominantly via the A5119 Welford Road 

to/from areas around Leicester city centre; 

• Cordon 2 [10%] - predominantly via the B582 Wigston Road 

and A5 to/from areas around Market Harborough; 

• Cordon 3 [2%] - predominantly via Newton Lane to local rural 

areas around Newton Harcourt; 

• Cordon 4 [6%] - predominantly via the A5119 Welford Road 

(south) to rural areas taking access of this road up to and 

beyond the A14; 

• Cordon 5 [13%] - predominantly via the B582 Blaby Road to 

local areas to the west and around Blaby; 
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• Cordon 6 [24%] - predominantly via the B5418 Aylestone Lane 

to local area northwest of Wigston and wider areas via the A563, 

M69 and M1.   

 

8.5.5 The majority of all ‘journey to work’ trips are identified to travel to/from cordon 

1, as Leicester and its surrounding have the largest concentration of residential 

areas in the local area.  Details of traffic distribution and assignment are provided 

in Appendix G.    

Employment trip distribution 

8.5.6 ‘Journey from work’ census data for Wigston has been used to identify distribution 

percentages associated with employment in the town centre, and the locations of 

where people live that work in this area.   This methodology replicates that 

previous described for the residential trip distribution.    

8.5.7 The distribution routes and percentages of people travelling to /from work in the 

town centre include: 

• Cordon 1 [33%] - predominantly via the A5119 Welford Road 

to/from areas around Leicester city centre; 

• Cordon 2 [16%] - predominantly via the B582 Wigston Road 

and A5 to/from areas around Market Harborough; 

• Cordon 3 [4%] - predominantly via Newton Lane to local rural 

areas around Newton Harcourt; 

• Cordon 4 [9%] - predominantly via the A5119 Welford Road 

(south) to rural areas taking access of this road up to and 

beyond the A14; 

• Cordon 5 [15%] - predominantly via the B582 Blaby Road to 

local areas to the west and around Blaby; 

• Cordon 6 [23%] - predominantly via the B5418 Aylestone Lane 

to local area northwest of Wigston and wider areas via the A563, 

M69 and M1.   
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8.5.8 Whilst the office development is envisaged to have its own car parking spaces 

located adjacent to the development, the remainder of the employment land uses 

will not have car parking associated with them, and will make use of the 

existing/proposed public car parks located in the town centre.  These include the 

existing Alyestone Lane car park, the proposals to expand the Junction Road car 

park, and an intention to retain a limited amount of public car parking spaces on 

Paddock Street.   As a result, the distribution of car trips associated with 

employment land uses has been identified in relation to these three primary car 

parking locations.  The baseline analysis of these car parks suggests that all three 

have some spare capacity to accommodate the increased traffic flows.    

8.5.9 A copy of all traffic flow scenarios shown distributed around the local highway 

network is provided in Appendix H.   

8.6 Service Access 

8.6.1 The masteplan for Wigston Town Centre has not been provided to a specific level 

of detail that provides the designs of service yards to each of the development 

proposals, but a figure has been identified showing how service access is envisaged 

in the masterplan.  All retail and commercial land uses are shown to have there 

own service yards, with only part of the residential proposals needing to be 

serviced off street.   

8.6.2 Service access to developments will be designed in accordance with the 6 C’s 

design guidance, and specific design will be identified as know occupies come 

forward and planning applications are submitted.  

8.6.3 Initial service access proposals are shown below in Figure 8.1. 

8.7 Car Parking Demand 

8.7.1 As identified within this chapter, the development proposals will generate some 

additional vehicle trips to the town centre, which will also place some additional 

demand on the need for car parking.  

8.7.2 The masterplan proposes the following amount of car parking spaces (approx) in 

the following town centre locations:  
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• 325 spaces (4 storey parking with two 2 over the top of the 

proposed retail block in this location (P1 - Junction Road); 

• 6 spaces (public surface parking) (P2 – Spring Lane); 

• 100 spaces (resident only under croft parking) (P3 – Paddock 

Street); 

• 72 spaces (public surface parking) (P4 – Paddock Street); 

• 8 spaces (public disabled surface parking) (P5 – Transport Hub 

off Bull Head Street) 

 

8.7.3 The total amount of public car parking to be provided is 470 spaces, compared to 

374 public car parking spaces provided in the town centre at present.  This 

excludes the 100 spaces being provided on Paddock Street for residents only.  

8.7.4 In order to determine if the parking provision would be sufficient to meet future 

demand, this has been calculated for the Saturday peak hour (1300-1400) in the 

town centre, when parking demand is already at its highest levels.   This has been 

identified in relation to the future provision of car parking spaces as set out in the 

masterplan. 

8.7.5 Trip rates for a Saturday peak hour were derived from TRICS and are set out 

below in Table 8.8 for those land uses that would be operational on a Saturday. 

 Saturday Peak Hour 

Land Uses Arr. Dep. Total 

Food Retail  5.8 6.1 11.9 

Non-Food Retail 2.1 1.9 4.0 

Café/Pub 0.7 1.7 2.3 

Leisure (restaurant)* 1.5 1.3 2.7 

Table 8.8: Average vehicle trip rates (Saturday) 

*(leisure is based on a restaurant for a Saturday peak hour as no gym land uses are included in 
TRICS for a Saturday.  This is considered to be a robust assessment) 

 

 



 

Doc No 001 Rev:  Date: August 2010 79 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Figure 8.1: New Development - Service Access Arrangement Options 

On street access (residential and retail) - limited to  

Access via court-yard / car parks and mixed with other 

access roads 

Access via designated service yard areas 

Extension of the existing access arrangements (limited 

time only) 

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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8.7.6 Using the gross floor areas previously stated in this chapter, the trip generation of 

the proposals for a Saturday peak hour are set out below in Table 8.9. 

 Saturday Peak Hour 

Land Uses Arr. Dep. Total 

Food Retail  
152 161 313 

Non-Food Retail 
111 104 215 

Café/Pub 
-4 -11 -16 

Leisure 
-2 -2 -4 

Total Trips  
257 252 508 

Table 8.9: Proposed vehicle trip generation (Saturday) 

8.7.7 In again applying the trip deductions to these total trip levels, the number of new 

car trips arriving in the town centre (and looking for a parking space) have been 

identified.  The results are set out below in Table 8.10. 

 Saturday Peak Hour 

Traffic Scenario Arr. Dep. Total 

Total Trips 257 252 508 

Linked Trips* 60% 
13 13 26 

Mode Shift* 10% 
158 159 317 

Pass-by Trips*5% 
26 25 51 

New Trips 
60 55 114 

Table 8.10: Trip Deduction & Total New Trips (Saturday) 
*Trip deductions applied to employment based trips only 
 

8.7.8 Based on the results of the parking beat survey undertaken on a Saturday, the 

combined public car parks in Wigston (five) have 316 spaces utilised during the 

Saturday peak hour, out of a total of 374 spaces available.  This suggests that 58 

public parking spaces are vacant to use during the busiest peak period.  

8.7.9 As part of the masterplan, it is proposed to increase public parking provision to 

470 spaces, suggesting 154 would be vacant during the same period based on 

current demand.   
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8.7.10 The final table (Table 8.11) set out how new demand for parking associated will 

the masterplan proposals would impact on this parking level. 

Traffic Scenario Parking space numbers 

Future public parking provision  470 

Parking demand based on 2010 survey 
316 

Additional masterplan demand (Table 8.10) 
60 

Total future parking demand (combined) 
376 

Parking spaces vacant (total) 
94 

Table 8.11: Parking Demand (Saturday) 
 

8.7.11 The above results suggest that 94 parking spaces will be available in the town 

centre following the implementation of the masterplan proposals, during the 

busiest Saturday peak hour.  On this basis, it is considered that demand will not 

exceed supply.   

8.8 Parking Charges 

8.8.1 Wigston town centre is not intending to charge for car parking for the foreseeable 

future.   If considered in the future, this could be considered to achieve a higher 

mode shift of trips being made by non-car modes of transport, and parking 

changes would generate extra revenue for the council to spend on the maintenance 

of car parks, etc.  Confirmation of both points would need to be considered in 

further detail if it was to become an option for the town centre.    

8.8.2 Whilst not a consideration in the masterplan, should a charging scheme be 

considered in the future, a number of payment systems would need to be 

considered.  A few of the options currently available are presented below. 

Pay by phone 

8.8.3 Pay by phone parking enables you to pay for your parking using your mobile 

phone instead of having to put money in a meter or Pay & Display machine. So, 

no more need for carrying bags of change, as the parking charge is simply charged 

to your chosen credit or debit card.  

8.8.4 With a rise in the number of people owning smart phones, an app could be 

developed that allows the user to pay for parking simply by pressing a button on 

their phone. Most of these phones contain GPS and wireless internet facilities that 

can be linked to a debit card allowing easy payment of parking. 
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8.8.5 Similar to pay by phone, paying by text parking enables you to pay for your parking 

using your mobile phone instead of having to put money in a meter or Pay & 

Display machine. An account is set up linked to your debit or credit card, and the 

user simply texts the car park location (usually as 5 digit code) to main server and 

indicates the amount to be debited. 

Pay by Integrated Travel Card 

8.8.6 Many cities and towns are introducing integrated travel cards between trains and 

buses. This system could be extended to allow people to pay for parking. Users 

would simply top up their card at designated premises and use them to gain access 

to barrier car parks, debiting their card with the appropriate charge. 

Pay by Prepaid Tokens 

8.8.7 Regular users of car parks could buy tokens to pay for parking. These could be 

bought in batches and stored easily in a person’s vehicle. These could be bought in 

corner shops or council offices.    
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9 Transport Options 

9.1 Introduction 

9.1.1 This chapter identifies and tests a series of transport options for key junctions and 

sections of the highway network, aimed at addressing some or all of the issues 

identified with its current operation   

9.2 Transport Options 

9.2.1 Taking into account the proposed changes to the town centre identified within the 

masterplan, a number of transport options have also been considered to provide 

improvements and enhancements for each road user.  These options have been 

identified in relation to the issues and constraints identified in the previous 

chapter.  

9.2.2 Transport options have been identified in relation to transport users (same as the 

issues were identified), and from a design feasibility/capacity/achieved benefit 

perspective, a number of preferred options have been adopted.    

9.2.3 Road Safety Audit’s (RSA’s) have not been undertaken for any of the transport 

mitigation schemes identified in this report, but these will need to be undertaken in 

the future, as and when each scheme is brought forward in association with 

development planning applications. RSA’s will be required for all works identified 

within highway land (Section 278 Agreements).    

Pedestrian Options 

9.2.4 The transport options identified for pedestrians (Figure 9.1) include: 

• Provision of a pedestrian crossing on Bull Head Street to a 

location opposite Paddock Street; 

• Upgrading of the Lanes running between Frederick 

Street/Spring Lane and Paddock Street; 

 
 
 
 
 
 
 
 



 

Doc No 001 Rev:  Date: August 2010  84 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

Bull Head Street Pedestrian Crossing 

9.2.5 Two pedestrian crossings are currently provided at either side of the junction of 

Bull Head Street with Kelmarsh Avenue, placing two crossing approximately 20m 

apart from each other.  It is considered that one of these could be relocated to a 

position just north of Mowsley End, and across the four lanes and right turn lane 

of Bull Head Street with an island provided in the centre of the carriageway.  This 

would place a crossing in close proximity to Paddock Street, and opposite the 

proposed location of a doctor’s surgery and café, and near the retail units of B&Q 

and Aldi.    

9.2.6 A pedestrian crossing has been incorporated into the re-design of this junction, 

which includes signalising the junction, and making the eastern end of Paddock 

Street a two-way road, allowing traffic to enter and exit via this junction.  From a 

distance approximately half way down Paddock Street, the road will become one-

way in a westerly direction, as it operates at present.  The new signal junction will 

include signal pedestrian crossings on both Paddock Street and Bull Head Street. 

This is considered to be a popular desire line for pedestrians to cross Bull Head 

Street, and would provide a safe crossing point for those pedestrians that already 

cross in this location without the aid of a formal crossing facility.    

Upgrade of the lanes 

9.2.7 The traffic-free lanes provided between Frederick Street/Spring Lane and Paddock 

Street will be upgraded to a high standard, have a heritage look about them, and be 

re-aligned to provide wide and well lit areas that link to new squares and amenity 

offerings on route.  The lanes will be extended north of their existing length, 

providing a pedestrian/cycle link up to the Arcade, which will also see a redesign.   

To the south, the lanes will run through a new residential area consisting of town 

houses and apartments, providing natural surveillance over the route.  The new 

section of the route will terminate in approximately the same location as it does at 

present, and will connect to the good quality route provided to the south of 

Paddock Street.    
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Figure 9.1:  Pedestrian Improvement Options

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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Typical good quality route envisaged for The Lanes  
in Wigston (taken from the MfS, 2007) 

 

9.2.8 An improvement to the lanes would also allow access to new developments to be 

served off these routes (pedestrian and cycle only), and bring new development to 

the eastern boundary of the existing town centre.  It is envisaged that this would 

change the perspective of the town to road users travelling on Bull Head Street 

that currently are unable to see much of the town centre facilities, and largely see 

tall blank walls at the town boundary. 

Cyclist Options 

9.2.9 The transport options identified for cyclists (Figure 9.2) include: 

• Off –road cycle route provision at the Wakes Road/Oadby Road/Bull 

Head Street Roundabout; 

• Provision of additional cycle parking areas; 

• Extension of the cycle route provided on Bull Head Street. 

 
Roundabout Cycle Improvements 

9.2.10 In terms of cycle provision at the Bull Head Street/Wakes Road/Oadby Road 

Roundabout, an improvement scheme has been identified to reduce the 

concentration of cycle accidents that have occurred in this location during the five 

year period for which personal injury accidents have been obtained.  This includes 

removing cycle lane markings from the roundabout, and providing an alternative, 

off-road route for cyclists to use in its place. 
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9.2.11 LCC design guidance (6 C’s Design Guide, August 2010)) does not include design 

guidelines for external roads that carry in excess of 2000 vehicles per day.  For the 

more strategic roads, which include Bull Head Street and its junctions, reference 

should be made to the Design Manual for Roads & Bridges (HTD - Section DG2, 

Para 3.8). 

9.2.12 Within the Design Manual for Roads & Bridges (DMRB) TA 91/05 ‘Provision for 

Non-Motorised Users’ guidance suggests (paragraph 7.12) that for;  

“roundabouts with an inscribed circle diameter of 36m to 50m are likely 

to have higher speeds and the risk to cyclists is greater. Cyclists should 

normally use the circulatory carriageway for total flows up to 8,000vpd. 

Where traffic flows are in excess of this, consideration should be given 

to providing an off-carriageway cycle track around the perimeter of the 

roundabout” 

9.2.13 The guidance also suggests that a roundabout with an inscribed circle diameter of 

50 metres or above, the size of the junction provides a further risk to the safety of 

a cyclist travelling on the circulatory carriageway.  The Wakes Road/Oadby 

Road/Bull Head Street Roundabout has an inscribed circle diameter of 50 metres, 

and therefore is considered to provide a safety issue. The options for this 

roundabout therefore include reduce its size and the volume of traffic travelling 

through the junction, or providing an alternative route for cyclists to travel. 

9.2.14 A single joint pedestrian/cycle route is provided around this junction between 

Wakes Road and Bull Head Street (N), and other routes in the local vicinity could 

be used by cyclists in this area.  A number of pedestrian crossings are also 

provided on all arms to this roundabout, and therefore with minimal alterations, 

this junction could provide off-road routes for cyclists to use.  The indicative 

proposals for cycle provision at this junction are shown below 
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New off road cycle routing around this junction 

9.2.15 This improvement would also require the removal of cycle lanes provided on the 

circulating carriageway of the roundabout, as cyclists should not be encouraged to 

use the roundabout, given the volume and speeds of other vehicles using it.  The 

appropriate signage and route markings will be provided to guide cyclists through 

this junction, with the aim of reducing the number of cycle accidents occurring in 

this location.   

9.2.16 The more confident cyclists may still choice to use the carriageway to travel 

through the roundabout, as this is likely to offer advantageous journey time 

savings, although a more formal and safer route is provided for the less confident 

cyclists.  The proposals allow for cyclists to choose a route based on confidence 

and ability, but it is correct that the cycle routes / signs do not recommend travel 

through the roundabout, given the traffic speeds and volumes at the junction.   

Cycle Parking 

9.2.17 Additional cycle parking areas will be provided within with the town centre and 

surrounding areas, and located on the desire lines of which cyclists will be entering 

the area.  At present all cycle parking is limited in numbers, and located in a small 

area in the centre of town.   It is considered that cycle parking will be provided to a 

high standard, and located in the following areas: 
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Figure 9.2:  Cyclist improvement options

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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• At the entrance to Peace Memorial Park; 

• Within the Aylestone Lane car park; 

• Adjacent to the Junction Road car park; 

• At the eastern end of Bell Street; 

• At the railway station (not shown on the above plan) 

• And along the lanes in the new areas north and south of 

Paddock Street. 

 

9.2.18 With cycle parking located in a number of locations within the town, it is envisaged 

that cyclists will benefit from being able to park closer to all destinations in the 

town, save on journey times, as not having to cycle through town to park a vehicle, 

and be less likely to use railing and lamp-posts, that can cause obstructions to other 

footway users.   

9.2.19 With the provision of additional cycle parking, it is also considered that Wigston 

will be seen as a more cycle friendly town, and that new cyclists will be encouraged 

to use this mode of transport.   

Cycle Route Extension 

9.2.20 The existing cycle route is piecemeal and poor in quality, and is no longer than a 

few metres in length as it links Bell Street to Bull Head Street.  It is considered that 

the route marked on Bull Head Street will be extended, and provide a designated 

route for cyclists to travel on-carriageway.  This will include the provision of 

advanced cycle stops lines at signal junctions located on Bull Head Street, to give 

users priority over the other vehicle users when turning or moving off from these 

junctions.  An off-carriageway cycle route was not considered in this location, as a 

shared route for both pedestrians and cyclists was not favoured by council 

members, and therefore an on-road route has been identified.  

9.2.21 At present Bull Head Street is viewed as a barrier for cyclists and pedestrians in 

accessing the town centre, and by increasing the movement of cyclists, in a safe 

designated lane, on this route, would reduce the view of car dominance in this 

location, with new connections provided into the eastern areas of the town centre 

from this location.   

Public Transport Options 

9.2.22 The transport options identified for public transport (bus) users (Figure 9.3) 

include: 
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Figure 9.5:  Bus Service Improvement Option

This map is based upon Ordnance Survey material with permission of 
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• Relocation and upgrades to bus stops on Leicester Road and 

Long Street; 

• Upgrades to existing bus infrastructure; 

• Provision of a new ‘transport hub’ located off Bull Head Street; 

 
Bus Stop Relocation 
Leicester Road 

9.2.23 Two bus stops have been identified that would benefit from relocation, and these 

are located on Leicester Road and Long Street.   The first is a flag stop located on 

the west side of the Leicester Road carriageway (very northern point) and includes 

timetable information and ‘real-time’ information system, indicating that this is a 

key stop with a high number of passengers using it.   

9.2.24 LCC design guidance (6 C’ – August 2010) suggests that a minimum footway 

width of 1.3m should be provided between the edge of the bus shelter and the 

back of the footway, or the minimum footway width in total of 3m (paragraph 

3.87).  The Leicester Road bus stop does not currently include a shelter due to 

space requirements, but does not also meet the minimum footway standard, and 

therefore will be relocated to a position approximately 20 metres to the south of its 

existing position, and replace the existing car/taxi parking area positioned on this 

side of the carriageway.    

9.2.25 The proposals include the provision of a new off-carriageway bus lay-by, complete 

with shelter, seating, timetable information, ‘real-time information system and 

raised kerbs, to replace the small existing taxi / car parking area located off the 

Leicester Road carriageway.  This area has already been identified as being a barrier 

to pedestrian movement, and offers an ideal location in which to provide a high 

standard, full specification bus stop on Leicester Road, complete with a generous 

footway for passing pedestrian volumes and waiting areas.  This will also position 

the bus stop to a more central location within the town, and close to the upgraded 

arcade access on Leicester Road.   The proposals for this bus lay-by are provided 

in Figure 9.4. 

9.2.26 The small parking area, for which the proposed bus lay-by would replace, is 

located within highway owned land, but the proposals would require the revoking 

of the Traffic Regulation Order (TRO) for car parking in this location, which 

includes limited waiting for 30 minutes (no return within 30 minutes) between 

0800 and 1830.   



 

Doc No 001 Rev:  Date: August 2010 93 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

 
 
Figure 9.4: Re-Location of Bus Lay-by & Stop on Leicester Road

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
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Long Street 

9.2.27 The second bus stop is located on Long Street, situated to the north of its junction 

with Paddock Street.  The opportunities to relocate this bus stop have been 

investigated to reduce occasional vehicle queues behind the bus, which reduce the 

ability of vehicles from exiting Paddock Street making the right turn ext 

movement.  This bus stop would also benefit from being located closer to the 

primary shopping street (Bell Street), as it is currently located away from primary 

routes used by pedestrians in the area 

9.2.28 This would involve moving the bus stop to a position further north away from the 

Paddock Street exit, and opposite to Bell Street, which provides a very wide bell-

mouth on the opposite side of the carriageway, and sufficient space to locate a bus 

stop, with other  vehicles being able to move around a stationary bus.   

9.2.29 The investigation identified that a number of retail units have shop frontages on 

Long Street (merging into Leicester Road) toward the north of the existing bus 

stop location, and the relocation of a stop to this location, would result in at least 

one shop front not being viable by passing trade.  The footway running past the 

shop frontages is not provided at a sufficient width to enable a bus shelter to be 

provided, with space for a mobility scooter or a high volume of pedestrians to 

pass.  It is therefore proposed that the footway in this location (opposite Bell 

Street) would be built out to accommodate a relocated bus stop, provide a 

narrower section of carriageway to enable a safer pedestrian crossing area, and 

allow the bus stop to be provided to a higher standard, and visible from Bell Street.  

9.2.30 The improvement scheme provides a built out from the normal width of the 

carriageway, whilst retaining the two access points taking access of this 

carriageway, and then this tapering back into the existing carriageway either side.  It 

is proposed that the pedestrian crossing located just to the north of Bell Street on 

Long Street (turning into Leicester Road) would be relocated closer to the 

Alyestone Lane junction, and placed in a location that better positioned with 

pedestrian desire lines, running between the Alyestone Lane car park and town 

centre.  If the Alyestone Lane Junction with Leicester Road and Frederick Street is 

to become a signal controlled junction, then the pedestrian crossing would be 

incorporated into this junction design.   
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9.2.31 The masterplan proposals also see Bell Street becoming fully pedestrianised, with 

the current bell mouth arrangement allowing vehicles to enter the road for a short 

distance to be removed (but likely that access still possible for servicing).  As a 

consequence of this, no traffic would be entering the Long Street carriageway in 

proximity to the proposed bus stop location.  The existing taxi rank taking access 

off Bell Street would be relocated to the proposed transport hub, located off Bull 

Head Street.   

9.2.32 To reduce vehicle speeds at the proposed bus stop location, it is proposed to 

include a 75mm high raised table in accordance with Manual for Streets and Traffic 

Advisory Leaflet 2/96. The plateau of the table top will be approximately 20-30m 

and the carriageway lanes will continue to be marked throughout the raised table 

directing vehicles around the proposed bus stop.  Two lanes of traffic will still be 

able to pass a stationary bus.    The bus stop proposals are provided in Figure 9.5. 

Infrastructure Upgrades 

9.2.33 A number of upgrades to public transport infrastructure are identified as objectives 

within the Leicestershire Local Transport Plan, and include proposals to:  

• “To improve the facilities at five existing bus stops around Wigston 

town centre on Paddock Street, Long Street, Leicester Road and Bull 

Head Street; 

• Improvements will vary between the bus stops, but will include 

upgrading bus stop poles, upgrading timetable displays and providing 

more general information, and providing or repositioning litter bins; 

• Existing bus lay-by and raised kerbs on Paddock Street are to be 

extended to accommodate two buses, and new raised kerbs provided at 

stop number 3 on Leicester Road” 

 

9.2.34 A series of drawings showing the locations of bus stops and proposals identified in 

the LTP. The proposals identified in the town centre masterplan support these 

measures, in conjunction with the other public transport improvements identified 

in this report.  

9.2.35 It is considered that as a minimum requirement, all bus stops should have raised 

kerbs, a clear and visible flag pole (but shelter if possible), timetable information, 

and ducting to accommodate the possibility of a ‘real’ time’ bus information 

system These will be located in lit areas, and alongside footways that offer 

sufficient waiting space.   
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Figure 9.5: Long Street Footway Built Out and Bus Stop Re-Location 

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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9.2.36 For bus stops that receive a high volume of passengers which includes 4 stops 

located on Leicester Road, Long Street, Paddock Street and Bull Head Street, these 

will be upgraded to a high standard and include ‘real time’ bus information. This 

will include new, colourful and good quality shelters (to be agreed with LCC and 

OWBC), include timetable information including route maps, seating, raised kerbs, 

and will be lit, and can incorporate advertising boards, which could also bring in a 

small income to the borough council. It is also considered that these stops would 

benefit from providing information to the users on the use of the ‘bus texting 

service’ offering in Wigston, and details of the fares available.    

 
                          Typical Good Quality Bus Stop Infrastructure 

 
Bus Rerouting & New Transport Hub 

9.2.37 At present, the large majority of bus services travel south on Bull Head Street, and 

then either turn right on Paddock Street to access the town centre, or route to 

other areas south of Wigston first, before eventually turning left on Paddock 

Street.  From this point, buses route north onto Long Street, and whilst some take 

routes via Aylestone Lane, all return to Leicester Road travelling north via Wakes 

Road, and back onto Bull Head Street in a direction towards Leicester.  

9.2.38 It is proposed to provide a new ‘transport hub’ facility off the western side of the 

Bull Head Street carriageway, north of Bell Street and south of the Library.   This 

is envisaged to include bus stops, a taxi rank, and a limited amount of disabled 

parking bays, with other facilities that could include toilets, information boards, a 

café, etc.  It is however known that bus services do not currently pass on this side 

of the Bull Head Street carriageway, but given that the AAP extends to 2026 and 

proposes new uses in different parts of the town, it is important to identify this as 

a potential future option.  
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Bus Rerouting 

9.2.39 For bus services to call at a newly proposed transport hub off Bull Head Street, 

this would require buses to travel around the town in a clockwise order, as 

opposed to anti-clockwise at present.   

9.2.40 This issue has been discussed with Arriva (the primary bus operator in Wigston) in 

the process of developing this report, who commented that it would not be 

possible to implement such a scheme in Wigston, due to the one-way systems 

currently in place in the town centre, and would require the one-way system in 

operation on Paddock Street to be reversed. This allows buses to enter the road at 

the western end of Paddock Street and to exit onto Bull Head Street.   

9.2.41 Given the width of the Paddock Street carriageway, and the need to retain car 

parking along this road for the dwellings taking access from it, it is not possible to 

make the road two-way.  It is also considered that the reversing of Paddock Street 

would place greater volumes of traffic through junctions on Moat Street, and 

Leicester Road.   

9.2.42 Arriva mentioned that the routing of buses through the town was already working 

well, and through a series of varying routing choices implemented over the history 

of buses operating in the town, that the current routing was the most efficient that 

could be operated.  This conclusion is also backed up by questionnaire surveys 

received back from users that use buses in the local area.   

9.2.43 ‘Therefore, following detailed investigations of options and discussions with 

Arriva, the option to re-route the bus services in the town has been dismissed.   

The issues and benefits identified for re-routing are listed below.  

Benefits of the proposals 

• Bus services could be routed to serve a new purpose built 

transport hub on the eastern side of the town; 

• Public transport users would not be required to cross the Bull 

Head Street carriageway to access the bus stops; 

• The transport hub could serve new buses coming forward in the 

future running between the ‘Direction for Growth Site’, 

Wigston (allocation development) and Leicester; 

 
Issues of the proposals 

• Buses would be required to turn right at the Wakes 

Road/Oadby Road/Bull Head Street Roundabout to access the 
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town centre, whereas they currently travel straight through this 

junction, and some buses would be required to turn right out of 

Paddock Street (48 and 49/49B buses) to serve areas to the 

south, which requires buses to cross two lanes of the Bull Head 

Carriageway to make this movement; 

• The right turn lane on Bull Head Street into Paddock Street, 

which provides a safe waiting area, would no longer be used by 

bus services following the reversal of Paddock Street; 

• All bus stops within the town centre would need to swop to the 

opposite sides of the carriageway, generating significant cost 

implications and temporary confusion for users; 

• Users of the 48, 47, 49 and 49B buses would be subjected to 

longer journey times as a result of the re-routing of services, or 

pick-ups in Wigston town centre would have to travel around 

the neighbourhoods to the south of Wigston, before heading 

back in the direction of Leicester; 

• The reversal of Paddock Street would require the dropped 

crossing at its western end to be removed to allow buses to be 

able to turn into this road, which is currently a well used island 

for the high volumes of pedestrians crossing in this area; 

 

9.2.44 Based on the review of current bus service operation, the existing routing of 

services was considered to offer the most advantageous routes and journey times 

for its users, and this is back up by comments made by Arriva. For this reason, any 

bus re-routing proposals have been excluded from the masterplan.   

 New Bus Services 

9.2.45 Within the Oadby & Wigston Core Strategy (adopted 28th September 2010) it is a 

requirement for the ‘Direction for Growth’ development site, consisting of 

approximately 450 homes and 2.5-3.5 hectares of employment land to contribute 

to the provision of new public transport servicing linking Wigston and Oadby, and 

serving Leicester, Wigston schools and the college, including South Wigston.   On 

this basis, Bull Head Street is the primary route that would be used to link to all of 

these areas, and therefore any new bus services that are adopted as a result of this 

development service (likely to have a good frequency) would benefit from the 

location of a new transport hub off Bull Head Street. This would complement the 

town centre by having buses serve both sides of the town.   The other advantages 

of the transport hub in a location north of Bell Street include: 
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• The provision of a bus stop opposite the existing stop on the 

eastern side of the Bull Head Street carriageway, allowing greater 

linkages between users wanting to change services in this 

location; 

• The transport hub would attract new development to the 

eastern side of the town centre, and bring more pedestrians and 

cyclists to the site.  It is considered that this would give the 

impression that the town centre is moving east towards Bull 

Head Street, and make the existing Bull Head Street bus stop 

less isolated from the rest of the town centre; 

• Taxi services at the transport hub, would have easy access onto 

a major carriageway; 

• Disabled spaces would be provided in a close location to the 

eastern end of the primary shopping street, enabling access to be 

gained more easily to a number of retail units in this area; 

• The transport hub would be in place for any additional bus 

services run in the town i.e. linking Oadby to Wigston 

 
Vehicular Options 

9.2.46 The transport options identified for car drivers, car passengers and car-share users 

(Figure 9.6) include: 

• Change of priority at the Wakes Road/Leicester Road/Victoria 

Street Junction; 

• Provision of a right turn lane into the Junction Road car park; 

• Improved junction arrangement for the Aylestone 

Lane/Leicester Road junction; 

• New access to the Library and Spring Lane; 

• The eastern end of Paddock Street becoming a two-way road for 

all vehicles; 

• Consolidation and clarification of car parking; 

• Improved signage strategy (all modes) 

 
Wakes Road/Leicester Road/Victoria Street Junction 

9.2.47 In an attempt to reduce the delay to traffic using Leicester Road within the town 

centre, it is considered that a change of priority at the Wakes Road/Leicester 

Road/Victoria Street junction would give priority to the traffic movements at the 

junction with the greatest volumes.  
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9.2.48 This would enable traffic travelling westbound along Wakes Road to turn right 

into Leicester Road without having to give-way at a junction, and visa versa for 

flows in the opposite direction.  However, given the limited amount of highway 

land at this junction, and the constrained nature of the Leicester Road (N) and 

Victoria Street arms, it is not considered possible to create a junction in this 

location that would provide any real benefit in terms of capacity and safety.  For 

this reason, any alternations to the priority of this junction have been excluded 

from the masterplan.  

9.2.49 Similarly, a mini roundabout arrangement has also been considered in this location. 

However, due to the high level of vehicles turning between Wakes Road and 

Leicester Road (and visa versa), it has been observed that vehicles undertaking this 

movement are relatively free-flowing, and rarely obstructed by vehicles making 

other movements at the junction.  It is therefore considered that no capacity 

benefit would be achieved by implementing a mini-roundabout.  As the benefits of 

providing a mini-roundabout do not outweigh the costs of providing such a 

junction, no scheme has been identified for this location.    

Junction Road Car Park Right Turn 

9.2.50 Wakes Road provides access to the Junction Road car park, and although has 

sufficient carriageway width to provide a right turn box for turners into the car 

park, this is not currently provided at present.  This results in some right turners 

positioning themselves poorly in the centre of the carriageway before turning right, 

which occasionally results in blockages to traffic travelling on Wakes Road in an 

eastbound direction.  It is therefore considered that a right turn bay will be marked 

on the carriageway in this location, directing right turning vehicle to pull fully over 

to one side of the carriageway to turn right, and safeguard the free flow of traffic 

using Wakes Road.   

Aylestone Lane/Leicester Road Junction 

9.2.51 It is considered that a signal controlled arrangement in this location would reduce 

driver hesitation at this junction, and would provide additional crossing facilities 

for pedestrians and cyclists moving between the town centre and Aylestone Lane 

car park and residential dwellings located off this road.   

9.2.52 A series of junction arrangements have been tested for this junction, including 

signal and larger roundabout designs, but none of the junctions have provided any 

capacity benefits, and are shown to operate with less capacity than the existing 

junction arrangement.  It is therefore considered that the mini-roundabout 

junction arrangement will be retained in the masterplan proposals.  
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Figure 9.6:  Vehicular Improvement Options

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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Library/Spring Lane Access 

9.2.53 It is considered that vehicle access to the Library will be provided by an extension 

to the existing Frederick Street carriageway, which currently only allows access to 

pedestrians and cyclists.  This will form a single lane width route between the 

existing Frederick Street carriageway, and to the point of reaching the Spring Lane 

car park (approx 5m in length.  This section will form a raised section of road, as it 

will also be a point where the road (although access to the Library only) will cross 

the Lanes.  Therefore, through the use of signs, changes to road surfacing material 

and a raised section, will all motorists be aware that they are entering a pedestrian 

area, and will need to slow their vehicle speed accordingly.   

9.2.54 The creation of an access point via Frederick Street will enable the existing 

Junction Road to be pedestrianised, and provide a high quality pedestrian/cycle 

route into a remodelled Arcade.  This will allow a new square to be provided 

directly in front of the Library, and used to enhance the surrounding environment.    

Paddock Street Access 

9.2.55 Paddock Street is currently a one-way route in an east to west direction, providing 

access to the Paddock Street car park, bus stops, and a number of residential 

properties.  This is also a signed route to the town centre from areas south of 

Wigston.  Whilst the width of the carriageway is not considered to be wide enough 

(at its western end) to make the full length of the road two-way, it does have 

sufficient width at its eastern end to provide a short two-way route in and out of 

the new residential development, proposed in the location of the Paddock Street 

car park. This leads to the identification of a new junction scheme for Paddock 

Street, which would form a higher capacity junction, and greater provision for 

pedestrians and cyclists.    

9.2.56 The proposed junction scheme includes the provision of a new signal controlled 

junction with Bull Head Street, incorporating new signal controlled pedestrian 

crossings on Bull Head Street and across Paddock Street.  This junction will allow 

access to the new residential proposals (situated on Paddock Street) to be accessed 

two-way via Bull Head Street, without having to navigate the current one-way 

system.   The junction arrangement will see a reduction in traffic impacting on 

Long Street, and other junctions in the town centre based on the current road 

layout.  These will also be no change to the routing of bus services that use 

Paddock Street.     

9.2.57 The signal controlled junction design is shown in Figure 9. 7.  
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Figure 9.7: Paddock Street / Bull Head Street Signal Junction 

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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9.2.58 The junction also incorporates advanced cycle stop lines which will tie into the 

extension of the on-road cycle route running along the west side of the Bull Head 

Street carriageway, and a raised table has been provided on the access to Spa Lane, 

to provide a more dominant crossing point for pedestrians.    

9.2.59 It is considered that a number of public car parking spaces will also be retained on 

Paddock Street, and these users will also benefit from the new junction 

arrangement.   

Town Centre Car Parking 

9.2.60 To make better use of the limited amount of space available in the town centre, 

and to provide additional employment and residential opportunities, it is 

considered that the consolidation of car parks would release land that could deliver 

this.   

9.2.61 This would also present another opportunity to upgrade parking provision in the 

town centre, reduce the existing confusion generated of the use of short and long 

term spaces, and provide better signage and information on the locations and 

availability of spaces in each car park. It is considered that this would also reduce 

amount of vehicle trips being made in the town centre, associated with car drivers 

driving between car parks to find spaces, or those first time visitors to the area that 

drive round looking for a car park.   

9.2.62 In summary the proposals would consist of the consolidation of car parks within 

the town centre, with the adoption of a clearer and demand responsive parking 

signs, and improved ticketing options if a fee was to be introduce in public car 

parks in the future.  Details of these proposals have already been described in 

Chapter 8.  

Improved Signage 

9.2.63 It is considered that new route signing should be provided for all transport users, 

and the locations of these have been identified on the various user plans.   For 

signs directing traffic to car parks, these should include Variable Message Signs, 

which update information on the amount of parking spaces available in a car park 

at any given time.    
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9.2.64 It is considered that the town centre as a whole would benefit from a signing 

strategy, with signs located in key locations used to guide transport users to key 

destinations, and in terms of accessing and existing the area in a direct and 

managed way.  It is considered that signs in the following locations would be of 

benefit to the town centre: 

Bull Head Street/Wakes Road/Oadby Road Roundabout  

• A sign directing road users to the Junction Road car park, 

labelled as the ‘town centre’.  This would minimise the distance 

that a car would travel in accessing the town centre from this 

direction, and negate the need for vehicles to circulate around a 

number of town centre roads; 

 

• A sign directing road users to South Wigston, the train Station 

and South Leicestershire College via Bull Bead Street and Moat 

Street would also be provided in this location, to direct traffic to 

these locations without the use of Leicester Road; 

 

Alyestone Lane 

• A sign directing road users to the Alyestone Lane car park 

would be provided in this location, so that vehicles entering the 

town from this direction do not even need to travel into the 

town centre.  A secondary car park sign would also be directed 

to the car park at Sainsbury’s and signs showing the location of 

the library; 

 

Bull Head Street & Southern Areas 

• Signs would be provided at the Moat Street/Netwon Lane/ Bull 

Head Street/Welford Road signal junction, directing road users 

to the town centre via Bull Head Street to the car park located 

on Paddock Street.   It is also considered that from Bull Head 

Street, signs would also direct people to the proposed transport 

hub / interchange facility, and also direct cars to the largest car 

park located on Junction Road.   

 

 

 

 

 



 

Doc No 001 Rev:  Date: August 2010  107 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

Paddock Street 

• At the western end of Paddock Street, signs would direct road 

users to the Alystone Lane and Sainsbury’s car parks, and point 

the way to the town centre for pedestrians, and cyclists to cycle 

parking at the Memorial Gardens.    

 

9.2.65 In summary, the majority of signs would aim to direct traffic away from Leicester 

Road, and enable this road to become more of a pedestrian friendly environment, 

and to reduce the number of road user trips around the town centre associated 

within cars looking for parking spaces, cyclists travelling the length of the town 

centre to find a designated parking area, and pedestrians walking around the town 

with no indication of how to find a particular facility or amenity.    

9.2.66 The Lanes would also include a number of pedestrian signs directing people to key 

designations, of which would be designed to a high quality standard, and would 

look different to typical road signage.  

       

   Attractive sign examples for pedestrians / cyclists 

9.2.67 The key amenities that would be signed in the town centre include: 

• Peace Memorial Park; 

• Allotments; 

• Transport hub / interchange; 

• Taxi rank; 

• Town Centre or retail core (The Arcade); 

• The Library; 
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• Car /cycle parking locations; 

• Train Station; 

• The Council Offices; 

• South Leicestershire College (South Wigston) 

 

9.3 Transport Options Summary 

9.3.1 All the options identified in this chapter have been considered in terms of their 

feasibility and benefit to the town centre.  All of the options identified are believed 

to be solutions to problems and issues associated with the town centres existing 

operation, and therefore will reduce, if not relieve their occurrence, and improve 

accessibility for all transport users in the area.  

9.3.2 In summary the transport town centre options identified include: 

Pedestrian Access 

• Provision of a pedestrian crossing on Bull Head Street/ 

Paddock Street junction (incorporated in new signal junction); 

• Upgrading of the Lanes running between Frederick 

Street/Spring Lane and Paddock Street; 

 
Cycle Access 

• Off-road cycle provision at the Wakes Road/Oadby Road/Bull 

Head Street Roundabout; 

• Provision of additional cycle parking areas; 

• Extension of the cycle route provided on Bull Head Street. 

 
Bus Service Access 

• Relocation and upgrading of bus stops on Leicester Road and 

Long Street; 

• Upgrades to existing bus infrastructure; 

• Provision of a new ‘transport hub’ located off Bull Head Street; 

 
Car Access 

• Provision of a right turn lane into the Junction Road car park; 

• New access to the Library and Spring Lane; 

• The eastern end of Paddock Street becoming a two-way road for 

all vehicles (signal controlled); 

• Consolidation and clarification of car parking; 

• Improved signage strategy (all modes) 

 



 

Doc No 001 Rev:  Date: August 2010  109 
W:\CTBANW  Oadby & Wigston Town AAP\Docs\Reports\Wigston Transport Report- final version.doc 

9.3.3 The following options have not been identified for inclusion in the masterplan for 

the town centre: 

• Restrictions of vehicle delivery hours; 

• New Aylestone Lane/Leicester Road junction arrangement; 

• Change of priority at the Wakes Road/Leicester Road/Victoria 

Street Junction; 

 

9.3.4 Restrictions to vehicle delivery hours is considered to be something that can be 

changed in the town centre at any time by the council, and would provide a benefit 

to the town centre whether it is redeveloped or not.   It is therefore considered 

that this should be looked at following the implementation of the masterplan. 

9.3.5 In the original study undertaken for the AAP, an option was identified to make 

Frederick Street one-way between Leicester Road and Bull Head Street, with traffic 

only able to exit onto Bull Head Street.  OWBC consulted on this masterplan 

option, and further consideration was given to this scheme.  The results suggested 

that the Leicester Road/Frederick Street junction was too compact to make this 

road a primary route through the town, and would place a high volume of traffic 

crossing ‘the lanes’ which are to become an increasing popular route for pedestrian 

movement through the town. This scheme would also prevent a new square being 

created at the entrance to the library, and would offer no benefit to the routing of 

bus services in the town. The evidence against the proposals ruled out the 

provision of this route and alternative schemes were identified. 

9.3.6 Options to take traffic away from Leicester Road were also considered, but these 

were reliant on the one-way option for Frederick Street, and the possibility of 

making Paddock Street two-way.  As both of these schemes were not feasible, this 

consideration was dropped in the process of identifying masterplan options. 

9.3.7 Given the limited amount of highway land available at the Wakes Road/Leicester 

Road/Victoria Street junction, and the Aylestone Lane/Leicester Road junction it 

has not been possible to identify a revised junction arrangement that would 

provide greater capacity that the current junction arrangements. As the benefits of 

changing these junctions would not outweigh the cost of the schemes, any changes 

to these junctions have been excluded from the AAP masterplan.      
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10 Future Network Operation 

10.1 Introduction 

10.1.1 This chapter sets out the methodology used to predict future traffic levels in the 

town centre, and assesses the capacity of key junctions for ‘with’ and ‘without’ 

masterplan development traffic for the year 2026.       

10.2 Future Year Traffic 

10.2.1 Traffic flows for the year 2026 have been derived using a TEMPRO factor 

identified for the local area, which identifies predicted increases in background 

traffic between 2010 (the year in which traffic counts were undertaken) and the 

future year horizon.   TEMPRO identifies this growth in traffic from development 

allocations identified for the region, and increases in national GDP.   In taking an 

average of an arrival and departure factor derived from TEMPRO, a factor of 

1.1897 (19%) has been used.   

10.2.2 This methodology has been agreed with the highway authority during scoping 

discussions, as is considered to be a robust view of traffic growth on the local 

highway network. Also, given the current economic climate, it is likely that actual 

traffic growth could be less for the next few years until market conditions pick up.    

10.3 Committed Development Traffic 

10.3.1 Committed development traffic typically relates to developments that have been 

granted planning consent or are certain to be constructed in the near future.  By 

2026 the traffic associated with these developments would be travelling on the 

highway network, but would not have been included within the traffic counts 

undertaken in 2010.  In the case for Wigston, this has been extended to include 

large-scale developments identified in the adopted Core Strategy 2010.   

10.3.2 A single committed development is being added to 2026 background traffic flows; 

this represents a large scale (anticipated) development in close proximity to the 

town centre.  As quoted in the developers reports supporting the planning 

application (Transport Assessment), the ‘Direction for Growth’ site consists of 450 

residential dwellings and 2.5 to 3.5 hectares of B1/B2 office and industrial land 

uses.  The site would take access from both Welford Road (70%) and/or Newton 

Lane (30%).   
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10.3.3 The employment development is anticipated to replace existing employment in the 

Borough, and therefore only the new trips associated with the residential proposals 

have been added to the highway network.  It is anticipated that the full 

development would be built and operational by 2026.    

10.3.4 Peak hour trip generation and the distribution relating to site access has been taken 

from the Waterman Boreham ‘Transport Feasibility Report’ dated 2009, which also 

reflects the proposals for the site as included in the adopted OWBC Core Strategy 

document.   The report identifies the proposals to generate 291 two-way trips in 

the morning peak hour, and 299 two-way trips in the evening peak hour.   

10.3.5 As identified in the Waterman Boreham report, 70% of development traffic is 

assumed to access the site to/from Welford Road, and 30% from Newton Lane.  

From this point onwards, no distribution percentages have been provided, and 

therefore it has been assumed to distribute in accordance with the existing 

distribution of traffic at each junction.    

10.3.6 The background traffic flows surveyed in 2010 have been factored up to 2026 

levels using TEMPRO, which takes account of wider development allocations in 

the region and wider areas.  Committed development traffic has been added to the 

factored background flows to derive future traffic levels.   

10.3.7 As a final check of the flows, these have been compared to the predicted future 

flows as included within the Central Leicestershire Traffic Model (CLTM). 

10.3.8 The CLTM is an area wide (Leicestershire) traffic model maintained by the 

highway authority, and is used to predict the volume and distribution of future 

traffic levels in the area. For a robust set of employment and residential 

development land use allocations, traffic flows have been derived from the model 

for Wigston, and details regarding the model outputs are provided in Appendix I.   

10.3.9 A 2026 morning peak future year traffic scenario has been used from the CLTM, 

and includes all known committed developments occurring in the region.  The 

model has been used as a reference case in the study, against which traffic volumes 

identified from our own traffic surveys have been compared.   
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10.3.10 The results suggest that the factored 2026 surveys envisage similar traffic volume 

levels to those included in the CLTM, although there is some difference in 

distribution.  These differences have been reviewed in detail, and it is believed that 

those identified in the 2026 survey data are more realistic than those being 

presented by a wider area traffic model, especially as these are based on actual 

distributions surveyed in the town centre.  The CLTM is a strategic model and 

does not take account of all of the highway network movements in Wigston.  It is 

has therefore be used as a comparison tool to ensure the 2010 factored flows are in 

the right order.    

10.4 Future Year Junction Assessments 

10.4.1 The junction capacity assessments undertaken in Chapter 4 have been revisited in 

this chapter and tested with 2026 traffic flows for ‘with’ and ‘without’ proposed 

masterplan development traffic.   

10.4.2 The junction assessments include junctions in their existing form for a 2026 

background traffic scenario using the validated junction models (validated with 

peak hour queue surveys in 2010), and with junction mitigation schemes included 

(as identified in the ‘Transport Options’ chapter) for ‘with’ development traffic 

scenarios.  All junctions have been assessed for a weekday morning and evening 

peak hour.  Future capacity assessment results are included in Appendix J. 

10.4.3 A summary of the capacity results is also included in Figure 10.1.  This shows the 

maximum queues that would be generated at each approach to junctions (based on 

a range of queues) by 2026.  Queues are the same for both the ‘2026 background 

and committed development traffic’ and ‘with masterplan development traffic’ 

scenarios.    

Bull Head Street/Oadby Road/Wakes Road Roundabout 

10.4.4 In 2010 this junction is operating with queues of up to 5 vehicles in the morning 

peak hour on Oadby Road, and queues of 6 vehicles and over on the Wakes Road 

and Bull Head Street (N) approaches in the evening peak hour. 

10.4.5 Junction modelling results for a 2026 background traffic scenario are set out below 

in Table 10.1, and those for a 2026 background and AAP development traffic 

scenarios are set out in Table 10.2.    
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Figure 10.1: Future Year Junction Capacity (2026 – All Scenarios) 

This map is based upon Ordnance Survey material 
with permission of Ordnance Survey on behalf of 
her Majesty’s Station Office (c) Crown copyright.  
Unauthorised reproduction infringes Crown 
copyright and may lead to prosecution or civil 
proceedings 
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Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Bull Head Street (N) 0.968 16 0.32 1.133 96 1.77 
Oadby Road 0.984 20 0.36 0.983 20 0.41 
Bull Head Street (S) 0.834 5 0.11 1.049 41 0.70 
Wakes Road 0.286 0 0.03 1.125 72 1.58 

Table 10.1: Bull Head Street Roundabout ARCADY results - 2026 background and 

committed development traffic 

10.4.6 The above results show that without the proposed masterplan development traffic, 

this junction would be operating over capacity in both the morning and evening 

peak hours, with queues as large a 20 vehicles in the morning peak on Oadby 

Road, and significant queues in the evening peak hour on all approaches. 

10.4.7 To indicate the capacity of the left turn from Oadby Road, the movement has been 

modelled using PICADY software. The results for the 2026 Base + Committed 

scenario demonstrate that the left turn lane has an RFC of 0.814 and a queue of 4 

vehicles in the morning peak hour, and an RFC of 1.444 and queue of 109 in the 

evening peak hour.  This is considered to be an issue, but has therefore been 

considered for mitigation in a later chapter. 

10.4.8 Whilst the results suggest a large queue in the evening peak hour on this approach, 

it is considered that the limitations of the PICADY software will assume an almost 

constant flow of traffic access the junction (existing the roundabout), but this will 

not occur in practice. The traffic flows show a significant amount of opposing 

traffic at the roundabout exiting via Bull Head Street (S) (and past the junction) 

and therefore there will be lots of gaps, and opportunities for traffic to exit the 

junction.   

10.4.9 The PICADY results are included with the junction modelling results appended to 

this report.    

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Bull Head Street (N) 1.014 28 0.47 1.146 109 2.18 
Oadby Road 1.014 29 0.49 1.004 25 0.49 
Bull Head Street (S) 0.860 6 0.13 1.087 57 1.06 
Wakes Road 0.295 0 0.03 1.192 109 2.79 

Table 10.2: Bull Head Street Roundabout ARCADY results - 2026 background, committed 

and proposed masterplan development traffic 
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10.4.10 All junction assessments have been undertaken in industry accepted modelling 

programs, so that the results provided will also be acceptable and recognisable to 

the highway authority. 

10.4.11 The above results show that by 2026, capacity of this junction and the wider 

highway network would be more congested that at present day, largely associated 

with the general background increases in traffic flows (19%) expected by this year.  

The results show the largest queues at the junction would occur on the Wakes 

Road approach to the roundabout, which suggests a worst-case queue of 109 

vehicles in the evening peak hour.  The masterplan development traffic is shown 

to have a reasonable impact on the capacity of this junction during the peak hours, 

with queues increased on every arm, and therefore an improvement scheme has 

been identified in a later chapter.  

10.4.12 The results of the PICADY for the 2026 Base + Committed + Development 

scenario demonstrate that the left turn lane operates within capacity during the 

morning peak with an RFC of 0.818 and a queue of 4. However, during the 

evening peak the modelling shows an RFC of 1.464 and a queue of 114 on Oadby 

Road. The results demonstrate that the impact of including the development traffic 

is negligible.  

10.4.13 It is considered that the operational capacity of this roundabout could be improved 

by providing a larger roundabout design within the highway land available at the 

junction, and a conceptual layout is shown in Figure 10.2.  An improvement has 

been identified for this junction as the traffic associated with the masterplan has an 

impact on the operation of this junction during the peak hours but it should be 

noted that the junction operates over capacity in 2026 without any development 

traffic.   

10.4.14 The mitigation scheme includes minor changes to the geometry of the roundabout, 

and significant changes to the lane markings.  Extra carriageway width is also 

gained at the roundabout through the removal of the on-road cycle lanes, as 

cyclists will be provided with an off-road route in this location.   

10.4.15 No amendments have been made to the Bull Head Street (N) approach, as this 

would require the relocation of an existing bus stop, but all other approaches have 

been improved. The junction scheme capacity assessment results set out in Table 

10.3.   
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Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Bull Head Street (N) 0.696 2 0.08 0.904 8  0.15 
Oadby Road 0.884 7 0.17 0.960 14 0.28 
Bull Head Street (S) 0.806 4 0.10 0.982 19 0.34 
Wakes Road 0.246 0 0.02 0.821 4 0.12 

Table 10.3: Bull Head Roundabout ARCADY results –2026 background, committed and 

proposed development traffic – mitigation  

10.4.16 The results show that the capacity of the junction is significantly improved as a 

result of the improvement scheme identified, and is able to mitigate the impact of 

development traffic predicted to travel through this junction.  This improvement 

scheme would be funded by developer contributions from successful planning 

consents for developments having an impact on the operation of this junction.  

10.4.17 It should be noted that no change is proposed to the left turn lane from Oadby 

Road as part of the mitigation, therefore the results of the capacity assessment are 

the same as for the 2026 Base + Committed + Development scenario outlined 

above.  

Bull Head Street/Newton Lane/Welford Road/Moat Lane 

10.4.18 In 2010 this junction is operating close to capacity in both peak hours, but with 

queues of 6 vehicles and above being generated on all approaches in both peak 

hours.   

10.4.19 This junction has again been assessed in LINSIG for a ‘2026 base and committed 

development traffic scenario’, and same but with masterplan traffic added scenario. 

The results are set out below in Tables 10.4 and 10.5. c 
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Figure 10.2: Bull Head Street/Wakes Road/Oadby Road Junction – Mitigation Scheme 

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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Morning Peak Evening Peak 
Link Road & Movement 

DoS Q Del DoS Q Del 

1/1 Bull Head Street - R 102.8 21 189.8 99.7 18 132.4 

1/2 Bull Head Street – L/A 38.2 11 15.3 73.6 31 30.8 

2/1 Newton Lane –R/L/A 102.5 39 179.1 82.4 17 76.6 

3/1 Welford Road – A/L 102.6 69 141.9 98.9 46 114.1 

3/2 Welford Road - R 0.4 0 32.1 2.8 0 74.5 

4/1 Moat Street – A/R 70.2 11 76.1 97.5 37 118.7 

4/2 Moat Street - L 79.8 22 73.4 60.6 17 53.4 
 CT=180 PRC=-14% CT=180 PRC=-11% 

Table 10.4: Bull Head Street/Moat Street/Newton Lane Traffic Signals LINSIG Results – 

2026 base and committed development traffi 

10.4.20 The above results show that by 2026 with background and committed 

development traffic, the queues at this junction are increase considerably, and the 

overall capacity of the junction reduced further as a result 

Morning Peak Evening Peak 
Link Road & Movement 

DoS Q Del DoS Q Del 

1/1 Bull Head Street - R 102.8 21 189.8 99.7 18 132 

1/2 Bull Head Street – L/A 38.7 11 15.4 74.9 32 30.8 

2/1 Newton Lane –R/L/A 104.4 43 204.2 84.8 18 81.6 

3/1 Welford Road – A/L 103.8 74 159.1 98.8 47 112.7 

3/2 Welford Road - R 0.4 0 32.7 2.9 0 75.9 

4/1 Moat Street – A/R 66.4 11 72.6 98.7 38 128.4 

4/2 Moat Street - L 80.3 22 73.9 63.1 17 55.2 
 CT=180 PRC=-16% CT=180 PRC=-11% 

Table 10.5: Bull Head Street/Moat Street/Newton Lane Traffic Signals LINSIG Results – 

2026 base, committed and proposed masterplan development traffic 

10.4.21 By 2026 for both traffic scenarios, the junction is shown to operate slightly over 

capacity, with worst-case queues of 75 vehicles being generated on Welford Road.   

Queues on all other approaches are in the region of approx 20 vehicles, based on 

the junctions existing cycle time and staging.   
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10.4.22 Whilst this junction is shown to be operating at capacity by 2026, an alternative 

junction arrangement capable on providing additional junction capacity can not be 

found for this location, due to the surrounding land constraints.  It is considered 

that a signal controlled junction is the best junction design for the volumes of 

traffic travelling through it, whilst also providing controlled pedestrian movement 

across each junction approach.  This junction already operates on a SCOOT 

system, which enables its signal timings and staging to be optimised, and linked to 

the flow of traffic through a series of signal controlled junction in the local area.  

This effectively allows for traffic on a major route travelling through a series of 

junctions to be given a ‘green wave’ or priority, so that minimal stoppages and 

delays are experienced by these drivers.    

10.4.23 It is considered that MOVA signal controlled technology could provide some 

additional capacity benefits at this junction in isolation, but this would likely have 

adverse implications on queues generated at surrounding signal junctions on the 

highway network, as these would no longer be linked together in terms of signal 

staging.   It is therefore considered that the provision of MOVA at a single 

junction would not provided any real benefit in over journey times for vehicle 

movements in the local area. It is for this reason that the existing junction 

arrangement has been retained. 

Leicester Road/Wakes Road/Victoria Street 

10.4.24 This junction is shown to operate within capacity in 2010 with minimal queues, 

and this junction has again been assessed on its existing junction arrangement, 

given that no alternative junction scheme could be identified in this location due to 

highway land constraints.  The two junction scenarios have been tested at this 

junction, and the results provided below in Tables 10.6 and 10.7.    

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (N) 0.006 0 0.13 0 11 *** 
Wakes Road 1.309 105 7.14 *** 427 *** 
Leicester Road (S) 1.080 34 1.72 1.668 341 17.94 
Victoria Street 0.132 0 0.32 *** 9 *** 

Table 10.6: Leicester Road/Wakes Road/Victoria Street PICADY results – 2026 base and 

committed development traffic 

10.4.25 Before masterplan development traffic is added, the capacity of this junction is 

significantly reduced from 2010 levels, and all but one approach is shown to be 

operating over capacity, with excessive queues.   
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Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (N) 0.006 0 0.13 0 11 *** 
Wakes Road 1.309 105 7.14 *** 427 *** 
Leicester Road (S) 1.080 34 1.72 1.668 341 17.94 
Victoria Street 0.132 0 0.32 *** 9 *** 

Table 10.7: Leicester Road/Wakes Road/Victoria Street PICADY results – 2026 base and 

proposed masterplan development traffic 

10.4.26 The above results that by 2026, capacity of this junction and the wider highway 

network would be significantly more congested that at present day, largely 

associated with the general background increases in traffic flows (19%) expected 

by this year.  The results show the largest queues at the junction would occur on 

Wakes Road, which suggests a worst-case queue of 427 vehicles.  Traffic generated 

from proposed developments will not impact upon this junction.  

10.4.27 It is not considered that this level of queuing would ever be generated at this 

junction, because any significant amount of queuing and delays to vehicles using 

the junction will automatically re-route to use an alternative junction, and therefore 

avoid this section of the highway network. The type of modelling work 

commissioned does not allow interaction of each junction or the network to be 

considered at the same time.  

10.4.28 Due to the land constraints in the area, a mitigation scheme could not be identified 

for this junction that would have given priority to the main movement of traffic 

through the junction (Leicester Road (S) to Wakes Road and visa versa).  This 

would have also of created a junction arrangement that would have been 

considered to be unsafe, as the forward visibility of traffic using the junction would 

need to be reduced, and the Victoria Road and Leicester Road (N) arms, would 

have both met the mainline flow (Leicester Road (S) into Wakes Road) in the same 

location, resulting in the need for an unconventional and awkward arrangement 

needing to be provided.   

Long Street/Moat Street/Bushloe End 

10.4.29 In 2010 this junction is shown to operate with some queues in the morning peak 

hour (3 to 5 vehicles) on two of three arms, and with queues of 4 to 8 vehicles on 

all approaches in the evening peak hour. 
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10.4.30 This junction has again been assessed on its existing junction arrangement, given 

that no alternative junction scheme could be identified in this location due to 

highway land constraints.  The two junction scenarios have been tested at this 

junction, and the results provided below in Tables 10.8 and 10.9.   

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Long Street  0.905 8 0.43 0.953 12 0.54 
Moat Lane 0.513 1 0.06 0.258 0 0.04 
Bushloe End 1.463 184 9.75 1.371 151 7.59 

Table 10.8: Long Street/Moat Street/Bushloe End ARCADY results - 2026 base and 

committed development traffic 

10.4.31 By 2026, before masterplan development traffic is added to the network, the 

capacity of this junction is significantly reduced, with large queues forming on the 

Bushloe End approach in both the morning and evening peak hours.    

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 

Long Street  0.918 8 0.45 1.003 19 0.77 
Moat Lane 0.523 1 0.06 0.263 0 0.04 
Bushloe End 1.500 203 10.81 1.401 156 8.43 

Table 10.9: Long Street/Moat Street/Bushloe End ARCADY results - 2026 base, committed 

and proposed masterplan development traffic 

10.4.32 By 2026 for both traffic scenarios, the junction is shown to operate over capacity, 

with worst-case queues of 184 vehicles without development traffic, and 203 

vehicles with development traffic, being generated along Bushloe End.   Queues 

on all other approaches are under 10 vehicles, with minimal delays.   

10.4.33 Mitigation measures have been identified for this junction to include the provision 

of a signal controlled junction arrangement, with a single lane provided on Bushloe 

End and Long Street, and a full ahead and short right turn lane provided on Moat 

Street.  The staging at this junction includes all lanes given a separate ‘green time’ 

with the right turn lane on Moat Street given an extended ‘green time’ for right 

turning traffic to exit the junction. It should also be noted that there are no 

existing vehicular accesses to surrounding properties at the junction, and therefore 

the proposal place no restrictions on access.   
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10.4.34 The peak hour results are set out below in Table 10.10. 

Morning Peak Evening Peak 
Arm 

DoS Q Del RFC Q Del 
Long Street (Left/Right) 94.8 20 71.1 87.9 18 45.3 
Moat Lane (Ahead/Right) 96.1 24 61.1 87.9 11 46.1 
Bushloe End (Ahead/Left) 77.2 17 25.6 87.6 21 37.6 

Table 10.10: Long Street/Moat Street/Bushloe End LINSIG mitigation option results - 

2026 base, committed and proposed development traffic 

10.4.35 The mitigation measures identified are shown to mitigate against the impact of the 

additional traffic generated by the town centre proposals, and leave a junction 

arrangement that is able to operate better than prior to the proposals being 

provided.  It is considered that further capacity benefits could be gained at this 

junction if included within the SCOOT system in operation at other surrounding 

signal controlled junctions. The mitigation scheme identified for this junction is 

shown in Figure 10.3. 

Bull Head Street/Paddock Street 

10.4.36 As it is proposed to make this junction a two-way (for a section of Paddock Street 

only) signal controlled junction, the capacity of the right turning facility will be 

redundant following the implementation of the masterplan proposals. This 

junction also incorporates a crossing for pedestrians, and advanced cycle stop lanes 

for cyclists, which will link into the extension of the on-road cycle route to be 

provided on Bull Head Street.   

10.4.37 No baseline assessment has been provided for this junction as the junction would 

not require to be changed into a two-way junction at its eastern end, without the 

provision of the residential development proposed off Paddock Street. As the 

construction of the residential development is linked to the delivery of the junction 

scheme, only a future year (with development traffic scenario) junction assessment 

has been provided. 

10.4.38 The improvement scheme identified for this junction has been assessed in LinSig 

for a ‘2026 base, committed and proposed development’ traffic scenario (worst-

case).  The model assumes that pedestrians are given ‘all red’ phase at this junction, 

when traffic movements are stopped to allow pedestrians to cross. The whole 

junction runs on a 90 second cycle time, with pedestrians called every cycle. This is 

considered to be robust in terms of pedestrian demand in the area.  The results are 

set out below in Table 10.11. 
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Figure 10.3: Moat Street / Long Street / Bushloe End Junction Mitigation Scheme

This map is based upon Ordnance Survey material with permission of 
Ordnance Survey on behalf of her Majesty’s Station Office (c) Crown 
copyright.  Unauthorised reproduction infringes Crown copyright and may 
lead to prosecution or civil proceedings 
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Morning Peak Evening Peak 
Road & Movement 

DoS Q Del DoS Q Del 

Bull Head Street (N) -A 36.9 10 8.7 66.6 25 12.3 

Bull Head Street (N) - R 75.6 4 82.3 70.7 4 75.9 

Bull Head Street (S) – A/L 87.6 40 27.6 73.5 28 21.4 

Paddock Street – L/R 14.2 1 51.4 18.8 1 52.4 
 CT=90s PRC=2.7% CT=90 PRC=22.5% 

Table 10.11:  Bull Head Street/Paddock Street Signal Control Junction – 2026 base, 

committed and proposed development traffic flows - mitigation 

10.4.39 The above results show that this junction would be capable of operating within 

capacity during both peak hours, and would provide full pedestrian crossing 

provision in this location.  It is also predicted that this junction could hold up 

some traffic travelling on Bull Head Street, and provide a benefit to other 

junctions up and down stream of this junction on Bull Head Street, if included 

within the SCOOT system operational in the area.         

10.4.40 It is however considered that the minor arm on the south-eastern side of the Bull 

Head Street carriageway (Spa Lane) would need to be made into a left-in / left-out 

access road, as its proximity to the signal controlled junction, would not allow 

movements to be made in a safe manor.  This road already has a second point of 

access onto Bull Head Street, and therefore it is considered that this should be 

acceptable.  However, options to include this minor road into the signal design 

could be considered if necessary, depending on the volume of traffic flows that use 

it. At this stage, the only improvement identified for Spa Lane is a raised table at 

the entrance to the junction, providing a more prominent route for pedestrians to 

cross the road in this location.   

Leicester Road/Aylestone Lane 

10.4.41 In 2010 this junction operates within capacity with some queues, but the junction 

has been assessed on its existing junction arrangement, given that no alternative 

junction scheme could be identified in this location due to highway land 

constraints.   
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10.4.42 A series of junction designs have been tested for this junction, including full 

signalisation of the junction, signalisation and incorporation of signals at the 

Leicester Road / Frederick Street junction, and the provision of a priority ‘T’ 

junction, and the consideration of a slightly larger roundabout arrangement.  The 

capacity results suggest that the existing junction arrangement offers the greatest 

amount of capacity at the junction, and whilst is still shown to generate some 

queues the Aylestone Lane approach, is the best that can be achieved in a 

significant land constrained location.   

10.4.43 The two junction scenarios have been tested at this junction, and the results 

provided below in Tables 10.12 and 10.13.   

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road 0.872 6 0.26 0.747 3 0.19 
Long Street 0.876 6 0.25 0.842 5 0.21 
Aylestone Lane 0.603 2 0.13 1.076 41 1.07 

Table 10.12: Leicester Road/Long Street/Aylestone Lane ARCADY results - 2026 base 

and committed development traffic 

10.4.44 This junction is shown to be operating within capacity in the morning peak hour, 

but over capacity in the evening peak hour on the Aylestone Lane approach.  

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road 0.876 6 0.27 0.758 3 0.20 
Long Street 0.903 8 0.28 0.860 6 0.22 
Aylestone Lane 0.611 2 0.13 1.117 55 1.52 

Table 10.13: Leicester Road/Long Street/Aylestone Lane ARCADY results - 2026 base, 

committed and proposed masterplan development traffic 

10.4.45 The ARCADY results demonstrate that the Leicester Road/Aylestone Lane 

junction operates within capacity on two out of three approaches in the peak 

hours, but with considerable queues being generated on the Aylestone Lane 

approach in the evening peak hour.   The modelling suggests queues of 41 for the 

‘base and committed’ scenario, and queue of 55 vehicles for the ‘with development 

traffic’ scenario.  It is however considered that with this level of queuing, that 

some vehicles would choose to re-locate via alternative routes on the highway 

network.    
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Leicester Road/Frederick Street 

10.4.46 This junction has been assessed on its existing junction arrangement, given that no 

alternative junction scheme could be identified in this location due to highway land 

constraints.  The two junction scenarios have been tested at this junction, and the 

results provided below in Tables 10.14 and 10.15.   

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (North) - - - - - - 
Frederick Street 0.076 0 0.15 0.590 1 0.30 
Leicester Road (South) 0.324 1 0.17 0.461 2 0.20 

Table 10.14: Leicester Road/Frederick Street PICADY results - 2026 base and committed 

development traffic 

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (North) - - - - - - 
Frederick Street 0.076 1 0.15 0.590 1 0.30 
Leicester Road (South) 0.324 1 0.17 0.461 2 0.20 

Table 10.15: Leicester Road/Frederick Street PICADY results - 2026 base, committed and 

proposed masterplan development traffic 

10.4.47 The PICADY results demonstrate that the Leicester Road/ Frederick Street 

junction in isolation would operate within capacity in both peak periods, and for 

both traffic scenarios, as the volume of traffic using this junction would be 

relatively unchanged from its existing position.   

10.4.48 This junction was also considered in the mitigation schemes tested for the 

Aylestone Lane/Leicester Road junction, but as no schemes could be identified, 

this junction has remained unchanged.   

Leicester Road/Paddock Street 

10.4.49 This junction has been assessed on its existing junction arrangement, given that no 

alternative junction scheme could be identified in this location due to highway land 

constraints.  The two junction scenarios have been tested at this junction, and the 

results provided below in Tables 10.16 and 10.17 
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Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (North) - - - - - - 
Paddock Street 0.759 3 0.44 0.986 11 0.99 
Leicester Road (South) 0.343 0 0.00 0.00 0 0.00 

Table 10.16: Leicester Road/Frederick Street PICADY results - 2026 base and committed 

development traffic 

Morning Peak Evening Peak 
Arm 

RFC Q Del RFC Q Del 
Leicester Road (North) - - - - - - 
Paddock Street 0.788 1 0.47 1.045 15 1.30 
Leicester Road (South) 0.00 3 0.00 0.00 0 0.00 

Table 10.17: Leicester Road/Frederick Street PICADY results - 2026 base, committed and 

proposed masterplan development traffic  

10.4.50 The PICADY results demonstrate that the Leicester Road/ Frederick Street 

junction operates within capacity in the morning peak hour, and whilst slightly 

over capacity in the evening peak hour, the queues generated are considered to be 

at acceptable levels for a 2026 future year scenario.   

10.4.51 This junction has no scope for mitigation as highway land is not available to 

provide an improvement, however the junction will benefit from other changes 

being made to the wider highway network. This is especially related to the 

proposals to make the eastern end of Paddock Street a two-way junction, so that 

all traffic exiting sites / car parks via this road, has the option of using Bull Head 

Street.   The relocation of the bus stop on Long Street will also reduce vehicle 

queues extending past the Paddock Street exit road with Long Street, allowing 

vehicles to exit this road more easily.    
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11 Summary & Conclusion 

11.1 Summary 

11.1.1 Halcrow Group Limited have been appointed by Oadby & Wigston Borough 

Council (via Taylor Young) to prepare a transport report that will further consider 

a transport strategy for Wigston Town Centre, and input towards the masterplan 

and Area Action Plan (AAP) being developed for this area.       

11.1.2 The report revisits the baseline conditions and develops a transport strategy for 

Wigston based on a sound evidence base.  Within the study issues have been 

identified for all users and suggestions included for improvements as the 

masterplan starts to be implemented. 

11.1.3 Using the baseline issues and analysis undertaken, a series of transport options 

have been identified for the town centre, and aimed at delivering the key aims of 

the report.  Measures have been considered for each road user, and identified in 

consultation with highway authority and public transport operators, and from a 

series of site visit observations.  As a result, all schemes are considered to be both 

feasible and deliverable, and prioritised in relation to the key themes:    

• Make best use of highway capacity; 

• Maximise and enhance sustainable transport links including 

routes for pedestrians, cyclists and public transport users; 

• Manage traffic flows better within the town centre 

 

11.1.4 The town centre is considered to have a series of traffic-free pedestrian routes 

(The Lanes), although it is considered that these could be much improved on 

following the redevelopment of the town centre, but are a good basis to build on.  

Provision for cyclists is provided in some locations, but this is considered to be 

‘piecemeal’, and limited cycle parking provision is available.  The town centre is 

also well served by public transport, with stops provided in good locations near to 

the centre of town and main retail core.  It is however considered that the 

infrastructure is in need of upgrading, with options for services to be improved 

through the relocation of some stops and the potential to introduce services to the 

east of the town centre as it expands across to Bull Head Street.   
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11.1.5 Issues associated with car trips have also been identified, especially in relation to 

car parking and junction capacity.  A total of eight junctions have been assessed 

during a morning and evening peak hour for the year 2010, and show most 

junctions to be operating within capacity in the morning and evening peak hours, 

but with some larger queues and delays in the latter period.   

11.1.6 By 2026, traffic levels are predicted to increase by 19% or more, resulting in 

significant increases in queues and delays at junctions in the town centre.  On this 

basis, measures have been identified to maximise traffic capacity at junctions, 

following improvements to other sustainable transport modes first, and to reduce 

car journeys through better signing and route management.  It is however been a 

primary aim to reduce the occurrence of car trips through the enhancement and 

increased provision of sustainable transport alternatives. 

11.1.7 Weekday and Saturday car parking beats have revealed that there is some capacity 

in public car parking provision in the town centre, but car parks could be better 

managed with ‘variable message signs’ and the removal of the coloured bay parking 

options.   

11.1.8 Personal injury accident results show that all occurred through driver or pedestrian 

error, and not considered to be a direct result of factors relating to the design of 

the local highway network. A concentration of cyclist accidents was identified in a 

single location on Bull Head Street (roundabout), and therefore measures to 

address the causes of these have been identified within the report.   

11.1.9 The masterplan proposals result in an increase in development floor space within 

the town centre, but not all of this will result in new trips to/ from the town 

centre.  A large proportion of these will the trips already made to the town, linked 

to surrounding developments, and these has been taken into account in the 

generation of peak hour car trips.    

11.2 Conclusion 

11.2.1 The schemes identified in the report are options for taking forward in the town 

centre, but subject to detailed design issues, and dependant on public and 

developer contributions coming forward in the future to fund the measures 

identified.    
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