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nor is there intense competition for its development,
apart from uses such as storage or waste disposal. As a
consequence the valley has an impoverished environ-
ment and declining land values. But with the prospect
of residential development on the north side of the
valley between Wolviston and Wynyard, the improve-
ment of the environment of the valley becomes both
necessary and feasible. Its use for recreation affords the
best means of achieving significant results because of
the increasing demand for informal and varied leisure
activities, particularly those using water. This pattern of
leisure and recreation and its influence on urban
structure policy was described in chapter 3 paragraphs
3.136 and 3.137.

16.15 The proposed realignment of the A19 and the
northern bypass to Stockton, actually passing through
the Billingham and Thorpe valleys, will bring most of
urban Teesside within a 15-minute car journey. The
opening of Wynyard Park to the public would stimulate
a widespread interest in the area and, whilst no attempt
is to be made to rival the qualities of the Leven valley,
a strong landscape framework could be established
relatively quickly. However, in spite of Wynyard Park
and the landscape framework, some other magnet is
required to attract visitors. Unique features exist within
Zone 2 which make the creation of a water area a natural
development:

a a broad flood plain, up to 1,000 feet in breadth,
contained by a sharp break in slope at either edge;

b heavy clay sub-soil;

¢ markedly little hedgerow and tree cover, thus
reducing the problems of preparing the ground;

d poor gquality farmland under permanent pasture, the
soil being too heavy for successful crop production;

e the proposed construction of an embankment to
take the Stockton bypass across the valley which could
be designed as a terminal dam structure.

16.16 About 40,000 people now live within one mile
or a 20-minute walk of the valley and, when the new
areas are developed west of Wolviston, the number will
rise to nearly 70,000. Landscape and recreational
development within the valley would contribute sub-
stantially to local and district open space requirements,
and in so doing, would overcome existing deficiencies in
Billingham and Stockton. In this case, therefore, it is
important that a balance be struck between the provision
of regional and local facilities.

16.17 The Tees valley and its tributaries was regarded
as a single, interconnecting resource zone in the urban
structure and the definition of an open space system for
Teesside. The Billingham Beck valley is a major element
in the system and its use for recreation a major deter-
minant of urban land use policy.

Summary of proposals (see figure 16.1 and table
16.1)

16.18 Zone 1: The zone is essentially rural in character
and its agricultural quality is distinctly higher than else-
where within the valley. The incidence of hedgerow
trees is high and the forest trees of Wynyard Park
feature strongly in the downstream section. Careful
plans should be made to combine mild recreation pursuits
with continuing agriculture. Selected picnic sites,
streamside pathways and strategic car parking should
be defined, whilst new woodlands could be planted to
shelter, screen and enclose individual areas.

16.19 Zone 2: There are strong reasons to develop
this zone as a water area and, by flooding it to the 30
foot contour, a lake of 175 acres is possible. In addition

to the lake, three mooring centres are recommended
two of which, on the south lakeside, could be private
The third, on the northern lakeside should be a marina
associated with a larger centre housing facilities fo
refreshments, dancing, indoor sports, bowls, tennis anc
children’s play. This would serve primarily the nev
development immediately to the north. A linear lakesid
park, including an 18-hole golf course and educatio:
playing fields, should be incorporated and block tree
planting could be sited to compose skylines, screei
eyesores, and improve the micro-climate. Itis anticipatec
that with the good regional connections planned, thi:
zone will receive large numbers of visitors and thre:
major vehicular access points associated with all-da
parking should be strategically positioned.

16.20 Zone 3: This is a waterlogged area of poo
pasture land, visually enclosed by road and railwa
embankments and by residential development. It is :
comparatively sheltered area, but suffers from period:
of high atmospheric pollution, and is rather inaccessible
By tipping, grading and draining, over 45 acres of playing
fields could be provided. Ground modelling coulc
provide smaller areas for play, screen the complex o
pylons in the northwest and reduce noise levels fron
the A19.

16.21 Zones 4 and 5: As both these zones are com:
mitted or proposed for non-recreational uses, particularly
industry and external storage, efforts here should be
directed towards improving the visual scene. The land.
scape treatment of industrial areas, such as tha
described in chapter 15, tree planting and grounc
modelling would help greatly to give a more pleasan’
character to what would otherwise be a barren, poorly
used prospect. This is necessary because of the use o
this section of the valley as the route for the A19, the
main trunk road through Teesside.

Table 16.1. Proposals, Billingham Beck C ry Park

land uses:
i block tree planting 200 acres
ii parkland 180 .,
iii 18-hole golf course 105 ,,
iv playing fields 45
v water area 176 ,,
TOTAL, excluding Wynyard Park 705 acres
other uses:
vi roads for recreational use, lakeside drive, access 1 mile

to recreational areas
ii regional pathway: footpaths, cycleways and 7 miles
bridieways

\';

viii car parks: 50-250 cars 3
up to 50 cars 3
lay-bys, Wynyard Park and lakeside b
drive
ix riverside picnic areas, 1—% acre each 3

x buildings: park centre, with restaurant, cafe,
kiosks, hall, mooring areas with boathouses,
repair sheds, club rooms, pavilion and changing
rooms for playing fields, toilet blocks for picnic
areas

The Leven valley

Description of the valley

to the river Tees. The landscape through which th
meandering river flows is a rather featureless platea
where the topography varies only gently between 15
feet and 175 feet. The Leven has cut sharply into thi
plateau and the very steep valley sides, reinforced over,
much of the valley’s length by banks of woodland,
bring about an almost complete visual enclosure. In
contrast, the valley floor is flat, almost 220 yards wide,
and virtually treeless. Downstream of Leven Bridge the

16.22 The valley extends some six miles from Crathorna




valley cross-section becomes more of a ‘v’ and the
valley floor, as such, disappears. South of Crathorne, the
depth of the valley and the steepness of the sides
become less, and it is only upstream of Hutton Rudby
that external features, notably the Cleveland Hills,
become visible from the valley. Thus by virtue of steep
topography, woodland, and meandering alignment, the
valley comprises an identifiable sequence of self-
contained spaces of considerable landscape quality.

16.23 The river itself, on average 20 feet wide, is in a
stage of late maturity, meandering across the full width
of the valley floor, and at several points, cutting into the
slopes to form cliffs up to 20 feet high. The immediate
banks of the river are steep, generally about 3 feet high,
and flooding is rare, except in abnormal storm conditions.
The construction of a weir at Leven Bridge has stopped
tidal flooding upstream of that point,

16.24 Woodland plays an important part in moulding
the spatial character of the vailey. Tree planting, except
for sporadic riverside groups of alder and willow, has
been confined aimost exclusively to the steep valley
sides, giving added emphasis to the natural break in
slope at the edge of the valley floor. Sycamore, ash, oak
and elm are the dominant species although mixed
coniferous and deciduous woodlands become more
predominant upstream from Castle Hill. The area
between Crathorne Hall and Crathorne Mill Bridge
exemplifies the richness of texture and colour that an
area of mixed woodland provides. For the most part the
woodland is mature and well maintained, although
some of the older plantations, Red Hall Wood and
Ravenscar Wood, show signs of deterioration. Young
plantations, generally pine and larch, are few in number,
and yet they add much to the landscape variety as well
as giving commercial benefits, such as at Dark Bank,
Crathorne. The valley contains 280 acres of woodland.

16.25 Pasture land accounts for the majority of land
not covered by woodland, although crops are grown
on a small number of fields. Difficulties of access and
fragmentation and severance of areas within the valley
from the remainder of the farm holdings at plateau
level, render the valleys basically inferior both for arable
and pastoral use. All the farmland falls within category
IV and thereby compares unfavourably with agricultural
areas in the immediate vicinity, which vary between
Grade Il and IIl. Grazing is a very important factor in
maintaining the landscape: the contrast of short
meadow grass with woodland gives the essential
character of the valley.

16.26 Buildings do not feature strongly in the valley
landscape although Crathorne Hall, framed by parkland
trees and shrubs, dominates the views from within the
valley upstream for half a mile. Farm buildings, notably
Mount Leven, Ingleby Hill and Ingleby Close Farms in
the north of the study area, sit on the shoulder of the
valley and are prominent skyline features. They represent
an important means of external orientation, being the
only visual features common to both valley and plateau.
The small settlement at Leven Bridge on the A1044 is
the only substantial group of buildings within the valley
itself. Although it is at present rather noisy and danger-
ous, and in parts untidy, a pleasing sense of place has
been created by the narrow bridge and the tight cluster
of buildings. Other items within the valley, such as
chicken coops, shack development, pylons and power
lines, are less pleasing, but do not detract too much
from the environmental quality, and pose only minor
problems in terms of landscape development.

16.27 Commanding viewpoints are found at Castle

Hill, site of an early English castle and at Round Hill, an
ancient tumulus. The woodlands, because of their
inaccessibility, are colonised by many bird and wild
life species that are not found nearer the built-up areas,
and the river itself is reputedly rich in non-migratory
fish : chub, dace and brown trout.

16.28 Recreational use of the vailey at present is
severely restricted by poor accessibility. Members of
several fishing clubs enjoy access to much of the actual
streamside, but the general public, attracted to the
valley by its intrinsic beauty, is unfortunately restricted
to established bridging points and certain areas in their
immediate vicinity. The bridges themselves are attractive
features and the views from the road at Floxton Bridge
and Crathorne Mill Bridge especially, are very pleasant,
but enjoyment is reduced by overcrowding and restricted
movement. The Leven valley, however, lies within an
area where pleasure motoring and picnicking are popular
at weekends and holidays.

Sub-regional context

16.29 At present, only about 3,000 people live within
easy distance of the Leven valley, mainly at Yarm. But
the recommended urban structure provides for an
increase of population so that, by 1991, about 80,000
people will live within about two miles of the valley.
Further, the construction of a primary road network will
bring the majority of the population of urban Teesside
within a 15-minute car ride of the valley.

16.30 Teesside is, at present, deficient in outlets for
leisure activities. Preston and Stewart Parks are the
only areas of appropriate parkland open to the public.
The Leven valley has the potential for being developed
to create a broader range of recreational opportunities
for the urban population.

16.31 It is vital that the Leven valley be planned,
developed and managed as a recreation area for the
increasing numbers of leisure-seeking townsfolk, and
also for making the best use of the area’s resources.

Action policies

16.32 Policies for the development of the valley derive
from two sources: the specific problems likely to arise
in the valley itself and general principles for the design
of a country park. The major problem is likely to come
from the increasing intensity in the use of the valley.
At present, the valley is in a completely rural setting
but well before 1991 it will lie within the urban area.
Damage, erosion and misuse of the Leven landscape
by the public has been minimal solely due to its being so
inaccessible. A human “invasion’ could destroy much of
the unique qualities of the valley within ten years, for it
is in this initial period, before investment in recreational
facilities are fully effective that the landscape is most
vulnerable.

16.33 A policy for the conservation of resources by
strict control over access into and within the valley
must therefore be the first stage in a management policy
for recreation. Thereafter, the siting of recreational
activities should be determined by the intensity of use
associated with each activity, and the capacity of
different parts of the valley to absorb them. Landscape
areas should be classified at this conservation stage by
an index of vulnerability. The most vulnerable areas
would be those which are most accessible and have a
delicately balanced ecology. The necessary complement
to a policy for conserving the most vulnerable areas
would be to concentrate the most intensive uses in
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areas of low vulnerability, if landscape quality is to be
maintained.

16.34 A second problem is that of integrating the
landscape areas of the valley with the proposed surround-
ing urban development. This will be difficult as the
valley is virtually invisible from the plateaux on either
side. Possible methods of achieving this integration
would include:

a natural entry points should be emphasised and
extended into the urban development, as obvious
pathways into the valley;

b new entry points, visible from within the built-up
areas, should be created, and a greater awareness of
the valley’s landscape gained by the construction of
peripheral routes overlooking it;

¢ a conspicuous visual link between valley and
plateau should be formed by the siting of strong building
groups, visible from the two;

d the establishment of a continuity of land use
between valley and plateau at certain points would
create functional linkages.

16.35 A third problem is the need to provide for more
opportunities for water based recreation. Derwent
reservoir, 35 miles away, is the nearest inland stretch
of water for sailing and boating and is intensively used.
Possible methods of provision in the Leven valley
include the flooding of wet gravel workings, though
this may be more likely in the Tees valley near Yarm; the
excavation of the alluvium of the vailey floor; or using
embankments carrying roads across the valley as dam
structures.

16.36 The comparatively narrow, meandering river
will not be able to support all the diverse, often in-
compatible, water based activities. It will be necessary
therefore to create large areas of water of sufficient
size to support several activities without conflict, and
to apportion certain sections of water to specific
activities where muitiple use is not feasible.

16.37 The fourth problem is that urban development
will consume all of the land on either side of the
valley downstream from the new bridge carrying the
realigned A19, thereby leaving the fragmented farm
holdings within the valley unsupported. These inter-
mediate and low quality pasture lands should be
brought into public ownership immediately, as a first
stage, whilst the valley lands upstream from the A19
should be considered as a second stage. Plans for the
management of the valley’s natural resources, landscape
unity and recreation are likely to be severely prejudiced
unless much of the valley is in public ownership.

16.38 The general principles of design for a country
park to be applied in the case of the Leven valley are:

a recreational and entertainment facilities should be
concentrated and grouped where possible in order to
achieve the maximum benefits of multiple use, and to
create a strong feeling of contrast within the parkland
between areas of intensive use and wild areas;

b the range of recreational facilities should be such
as to encourage whole family participation in a particular
area, even when its various members may wish to
participate in different activities;

¢ access to the parkland should be controlied and
contrived to discourage random movement through
woodland or over steep, easily-eroded slopes;

d car parks and viewing areas should be provided in
sufficient number to allow easy access on foot to
recreation and entertainment centres, and also to
facilitate the viewing of large portions of the valley
for those who cannot, or do not wish to, leave their

cars. Care should be taken over the siting and appear-
ance of car parks;

e circulation within the parkland should be designed
to link recreation and entertainment centres with strategic
viewpoints; link up with a broader framework of
urban pathways and regional footpaths; and to accom-
modate cyclists and horse riders, as well as pedestrians.
Consideration might be given to a commercially
operated form of park transport in order to link areas of
concentrated activity;

f existing woodland of quality should be maintained,
but selective felling and underplanting should be
undertaken in over-mature and derelict woodland ; and
clear-felling should be considered as a means of opening
up vistas or improving the form of existing tree masses.
New mixed plantations would provide a mature land-
scape with a variety of both age and species in its
treescape;

g particularly important natural habitats should be
reserved for educational use and made accessible only
at appointed times.

Summary of proposals

16.39 In the preparation of policies for the management
of the Leven valley it has been necessary at times to go
into detail to ensure that the emergent basic philosophies
are sound and workable. Only the governing decisions,
however, together with critical supporting points are
given in this report. The proposals are summarised in
table 16.2.

Table 16.2. Proposals, Leven Valley Country Park

i existing woodland 280 acres

ii additional tree planting 60 ,,

iii lakes, zone 3 €0 ,,

zone 6 3k

iv open space, including golf courses 450 ,,

v pasture land 116 ,,
TOTAL, Crathorne to river Tees 1,000 acres
other uses:

vi new peripheral road system 4.5 miles
vii footpaths, cycle tracks 11 miles
viii car parks 6

ix marinas 4

X picnic areas 10

xi terrace viewing areas 6

16.40 The valley should be divided into linked use-
zones in such a way that a variety of landscape character
and recreational activities can co-exist with the minimum
of conflict. Seven zones have been identified (see figure
16.2).

Zone 1: Round Hill to Leven Bridge: this area, sparsely
wooded in comparison with upstream areas, is steep
sided and has no valley floor. It is recommended to
develop this section as a district park designed to
serve primarily people in the immediate vicinity. Control
over access, a footpath system and footbridge cross-
ings of the river, are amongst the more important
aspects to be considered.

Zone 2: Leven Bridge Area: already a point of focus
within the valley, this area should become an enter-
tainment and leisure centre serving both regional and
local populations. The design and arrangement of
commercial recreation buildings, provision of car park-
ing facilities, and the tidying up of the area by the
removal or screening of unpleasant uses are all
important.

Zone 3: Leven Bridge to the new A19 crossing: a
well wooded, very attractive section of the valley,
with an expansive valley floor. It has been selected as
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the larger of the two zones devoted to water based
recreation. This recommendation involves, inter alia,
using the A1044 replacement road as a dam structure
to provide a lake area of some 60 acres, boating and
marina facilities and the felling or underplanting of
certain woodland areas.

Zone 4: A19 road crossing to Castle Hill: this area
should have its present character and charm maintained
as far as possible, and its development as a passive
recreation zone would be most appropriate. Existing
fishing rights and grazing enclosures should be main-
tained; riverside pathways, associated with picnic
areas provided; and all car parking provision sited out-
side the visual envelope of the valley.

Zone 5: Castle Hill area: the area which commands
broad views of the curving river could become in the
very long term (after 1991) a recreational centre
incorporating stadium, sports hall, swimming bath and
outdoor sports facilities. The management of Brews-

dale, a wooded tributary gill, as a footpath link to this
recreational centre is considered vital.

Zone 6: Castle Hill to Floxton Bridge: this should
become the second of the large water areas and should
be designed and reserved for low density water uses,
such as yachting.

Zone 7: Floxton Bridge to Crathorne: a beautiful area
and possibly the most picturesque section of the valley
which should be considered as an exercise in conserva-
tion planning. All plans for access, routes and activities,
should spring from the fundamental criterion of main-
taining the present natural balance in the landscape.

16.41 Motor car access to the valley should be provided
from the primary and secondary road systems, and a
circulatory road system with facilities provided at the
edge of the valley for car parking and viewing areas,
to enable motorists to get reasonably close to their
eventual destination.

16.42 Finally, notwithstanding the division of the




valley into seven use-zones, its essential continuity
should be emphasised, and plans made for a system of
footpaths, cycle tracks and bridle-ways through the val-
ley, and thence southward as far as the Cleveland Hills.

Great Ayton forest park

16.43 Surveys made on Teesside and elsewhere show
that most leisure trips to areas similar in character to
country parks are made by families who travel by car
within a radius of 25 miles. The objects of the trip are
usually pleasure driving, walking and picnicking.

16.44 The moors of the Cleveland scarp, from Cringle
Moor, above Stokesley, to Guisborough, already
attract this type of visitor in relatively small numbers.
They are well suited for a country park. Their varied
and attractive character means that they would be able
to provide for day visitors. And as they lie on the northern,
most accessible edge of the North York Moors National
Park, they would attract a large proportion of day visitors
to the National Park if the right facilities were provided,
thus reducing pressures on the more inaccessible and
remote parts of the Park.

16.45 Within this general area, Great Ayton Moor is
probably the most suitable location for a country park
for the following reasons:

a it is easily accessible by road and by rail both from
Teesside and the coast, and lies within three miles of
the nearest part of urban Teesside;

b it has a varied topography including Roseberry
Topping, a striking landmark visible from much of
Teesside ;

¢ it is well wooded, with roughly one-third of its
area covered by forests, much of it being part of
Hambleton Forest leased by the Forestry Commission;

d an area that is well wooded and suitable for further
afforestation is especially well suited for a country
park compared with a farming area because of the
greater durability of forests in tolerating public usage;
and the greater ability of forests to absorb large numbers
of cars and visitors without obvious visible signs.

16.46 It is suggested that Great Ayton Moor be made
a country park in which afforestation would play a
major role in its development. Because of this, the
Forestry Commission should be associated with the
national park authority and the local authorities in the
planning and development of the park. The Forestry
Commission would be responsible for the management
of the woodlands, including the acquisition and planting
of suitable land, but would be guided on amenity
matters by the park authority.

16.47 The main principles to be followed in the design
of the park would be:

a the first priority should be given to questions of
amenity and recreation rather than, say, the economic
management of forests, or the efficient movement of
through traffic;

b the claims of conflicting types of recreation and
leisure interests must be properly resolved, mainly
by methods of segregating mutually incompatible uses
or activities such as vehicular traffic and walking; or
fishing and riverside walks; or nature reserves and
sporting interests;

¢ nonetheless, the country park should be designed
to cater for a relatively intensive use by different types
of day-visitors from Teesside.

Description of the park

16.48 The park is bounded on its north and west sides
by a steep scarp slope rising abruptly from 400 feet

to about 700 feet above sea level. The river Leven,
flowing through Kildale, forms the southern boundary.
There is no natural boundary on the east, only a gradual
transition from steep sided hills to the broad, undulating
plateau of Guisborough Moor and an arbitrary line has
therefore been chosen, through Sleddale and Kildale
Moor. The area thus defined (see figure 16.3) is of the
order of 6,600 acres, but it could be extended further
east. It lies entirely within the National Park.

16.49 The character of the landscape of the park is
very varied. The scarp slope rises from lightly wooded,
undulating country at 400 feet to a height varying be-
tween 700 and 1,000 feet, with Roseberry Topping
outstanding at 1,057 feet. There is a correspondingly
rapid change from fairly fertile agricultural land, both
arable and pasture, to heather covered, peat moorland
grazed by sheep. Much of the scarp slope has been
planted by the Forestry Commission, and the conifers,
which emphasise the ridge line, mask most of the scars
left by former ironstone mining. Some scars are still
visible below the plantations, tending to mar approaches
to the park. Streams flow southwest off the scarp of
Newton Moor into an attractive bowl-shaped valley
below Airy Holme farm, enclosed on three sides by the
scarp. The courses of these streams are marked by
strips of deciduous woodland amongst the farmlands.
Another bowl-shaped valley surrounds Lounsdale farm,
but here the farmland is in the valley. The upper
moorlands are less distinctly etched, and the rolling
tops are more uniform in slope cover and the valleys
shallow and poorly drained.

16.50 The park has a strong feeling of unity given it
by the emphatic enclosure of the scarp slope and the
frequent points of interest within it, such as hamlets and
groups of farm buildings. It is a small-scale, contained
landscape with many subtle changes in appearance
within relatively short distances. It is ideal for the visitor
on foot.

Forestry proposals

16.51 Timber production will be a second priority to
that of recreation and, therefore, the relatively high
standards that guide the Forestry Commission in
selecting territory for tree planting need not necessarily
apply. However, certain limitations should be accepted
in deciding which land should be planted :

a it should not normally be capable of more beneficial
use;

b it should be capable of growing healthy trees
fairly quickly, at the lowest possible cost; this usually
means land below the 1,000 foot contour though good
growth has been found at 925 feet at Hutton Lowcross;

¢ it should not be unduly exposed unless the forest
is to provide shelter;

d it should drain easily and be free of pollutants in the
atmosphere or the soil that might retard growth.

16.52 In these circumstances, the best land for tree
planting is Great Ayton Moor itself, an area of about
1,600 acres. Within this broad area, tree planting should
be guided by the following principles :

a planting should be carried out in the areas for long
distance walks mentioned in the next sub-section;

b planting must be designed to ensure that view-
points are maintained, not only in the immediate future
but also when the trees are fully grown:

¢ sufficient space must be left to preserve the open
character of the moors, particularly the open character
of the edge of the scarp which could be destroyed by
insensitive planting;
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d groups of forest trees should be used to define
areas of special character or to link together compatible
areas;

e planting should be sited to give shelter to farmer,
visitor and the various activities of the park.

16.53 The actual planting of trees in an area pre-
dominantly to be used for recreation should follow
these design principles:

a changes of soil and topography provide a basis
for varying the species and shape of planting;

b the visual impact of boundary lines should be
carefully considered; plantation outlines should con-
form wherever possible to the natural configuration of
the land; straight lines at right angles to the contours
and lines following the same horizon contour should be
avoided ;

¢ planting on hill land should accentuate land form
but planting on level ground should rely on mixtures of
species or make large scale changes of species;

d strip planting of species up and down hill should
be avoided;

e bridle-ways and rides should preferably be diagonal
to contours, and should be curved, to give satisfactory
external views and contain internal views.

16.54 The choice of species is controlled mainly by
ecological factors. The altitude and exposure of Great
Ayton Moor necessitates the planting of conifers.
Broadleaf, deciduous species, valuable for giving
contrasted habitats and seasonal variety, will have -
to be limited to sheltered areas, gullies and forest
borders. E

16.55 The Forestry Commission would manage the
plantations along normal methods of forest working
but great care should be taken over tree felling, to
maintain the character of the park:
a all felling should be selective rather than on a
group basis;
b successive fellings should be arranged to prevent




the appearance of a woodland which has clearly
defined edges at different stages of regeneration;

¢ the shape of felled areas should reflect topography,
giving a sense of penetration into the forest or towards
a view;

d the effects on skylines should be considered before
felling begins.

Proposals for access

16.56 The pattern of access by vehicles and footpaths
within the park is shown in figure 16.4. The basic
principle is that a clear demarcation should be made
between areas that should be made highly accessible
and therefore be most intensively developed, and those
which should be relatively inaccessible and less
developed.

16.57 The main means of access by car should be by
a north-south road from the A173 a mile west of
Guisborough, through Hutton Lowcross, over Great
Ayton Moor, down Lounsdale and joining the Kildale
road a mile east of Kildale. A second, east-west road
should join the north-south road in Lounsdale, passing
through Bank House and west to Great Ayton. It is
important however that both these roads are designed
and maintained as tourist roads serving the park, and
should not be improved to a standard where they will
attract through traffic. The roads should be lined by a low
embankment, to prevent cars from being driven off the
road into adjacent woodlands.

16.58 Two types of provision should be made for car
parking. A series of relatively large, terminal car parks
should be located at the main points of entry into the
park and a few nodal places within the park. Their
location is shown on figure 16.4. In addition, the two
roads should each have a chain of small car parks, little
more than lay-bys, suitably located for viewing points,
picnic areas, and places from which to start walks.
16.59 The existing tracks and footpaths in the park are
related to the present activities, and are not always well
related to the proposed new use of the area. A new
system of footpaths will be necessary to offer a variety
of opportunities for walking and pony trekking. These
will include :

a well maintained and surfaced footpaths suitable for
short walks by family parties or elderly people, easily
accessible from the car parks, and leading to viewing
points and places of interest;

b less well maintained, rougher tracks more suitable

for longer walks in the less accessible, more remote
areas.

16.60 The final network of roads and footpaths should
be well signposted and maps should be made available.

Proposals for recreation and leisure

16.61 A service and tourist centre for the park should
be located in Lounsdale, near the intersection of the
tourist roads. This should comprise a restaurant and
motel, and information centre about the park.

16.62 Sites for camping and caravans within the park
should be located, probably in Lounsdale and Sleddale,
near the more remote areas suitable for long walks.
Their exact location and design, including landscape
treatment, should be carefully considered to avoid
damage to the scenery. The sites should have suitable
facilities to permit a stay of several days. More formal
accommodation, recreation and service facilities (shops,
garages, etc.) are available only in Great Ayton and
Guisborough.

16.63 The park contains a rich variety of natural
habitats: open farmland, deciduous and coniferous
woodlands, open moorland, boggy land, and streams
in wooded valleys. These natural zones should be
carefully managed in order that the delicate ecological
balances are not upset. But they should be made
accessible by well designed, signposted nature trails.
The park also contains many man-made items of
historical interest ranging from Captain Cook's
Monument on Easby Moor, to the remains of alum,
ironstone and jet mining, to archaeological features
such as the tumuli on Kildale Moor. These, too, should
be made accessible.

16.64 Finally, the existing provision for activities such
as fishing, shooting, gliding or water recreation in the
park is poor. The nearest open water, for instance, is
several miles to the east, at Westworth Plantation butitis
isolated, and inaccessible, and is used for public water
supply. However, it should be possibie to create open
water in Sleddale by damming the river. The purpose
of the park will be to provide for the recreation and
leisure of fairly large numbers of visitors from Teesside.
It has the natural qualities that make this possible, and it
is well located. But great care will have to be taken in its
planning and in the provision of facilities for sports and
recreation to ensure that the best use is made of the
park and that people’s differing interests can all be
satisfied.

Roseberry Topping
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17 Road studies

Summary

a The road system for 1991 is based on the require-
ments of the predicted traffic flows by that time. The
construction of the system appears feasible but more
detailed engineering studies will be required in places.

b The key problems in the realignment of the
A19 are the design of its interchange with the east-
west route, the realigned A66, which will be the cross-
roads of Teesside; its interchange with the South
Teesside Parkway; and its proposed realignment west of
Billingham.

¢ The realignment of the A66-A1085-A1042 as
the main east-west route has two problem areas, the
section of the Northern Route giving access to Middles-
brough central area; and the interchange with the
Marton Motorway, linked with the reservation of a line
for a possible Tees crossing near Middlesbrough Dock.

d Problems in the South Teesside Parkway are the
design of the intersections with B1365, and for the
Hemlington development; and on the west bank of the
Tees, the connection of the western extension of the
Parkway with the existing A18, the Faglescliffe industrial
estate and the B1273.

e The Stockton Motorway and Bypass and the
Marton Motorway are both longer term proposals.

f The proposals for the hilly area of East Cleveland
and its approaches are intended to give road access
comparable in operating speed with similar roads in
easier countryside, notwithstanding their greater
relative cost and irrespective of the volume of traffic.

Roads in the urban structure policy

17.1 The general shape of the road system for 1991 to
serve the recommended urban structure policy was
illustrated in figure 6.2 and its derivation described in
chapter 5. It is important to stress that this road system is
based on an analysis of the need for easy movement by
road throughout Teesside but the specific proposals are
no more than a recommendation of the required stan-
dards of roads and a preliminary definition of their centre
lines. In general, the road system was defined on maps
at a scale of six inches to one mile, from which it will be
clear that further study will be needed before the precise
alignments of the proposed roads and the design of inter-
sections can be determined. These studies, in plan and
profile throughout the whole road system, should be
carried out as soon as possible for the purpose of
development control and to expedite the implementa-
tion of the proposals for construction during the first ten
years.

17.2 The recommended road system appears, at this
level of generalisation, to be both feasible and capable of
implementation. In some instances, however, the

practical problems of planning and road design have
necessitated a more thorough examination on plan and
in profile at a scale of 1/2500. This was the case for
instance with the realignment of A66 through Thornaby
and North Middlesbrough (the Northern Route). The
likelihood of variation in the final alignment of such
roads from that recommended in the urban structure
policy is consequently smaller than for the other
roads in the system. In other cases, problems have been
identified that can be resolved only by more detailed
engineering studies though these are very unlikely to
have any repercussions on the road system as a whole or
on urban structure policy.

17.3 The division of urban roads into primary, distri-
butor and local access roads according to their func-
tions is now accepted practice. The majority of the new
road construction is directed towards the completion of
a primary system of roads whose function will be to
carry the major volumes of traffic through the urban area
but segregated as far as is possible from other urban
activities. In many instances the new road proposals
have been described as motorways. This need not
imply their legal classification as such nor that they
should be constructed to the design standard appro-
priate to a rural situation, but it does imply that access
to the road would be permitted only at grade separated
junctions, that is where two conflicting streams of
traffic cross at different levels.

17.4 The design criteria that have been used in formula-
ting the primary road system are shown in table 17.1.
In general a design speed of 50 m.p.h. has been
adopted only for such complex proposals as the Nor-
thern Route around central Middiesbrough. The main
objective rather has been to set design criteria which are
as high as conditions permit without introducing
fluctuations in operating conditions from one part of the
road system to another.

17.5 In some instances the predicted 1991 volumes on
primary roads can be adequately accommodated by the
improvement of existing roads, usually to dual carriage-
way standards; such roads need not necessarily have
full control of access or total grade separation. The
main exceptions to this are described later in this
chapter.

17.6 In general, little new road construction or improve-
ment is likely to be needed for the distributor and local
access roads as they will use the existing street system
from which through traffic will have been attracted on
to the primary road system. However, construction of
new roads will be required in Middlesbrough and
Stockton central areas at points where overloading will
probably occur prior to the completion of the primary
system, and in areas of new development. Allowance
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Table 17.1. Highway design standards

radius of curves (feet) minimum gradients sight distance (feet)
design weaving
speed desirable absolute speed desirable absolute desirable absolute

road (mph) minimum {mph) maximum maximum  minimum minimum
realigned A19 70 2,800 1,500 45 3% 4% 850 600
realigned A66-A1085-A1042

a Hartburn to A19 60 2,100 1,100 40 3% 4% 650 475

b Middlesbrough Northern 4% up

Route 50 1,450 750 30 3% 5% down 425 350
¢ East of Middlesbrough to
Grangetown 60 2,100 1,100 40 3% 4% 650 475

d Grangetown to Redcar 50 1,450 750 30 4% 5% 425 350

e Redcar Central Area 40 800 450 25 4% 5% 300 240
South Teesside Parkway 70 2,800 1,500 45 3% 4% 950 600
Stockton Motorway

a B1274 to Eastbourne 60 2,100 1,100 40 3% 4% 650 475

b Stockton Central Area 80 1.450 750 30 3% 4% up 425 350

5% down

¢ South of Stockton to Parkway 60 2,100 1,100 40 3% 4% 650 475
Stockton Bypass 60 2,100 1,100 40 3% 4% 650 475
Marton Motorway 60 2,100 1,100 40 3% 4% 650 475

has been made for such construction in the estimated
total cost of the road system.

17.7 It is necessary to emphasise that the road system
for Teesside has been formulated within the context
of urban structure planning as a whole, not solely in
terms of engineering or traffic criteria. The fina!l design
and construction of the road system equally should take
place in a wider context of which several aspects
deserve special notice. The new views of Teesside to be
opened up by the primary road system and their effects
on planning were noted in chapter 15. The landscape
treatment of the road system should receive careful
consideration by the participation of landscape archi-
tects in the early stages of the design of new road
works.

17.8 The problem set by traffic noise should also
receive careful treatment. The primary road system has
been designed with the express purpose of attracting a
high volume of traffic. The effects of the noise from
this traffic must be minimised; first, by ensuring that,
for instance, homes are not built too close to the roads,
and that high buildings likely to reflect sound are sited
away from these roads; second, by the planting of trees
and vegetation alongside the road, in order to absorb
sound; or third, by earthworks, for instance, placing a

Re-aligned A66

/
Northern
#¥;Route

«— <Iup
Thornaby

{evenside and South

/
a. Circulation System

road in cutting or by creating earth bunds at the side of
the road. Detailed studies would have to be made of the
appropriate action in any particular case at an early
stage in the design of the road.

The realignment of A19
The interchange with the realigned A66

17.9 The most important commitment for improving
the road system of Teesside is the realignment of the
A19 from Crathorne to Portrack roundabout, with a new
bridge across the river Tees between Thornaby and
Middlesbrough. And the most important new proposal is
for an east to west route joining the A66 from Darling-
ton, passing Middlesbrough central area, South Bank
and Redcar. The intersection of these two routes will
be the focus of the new road system.

17.10 Because of the priority attached to the realign-
ment of the A19 and part of the realigned A66, this
interchange will be completed at an early stage in the
construction programme. It must be designed to
accommodate all turning movements on separate
carriageways. A sketch design of the interchange
system and the volumes of traffic it is likely to carry by
1991 is shown in figure 17.1.

Thornaby s

Northern
Route

Levenside and South

b.1991 Traffic Flows
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Figure 17.2
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The A19 south of the A66 interchange

17.11 The design of this section is currently being
carried out by Dobbie, Sandford, Fawcett & Partners.
Points of access to the road are proposed at Mandale
Road, the South Teesside Parkway, the A1044, the
Hilton-High Leven unclassified road and for the
Levenside development. It then joins the existing line
of the A19 south of Crathorne though this latter section
should be improved in standard.

17.12 The interchange between the realigned A19 and
the South Teesside Parkway is of great importance, and
its construction would have to be staged. Initially,
traffic from A19 eastwards to A1044 will be light but
it will increase in volume once the Parkway has been
built and the housing development at Hemlington has
been completed. After this stage, and even more so
after the westward extension of the Parkway has been
completed as far as Ingleby Barwick, the east-west
movement of traffic will become considerable. Any
scheme for the initial design of the interchange between
the A19 and the Parkway must make due allowance
for the subsequent improvements that will be necessary.
Both the initial and the final stages of the design of this
interchange are complicated by the presence of Stainsby
Wood and the ravine on the west side of the proposed
interchange. The problems of its design in stages are
illustrated in figure 17.2.

The A19 north of the A66 interchange

17.13 The realigned A19 crosses the existing A66 and
the river Tees north of the main interchange with the
realigned A66. The precise clearance of the Tees bridge
for navigational purposes is under discussion but it is
likely that a height of 60 feet may finally be set. Ground
conditions north of the river are bad and the recom-
mended line follows the existing A1130 (a dual carriage-
way) until just south of Billingham Bottoms round-
about.

17.14 Two alternative routes can be postulated for the
line of the A19 from the vicinity of Billingham Bottoms to
north of Wolviston:

a a new line, passing west of the existing A19 road,
west of the new housing development at Billingham,
west of Wolviston to an interchange with the improved
A689, Hartlepool to Sedgefield road, just north of
Wolviston ;

b improvements to the existing line of the A19
through Billingham, an eastern bypass to Wolviston
connecting with the improved A689.

‘i A19 Teesside Diversion
to the North

Teesside
Parkway
~-——

= —
- Y

Parkway Western
Extension

Al9 Teesside Diversion
to the South

and access to A1044

for phase 1

17.15 In terms of engineering and traffic design, it is
possible to argue that the latter alternative may be
preferable as it makes use of the existing dual carriage-
way through Billingham and the committed proposal for
the eastern bypass to Wolviston. In addition, the western
realignment of the A19 could not be constructed in
stages: it would function only when its entire length
were completed.

17.16 However, there are reasons for favouring the
acceptance of the western realignment as the preferable
long term solution and it has accordingly been shown as |
part of urban structure policy. These reasons are:

a the amount of residential development proposed ‘
between Wolviston and Wynyard will make necessary
a new road access to this area;

b the proposed realignment could be an integral part
of the design for a country park, including the creation
of a lake at Billingham Beck (see chapter 16) ;

¢ the existing line of the A19 would have to be
considerably improved in the long term if it were to be
the only north to south route and would sever the new
suburbs of Billingham now under construction west of
the A19 from the rest of Billingham;

d it would be possible to construct most of the new
realigned route in the initial stage as a single carriage-
way and this might compare favourably with the
alternative cost of improvements to the existing line of
the A19.

17.17 The urgency for improving the existing line of the
A19 comes from the need to relieve congestion at
bottlenecks such as Billingham Bottoms and Wolviston.
Temporary measures, such as a car bridge at the former,
should be considered untii a more permanent solution
can be provided.

17.18 It is important that the choice between the
existing A19 and the western realignment on a new
route should be made in a full planning context. At this
stage, it seems probable that the western realignment
should be recommended. If, however, detailed engineer-
ing studies make a convincing case for accepting the
existing line of the A19 this would have repercussions on
the recommendations for the Wolviston-Wynyard
development and the Billingham Beck country park.

The realignment of A66-A1085-A1042

The A66 west of the A19 interchange

17.19 The main east to west route through Teesside
west of its interchange with the realigned A19 will
initially join the existing A66 between Middlesbrough
and Thornaby. The increasing volume of traffic will
soon require the construction of a new road, the
Thornaby bypass, parallel to and south of the existing
road which would continue to serve local traffic. This
new section of road will have some effect on Teesside
Park Racecourse though it should be capable of con-
struction without affecting the race track. ‘

17.20 Further west, the new road would pass through
Thornaby and cross the river Tees via a new bridge*
south of the railway bridge. This crossing was selected
from alternatives ranging from lines north of Victoria:
Bridge to that originally reserved for the South Stockton 3
and Thornaby bypass. The northern line, however,’
would involve a skew crossing of theriver, and expensive
bridging of the railway. Both it and the southern
line would present difficulties for giving easy and con-
venient access to Stockton. The recommended line isi
the shortest route through Thornaby and would form an
effective boundary between housing redevelopment to
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the north.

17.21 The road would follow the line of the Darlington-
Saltburn branch railway closely on its south side west
of the river Tees, but there should be no access to
Bowesfield Lane as a connection at this point would
attract traffic through the Parkfield housing area south
of Stockton. Two new access roads would be required
to serve the Bowesfield industrial area. The first would
be along a realigned Boathouse Lane from Bridge Road,
and the second a connection from Yarm Road. The
primary route would pass between the railway and the
proposed C.E.G.B. substation to the west of Bowesfield
Lane forming an intersection with the proposed Stockton
Motorway, described below. This intersection could be
built on what is now waste land. A difficulty in the design
of the intersection will be bridging the railway.

17.22 West of this intersection the road deviates south
of Eaglescliffe foundry and the British Visqueen
Factory and crosses Yarm Road and the railway line to
link with the eastern end of the Elton bypass now under
construction. This alignment differs from the line
reserved by the Ministry of Transport for the Stockton
and Thornaby bypass.

17.23 The westward continuation of this route would
be the existing A66 road, improved by bypasses to Long
Newton and Elton and it is understood, connected
directly to the A1 southwest of Darlington. The line for
this main approach from Darlington has been chosen to
take advantage of existing and committed road improve-
ments to the A66. Arguably, a more desirable line would
be further south, serving the Airport and joining the
A1 south of Darlington. Considerations of stage con-
construction rule out the possibility of this more direct
line and the Airport is best served by improvements to
the B1273.

The Northern Route

17.24 The section of this route immediately east of the
realigned A19 forms a northern bypass to Middles-
brough central area; it is known as the Northern Route.
The first point of access to and from the new route
would be near Newport roundabout. Newport Bridge,
which at present carries 25,000 vehicles a day, is
expected to carry 30,000 vehicles a day by 1991,
The new Newport roundabout should be large enough
to carry the expected traffic with the Northern Route
flying over but with ramp connections in both direc-
tions. The final choice on whether the Northern
Route should be over or under the roundabout depends
on the relative costs of each alternative and whether the
Northern Route and the roundabout can be built
together. Consideration should be given to building the
roundabout first, to give temporary relief to congestion.

17.25 From this point eastwards the Northern Route
will pass between the railway line and the gas holders
north of Cannon Street. An easier curve for the three-lane
dual carriageway could be achieved if the existing gas
holders were replaced by high pressure gas holders
but there is no information on whether or when this
might occur. The route would follow the railway as
closely as possible allowing for intersections, thus
utilising an existing line of severance.

17.26 Access to Ironmasters would be improved by
providing a new bridge over the railway near Metz
Bridge connecting with an intersection on the Northern
Route. Access from this intersection would also be
provided to the factory just south of the railway and to
the northwest of central Middlesbrough.

17.27 The most complex section of the Northern
Route lies between Boundary Road and Albert Road,
the means of access from the route to Middlesbrough
central area (see figure 17.3). In this stretch, the follow-
ing principal traffic movements will have to be catered
for:
a east-west traffic on the Northern Route itself,
which would be constructed above ground level;
b traffic moving between the Northern Route and the
central area:
(i) traffic to and from the west, using the Albert Road
access;
(i) traffic to and from the east, using the Boundary
Road access;
¢ ground level circulation around the north side of
the central area, beneath the Northern Route;
d access at ground level to St. Hilda's from Albert
Road, and to Marsh Road and Ironmasters, from
Boundary Road.

17.28 The complexity of this intersection arises from
the following factors:

a the volume of traffic using this section of the
Northern Route and wishing to avoid the central area;

b the proximity of other intersections on the Northern
Route, to lronmasters in the west, and with Marton
Motorway to the east;

¢ the presence of recently constructed and valuable
buildings, including Crown House, Dundas Street
shopping arcade and the Middlesbrough railway
station (see chapter 8).
The design and construction of this section of the
Northern Route is feasible and economical, even though
it might involve the acquisition of valuable property,
though not necessarily the named buildings.

The Middlesbrough Dock river crossing

17.29 The alignment of the Northern Route east of
Albert Road is complicated by the problem of a further
crossing of the river Tees near Middlesbrough Dock
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This was discussed in chapter 7, paragraph 7.31 and it
was recommended that although there is probably no
immediate justification for including the construction
of such a crossing in the period to 1991, there is a
reasonably strong case for making provision for its
future construction if it does become a feasible proposi-
tion.

17.30 The problem that this poses is illustrated in
figure 17.4. If the crossing is not a feasible proposition,
then the alignment of the Marton Motorway and the
east-west route should be in one form. This is the
recommended pattern given in the urban structure
policy and in chapter 8, figures 8.3 and 8.4. But if the
new Tees crossing becomes a serious possibility, then
these road alignments and intersections should change
to the form shown in figure 17.4. This choice will
therefore become critical when the design and con-
struction of the Northern Route east of Albert Road
becomes imminent.

17.31 A feasibility study for the Tees crossing should
therefore be made, studying factors such as the
technical possibility of bridge or tunnel; the naviga-
tional requirements of the river and the continuing need
for maintaining a clearance of 160 feet; possible
alignment for the approach roads on the north and
south banks of the river; and the connection between
the river crossing, the east-west route, and Marton
Motorway. It will not be possible, however, to link
directly into Marton Motorway if 160 feet clearance
were still then to be required for the river crossing.
Therefore, the study should include, as alternatives, a
tunnel, sunk in a dredged channel, and a swing bridge
with regular, published times of opening.

The realigned A1085 and Redcar

17.32 A new route is likely to be needed in the longer
term, probably before 1991, to serve traffic moving
along the south bank of the Tees as, by that time, the
existing A1085 would be overloaded. The existing line
of the A1085 could be improved, mainly by solving the
problem of junctions, but this would not be a satis-
factory long term solution as it would tend to lead to an
increase in traffic on the cross town route south of
Middlesbrough central area. Several alternative align-
ments were examined for the section between North
Ormesby and South Bank. That which would cause
the least inconvenience to the industrial estates in this
area would lie just south of the existing A175.

17.33 Further east, the new road would pass through
Grangetown, establishing a clear line of severance
between housing to the south, and industrial develop-
ment to the north. The existing A1085 would carry the
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east-west route as far as Redcar where a new road
should be constructed to provide reasonable access to
the central area. This is described in chapter 11.

The South Teesside Parkway
The Parkway, east of the A19 interchange

17.34 The South Teesside Parkway east of the A19
interchange is mainly a committed road scheme for
which an alignment has been reserved. However,
the assignments for 1991 show that it should be of a
higher capacity than had hitherto been thought, because
of the additional proposals for residential development
flanking the Parkway at Hemlington, Marton and
Nunthorpe and the need to divert traffic from central
Middlesbrough. The staging of the construction of the
Parkway is important. There seems some point in
making as much use as possible of the realigned A19
by constructing the western end of the Parkway between
the realigned A19 and Hemlington and Marton areas.
On the other hand, the Parkway could be constructed
for its whole length to a lower quality initially as long as
this were done within the framework of the overall
design for the Parkway so as to minimise abortive
construction work. This requires further detailed study.

17.35 The first intersection on the Parkway east of the
A19 interchange would be with the A1044 to serve the
western end of the Hemlington housing area. Further
east, a more complex intersection would be required
south of the Bluebell Hotel. This intersection and the
one with the A1044 must be considered jointly in their
function of serving the proposed new housing develop-
ment in Hemlington, Coulby Manor and the proposed
industrial estate at Hemlington.

17.36 It is intended that traffic from Hemlington and
Coulby Manor should be induced to use the Parkway,
and the realigned A19 or the Marton Motorway rather
than existing roads such as Acklam or Marton Roads for
travel to North Middlesbrough. But the design of the
Bluebell intersection should recognise both this
desirable objective for 1991 and the situation before the
construction of the full road system.

17.37 There are many problems in the design of the
interchanges for Hemlington and at the Bluebell apart
from those created by the need for phasing their
construction in successive stages (see figure 17.5).
For instance, the volume of traffic leaving the Bluebell
interchange along B1365 will probably require a fly-
over for the right turning traffic into Hemlington.
The amount of traffic likely to use this connection to
Hemlington and the junction to the south will need
further study.
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17.38 The next major intersection on the Parkway
would be with the proposed Marton Motorway just
east of the Nunthorpe branch railway line. The Marton
Motorway is envisaged as the major traffic route run-
ning southeast from Middlesbrough along the line of the
railway. It seems likely that the interchange should be
east of the railway where it will minimise interference
with existing development.

17.39 There are lesser intersections on the Parkway
east and west of Marton Motorway, at Marton Road
(A172) and Ormesby Bank (A171). Initially, before the
construction of Marton Motorway, the Ormesby Bank
intersection would need to cater for movements in all
directions but subsequently a half diamond intersection
is envisaged. The existing reservation for the Parkway
will not be adequate at this point.

17.40 The Parkway east of Ormesby Bank passes
south of the A174 and rejoins the existing road near
Lazenby where it joins the newly constructed Grey-
stones Road. Further east, the Parkway follows the
existing road, which would be improved, and a new
bypass to Kirkleatham.

The Parkway extension, west of the A19 inter-
change

17.41 It is proposed that a westward extension of the
South Teesside Parkway be constructed from the A19

Second and Final Stage

to Marton, ™
Ormesby

interchange as far as the B1273 at the eastern end of
the Urlay Nook bypass now under construction. The
section as far as the interchange with the southern end
of the proposed Stockton Motorway is relatively
straightforward. A new bridge will be required over the
river Tees north of Eaglescliffe Golf Course. From
preliminary studies, a possible alignment can be found
which will involve a minimum alteration to the layout
of the golf course.

17.42 The section between the western end of the river
bridge and the Urlay Nook bypass is likely to present
some difficulty in view of current planning commit-
ments and new housing construction at Eaglescliffe.
More detailed studies should be made as soon as
possible to determine the precise alignment and the
form of intersections required with the existing A19, the
B1273 and the access to Eaglescliffe industrial
estate.

17.43 The urban structure policy shows a reservation
for a possible long term southern extension of this road
as a bypass and new river bridge west of Yarm. This is
discussed more fully in chapter 15.

The Stockton Motorway and Bypass
The Stockton Motorway

17.44 The proposed Stockton Motorway would follow
the line of the Eaglescliffe-Hartlepool railway from
north to south through Norton and Stockton inter-
changing with the Thornaby Bypass south of Stockton
and terminating in an interchange with the Parkway
extension. The route, by following the railway, will
minimise land severance. The main intersection would
be with the access roads to Stockton central area.

17.45 An alternative route for this motorway was
considered, along the Castle Eden branch railway
through Hartburn, which is to close. This would have
the advantage of following an established right of way
on a line with a reasonable alignment. However, the
width of the right of way would be too narrow for a
road of the required standard and there would be
considerable nuisance to adjacent properties. But the
main reason for rejecting the line is that it would be too
far from central Stockton to fulfil the necessary function
for this road, that of giving access to the central area.
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17.46 The main section in the recommended line which
cannot finally be settled at this stage is at Stockton gas
works. The best line is on the eastern side of the railway
through the gas works. If this does not prove possible
at the time of its detailed design, an alternative line may
have to be found east of, or less likely, west of the gas
works. The latter alternative would involve at least
realignment of the rail tracks and, possibly, changes to
the station.

The Stockton Bypass

17.47 The Stockton Bypass connects the A177 for
which a bypass should be built at Thorpe Thewles, and
the realigned A19 near Billingham. The main inter-
change on this road would be with the north end of the
Stockton Motorway. The design and landscape treat-
ment of the bypass should be closely integrated with the
design of the proposed Billingham Beck country park
and the creation of the lake in the park.

The Marton Motorway

17.48 Marton Road is incapable of being improved to
the standard required by 1991 and therefore a new high
capacity route is proposed along the line of the Nun-
thorpe branch railway. It runs approximately southeast
from the east end of the Northern Route, the first inter-
section being with the existing A1085. Provision should
be made for the road to pass under the new North
Ormesby bridge between Borough Road and Smeaton
Street. The most probable line south of the A1085
would be to the east of the railway as there is more
property to the west. The intersection between Marton
Motorway and A174 can only provide for movement to
and from the north because of its proximity to the
junction with the Parkway.

17.49 Marton Motorway south of the Parkway should
connect with the A171 road to Guisborough. This will
involve construction over Hambleton Hill, probably at
a gradient of 5 per cent. Care should be taken over the
landscape treatment of this section.

The road approaches to Cleveland

17.50 The road requirements of East Cleveland are
decided by the need to provide reasonable access for the
industrial estates recommended for Marske, Skelton and
Loftus. The main problem is that the hilly nature of the
country means that it will be relatively more expensive

to provide roads in East Cleveland to a standard com-
parable with those in other roads of Teesside. If the
cost of new or improved roads were related purely
to accommodating the predicted volume of traffic, few
proposals would be justified. A preferable criterion on
these conditions is that the main road system should
be designed and improved to a degree that permits a
similar average speed of traffic as on other roads in
Teesside.

17.51 If the road system is improved to this standard at

a relatively early stage in the construction programme,
the capacity thus provided should satisfy the needs of

East Cleveland for many years, notwithstanding the !

increasing volume of ftraffic. The improvements
suggested in the rest of this section are based on this.
They will need more detailed engineering study at an

early stage.

The approach via Marske

17.52 The main approach to Cleveland is along the
South Teesside Parkway. This follows the existing line of
A174 beyond Kirkleatham but it should be improved to
motorway standard by the construction of dual two-lane
carriageways as far as the north end of the Marske
bypass. This bypass is a current commitment for a
dual two-lane road though without grade separation.

17.53 East of Marske, the existing B1267 should be
improved to expressway standard as far as Skelton,
and become the main route, joining with the A173
from Guisborough. The A173 east of Skelton should be
improved to give a 33 foot carriageway, with bypasses
south of Brotton and Loftus, the line of the latter passing
south of Carlin How and crossing Kilton Beck in the
vicinity of the former railway.

The approach via Guisborough

17.54 The A171 west of Guisborough is currently being
improved to dual carriageway standard. Traffic assign-
ments show that a full bypass to Guisborough will be
required on its north side, as far as the A171 Whitby
road, with a connection to the A173 Skelton road. The
A173 between Guisborough and Skelton would require
some improvement.

17.55 There is a possibility of providing an alternative,
new alignment for A173 by using the line of the former
Guisborough-Boosbeck-North Skelton railway. The
feasibility and cost of this should be compared with
that of improving the existing line of A173.
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