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PARTI: Overview

August 2013: Prime Minister David Cameron wants to start "a cycling revolution|":

"Following our success in the Olympics, the Paralympics and the Tour de Francg,
British cycling is riding high- now we want to see cycling soar.

"This government wants to make it easier and safer for people who already cycle as
well as encouraging far more people to take it up.

Business, local government, developers, road users and the transport sector alljhave
arole to play in helping to achievhis."

1. Introduction

1.1. Context

The towns of Warwick and Leamington Spa are relatively prosperous and growing, but
the problem of more traffic, bringing more congestion and more pollution, is one of
increasing public concern.

In this paper Cycleways offers a contribution to a solution. Together, Cycleways and
Warwickshire County Council can achieve their shared aim - to get more local people on
their bikes, cycling to work, to school, to the shops, to hospitals.

This paper examines current cycling provision in detail, and shows that real change is
urgently needed in how cyclists are planned for. It is intended to start a productive
dialogue with Warwickshire County Council (WCC), based on shared aspirations for our
communities.

The paper is split into three sections, plus appendices:

7 Partl: Overview. Introduction, Executive Summary and, most importantly, the
overall Recommendations that have arisen from the reviews of 16 individual
cycle schemes.

1 Part ll: Review of Cycle Schemes Describes the methodology used to review
the 16 schemes (8 on-road and 8 off-road), then the actual reviews.

1 Part lll: Conclusions. Conclusions drawn from looking at all the reviews.



1.2. Who we are

Cycleways is a local group promoting cycling in Leamington, Warwick and Kenilworth.
It strongly supports and campaigns for the creation of cycle routes to schools, shops,
work and recreational areas, and works with local Councillors and WCC transport
planners in trying to ensure that local cycling needs are met. Cycleways has around 200
members and supporters in the area, for whom it also organises social events and rides.

Cycleways draws its membership from a broad cross section of the local community,
and is also part of the wider local community. It is accepted best practice for WCC to set
up partnerships with such community groups.

For further information see www.cycleways.org.uk or email us at
cyclereview@cycleways.org.uk.

1.3. Acknowledgements

Cycleways are indebted to Christine Hodgetts for her efforts in obtaining the facts
regarding the Emscote Road cycle lanes, and to Dennis Crips for his analysis of the
options for the Rugby Road junction. Likewise, we are grateful for the help and support
from our many cycling colleagues and friends, too numerous to name individually.


http://www.cycleways.org.uk/
mailto:cyclereview@cycleways.org.uk

2. ExecutiveSummaryand Recommendations

The towns of Warwick and Leamington Spa are relatively prosperous and growing, but
the problem of more traffic, bringing more congestion and more pollution, is one of
increasing public concern. Cycleways, a local group promoting cycling in Leamington,
Warwick and Kenilworth, offers a contribution to a solution: to get more people on their
bikes.

This paper examines current cycling provision in detail, and shows that real change is
urgently needed in how cyclists are planned for. It is intended to start a productive
dialogue with Warwickshire County Council, especially the Highways Department, but
also involving Councillors for their support.

Sixteen on- and off-road cycle schemes were assessed, by site visits, against one or more
of the following: the Warwickshire County Council 2008011 Local Planthe Warwick
Town Centre Streetscape Design Gued Planning PolicyGuidance, fansport, PPG13
In addition, the schemes were assessed against the national design standards, Cycle
Friendly Infrastructure,1996, DfTand/or LTN 2/08, DfT

Of the eight on-road schemes, six have problems, and of the eight off-road schemes all
have problems recommendations on how these could be resolved are given at the end of
each scheme.

One scheme, the Parade-Bath street, (5.1) demonstrated that both a good standard of
design and a thorough and inclusive consultation process can provide valuable lessons
for future schemes.

In addition to reviewing the built details of cycle schemes, the planning processes for
four specific developments were reviewed. All four developments had failures in
delivering a key PPG13®bjective to “give priority to people over ease of traffic
movement.”

Accompanying the poor design has been a recurrent feature of indifference by WCC to
concerns raised by members of the public and local councillors

The proposed new Local Plan, which highlights the importance of sustainable transport,
was reviewed. However, the plans to mitigate additional traffic from new developments
focus on increasing road capacity for motor vehicles, with little or no detail of how the
needs of cyclists or pedestrians will be met.

The following recommendations are made:

1 To be open, transparent and willing to listen when dealing with Councillors and
members of the public. Specifically, if WCC were to communicateits financial
limitations to stakeholders that could generate a much more constructive



dialogue. WCC need to make more use of the Cycle Forum and community
groups, particularly at the planning stage.

1 To draw up a Framework Route Plan for cycling in Warwick District so that each
element of future provision forms part of a coherent network of continuous
routes.

1 To re-balance expenditure so that resources better match WCC policies.
Congestion and pollution can be addressed by a “carrot” and “stick” approach to
persuade motorists out of their cars.

To learn more from best practice elsewhere, and train staff in cycling provision.
To adhere to all internal safety audit recommendations.

To improve the delivery of the agreed Cycling Strategy, as laid out in the LTP.

= = = =2

To ensure that the Underlying Principles of LTN 2/08, and its successors, always
provide the framework for the planning and design of the cycle infrastructure.
Likewise, LTN 1/12 should provide the framework where pedestrian/cycle
facilities are being planned. When there is a situation where this is not possible,
then derogation should be published.

1 To follow the conditions of National Planning Policy Framework set out in 4.291
particularly in respect of forthcoming major developments. As will be shown,
failure to do so can have a significant adverse impact, not only on cyclists, but
also on pedestrians.

1 To bring the existing cycle infrastructure up to the recommended guidelines to
deliver the objectives of the LTP Cycling Strategy. This requires a programme of
work with priorities for action, to be agreed with the relevant community
groups.

1 4.29, p9-11, Planning Policy Framework, March 20, 2012, DCLG, HMG



PART lIReview of Cycl&chemes

3. Methodology

Sixteen on and off road cycle schemes and four planning developments in Leamington
Spa and Warwick were assessed, (see map: Figure 1).

The cycle schemes were assessed against one or more of the following: the
Warwickshire County Council 2008011 Local Planthe Warwick Town Centre
Streetscape Design Guidad Planning Policy PPG18n addition, the schemes were
assessed against the national design standards, CycleFriendly Infrastructure,1996, DfT
and/or LTN 2/08, DfT

Each cycle scheme was assessed during site visits by the authors, and photographs and
measurements taken where appropriate. In addition, comments from other Cycleways’
members as well as comments from the general public at the annual Peace Festival in
Leamington Spa have been listened to. By engaging in this way, a broad range of
feedback from cyclists with different uses and skill levels has been provided.

The planning process for specific developments was assessed against the planning
requirements of the national Planning Policy Guidance, Transport, PPG13, a policy
designed to deliver the Government’s integrated transport strategy.

Also included is an assessment of Warwickshire County Council’s mitigation strategy to
the proposed new Local Plan. This Plan highlights the importance of sustainable
transport, of which cycling is a specific component. The assessment provides a
summary overview of the viability of the mitigation strategy in meeting the objectives
set in the Local Plan.

For each of the examples assessed in this report, the broad context of the example is
given, followed by a review which provides further background and detail. A conclusion
is provided as to why the scheme was or was not a success and this is then followed by a
series of recommendations as to what steps are required to bring the cycle
infrastructure or the planning process up to the correct standard.

A draft of the report has been reviewed by an independent transport consultant with
considerable experience of cycle infrastructure, which also included working on the
drafting of LTN 2/08.

The report has been discussed in detail, and the conclusions and recommendations
agreed by Cycleway members.



3.1. Referencs
This report assessed cycle facilities against:
1. The then current Local Transpot Plan 20062011, containing policies:

Policy CY10
The County Council will design and construct cycle facilities according to
local circumstances and user requirements, using relevant guidelines,
standards and best practice to ensure that new cycle infrasture is of
high quality and meets best value objectives.

Policy CS1
Improvements to reduce congestion will not normally be implemented if
they are detrimental to the safety and/or convenience of pedestrians,
cyclists and public transport users.

2. WarwicksE EOA S O # U A hild af OBjedxves:O A C U

1 To encourage more people to cycle instead of using cars for short journeys
1 To develop safe, convenient, and attractive cycle route networks
1 To address real and perceived concemegarding cycle safety

3. Warwick Town Centre Streetscape Design Guiki¥l 1, WCC

4. CycleFriendly Infrastructure 1996, Department of Transport (DfT)
5. Cycle Infrastructure Design (LTN 2/08%008, DfT

6. www.cycletraining.co.uk

7. Planning Poicy Guidance PPG 13: Transpd001, Department of the
Environment


http://www.cycletraining.co.uk/

3.2. Map

This map shows the extent of the district studied, and the approximate locations of the
schemes in sections 4 and 5, each denoted by the sub-section number.
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Figure 1: Map of cycle schemelocations
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4. On Road Schemes

4.1. The Parade to HigBtreetLeamington Spa

In 2002, WCC secured additional funding from the DfT for a safety improvement scheme
to benefit the length of road from the beginning of the Parade through to the High Street
in Leamington Spa, a total distance of some 1.1 km.

This section of the road passes through the principal shopping areas, whilst also
providing a high density bus route through the town.

The overall objectives of the scheme were to benefit:

9 Pedestrians

9 Cyclists

 Buses

1 and not to detract from the economic vitality of the town.
4.1.1. Review

The objectives of the scheme were achieved by:

9 Traffic Reduction  Achieved through a ban of on street car parking
1 Speed reduction A 20 mph limit throughout
1 Junction treatment Either by means of traffic signals or raised tables

These three measures are also consistent with the principles for the provision of cycling
infrastructure, as set out by the DfT.2

A significant feature of the success of this scheme also lay in the good quality of the

public consultation process.

4.1.2. Conclusion

Overall a well-run project that provides valuable lessons for future schemes.
The only serious complaint from cyclists has been the incomplete up-hill cycle lane on

the Parade.

4.1.3. Recommendabns

1 DT design standards, which are based on sound and proven knowledge, should
always provide the basis for cycle infrastructure.

2 4.3.2,p10, Cycle-Friendly Infrastructure, 1996, DfT, and Table 1.2, p10, LTN 2/08
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1 Aninclusive and well led public consultation should be pursued at an early stage
in the planning of cycle infrastructure projects.

12



4.2. Cycle Accesand Contra-How in One-Way Sreets

There are many opportunities to create useful cycle options in one-way streets. As WCC
notes:

Two way cycling should be encouraged, unless there is some overriding practical or
safety consideration.3

Tavistock Street (below) exemplifies good practice.

4.2.1. TavistockStreet,Leamington Spa

Tavistock Street runs north from Warwick Street to Clarendon Avenue. A 20 mph speed
limit was installed in Warwick Street to improve pedestrian safety. As part of these
improvements, measures to reduce vehicle turning movements at the junction of
Warwick Street and Tavistock Street were installed by means of banning vehicle access
from Clarendon Avenue, at the north end of Tavistock Street. This was achieved by the
use of a “false one-way”, as described by the DfT in Cycle Friendlinfrastructure#, and
illustrated in Figure 2.

Figure 2: North end of Tavistock Street. A relatively simple means of providing a
reasonably good cycle link.

4.2.2. BrookStreetand Churcltreet, Warwick

During 2012 work was carried out on Jury Street and the High Street in Warwick to
make them more pedestrian friendly, the work being part of an overall plan to improve
the walking and cycling environment within Warwick.

3 p45, Warwick Town Centre Streetscape Design Guide, WCC, March 2011

4 11.4.3, p49, Cycle Friendly Infrastructure, 1996, DfT
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42.2.1. Problems

1 Lack of two way cycle access to and from Brook Street into the High Street.
9 Likewise, no provision has been made for contra-flow cycling in Church Street,
off the High Street.

42272, Conclusion

The lack of the provision of a dropped kerb in Brook Street, and the lack of signage for
contra-flow cycling in Church Street would appear to have been caused by an oversight
by WCC.

4.2.2.3. Recommendation

Access for cycling in these two roads should be provided, as set out in the Warwick
Town Centre Streetscape Design Guide.>

4.2.3. Broad Street, Warwick

This road used to be two-way, and formed part of NCN 41 in both directions.

42.3.1. Problem

As shown in Figure 3, the road has been made one-way west bound, and cyclists
following NCN 41 eastbound are now directed down Cherry Street as the sign indicates
(Figure 3). This gives the cyclists are a further turn to make onto the busy Emscote
Road, and the continuity of the route is impaired.

Figure 3: Broad Street, Warwick

5 ibid

14



4.2.3.2. Recommendation

There is no reason why cyclists should not be able to cycle contra-flow down Broad St
as they used to do safely.

4.2.4. OverallRecommendations

The use of false one-ways, and the use of contra-flow cycling in one way streets should
receive wider consideration when designing links for cyclists.

15



4.3. Warwick / Leamington Cycle Route

The Emscote Road, A445, forms part of the principal route between Warwick and
Leamington. It is characterised by high volumes of car traffic at peak times, but few
HGVs due to the 7.5 tonne weight limit in Warwick. The overall length of cycle
provision, to date, is approx 1.2km, with the initial 300m from Coten End, in Warwick, a
shopping and residential area, together with a primary school.

It is the most significant route for cyclists in the area, but it presents a number of
challenges; recurrent car parking, awkward junctions, and a narrow road width. To
date, a major investment (reportedly well in excess of £400,000) for the cycle lanes has
provided only a partial solution, and indeed the Greville Road and Rugby Road junctions
highlighted below remain unimproved and intimidating.

4.3.1. Problems

1 In spite of the cycle lanes, the intimidating nature of traffic due to its speed and
volume, particularly at peak travel times.
1 Frequent and busy junctions, such as those with Guy Street and Cherry Street.

4.3.2. Review

For a busy road, the amount of space that is currently allocated for cycling is
insufficient: the cycle lanes are only 1.5m wide. For busy roads the recommended width
is 2.0m.¢ In addition, where the cycle lanes pass parked vehicles, as is the case for much
of the route, a 0.5m buffer zone” should also be included. Thus the current space for
cycling is 40% lessthan that recommended by the DfT.

The buffer zone is necessary due to the potential hazard of a car door being opened into
the path of an oncoming cyclist, a hazard that has long been recognised by the DfT, and
organisations involved with safety and training, such as Cycle Training UK, who
recommend:

Ride away from the kerb, never in the gutter, andleastacard o o r 6 sawayi dt h
from parked caré

The DfT recommendation is for a buffer zone of between 0.5 and 1 metre,® to separate
the cycle lane from parked vehicles. WCC’s own safety audit recognised the potential

6 7.4.2and 7.5.2,p37,LTN 2/08, DT
7 ibid

8 www.cycletraining.co.uk
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hazard from parked cars and recommended a minimum of 0.5m separation distance, 1
but this recommendation was not followed.

The problem of the narrow nature of the road has already been highlighted, hence the
insufficient space for the cycle lanes of the correct width together with the necessary
buffer zone. An alternative approach to cycle provision in such cases is to reduce the
speed of the traffic, such has been applied to the Parade scheme in Leamington Spa,
(4.1). The DT guidance on the value of speed reduction is quite clear:

The speed of motor vehicles is one of the most critical factors in determining the
safety and comfort of a link for cyclists......and, indeed, for all roatsiReducing
speeds will significantly improve the attractiveness and safety ..... our
emphasis]

As the DfT go on to highlight further:

In older towns.....where space is at a premium, traffic calming would be the most
appropriate means of facilitating gcling 12

Apart from the problem of the insufficient space for cycling, two other problems exist
with this cycle route:

1. Travelling west bound on the approach to the traffic lights at St Johns’, the cycle
lane is taken up onto the pavement and returned to the road at the stop line by
the lights (Figure 4). Such a design is inherently dangerous, which is why few
cyclists use it.

Figure 4: StJohns' traffic IigAhts, Warwick

9 7.5.2,p37,LTN 2/08, DfT
10 See Annex 1, Cllr Hodgetts’ letter to John Deegan, 4/08/05, WCC
11 10.2, p43, Cycle-Friendly Infrastructure, 1996, DfT

12 7.2.1, p22, ibid
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Again, WCC’s own safety audit of the scheme identified this hazard and
recommended design changes to avoid it, but this advice was not followed.!3

2. The other problem for east bound cyclists cycling across the St Johns’ junction, is
the nature of the two lanes of traffic at the traffic lights, making for an
intimidating cycling environment.

4.3.3. Conclusion

Where there are parked cars, the road is essentially too narrow to provide for cycle
lanes that feel safe to use.

It is difficult to see how newcomers to cycling or the less experienced cyclist would wish
to use the Emscote Road cycle lanes. The current provision falls well short of WCC’
policy objectives for cycling:14

1 To encourage more people to cycle instead of using cars fortgburneys
1 To develop safe, convenient and attractive cycle route networks

1 To address real and perceived concerns regarding cycle safety.

4.3.4. Recommendations

9 The intimidating nature of crossing the St Johns’ junction should be addressed.

1 The selective use of traffic calming for the intimidating sections of the road
should be implemented.

1 On the west bound approach to the traffic lights at the St Johns’ junction, the
cycle lane should be removed from the pavement.

4.3.5. WCC response to the numerous complaints regarding the EmsRotadcycle
lanes

When the cycle lanes were first completed in 2005, they were between only 1.0m and
1.2m15 in width, and with no buffer zone to separate the cycle lane from parked cars. At
the time, the recommended width of a buffer zone was 1m.1® Thus the amount of space
allocated for cycling provision was 60% lessthan that recommended,

o

3 Annex 1, Cllr Hodgetts’ letter to John Deegan, 4/08/05, WCC

[un
S

p25,2006-2011 LTP Annex 2

15 See Annex 1, Cllr Hodgetts’ letter to John Deegan, WCC, 4/08/05

[
(=)}

11.3.5, p47, Cycle-Friendly Infrastructure, 1996, DfT
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Not surprisingly, there were many complaints, not just from cyclists but also from the
wider community, as can be seen from past Cllr Hodgetts’ letter.l”

Cycleways raised their concerns at the Cycle Forum, but were told that the cycle lanes
met WCC design standards. When Cllr Hodgetts sought information as to why the road
had not been widened to provide for the cycle lanes, the information had to be obtained
through the Freedom of Information Act.

As complaints from cyclists continued, Cycleways took their concerns to the Warwick
Area Committee (WAC) to ask that WCC should bring their design standards into line
with current DfT recommendations, and if possible, have the cycle lanes widened.

This the WAC did, and WCC agreed to bring their design standards into line with DfT
standards'8, and to widen the cycle lanes if possible. However, when completed, their
width was still below that required for a busy road and still there was no buffer zone to
deal with the potential hazard from parked cars.

17 jbid

18 WCC Environment Overview and Scrutiny Committee, 17/07/08

19



4.4. The GrevilleRoadjunction on the Emscoté&oad

4.4.1. Problems

For cyclists heading east on Emscote Road towards Leamington, the Greville Road
junction presents a most intimidating junction to cross. Many experienced cyclists
consider this junction to be the worst on the entire route between Warwick and
Leamington. Pedestrians walking east to west on the pavement on the north side of
Emscote Road also face a formidable challenge in crossing Greville Road.

S

_t%_ el | :

(o (05

W

Bridge St :lm; 7

—g Lt

Figure 5: Emscote Road looking west towards Warwick

4.4.2. Review

In 2009, WCC held discussions with the Stakeholder group!® on improvements to the
Greville Road junction. The preferred option by the Stakeholders was for traffic signals
with a pedestrian phase. However, in the end WCC came up with their preferred option,
(reference drawing A 445-29/102), a coloured cycle lane across the entrance to Greville
Road. Such a measure does little to address the threat of traffic entering or exiting the
uncontrolled junction, nor does it address the problem faced by pedestrians having to
cross the junction east-west.

4.4.3. Conclusion

What has been proposed by WCC neither meets the needs of cyclists or pedestrians, nor
does it meet the objectives of the WCC Cycling Strategy:

1 To develop safe, convenient and attractive cycle route networks

19 Leamington Society, Warwick Society, Cycleways, Living Streets

20



1 To address real and perceived conosrregarding cycle safety

4.4.4. Recommendation

The junction should be reviewed again, but this time working to the Underlying
Principles as set out in the DfT’s LTN 2/08.

21



4.5. Rugby Rad unction

This junction forms part of the planned Warwick to Leamington cycle route. In its
present form, for cyclists travelling east, it is an intimidating junction due to the road
dividing into two at this point. Rugby Road goes straight on and Warwick New Road
bears off to the right to Leamington. For a cyclist wishing to access the Warwick New
Road to Leamington, it means having to cross the line of fast moving traffic heading up
Rugby Road.

Rugby Road g Warwick New Road

Figure 6: View to east towards Leamington from bridge over R iver Avon

45.1. Review

In 2009 WCC highways put forward a scheme, with no prior public consultation, to
improve the junction. The scheme merely provided for a red coloured cycle lane for
cyclists to cross the line of the fast moving Rugby Road traffic. Since the proposal did
not address the problem it was unanimously rejected by the Stakeholder group.

Members of the group were surprised at this poor approach since they were aware that
WCC had employed Arups, consulting highway engineers, to carry out a survey of the
proposed Warwick to Leamington cycle route. Therefore a request was made to see a
copy of the Arup report, but this request was refused. Subsequently a copy was obtained
through one of the councillors, Cllr Goode.

In their report, Arups twice highlighted the challenge of the Rugby Road junction,

Careful consideration will be required about how to continue the east bound cycle
lanes at the point where the road splits into the RugRgadand Warwick New
Road 3.1, p4.

22



The main challenge and danger is for east bound cyclists travelling towards
Leamington and wishing to access Warwick N&wad Cyclists remaining on the
carriageway are vulnerable to vehicles filtering left on to the RugRyad 3.2, p.*°

In spite of their failure to address the concerns raised in the Arup report, and the
widespread opposition to the scheme, WCC pressed ahead to put their scheme forward
for approval to the Warwick Area Committee in September 2009.

Fortunately the Committee listened to the widespread public objections and rejected
the WCC plan. They asked that further work should continue, in conjunction with the
Stakeholder Group, to produce a scheme that addressed their concerns. From this, two
schemes evolved:

1 WCC highways’ scheme - Option A
9 Stakeholders’ scheme - Option E, developed in conjunction with WCC officers.

At the meeting of the Warwick Area Committee in January 2010, both Option A and
Option E were submitted by WCC highways for consideration. Since the Rugby Road
junction involved traffic light sequences, the data provided at the committee meeting
was technical in nature.

However, the most dominant features at the committee meeting was the selective

use of this data by WCC highways to show that their scheme, Option A, performed

i OAE AAOOAO OEAT OEA 3OAEAET 1 AAOOGS OAEAI An
The flawed data started in a handout provided by WCC highways to the councillors

titled A445 RugbyroadJunction S278 Works, Revised Operational Assessment Results.

This handout provided a detailed comparative assessment, including a graph, of the two
Options in terms of their impact on bus journey times, but it omitted to consider the
relative advantages and disadvantages to all users of this junction, i.e. pedestrians and
cyclists, and hence provided unreliable advice to the councillors.21

In addition, this document contained a number of significant errors:22

20 Arup Report on the Warwick to Leamington Cycle Options carried out in January 2009 for
WCC

21 Comments on the “Revised Operational Assessment Results”, provided by the WCC officers to
the Warwick Area Committee, 19/1/10, by Dennis Crips BSc(Eng) CEng MIET, Appendix 8. 2

22 ibid
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9 The graph, and therefore the underlying data base from which the graph was
derived, was incorrect since it did not include the built in delay included by the
bus operator, Stagecoach, in the operation of the bus services.

1 Also, the graph did not include the operation of the toucan crossing provided for
the cyclists.

The exclusion of these two factors made it look as if Option A performed better than
Option E, when in fact it did not.

The material was also presented in a power point presentation to the Councillors. Here
the presentation of data in the graph was further distorted by showing Option A and
Option E on two different scales.23

The presentation of flawed and misleading data to councillors by WCC officers was a
serious issue, which resulted in Cyclewaysnaking a complaint to their MP, Chris White.

4.5.2. Conclusion

It was quite wrong for WCC officers to mislead and deceive our councillors and
members of the public. Much public time and money could have been saved if WCC had
followed the Underlying Principles as set out by the DfT in LTN 2/08.

4.5.3. Recommendations

Option E, which proved to be the better option than option A, should be adopted when
work on this junction is possible.

23 ibid
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4.6. South West Warwicland National Cycle Network

As part of the planning agreement of south-west Warwick as a residential area,
provision for cycling was included. This provision was further extended by means of an
off road cycle route alongside the Hampton Road.

4.6.1. Problem

The route is incomplete, and it also does not reach Warwick town centre.

4.6.2. Review

The cycle facility stops at the beginning of Hampton Street where the road is narrow
and has parked cars all along one side, but still has a 30 mph speed limit. Cycling along

this road can be an intimidating experience, even for experienced cyclists, let alone
school children.

This route forms part of a potential school route between the residential areas of north
Warwick and Aylesford School in SW Warwick. The route could also provide the link for
the Sustrans national cycle network Route 41 (Stratford to Rugby) along the Stratford
Road and Route 51 (branch to Kenilworth) alongside the Coventry Road.

The current NCN map shown below, illustrates that Warwick spoils both these routes by
leaving gaps. The NCN 41 stops at Saltisford, and restarts beyond Priory Park. There is
no connection between NCN 41 and NCN 51, and the presently proposed school route
does not, although it could, create that connection.
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4.6.3. Conclusion

Without addressing the problem of fast moving traffic in Hampton Street, and
completing the missing links for NCN 41 & 51, the scheme completely fails to meet the
objectives of WCC'’s Cycling Strategy,

1 To develop safe, convenient, and attractive cycle routwbrks

1 To address real and perceived concerns regarding cycle séfety.

4.6.4. Recommendations

1 In Hampton Street, reducing the speed of vehicles would be the preferred
solution, as the DfT, emphasises,

Reducing vehicle speeds will significantly improve the attractiveness and
safety as a route for cyclists....... At lower speeds, cyclists can mix with
motor vehicles relative safety?”

9 WCC should publish its intended routes to connect NCN 41 and NCN 51 and
prioritise their completion.

24 p25,2006-2011 LTP Annex 2

25 10.2, p43, Cycle - Friendly Infrastructure, 1996, DfT
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5. Off road shared use schemes

Off road shared use schemes are where a cycle route has been created by adapting an
existing pavement to shared cycle/pedestrian use. However, such arrangements are
invariably a compromise, and not without problems, as the DfT highlights26.

Few, however have created good quality routes for cyclists, particularly in urban areas.
Typically they suffer from:

1 Inadequate width and sightlines
1 Interruption from side roads
1 Hazards from vehicles exiting from driveways

Most of the off road shared use schemes created within Warwick and Leamington suffer
from one or more of these problems, in particular the interruption from side roads, a
feature that is further emphasised by the DfT, who note:

There can also be safety problem for cyclists, particularly at side réads

The problem of safety and fear of traffic is closely related to vehicle speeds. Fortunately
this problem can largely be countered by good quality traffic calming measures, such as
those recommended by the DfT?® However, in the shared use schemes discussed in this
report, such traffic calming measures are either absent or poorly designed.

26 12.2.2, p53, Cycle-Friendly Infrastructure, 1996, DfT
27 12.1.4, p50 Cycle-Friendly Infrastructure, 1996, DfT

28 12.1.4, p50 ibid.
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5.1. Sydenham Drive cyclérack

There are two cycle tracks along Sydenham Drive: a short length of an older track, A, on
the eastern side adjacent to where people live, and a newer track, B, on the western
side, the industrial side.

5.1.1. Problens

1 Poor access to Cycle track B for the residents from the housing area to the east of
Sydenham Drive, apart from the local areas adjacent to the toucan crossings.

9 The cycle track B runs the entire length of Sydenham Drive. It is crossed by two
side roads leading to industrial estates, but there is no provision to slow any
crossing traffic.

1 The southern end of cycle track B terminates at a busy roundabout, making
access intimidating.

5.1.2. Review

As noted above, a newer cycle track has been built on the western side of Sydenham
Drive, but all the housing is on the eastern side hence the main focus of this report is on
how to improve cycle access for the residents of this area.

As noted, there is an existing section of a short length of older cycle track, A, alongside
the housing area. This starts just north of Gainsborough Drive, where there is also a
toucan crossing, and continues to the next toucan crossing situated some 20m short of
Berrington Road on the other side of the road. There is adequate space to extend this
cycle track in both directions to provide a complete cycle track alongside the housing
area on the eastern side of Sydenham Drive.

5.1.3. Conclusion

It is not apparent why the newer cycle track B was built on the western side of the road
where people do not live. The people living adjacent to Sydenham Drive are poorly
served by the current provision.

5.1.4. Recommendations

The existing cycle track on the eastern side, the residential area, of the Sydenham Drive,
should be extended to provide a good quality cycle route.

The roundabout at the southern end, close to the ASDA store, should be replaced by a
signal controlled junction.
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5.2. North Leamngton School(NLS) Rute

The North Leamington School route was created as part of a safer- routes to school
scheme. It commences at the Kenilworth Road, continues along Binswood Avenue to
Lillington Road, which it crosses, then turns left to head north alongside the Lillington
Road , terminating at the beginning of Park Road. Total distance approx 1.2km

5.2.1. Problems

5.2.1.1. Poor sight lines

Travelling northwards, Church Lane has very poor sight-lines

Figure 8: Church Lane sight-lines

5.2.1.2. Inadequate width

The shared use path on the latter part of the route, is only just over 2m wide, yet there is
sufficient space for the necessary width of a 3.5m cycle path.
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Figure 9: Latter part of the route
5.2.1.3. No dropped kerbs at the Arlington Avenue/Binswood Avenue junction

No dropped kerbs have been provided to the build outs facing into Binswood Avenue at
the Arlington Avenue/Binswood Avenue junction.

Figure 10: Arlington Avenue/Binswood Avenue junction

5.2.1.4. Route ends short of its goal

The route ends short of its goal: there is no dedicated link from where the route ends at
the junction of Park Road and Lillington Road, to the cycle path into North Leamington
School. The major issue is the speed of traffic turning in off the main road.
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Figure 11: Sign denoting end of route

5.2.2. WCC response to concerns raised by residents

Cycleways raised concerns about the very poor sight lines, heading north at Church
Lane, at a Cycle Forum meeting. Assurances were given that the scheme had passed the
necessary safety audits.

Residents in Lillington Road expressed concerns to their local councillor, Cllr Copping,
about the narrow width of the shared use path since it meant that cyclists would be
cycling too close to blind exits from adjacent houses, see Figure 9. Cllr Copping took up
the matter with WCC highways, and in their response, he was assured that,

..... the cycle route was subject to an independent safety audit at each stage of the
design..?

However, the section of cycle path referred to is very sub-standard in width, at only just
over 2.0m. For such a path, bounded by a wall or hedge over 1.2m in height, as in this
case, the width of a shared use cycle path should be 3.5m3°. There is sufficient space to
allow for this. So why wasn’t the cycle path built to the necessary design width, and the
facts given to Cllr Copping?

During the construction phase of this scheme residents from Arlington Avenue noticed
that the dropped kerbs had been omitted from the build outs facing into Binswood
Avenue, and contacted their local councillor, Cllr Goode.

29 Asreported in the Leamington Courier, 14/4/09, see Appendix 3

30 8.5.3,and Table 8.2, p43, LTN 2/08
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When Cllr Goode asked WCC highways why the dropped kerbs had been omitted, the
reply was:

Dropped kerbs were not necessary as Arlington Avenue was not an official
pedestrian route.

Such a response is difficult to comprehend since Arlington Avenue is a long established
popular pedestrian route. Being a residential road it offers a quieter and more attractive
route into Leamington for pedestrians and cyclists, rather than the two parallel busy
main roads, the Kenilworth and Lillington roads.

Dropped kerbs make life much easier for people with buggies, mobility scooters etc. as
can be seen from the photo. It should also be noted that there is a residential home for
the elderly some 30m into Arlington Avenue from the junction

Ignoring the needs of pedestrians and those with a mobility impairment is also in direct
contradiction to WCC'’s LTP, as it notes:

To consider the needs of pedestrians and those with some form of mobility
impairment in all transport and highway schemés

5.2.3. Conclusion

In its present form, the North Leam School route does not meet the objectives set in the
Local Transport Plan:

1 To develop safe, convenient, and attractive cycle route network

f To address real and perceived concerns regarding cycle s&fety

5.2.4. Recommendations

1 The problems listed in 5.2.1 should be rectified.

1 The latter part of the cycle path, along Lillington Road prior to Park Road, should
be widened to the recommended width of 3.5m.

1 Asaschool route, traffic calming features should be installed at the side road
crossings. Heemstede Lane, which leads off the busy roundabout, and Church
Lane, with its very poor sight lines, should be a particular priority.

31 p229,2006-2011 LTP Annex 2

32 p25,2006-2011 LTP Annex 2

32



5.3. TachbrookRoadCycle Route

This route has been created by the conversion of the existing pavement alongside the
Tachbrook Road, B4087, to shared use. It provides a cycle route from the Warwick
Gates residential areas in the south of Leamington to Leamington station, a total
distance of some 2.5km.

Figure 12: Access to Bury Road off the Tachbrook Road

5.3.1. Problens

9 The route is incomplete.
There are numerous crossings by side roads.
At the crossing point at the Old Warwick Road the space provided is inadequate.

= =4 =

Bury Road is 5.8m wide, yet the width of road at the junction that has to be
crossed by the cyclist or pedestrian is 11.4m

5.3.2. Review

At the junction with Heathcote Lane, heading south, the cycle track veers off to the right.
Heading north at this junction, the cycle track joins the road at the traffic lights, but
there is no means of rejoining the shared use track having crossed through the traffic
lights.

Over the length of cycle route from Warwick Gates to the Old Warwick Road, the cycle
path is crossed by the following side roads, with the crossing widths indicated:

Side road Width of crossing Notes
Othello Avenue 6.2m Set back 25-30m from the Tachbrook Road
Medley Grove 14.8m
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Heathcote Lane

Road into a pie factory

Road into an industrial estate
Queensway

Kingsway

Bury Road

18.2m
19.3m

12m
11.9m

Traffic lights

Toucan crossing
Raised table, and a central refuge
Raised table

Figure 13: Missing section of the cycle route at Heathcote Lane

5.3.3. Conclusion

With regard to the overall cycle route, in its current form it falls short of the objectives

of the WCC Cycling Strategy:

1 To develop safe, convenient and attractive cycle route networks

I To address real and perceived concerns regarding cycle safety

5.3.4. Recommedations

The missing link at the junction with Heathcote Lane should be corrected.

A number of the side road crossings listed along the route are very wide making them
intimidating for both cyclists and pedestrians. Measures should be taken to address this

problem.
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5.4. Myton Roadcycle route

The route runs as a shared use path from the south side of the toucan crossing, just east
of the roundabout formed at the junction of Myton Road with Prince’s Drive, to another
toucan crossing some 240m west of Myton School, a total distance of approx 1.8 km.

5.4.1. Problems

The eastern end of the route has a number of defects:

1. Passing under Europa Way, alongside the canal, the path is only 2.9m wide, by
current standards such a shared use path should be 3.75m wide.33 The problem
of the narrow width is further compounded by the poor sight line on the
approach from the west, and the blind junction with another cycle path on the
eastern side of the Europa Way bridge. This other cycle path which links into
Queensway is only 2.0m wide, yet the path is used by pedestrians and cyclists
alike, therefore as a shared use path it should be 3.5m wide.34

2. Continuing west, the dedicated shared use path merges with the pavement on
the south side of the Myton Road, where it faces the familiar problem of side road
crossings, as follows:

Side Road Width of crossing
Brittain Road 10.6m

Myton Crescent 16.2m

Field Head Lane 8.7m

Myton Crescent 6.3m

Split exit/entry road 6.2m

Entrance to Myton school 11.3m

Entrance to Myton sports ground | 10.4m

3. No speed reduction measures are in place at any of the crossings of these side
roads.

4. Brittain Road provides access to a new residential area with traffic calming
features, the first one being a reduction in the width of the road to 3.5m. So why
no traffic calming feature where it is needed, where the road crosses the cycle
path?

33 8.5.3 and Table 8.2, p43, LTN 2/08, DfT

3¢ P43,8.5.3,LTN 2/08, DfT
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5.4.2. Conclusion

Overall a poor quality cycle route.

5.4.3. Recommendation

Since this is predominantly a school route, good quality traffic calming measures should
be provided at all the side road crossings.
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5.5. Warwick to Warwick Technology Park cycle route

The cycle route has been created by widening the pavement from the Myton Road
roundabout to the Gallows Hill roundabout with Europa Way.

5.5.1. Problens

The cyclists are faced with two main problems, and a lesser one:

9 The route does not start in Warwick, as listed in the LTP35

9 Crossing the busy side road which forms the entrance and exit to Warwick Prep
School (Figure 14). The side road consists of an entrance lane 7.4 m wide, and a
6.1m wide exit lane, separated by a 1.6m wide central refuge. The narrow nature
of this central refuge further compounds the problem since it is too narrow for a
cyclist to use it as a refuge as part of a two stage crossing.

1 Crossing the exit/entrance to the Warwick School playing fields’ car park. The
problem is exacerbated by the high hedge bordering the car park.

= R -
Figure 14: Entrance and exit to Warwick Prep School

5.5.2. Review

This cycle route starts on the outskirts of Warwick, on the south side of the roundabout
of the Banbury Road/Myton Road junction. The result of this is that cyclists from
Warwick are faced with some 400m of often intimidating road conditions, plus two busy
roundabouts to negotiate, to reach the cycle route. Since the cycle path along the
Banbury Road is on the left hand side on the outward journey, the return journey has
the added hazard of having to cross the Banbury road at the roundabout, to continue the
journey on road back to Warwick.

35 p402, Warwickshire LTP 2011-2026, Part B
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The second serious problem occurs at the entrance to the Warwick Prep School. At peak
school times the entry/exit roads are very busy with cars, and occasional coaches, but it
is also the peak time for cyclists crossing the junction, particularly in the morning. With
no provision to slow the traffic, cyclists are faced with a potentially hazardous and
intimidating crossing.

5.5.3. WCC response to the second problem

The problem was raised by Cycleways at a Cycle Forum meeting. Also the Two Wheel
User group, representing the cyclists using this route, wrote to WCC highlighting the
dangerous situation for cyclists. The response from WCC highways was that little could
be done.

5.5.4. Conclusion

WCC highway’s response to the cyclists’ concerns is difficult to accept since traffic
calming techniques for the crossing of side roads are well established, see Cycle-
Friendly Infrastructure.3¢

With the lack of a good cycle route out of Warwick, and the difficulty of crossing the side
roads at the Warwick Prep School, it is inevitable that this route fails to meet WCC
cycling objectives:

1 To develop safe, convenient and attractive cycle route networks.

1 To address real and perceived concerns regiag cycle safety

5.5.5. Recommendations

The cycle route should be completed so as to start from Warwick town centre.

Traffic calming measures should be installed at the entrance/exit to Warwick Prep
School, and likewise at the entrance to the car park for the playing fields.

36 12.1.4, p50, Cycle-Friendly Infrastructure, 1996, DfT
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5.6. LeamingtonShoppingPark, Tachbrook Park Drive

Leamington Shopping Park (previously The Shires Retail Park), situated on the western
side of Tachbrook Park Drive, has undergone considerable expansion in recent years,
but that has not been matched by adequate access for cyclists or pedestrians.

5.6.1. Problem

The difficulty and awkwardness of accessing the Leamington Shopping Park from the
shared use cycle path, which leads from Queensway and the residential areas off the
Myton Road.

5.6.2. Review

Leamington Shopping Park is on the western side of Tachbrook Park Drive and is
within easy walking or cycling distance of the two major residential areas that lie to the
north and east. A shared use path has been installed to connect to these two areas, but it
terminates on the eastern side of the Tachbrook Park Drive and the northern side of a
large modern two lane roundabout, situated at the head of a short length of dual
carriageway.

To improve the pedestrian and cycle access, WCC installed a toucan crossing, but on the
other side of the roundabout, the south side (Figure 15). For cyclists, this means
dismounting and pushing the cycle on the pavement, which is sub-standard at only 1.7m
in width37 (i.e. some 25% undersize) round to the toucan crossing on the other side of
the roundabout. Having crossed over Tachbrook Park Drive by means of the toucan
crossing, the cyclists then finds themselves on a shared use path which terminates at
the dual carriage way entrance to Leamington Shopping Park.

7 p43,LTN 2/08
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Figure 15: Leamington Shopping Park

1. End of the shared use path from Queensway

2. Toucan crossing

3. Termination of the cycle path into the dual carriageway approach to Leamington
Shopping Park

Not surprisingly, few cyclists try to access the retail park judging by the absence of
bicycles at the cycle stands of a large supermarket on the site (Figure 16). This picture
was taken at 10.55am on a busy Saturday; out of 14 parking spaces only 2 were in use, a
feature often found throughout the week.

Team contact details

28 News Crime and safety information

re working on

riorities we are w
www.safer-neighbourhoods.co.uk

Figure 16: Unused bike stands
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The narrow pavement around to the toucan crossing is also awkward for pedestrians,
hence a familiar sight is still to see pedestrians crossing the dual carriageway at the
point where the shared use path terminates, on the north side of the roundabout.

Not surprisingly, the installation of the toucan crossing on the south side of the
roundabout does not meet the guidance from LTN 2 /08, which notes,

New facilities shouldffer an advanage in terms of directness and/or reduce delay
compared with the original provsion38

Neither has the toucan crossing addressed the problem as identified in the LTP3? .

¥ 8previously difficult to reach by bike due to two busy roundabouts and high
traffic volume,.

In addition to the above problem, the shared use path on the western side of Tachbrook
Park Drive is now crossed by a new side road exit from Sainsbury’s, but there are no
measures to slow the exiting traffic.

5.6.3. Conclusion

9 The toucan that has been installed does little to improve the access for cyclists or
pedestrians to the Retail Park.

1 Why wasn’t the planning permission for the large scale retail expansion
contingent on the provision of good quality access by cyclists and pedestrians, to
enable the objectives of PPG 13 to be met?

38 1.3.5, p10, ibid

39 p403, Warwickshire LTP 2011-2026, Part B
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5.7. The redevelopment of the old Ford Foundry, Old Warwick Road

In 2010 the owners of the site, Trilogy, held a public consultation to redevelop the old
Ford foundry site. Included in the display of plans was a drawing showing planned
changes and improvements to the infrastructure around the site.

5.7.1. Review

Whilst Trilogy set out to provide real improvements for pedestrians and cyclists,
cyclists noticed a number of features that required further attention, features that
should have also been addressed by WCC in assessing the needs of pedestrians and
cyclists in this scheme. These features were:

1. The western entrance to the site crossed a shared use cycle path, but with no
provision to slow incoming traffic.

2. 0ld Warwick Road is a busy road, with quite a high proportion of HGVs and
buses, and a 40 mph speed limit. 1.5m wide cycle lanes are currently provided on
both sides of the road. However, under the current recommendations by the DfT,
for busy roads the width of cycle lanes should be 2.0m.4°

3. east along the Old Warwick Road, at the traffic lights outside the railway station,
an additional traffic lane was proposed to provide for left turning traffic. This
additional section of road was to be created by taking space from the existing
shared use pavement. Such a measure would have also severed the access of two
cycle routes to the station.

4. A new road, the main entrance/exit to the site was proposed. Since it crossed the
shared use cycle/pedestrian path, a two phase signal crossing was included. Such
an arrangement is disliked by cyclists due to delays and the potential of conflict
with the pedestrian.

When Cycleways highlighted these adverse features to Buchanan, the engineers for
Trilogy, their response was quick and constructive on the first three items, but they
were adamant that item four could not be changed.

572.2 I NBAO]l [ 2dzyde [/ 2dzyOAft Qa NBaLRyaS G2 C

With Buchanan’s insistence on a two stage crossing, item 3, Cycleways sought advice
from WCC as to the merits of alternative configurations of crossings*!. However, WCC

40 7.4.1,p37,LTN 2/08

41 E-mail from Cycleways to Karen Watkins WCC, 12/5/11
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showed little interest in discussing them, so Cycleways took their concerns to the
Warwick Area Committee 11/10/11.

The recommendation from the committee

f 8was that as the section 106 aglel AT O E AAT & Or divAsk tonc&hsl A1 EOAA
could be included in the negotiatior{4.

However, WCC showed a marked reluctance to meet with Cycleways, in spite of a
number of efforts by the Chair of the committee. When a meeting was finally agreed
some months later, the section 106 agreement had been signed off. At that eventual
meeting, the engineer acknowledged that the two phase crossing that had been agreed
with Buchanan, was a standard off the shelf design.

5.7.3. Conclusion

The absence of measures to slow traffic crossing a cycle path, once again illustrate the
need for WCC design guide to be updated to make such provision, and likewise to
ensure that on road cycle lane widths conform to the current recommendations as set
outin LTN 2/08.

It was a considerable oversight by WCC to recommend the conversion of part of a
pavement outside a busy rail station, since this is contrary to their own stated policies,

Rail stations are one of the key destinans on the town cycle route plans, and links
to stations will accordingly be given high priorit{?

Furthermore, WCC go on to highlight specifically the need to protect pedestrian and
cycle facilities when congestion alleviation measures are proposed.*

5.7.4. Recommendations

When giving approval to a Transport Assessment, WCC should ensure that the needs of
pedestrians and cyclists are fully considered.

42 Warwick Area Committee minutes, 11/10/11
43 p36,2006-2011 LTP Annex 2, WCC

4 Policy CS1, p127,2006-2011 Main LTP, WCC
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5.8. Queensway Cycle Route

This route starts at the junction of Queensway with the Tachbrook Road, and is
provided for by means of a shared use path along the western side of the Queensway
road.

5.8.1. Problems

9 The crossing of side roads
1 The discontinuity of the route just beyond the new Aldi store
9 Very poor access from the housing estate of Kingsway

5.8.2. Review

1. The route is interrupted by three side roads with no provision to slow traffic. Of
particular concern is Juno Drive, where the crossing is wide.

2. Just beyond the new Aldi store, the cycle route terminates, complete with end of
cycle route signs. Yet some 100m beyond, the route recommences to continue
around to the large roundabout outside the entrance to the Leamington
Shopping Park.

3. The cycle path follows a route along the western side of Queensway, the
industrial area, but the main housing area is on the other side of the Queensway
road, the eastern side. Apart from the toucan crossings at the northern end, there
is no means to access the cycle track from the Kingsway residential areas.

It is not at all apparent why the cycle track should have been built on the western side of
Queensway, when there was ample space for such a track to have been built along the
whole length of Queensway. Such a cycle track would provide good access not only for
the Kingsway housing area, but also for the people off Sapphire Drive at the eastern end
of Queensway.

5.8.3. Conclusion

A poorly designed cycle route that fails to meet its social objective

5.8.4. Recommendations

A new cycle track should be provided along the eastern side of Queensway to the
Tachbrook Road to provide good access for the residents of Kingsway and for the
residents off Sapphire Drive
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6. Cycle Infrastructure and thémpact of Transport Assessments

One of the national planning policies in relation to new developments, that had a direct
impact on the infrastructure for cycling, was Planning Policy PPG 13. This policy was
designed to link land use and the delivery of the Government’s integrated transport
agenda, in particular, to promote the accessibility of jobs, services, shopping, etc by
public transport, walking and cycling. However, in four major redevelopments in
Leamington Spa there were failures in the delivery of one of the key objectives,

Give priority to people over ease of traffic movement and plan to provide more road
space for pedestriansyclists and public transporf?

The four redevelopments were:

Redevelopment of the Ford foundry site, Old Warwick Road

Station House Old Warwick Road

Proposed redevelopment of Chandos Street car park, Leamington Spa

The Expansion of Leamington Shopping Park (formally known as The Shires
Retail Park)

B W e

45 Planning Policy Guidance 13: Transport, March 2001, DoE
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6.1. Redevelopment of the Ford foundry site, Old Warwick Road

As part of the redevelopment of the old Ford foundry site, WCC highways recommended
to the developer a range of road capacity improvements to allow for the anticipated
increase in traffic. One such site was at the traffic lights in Old Warwick Road outside of
Leamington railway station, where a new left turn lane was proposed. The new traffic
lane would be created by taking space from the existing pavement. However, such a
measure would eliminate the shared use link for two cycle routes, Sustrans Route 41
and the Tachbrook Road cycle route, to the railway station. In addition, the resultant
pavement would be only 2.0m wide, 20% undersize based on the DfT recommendation
for the width of a footway bounded by a wall or fence.#¢

When Cycleways highlighted the adverse impact of this proposal to the developer, they
agreed to delete it from their plans.

46 8.5.2, p42 and Table 8.2, p43, LTN 2/08
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6.2. Station HouseOld Warwick Road

Opposite the railway station and located on the corner of Tachbrook Road and the Old
Warwick Road is a recent new development, Station House.

The Tachbrook Road cycle track terminates at the corner of the junction of the two
roads. For cyclists who wish to access the rail station, the cyclist has to dismount and
walk their bike across as a pedestrian, by means of the pedestrian phase in the traffic
signals.

However, at the actual crossing point the width of the pavement has been reduced from
3.5m to 2.6m then narrowing to1.9m. Such a narrow space is insufficient for cyclists
with their bikes mixing with people with buggies and young children, and/or people
with luggage, all waiting to cross the road.

The Old Warwick Road is a busy road with frequent HGVs, and people do not like
standing on the edge of the pavement under such conditions, more space is required.
The problem is aggravated by the narrow width of the new pavement that runs
westwards from the junction, it is only1.9m in width, substantially below the minimum
width recommended by the DfT.

Here the pavement should be 2.5m in width since it is bounded by a wall /railings more
than 1.2m in height,*” and as the DfT emphasise, these figures are the bare minimum,
as they note,

Wherever it is possible, widths larger than the minimushould be used,
practitioners should not regard minimum widths as design targets , as the DT
emphasise,

The minimum widths....... do not take into account the need for increased width to
accommodate larger user flow48

Leamington railway station is one of the busiest in Warwickshire,*° the amount of
space that has been provided outside of Station House is wholly inadequate.

WCC in its own LTP recognises the importance of access to railway stations, as it notes,

Rail stations are one of the kadestinations.......... and links to stations will be given
high priority.....50

47 8.5.2, p42 and Table 8.2, p43, LTN 2/08
48 8.5.1, p42, ibid

49 Warwickshire “Quality of Life” review 2013, WCC
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6.2.1. Conclusion

When planning permission was granted for the development of Station House, why
wasn’t more pavement space allocated at this important crossing point? Or perhaps the
developer has made use of public land?

In the present circumstances the redevelopment of Station House does not meet the
requirements set out in PPG13

50 p36,2006-2011, LTP Annex 2
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6.3. Proposed redevelopment of Chandos Street car park, Leamington Spa

In 2011, a developer, Wilson Bowden, submitted a planning application, W10/0340, to
WDC to re-develop the Chandos Street car park in Leamington Spa. Part of this planning
application included a Transport Assessment prepared by the developer’s engineers,
Buchanan, and approved by WCC highways.

However in the planning application Cycleways identified three locations where access
for pedestrians and cyclists would be seriously degraded due to measures planned to
handle the increased traffic brought about by the redevelopment.

6.3.1. Location 1: Morrdl Street

Morrell Street is currently a relatively quiet road, and as such provides a popular
pedestrian and cycle alternative to the busy Kenilworth Road and Clarendon Street, as a
route into Leamington. The cycle route links back to the toucan crossing at the
Binswood Avenue/Clarendon Street junction.

In the development proposal, Morrell Street was scheduled to take a tripling of light
duty traffic, plus 132 HGVs a day. Such an increase in traffic would seriously degrade the
walking and cycling environment, a situation further aggravated by the narrow nature
of the road and its pavements, as can be seen from Figure 17. The pavements are only
1.3m wide resulting in pedestrians frequently walking in the road.

Figure 17: Morrell Street
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6.3.2. Locatiors 2 &3: Clarendon Avenue

The Mitigation Strategy in the Transport Assessment, proposes that the road capacity at
the following junctions is increased to mitigate the impact of the expected increases in
traffic.

1 Clarendon Avenue/Chandos Street junction
T Clarendon Avenue/Oxford Street junction®

However, both these junctions can already be difficult for pedestrians walking east-west
along Clarendon Avenue, particularly the Clarendon Avenue/Chandos Street junction.

For cyclists, the existing problem is contending with uncontrolled traffic movements
in/out of the Clarendon Avenue/Chandos Street junction.

The Transport Assessment provided for no mitigation measures to benefit cyclists or
pedestrians.

Fortunately the planning application was refused

51 8.2.2 and 8.2.5, p44 Transport Assessment, Buchanan
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6.4. TheExpansion of LeamingtoBhoppingPark (formally known aghe
Shires Retail Park)

As explained in section 5.6, access to this important retail park is poor for both cyclists
and pedestrians approaching from the housing areas to the north of the site. The toucan
crossing installed by WCC does not improve access for pedestrians and cyclists, thus
does not meet the objective of PPG13, as noted above, which states,

Give priority to people over ease of traffic movement and plan to provide more road
space for pedestrians, cyclists, and public transport.
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7. ThelLocal Plan 20132028

In June 2013 Warwick District Council (WDC) put out for public consultation, a Revised
Development Strategy of its Local Plan.52 One of the distinctive features of the Plan was
the role of sustainable transport modes, one of which is cycling, hence Cycleways’
response.

Contained within the Plan was the site allocation for some 12,300 new dwellings to be
built over the next 15 years. Such developments can have a significant impact on the
transport infrastructure, and here WDC noted,

It is important that the additional traffic generated....... is mitigat&d.

In its planning brief in relation to transport, section 5.6.3, WDC went on to state,

It is critical that sustainable transport improvements form part of the mitigation
package tosupport the housing and employment growth within the district. Such
improvements will:

1 Maximise the number of journeys made by sustainable transport
1 Deliver an integrated approach to transport

1 Reduce the impact of car based travel on the local and stratdgghway
network.>*

In response to the objectives set out in 5.6.3, WCC, as the highway authority, produced a
Strategic Transport Assessment (STA) and this Assessment is the subject of the review.
[ATMG: which review?]

7.1.1. Problens

The supporting Evidence to the STA does not demonstrate how the objectives, as set out
in 5.6.3, will be achieved. Neither does the Evidence demonstrate how the objectives set
out in the government’s White Paper on transport will be achieved, in particular:

9 Cutting carbon emissions®>
i Citizens acting together......the delivery of local transport solutions>®

52 Appendices 8.5.0
53 5.6 District Wide Transport Mitigation Proposals, Local Plan, 2013, WDC
54 5,6.3, ibid

55 P5, Creating Growth, Cutting Carbon, Making Sustainable Local Transport Happen, 2011,HMG
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1 ...want to make travelling on foot, by bike or on public transport more
attractive.....offering people choices.....many more local journeys®’

7.1.2. Review

The main focus of the STA is on increasing road capacity, and provides much detail on
how road junction capacity in urban areas can be increased to benefit motor vehicles,
but there is little or no detail of how the needs of cyclists or pedestrians will be met.

Evidence for this for cycling can be seen in the lack of links between the areas of new
development and access into the town centres of Warwick, Leamington Spa, and
Kenilworth. Likewise, the lack of good links to Warwick Hospital, Leamington College,
and other high usage destinations are completely missing.

The lack of good links for cycling is already a recurrent feature in many of the existing
cycle schemes carried out by WCC; as highlighted in this Cycling Review, examples are
seen with:

The Emscote Road Cycle lanes (4.1)
Warwick to Warwick Technology Park (5.5)
SW Warwick to Warwick (5.12)

Access to Leamington Shopping Park (5.7)

= =4 =4 A

The lack of good links, coupled with the significant increasing of road capacity is
inconsistent with the objective to maximise the number of jou rneys made by
sustainable transport . Furthermore, with such a strategy it is difficult to see how the
government’s objective of cutting carbon emissions will be delivered.

The other distinctive feature of the STA is the lack of an integrated approach to
tr ansport . Evidence for this is seen in the proposed road and junction improvements
listed in the STA:

1 Scheme 05, increasing the capacity of the Spinney Hill roundabout will have a
serious and adverse impact on the Kenilworth to Warwick cycle route, a scheme
proposed by WCC in another section of the Mitigation Proposals.

1 Schemes 06 & 07 form part of the Warwick to Leamington cycle route, but these
are not linked in.

1 Scheme 09, the proposed signalised junction should include a signal phase for
pedestrians

56 Para 12, p8ibid

57 Para 4, p7, ibid
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1 Scheme 11, the proposed signalised junction should include a signal phase for
cyclists, as it forms part of the Warwick to Warwick Technology Park cycle route.

1 Schemes 12 & 13 in Warwick make no provision for either cyclists or
pedestrians.

Finally, there has been no public consultation on the STA, thus the third objective listed
of the government’s White Paper has not been met at all:

Citizens acting together can also help facilitate the delivery of local transport
solutions that meet the needs of local peopte

7.1.3. Gnclusion

Without more comprehensive integration and providing genuine choices of how people
can travel by the sustainable modes, it is difficult to see how the objectives as set out in
5.6.3 of the Local Plan will be achieved. Likewise, it is difficult to see how the objectives
of the Government’s White Paper on Transport will be met.

7.1.4. Recommendations

WCC should put forward a Strategic Transport Assessment that will deliver the
objectives set out in 5.6.3 of the Local Plan, as well as deliver the objectives of the
Government’s White Paper on Transport.

As a first step, the public should be consulted on the delivery of local transport
solutions, as set out in the government’s White Paper.

58 Para 12, p8, ibid
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PART IlI: Conclusion

The most common reasons Cycleways hears for people not cycling more is the
perception of a lack of safety, and to potentially useful cycle routes being absent in
whole or in part. The review of the 16 cycle schemes found that of the eight on-road
schemes, five have problems, and of the eight off-road schemes all have problems. All of
the problems could have been avoided if they had been built according to the county
council’s own plans and guides, and nation design standards.

Cycling is part of the solution for problems of congestion and pollution, problems that
will be further exacerbated by forthcoming housing developments. This requires
putting sustainable modes of transport, and particularly cycling, at the heart of new
developments, as well as adding to and improving existing cycle schemes. To make
cycling part of the solution, change is required.

The crucial recommendation is that WCC make use of Cycleways’ expertise by
consistently involving them at an early stage in the planning process, perhaps using the
existing Cycle Forum. The aim is to re-balance the planning of roads, housing and traffic
schemes to bring cycling into the process before designs are released for
implementation. As the report shows, this could make local cycling more safe, pleasant
and therefore popular, compared to what has hitherto been the case. The attention to
detail and grasp of relevant reference documents in this report demonstrate that
Cycleways can be a valuable and completely free resource on which WCC can, and
should, draw.

Cycleways also recommends that WCC staff receive further training in how to design for
cycling, and learn from best practice elsewhere. Funding could be available from the
Sustainable Transport Fund

Accepting that an overnight transformation is not going to happen, Cycleways urges the
development of a Framework Route Plan for the District. Even modest elements of
cycling provision will then always link into longer routes, and thus be better value for
money. The Plan will also highlight missing links needing priority treatment.

Cycleways and Warwickshire County Council can achieve their shared aim - to get more
local people on their bikes, cycling to work, to school, to the shops, to hospitals - and we
hope that this report will start a productive dialogue with Warwickshire County Council
to achieve this.
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8.1. FOI Request, Emscote Road Cycle Path

/
WARWICK

DISTRICT Independent Member
COUNCIL ~Warwick Seuth Ward -
— , COUNCILLOR CHRISTINE HODGETTS
/W J s 14 EMSCOTE ROAD
| WARWICK
o ta CV34 4PP

__Telephone (01926) 493216
. &-mail chris@chodgetts.co.uk

=

John Deegan, Director

Planning, Transport and Economic Strategy
Warwickshire County Council

Shire Hall

WARWICK

CV34 48X

4 August, 2005
Dear Mr Deegan .

FOI Request, Emscote Road Cycle path

Thank you for sendin%copies of the safety audits, plans, and Area Committee paper on the
Coten End / Emscote Road cycle track. ‘ .

‘Having studied -thgm,;} have major concerns about the design and safety auditing of the.-

scheme, which confirm my earlier doubts about its effect on the safety of all road users.
These are: ‘

1 The safety audits did not consider the effect of the proposal either on people on foot
or on vehicle users, only on cyclists using the lane. The scheme, by widening and
straightening the effective carriageway, has increased the risk to people crossing the road, by
lengthening the distance that they have to cross. And it has increased risks to people
crossing, to cyclists both within the lane and, where they need to be, on other parts of the
carriageway, to vehicle users, and to people on the pavement, by increasing the average speed
of vehicles and the number of vehicles exceeding the 30mph speed limit.

2 The first stage sﬁfety audit pointed out six problems for cyclists' safety with the design
of the cycle lane. After review, changes were made which responded to three of them. The
second stage safety audit pointed out that the-other three problems still existed, and
recommended that further changes should be considered. The scheme was implemented
without these changes, so three problems described by the safety auditors have been built into
the finished scheme:

(a) The cycle lane narrows from 1.2m to 1.0m, and the main vehicle lane from
3.0m to 2.8m, over the length of road between the bus shelter near Ilex Court and the
Focus DIY building, where the complex road layout and turning vehicles expose
cyclists to many other risks. The second stage safety audit recommended that minima
of 1.2m and 3.0m should be provided throughout.
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(b) There is no clearance between the parking bays and the cycle lane. The
second stage safety audit recommended a minimum of 0.5m.

(c) The re-emergence of the cycle lane from the pavement to the carriageway at
e the Coventry Road traffic lights requires cyclists to enter a line of moving traffic close
to the kerb. The second stage safety audit recommended design changes to avoid this.

So we now have a road with a new cycle lane which contains recognised risks to cyclists, and
on which all other users are exposed to risks which were not considered by the safety audit. It
is clear that cyclists themselves consider the cycle path unsatisfactory. During a recent 10
minute conversation at the roadside with a man in a yellow jacket, two of them stopped
spontaneously and separately to tell me so. There is little perceptible increase, if any, in the
number of cyclists using the carriageway/new cycle lane. A majority still are using the
footway, where there is no longer room for them, with greater danger to pedestrians.

In brief, the feeling is that the cycle path was installed where the safety problems for cyclists
were least, with little consequent benefit, but ignored the greatest problems along this
corridor (Tesco, St Johns, Castle Hill for instance) and created additional hazards.

While the 'Planning for Real' exercise did show support for a cycle lane, there was no
subsequent consultation with local residents, with their association, or with cycling interests
on the design of the lane. Residents and users have therefore only realised its impact, and its
risks, as it has been constructed. They are critical not only of the safety risks, but also of the
reduction of the pavement width to 1.5m in many places, narrower than the norm which I
understand should have been applied, of the significant reduction in parking and failure to
provide parking bays at other points at which they could have been installed, and of the
unnecessary clutter of signs which obstruct the narrow pavement and are visually
unsatisfactory in a Conservation Area.

On top of this, when the work started on 31 January it was expected to be finished in eight
weeks. A further sixteen weeks later, it has only just been finished. The workmanship is -
shoddy and poorly supervised so that the roadside is now lined with puddles to the
considerable inconvenience and annoyance of all road users.

It is highly unsatisfactory that road users are exposed as a result of this scheme to significant
known risks, and to unquantified other risks, which did not exist before work began. I would
be therefore grateful if you would consider urgently:

A Correcting the three design problems highlighted by the safety audit but built
into the scheme; and '

B Broadening the safety audit to consider the effect of the scheme on all other
road users, not just on cyclists, and making appropriate changes in response to this
audit and the risks that it demonstrates;

and let me know the outcome of this consideration.

I would also be grateful if you would consider the non-safety issues which I have raised:

9] The sub-standard width of the pavement;
(i)  The absence of several feasible parking bays;

(1))  The unnecessary and unattractive clutter of signs;
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(iv). The omission of consultation with local re51dents and road users, 1nc1ud1ng
cyclists, on the design of the scheme;

(v)  The work taking nearly three times the forecast period;
(vi)  How you propose to deal with all the puddles.

and in due course inform me of your conclusions on these issues.

Yours sincerely,

Christine Hodgetfs
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8.2. Rugby Road Junctiog/ 2 Y'Y
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RUGBY ROAD JUNCTION

Comments on the “Revised Operational Assessment Results” provided by the
WCC officers to the Warwick Area Committee 19/01/10

BACKGROUND  The underlying issue is whether Version A (prepared by the
officers) or Version E (proposed by the Cyclist’s stakeholder group) provides better
facilities for all users of the A445 Emscote Road corridor. At the meeting between
stakeholders and officers on December 2nd 2009 it was agreed that Version E was
acceptable in principle and would be recommended to the WAC provided no
problems emerged as a result of the modelling exercise yet to be performed. On gt
January 2010, the officers provided the stakeholders with the results of the initial
modelling using LINSIG which showed that Version E, while marginally inferior to
Version A overall, nevertheless created marginally less queuing eastbound on Emscote
Road (the critical criterion) than Version A during the morning peak period. The
assumption made was that there would be one pedestrian/cyclist “call” for the Rugby
Road lane every alternate cycle of the signals. The LINSIG output was not included in
the Operational Assessment which relies solely on the output of the PARAMICS
model.

We note that the PARAMICS modelling is based on a pedestrian/cyclist “call” on the
Rugby Road every 3" ¢cycle of the main junction signals. Given the point made in the
previous paragraph, the origin of the signal timing data for PARAMICS is not clear
and has not been explained. A “call” every 3" cycle will create a more benign
environment for the junction which we might expect to perform better.

Tt should be noted that the modelling exercises were simply to discover if there were
any aspects of each Version which would make them unacceptable in practice.
Subject to this criterion, the relative operational performance was NOT to be the sole
avbiter of any final recommendation which was required to take into consideration the
effects on all road users. It was recognised throughout the consultation period since at
least September 2009 that even “by inspection” Version E would have an inferior
performance relative to Version A for vehicular traffic. It would be left to Councillors
to decide whether this shortfall was adequately compensated by improvements to
facilities for other users of the corridor.

COMMENTS Note: The Revised Operational Assessment replaces Section 3
of the earlier Report by the Strategic Director.

Background _

1(i) Note the phrase “.. to users of the ...corridor™. Nowhere in the assessment are
the benefits/disbenefits to cyclists and pedestrians discussed.

1(ii) Note that these simulations, based on 2007 data, were for the morning peak
period, during the working week (Mon-Fri) and during the school term. They are not
valid for any other time. To put the matter in context, the overall period is 3 hours per
- day, five days per week, 30 weeks per year, ie about 5% of the year (ie the worst 5%).
1 (iii) “... showed that Option A performed relatively better than Option E”. No it did
not. The performance comparison was based on now admittedly erroneous data and
did not include considerations of the effect on other users.
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1 (iv) “...an error..” If ever there was an understatement this was it. A rough
comparison of the results shown in the two “Graph As” to the same scale shows a
reduction of about 95% in the adverse effects of Version E. Errors of this magnitude
at this stage of the assessment period leave considerable doubt about the accuracy of
any figures — see later!

Design Option Assessment
2 (i) “...a new revised operational assessment has been undertaken” Not it hasn’t.
Effects on cyclists and pedestrians have not been taken into account.

Explanation of Revised Results
Our response is contained in the following comments to Tables 1a and 1b and the
associated graph.

Table 1a The figures quoted are based on a very precise distance (1082m),
and we note the following:

Base 2007 Eastbound. This journey time requires that the average vehicle
crosses the start line (Greville Road Junction), completes the entire journey and
crosses the signalled junction at Guys Cliffe terrace as a speed of 31mph. Even
allowing for “rounding errors” in the calculations, it implies that 50% of the vehicles
are exceeding the speed limit. ALL figures quoted in this Table are therefore
unrealistic.

The 2™ and 3 bullet points are ill-considered and unsubstantiated
generalisations. An objective report would say (using WCC figures): “Option A
increases the average vehicle journey time of ¢6 seconds during the period 08.00 to
09.00 on weekdays when schools are in session. There is no evidence to suggest that
there is any significant delay at any other time.” Ditto Option E.

Table 1b Service G1 Warwick to Leamington Option E
This was recorded as having an average journey time of 4.1 minutes over the
stated part of the route. We comment as follows:

a. The bus company Stagecoach alreédy include an additional 10 minutes in
their scheduled eastbound services between Spinney Hill and Leamington Upper
Parade between approx 7.45 and 9.30. The Commercial Manager Mr Colin Jones
confirmed by telephone that this was to take account of peak hour operational delays
“especially in the area of the Portobello Bridge”. When challenged before the WAC
meeting, the officers were unaware of this, and this is evident from the graph where
the eastbound runs for “base” conditions and for Option A are constant between 07.00
and 10.00. In practice of course they are not. In the absence of any evidence to the
contrary, we can only assume that the additional delay shown for Version E has
already been atlowed for within the bus schedule.

b. Mr Burt, the CEO of Stagecoach explained at the WAC that they are
required to operate a timetable within the limits of 1 minute early and 2 minutes late
at each waypoint. The average delay of 0.7 minutes during this period falls well
within this operational requirement, even if it had not been included in the 10 minute
allowance.
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¢. The graph shows a peak delay of about 2.5 minutes which falls outside this
criterion. However it must be borne in mind that this figure is the result of 15 runs of
the simulator (see end of the officers” Report), and therefore represents one T
occurrence every 3 operational weeks during school term only. A minuscule anomaly
of this nature falls within the “noise” of any assessment — limitations of the simulation
package, roadworks, accidents etc — and we believe that it can be discounted for the
practical purposes of an operational assessment in the “real world”.

Table 1¢ Effects on Cyclists and Pedestrians

Missing completely, thus making it impossible for the officers to produce a
valid and objective operational assessment on which councillors can base their
decision.

We would suggest:

Cyclists Version E removes a residual conflict between cyclists and
vehicular traffic which is present in Version A, thus creating a safe route for cyclists
along this busy corridor, and may encourage more people to cycle rather than use the
car, thus reducing the traffic congestion problem. This improvement is available 24
hours a day, 7 days a week in perpetuity. :

Pedestrians Version E provides a maximum, of 3 crossings to cross the
junction as opposed to 4 for Version A. The advantage is self-evident, and is also
available 24 hours a day, 7 days a week in perpetuity.

CONCLUSION Given all of the above considerations there is no evidence that
Version E will give an operational performance in respect of vehicular traffic
including buses which is unacceptable even at peak times, and this must be considered
in the context of real improvements to facilities for pedestrians and cyclists at all
times.

In accordance with the unequivocal assurance given by senior officers at our meeting
on 2™ December 2009 the officers should have recommended Version E.

D.M. Crips
29/1/10
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8.3. The CouriersLeamington residents fear cycle path could dng/ 3 SNJ OK A f R NJ

LEAMIGTON SPA

THE COURIER Tuesday, 14th April 2009

Leamington residents fear cycle path could
endanger children's lives

hn Ayres and Roger Copping point out a “dangerous” spot on the cycle

¥

Published Date: 08 April 2009

By Oliver Williams

Children's lives will be endangered by a new cycle path in Leamington, residents fear.

They say the path in Lillington Road, built by Warwickshire County Council as part of a 'safer route’ to
North Leamington School, has areas where motorists will be reversing blindly out of drives because of poor
visibility.

John Ayres has walked his dog along the road for more than ten years and knows of at least two places where
collisions could happen.

He said: "Somebody is going to get killed.

"It is highly dangerous - if you are a driver you can't see left or right.

"Children should have a clear focus on where they are travelling.

"The path should be closed until there is a thorough risk assessment.”

Warwick district councillor Roger Copping (Lib Dem, Leamington Manor) has complained to the county
council's highways department about the width of the path, which is less than two metres, and has asked
whether a risk assessment was carried out before the development or if a cycleway had been considered in

the road rather than on the pavement.

He has also asked it to consider a 20mph speed limit near the school.
Coun Copping said: "I think there is cause for concern.

"Parents should be worried as children could be endangered.

"My constituents and I need reassurance that this will not happen here next term and when the new school
opens."

The county council has said the route, which will cost around £400,000 and include four new pedestrian
crossings, is the most suitable to serve the new North Leamington School, which will open in September.

A spokesman said: "Like all highway schemes, the Lillington Road cycle route was subject to an independent
safety audit at each stage of the design, so that potential issues that may arise can be addressed.

"Cycle facilities on shared footways can have a potential for an accident if a car reverses off its driveway as
a cyclist approaches.

"However, if a driver leaves their drive slowly and cyclists ride with caution then the risk of coilision is
minimised."

The council wants to build more routes in Warwickshire.
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8.4. District Wide Transport Mitigation Proposals

From http://warwickdc.jdi-consult.net/1df/readdoc.php?docid=32

5.6 District Wide Transport Mitigation Propossal

5.6.1 Highway Mitigation Measures: It is important that the additional traffic generated as a result
of new development is mitigated. To assess the likely traffic impacts and to develop a mitigation
package that works, transport modelling and mitigation work has been carried out in conjunction
with Warwickshire County Council. The outcome from this work, is a range of transport mitigation
measures which have been costed and prioritised. These will be delivered alongside the delivery of
housing and other development schemes. The table on pages 66-70 shows the full range of the
proposed mitigation measures to be implemented across the main urban areas.

5.6.2 Sustainable Transport Improvements:

5.6.3 It is critical that sustainable transport improvements form part of the mitigation package to
support the housing and employment growth proposals within the District. Such improvements
will:

1 Contribute towards the delivery of sustainable development;

1 Maximise the number of journeys made by sustainable transport modes from trips
generated as a result of new development;

1 Reduce the impact of car based travel on the local and strategic highway network;

1 Deliver an integrated approach to transport provision to serve new development;

5.6.4 Sustainable transport is an umbrella term which includes provision of bus services, bus
infrastructure, park and ride, access to rail services, walking, cycling and behavioural measures.
Details of the measures being developed for sustainable transport improvements are set out in
Appendix H of the Phase 3 Strategic Transport Assessment 2013. But they include:

1 Requiring financial contributions to bus services to provide new or enhanced services for
major new developments.

1 Improved bus infrastructure (bus stops, shelters laybys, information and priority measures).

9 Potential for park and ride facilities to both the south and north of the towns with
associated bus priority measures.

1 Integration of bus services with rail services and improvements to rail services as part of
NUCKLE Phase 2 proposals.

1 Smarter Choices - reinforces investment in sustainable transport options by deploying a
range of behavioural measures such as workplace travel plans, sustainable transport
packages for new residents, travel awareness campaigns, public transport information, car
clubs and car sharing and teleworking, home working and home shopping.

1 Internal provision for pedestrians and cyclists on all major sites to deliver good access to
local service centres, schools, open spaces/play areas and local retail and employment
areas. These should also link to green corridors and other green infrastructure.

Proposed improvements to the wider cycle network including:
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Kenilworth to Leamington Spa (K2L) - Provision of a shared foot/cycleway alongside the
A452 from Kenilworth St Johns Gyratory to Leamington Spa. A feasibility study has recently
been completed by the County Council to identify the most appropriate specification for the
scheme, including options for a new pedestrian/cycle structure at Chesford Bridge. The cost
of the scheme is estimated to be between £1.4-1.7m, depending on what bridge structure is
delivered at Chesford.

A445 Emscote Road, Warwick - Completion of the Emscote Road cycleway from Warwick to

Leamington Spa. This will make use of the facilities for cyclists which will be delivered as
part of the forthcoming Portobello Bridge and Rugby Road improvements, and also
connecting to the new cycle facilities on Princes Drive delivered by the Ford Foundry
development.

1 A429 Coventry Road, Warwick - Completion of the Coventry Road cycleway from Leek
Wootton to Warwick Town Centre, part of which has been delivered between Leek Wootton
and the Woodloes roundabout (Spinney Hill/Primrose Hill).

1 Leek Wootton to Kenilworth - Provision of a shared foot/cycleway alongside the Warwick
Road between Leek Wootton and Kenilworth St Johns Gyratory.

9 Cubbington / north Lillington to Leamington Spa Town Centre - via Cubbington Road or a
suitable alternative route.

1 Working to provide links through open spaces such as Victoria Park and St Nicholas Park to
connect with existing cycle infrastructure and provide convenient and attractive cycle
routes.

1 Whitnash to Radford Semele - Provision of an enhanced link for pedestrians and cyclists
between Church Lane, Whitnash and the village of Radford Semele. This route could
potentially be delivered as part of the proposed development to the south of Sydenham

The above schemes are initial ideas and should not be considered as an exhaustive list of schemes.
We will seek contributions towards full or partial funding of these improvements.

5.6.5 The Phase 3 Strategic Transport Assessment provides further information on the models,
traffic flows and mitigation proposals. This is available at www.warwickdc.gov.uk/newlocalplan (see

the evidence base pages).

Scheme| Scheme Scheme Description used in Transport Modelling Assumptions
Ref:
01 Thickthorn This scheme is a signalised roundabout with a new,
Roundabout
un-signalised, entry arm to serve the development site to the northwest of
the junction. The carriageway either side of the bridges has been widened
to 3 lanes with 2 lanes retained on the bridges.
02 Kenilworth The scheme is a signalisation of the four entry arms onto the junction.
Gyratory Additional engineering will be required to ensure that the development
which lies in the centre of the gyratory can be accessed satisfactorily.
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Scheme| Scheme Scheme Description used in Transport Modelling Assumptions
Ref:
03 A452 Bericote A signalised junction has now been assumed in this area. The A452 SB to
Bericote Rd EB movement is separated out from the junction at an early
Roundabout stage although the point at which the A452 meets Bericote Road is now
signal controlled as well.
04 A452 Blackdown The scheme proposed for this junction is now a four arm signalised cross-
roads.
Roundabout
05 A452 Spinney Hill Proposals for this junction largely involve the widening of the approaches to
this junction.
Roundabout
06 Emscote The proposals for a signal scheme have been retained.
Road/Greville
Road
n/a Emscote Road It was orginally assumed that the bridge is either widened or a new bridge
Bridge delivered, which can accommodate 2 lanes of traffic in each direction. A
sensitivity test has now been undertaken to ascertain the impact should
works on the bridge not be possible due to it English Heritage status. This
has shown that although
the scheme is locally desirable, it is not essential.
07 Princes The proposals for this junction reconfigure the roundabout to
Drive/Warwick o o
asignalised 3 arm priority. The B4099 WB approach has been reduced to
New Road one lane in each direction when compared to the original proposals.
08 Bath Street/High The earlier STA work identified that reconfiguration of some links to one-
Street way and introduction of signal control on at
least three of the four entry points would be likely to improve conditions.
The signals have been further optimised using vehicle detection loops.
09 Adelaide A signalised junction has been adopted within this area.
Road/Avenue
Road
10 Dormer A signalised junction has been adopted within this area.
Place/Adelaide
Road
11 Myton Road The proposals for a signal scheme have been retained.
Roundabout
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Scheme| Scheme Scheme Description used in Transport Modelling Assumptions
Ref:
12 Priory Road/Smith  This junction has been signalised and the timings synchronised with the

13

14

15

16

17

Street/ St Nicholas

Castle Hill Gyratory
Signals

Europa
Way/Myton

Road Roundabout

Shires Retail Park

Roundabout

Europa Way
Roundabout
Grey's Mallory

Roundabout

Coten End/Coventry Road signalised junction.

The right turn from Smith Street to St Nicholas Church St has also been
banned.

A signalisation of this gyratory.

Previously, a four arm crossroads with dedicated left-turn slips was
proposed for this area. However a signalised roundabout has now been
assumed for this area. All entry approaches have been widened and a
dedicated turning lane has been included to accommodate traffic travelling
from Old Warwick Road WB to Europa Way SB.

The scheme initially contained within the modelling involved extensive
reconfiguration into a signalised three arm junction

with the Queensway and Tachbrook Park Road being combined into a single
entry arm prior to entering into the main junction. During the initial testing
it was always held that the form of this roundabout could be maintained
and a link across the centre

of the junction used to increase the capacity of the north south movement.
This 'hamburger' arrangement is what has been assumed within this next
phase of testing.

The scheme in this area involves additional widening of approaches and
signalisation of at least four of the five entry arms.

It should be noted that a dedicated lane has been included to better
accommodate the A452 Banbury Rd to A452 Warwick bypass SB movement.
However, works at Junction 12 may preclude the need for this movement
by encouraging more traffic onto the M40 motorway and discouraging
traffic from routing along the parallel B4100. Further investigation of this
element of the scheme is likely to be beneficial; however, full signalisation is
likely to be required as a minimum.
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Scheme| Scheme Scheme Description used in Transport Modelling Assumptions
Ref:
18 A46/Birmingham Previous assessments had assumed that a developer funded signalisation

19

20

21

22

23

24

Road

'Stanks Island'

Bericote Road

Stoneliegh Road

Kenilworth
Road/Westhill

Road

Europa Way
Corridor - Part 1

Europa Way
Corridor - Part 2

Gallows Hill - 2
Lanes

Banbury Road - 2

Lanes

scheme would be in place at this junction prior to the assignment of the
additional allocated demand. With that scheme in place no further works
were proposed within the vicinity of this junction. During the course of the
testing however it has become apparent that a scheme is required at this
junction and, as a result, a scheme was introduced which mirrored the
earlier proposals (signalisation of four entry arms and widening

of the East and West carriageway but with the bridges retained to 2 lanes)
without the additional fifth arm.

The existing roundabout has been widened to include two lanes on the
circulatory and on all approaches. An extended two lane exit has been
included on the Stoneleigh Rd SB exit which is intended to increase the
capacity of the Stoneleigh Rd SB flow across the junction.

The existing roundabout circulatory has been widened to two

lanes as have all of the entry arms.

Implementation of dual carriageway along the entire length of the corridor
between M40 J14 and Europa Way roundabout has been retained.

Dual carriageway along the entire length of the corridor between Europa
Way roundabout and Europa Way/Myton Road roundabout.

Sections of Gallows Hill between Europa Way and Banbury Road and
specifically, the junctions therein, were extended to two lanes in both
directions.

Previously the length of the Banbury Road between Gallows Hill and Myton
Road had been widened to 2 lanes in each direction. During this phase of
assessment, primarily due

to concerns around the ability of maintaining the access arrangements to
Warwick School, the dual carriageway has been removed. Instead, a two
lane exit is included on the Banbury Rd SB exit of the new signalised
junction with Myton Road up to the right turn lane into Bridge End a single
lane has been reinstated south of this point. Northwards, two lanes have
been introduced from the Gallows Hill junction which merges into the right
turn into Warwick school, a single lane is then in operation until
approximately 100m south of the Junction with

Myton Road.
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Scheme
Ref:

Scheme

Scheme Description used in Transport Modelling Assumptions

n/a

n/a

n/a

ATM "Managed
Motor

Ways"
Sustainable Travel
Infrastructure

Virtual P&Rs

Managed Motorways (MM) is assumed to be delivered between

J14 and J15 of the M40.

See para 5.6.2 above for further details

Virtual Park and Rides accrue the benefits of standard park and ride
facilities without incurring the costs of providing expensive infrastructure.
Developers would be encouraged to provide additional parking at edge of
town sites which could then be utilised for P&R facilities. Instead of
providing a bespoke bus services to the P&R facilities, a two stage bus
journey would be made where the first stage would provide a direct service
to

the town centres or employment sites. The second stage would distribute
local trips around housing areas or employment areas This would maximise
potential of new bus routes provided by developers which are necessary to
ensure sustainable access

to their developments and to meet model share targets. Such facilities
would be easier to deliver where there is a critical mass of development
proposed in one area. Suitable sites may include the A452 corridor to the
south of Leamington or

close to the sites next to the A46 proposed at Kenilworth.
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Map 7: District Wide Transport Mitigation Proposals
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8.5. Extract from National Planning Policy Framework March 2012

4. Promoting sustainable transport

29.

30.

31.

32.

33.

Transport policies have an important role to play in facilitating sustainable development
but also in contributing to wider sustainability and health objectives. Smarter use of
technologies can reduce the need to travel. The transport system needs to be balanced in
favour of sustainable transport modes, giving people a real choice about how they travel.
However, the Government recognises that different policies and measures will be required
in different communities and opportunities to maximise sustainable transport solutions
will vary from urban to rural areas.

Encouragement should be given to solutions which support reductions in greenhouse gas
emissions and reduce congestion. In preparing Local Plans, local planning authorities
should therefore support a pattern of development which, where reasonable to do so,
facilitates the use of sustainable modes of transport.

Local authorities should work with neighbouring authorities and transport providers to
develop strategies for the provision of viable infrastructure necessary to support
sustainable development, including large scale facilities such as rail freight interchanges,
roadside facilities for motorists or transport investment necessary to support strategies for
the growth of ports, airports or other major generators of travel demand in their areas. The
primary function of roadside facilities for motorists should be to support the safety and
welfare of the road user.

All developments that generate significant amounts of movement should be supported by a
Transport Statement or Transport Assessment. Plans and decisions should take account of
whether:

1 the opportunities for sustainable transport modes have been taken up depending on
the nature and location of the site, to reduce the need for major transport
infrastructure;

9 safe and suitable access to the site can be achieved for all people; and

9 improvements can be undertaken within the transport network that cost effectively
limit the significant impacts of the development. Development should only be
prevented or refused on transport grounds where the residual cumulative impacts
of development are severe.

When planning for ports, airports and airfields that are not subject to a separate national
policy statement, plans should take account of their growth and role in serving business,
leisure, training and emergency service needs. Plans should take account of this Framework
as well as the principles set out in the relevant national policy statements and the
Government Framework for UK Aviation.

34.Plans and decisions should ensure developments that generate significant movement are

located where the need to travel will be minimised and the use of sustainable transport
modes can be maximised. However this needs to take account of policies set out elsewhere
in this Framework, particularly in rural areas.
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35. Plans should protect and exploit opportunities for the use of sustainable transport modes
for the movement of goods or people. Therefore, developments should be located and
designed where practical to

1 accommodate the efficient delivery of goods and supplies;

1 give priority to pedestrian and cycle movements, and have access to high quality
public transport facilities;

1 create safe and secure layouts which minimise conflicts between traffic and cyclists
or pedestrians, avoiding street clutter and where appropriate establishing home
ZOnes;

1 incorporate facilities for charging plug-in and other ultra-low emission vehicles; and

1 consider the needs of people with disabilities by all modes of transport.

36. A key tool to facilitate this will be a Travel Plan. All developments which generate
significant amounts of movement should be required to provide a Travel Plan.

37.Planning policies should aim for a balance of land uses within their area so that people can
be encouraged to minimise journey lengths for employment, shopping, leisure, education
and other activities.

38.For larger scale residential developments in particular, planning policies should promote a
mix of uses in order to provide opportunities to undertake day-to-day activities including
work on site. Where practical, particularly within large-scale developments, key facilities
such as primary schools and local shops should be located within walking distance of most
properties.

39.1If setting local parking standards for residential and non-residential development, local
planning authorities should take into account:

the accessibility of the development;

the type, mix and use of development;

the availability of and opportunities for public transport;
local car ownership levels; and

= =4 =4 -4 1

an overall need to reduce the use of high-emission vehicles.

40. Local authorities should seek to improve the quality of parking in town centres so that it is
convenient, safe and secure, including appropriate provision for motorcycles. They should
set appropriate parking charges that do not undermine the vitality of town centres. Parking
enforcement should be proportionate.

41. Local planning authorities should identify and protect, where there is robust evidence, sites
and routes which could be critical in developing infrastructure to widen transport choice.
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8.6. Glossary

Term | Definition

DfT Department for Transport
HGV Heavy Goods Vehicle

LTN Local Transport Note

LTP Local Transport Plan

NCN National Cycle Network

PPG Policy Planning Guidance
WCC Warwickshire County Council
WDC | Warwick District Council

73



