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Executive Summary  
 

The Climate Emergency Local Plan Review (CELPR) aims to ensure that the Local Plan fully 
responds to the climate emergency declared by Lancaster City Council in January 2019. As 
part of the partial review process, policies have been revisited to ensure that development in 
the district is prepared to meet the adaptation and mitigation challenges of the climate crisis.   
 
This SPD includes part of the Council’s response to the climate crisis in relation to travel and 
transport and supports the implementation of the CELPR policies, specifically in relation to 
policies the following policies: 
 
Part 1—Strategic Policies and Land Allocations DPD 

• CC1 Responding to Climate Change and creating environmental sustainability  

• T2 Developing the Walking and Cycling Network 

• T4 Public Transport Corridors 

• Strategic Land Allocation Sites SG1-SG14 

• SC4 Green and Blue Corridors and Chains 

• SC4 Surface Water Run-Off and Sustainable Drainage 

• SP8 Protecting the Natural Environment  
• SP9 Maintaining Strong and Vibrant Communities 

• SP10 Improving Transport Connectivity 

•  
Part 2- Development Management Policies.  
 

• DM29 Key Design Principles.  

• DM30c Sustainable Design and Construction- Materials, Waste & Construction 

• DM31 Air Quality Management and Pollution 

• DM43 Green & Blue Infrastructure 

• DM44 The Protection and Enhancement of Biodiversity 

• DM45 Protection of Trees, Hedgerows and Woodland 

• DM53 Renewable and Low Carbon Energy Generation  

• DM57 Health and Well-Being 

• DM60 Enhancing Accessibility and Transport Linkages 

• DM61 Prioritising Walking and Cycling  

• DM62 Vehicle Parking Provision and Electric Vehicle Charging Points  

• DM63 Transport Efficiency and Travel Plans 

• DM64 Lancaster District Highways and Transport Masterplan 
 
This SPD provides guidance on the implementation of these policies. It is structured around 
key development priorities incorporated into the above policies. These are: 
 

• 3.0 Designing for Active and Sustainable Transport 

• 4.0 Site Specific Active Travel Networks 

• 5.0 Transport Assessments and Travel Plans 

• 6.0 Road and Travel Network Construction 

• 7.0 Linking in Biodiversity and Blue and Green Infrastructure 
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1.0  Introduction 

Transportation, including walking, 
wheeling and cycling for all, is a key 
factor to what makes a place liveable, 
ensures access to key services, brings in 
goods and services, facilitates 
employment, and links communities. It 
should be viewed holistically within and 
beyond the development as a key way to 
deliver on community, climate and 
environmental priorities. However, 
transportation links can also cause 
community and environmental damages 
and further inequity. Whether through 
fragmenting habitats through road 
linkages, run off pollution from surfaces, 
inadequate provision or links, or poorly 
designed infrastructure which does not 
fully support the most vulnerable users.  

In the District transportation is 
responsible for 41.8% of the total district 
wide CO2e emissions (Scatter, 2018). 
New developments have a key role to 
play in helping residents and business 
reduce their transport associated 
emissions. However, not only must travel 
infrastructure consider climate  mitigation 
it must also be designed with 
consideration of climate adaptation and resiliency.1 Because of the key role that transport 
networks hold across all sectors it is also important that they are designed to be adapted to 
the changing climate (particularly those related to changes in precipitation). 

Lancaster District is a widely rural district and reliance on the private car will continue to be 
key to reaching many areas.  However, 70% of residents live within the urban areas of 
Lancaster, Morecambe and Heysham where there are far greater opportunities to walk, wheel, 
cycle and travel by bus in order to access work, shops and schools.   

Bus services within the Lancaster district are extensive, with a single operator responsible for 
the majority of services (Stagecoach Northwest). Of people working in the city centre, currently 
12% travel to work by bus. Buses operating between the city centre and university campus 
provide at least 14 buses an hour during term time.  Frequent services also operate between 
Lancaster and Morecambe, and between J34 of M6 to the city centre (Park and Ride).  In 
general, however, services have declined and passenger numbers have reduced significantly 
over recent years nationally and across Lancashire and rural provision is not comprehensive.   

Lancaster itself is a compact city with the 2011 census showing that 36,000 residents live 
within 2km of the city centre, which is generally considered to be an acceptable maximum 

 
1 https://www.gov.uk/government/publications/climate-adaption-reporting-third-round-national-highways 

 

 

Figure 1: Cyclists on the Millennium Bridge in Lancaster. 
Photo from: Lancaster City Council 

https://www.gov.uk/government/publications/climate-adaption-reporting-third-round-national-highways
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walking distance.  The district already has above average rates for cycling and walking 
compared to national and County statistics.  In Lancaster this is in large part to the compact 
nature of the urban areas, but it can also be attributed to the districts cycling and walking 
network. 

Cycling rates significantly increased following investment in infrastructure on our network of 
disused railway lines and the construction of the Millennium Bridge over the River Lune.  The 
City Council also benefitted from being a Cycling Demonstration Town (CDT) between 2008 
and 2011 which saw further investment in infrastructure.  Over this period cycling rates 
increased by 25%.  Despite these increases overall levels of commuting remain relatively low 
with around 4% commuting to work in and around Lancaster by cycling and an average of 
2.5% across the district.  

Given the compact nature of our urban areas there are significant opportunities to increase 
the level of cycling and walking.   As the district grows, particularly in and around Lancaster, 
it is important to achieve a step change in these rates in order to meet our environmental 
targets and obligations and to achieve wider societal benefits.  It could be argued that the 
move to electric vehicles will help meet some air quality and carbon obligations, but this cannot 
mitigate for the limited road capacity within the district particularly in and around Lancaster 
and electric vehicles also create local particulate pollution. 

Too often developments are designed around the car and sustainable travel modes are 
secondary.  The CDT project showed that by putting in place the right infrastructure positive 
changes to travel behaviour can be achieved.  New developments will therefore need to begin 
at the earliest stages of design to prioritise walking, cycling and accessibility to public 
transport, rather than these being a secondary consideration to car travel.  

Developments must ensure they facilitate residents to make the lowest carbon and healthiest 
choice and provide safe and attractive alternatives that can benefit all residents in the district: 
families, children, people living with disabilities, people with mobility challenges, and women. 
New transportation links must support the environment rather than fragment and damage it 
and contribute positively to green and blue infrastructure. This must be incorporated into early 
into travel assessments, travel plans and design work. 

The Council is currently undertaking a Climate Emergency Local Plan Review which 
strengthens the focus on prioritising active and sustainable travel. The purpose of this 
supplementary planning document (SPD) is to set out how the focus on active and sustainable 
travel can be achieved through applying relevant policies and achieving well thought out 
design and supporting measures to facilitate effective modal shift.  

The SPD does not include additional policies or requirements, but supplements and expands 
on policies within the CERLP and provides local context for the interpretation of the National 
Planning Policy Framework (NPPF) and the PPG. The SPD is being producing in accordance 
with the Town and Country Planning (Local Planning) (England) Regulations 2012 (as 
amended). Once adopted, this SPD will be afforded weight in decision making. 

This SPD is intended to provide guidance to support the implementation of policies in the 
CERLP. It is being consulted upon in tandem with the CERLP to ensure a consistency in the 
approach to the policies and will not be adopted until the plan itself has progressed to adoption. 

Given the level of housing growth proposed in the Local Plan this SPD has a focus on 
residential development but it should be applied to all development. 
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Figure 2: This iconic picture from the City of Meunster’s Planning Office in Germany, shows the amount of space 
needed for cars, a bus, and bicycles  to transport the same number of people. Shifting travel priority to active and 
sustainable travel is key not only for addressing road capacity constraints and reducing congestion, but also 
delivering on climate priorities and making streets nicer places for active travel, and improving air quality.  
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2.0 Policy Context 

2.1 National Planning Policy Framework 

The National Planning Policy Framework places great emphasis on the need to promote 
sustainable transport in plan making and within development proposals.  Paragraph 1122 

highlights the need to prioritise sustainable modes of travel.   It also sets out other design 
related considerations including the need to avoid conflict between transport modes.  It states:-  

Within this context, applications for development should:  

a) give priority first to pedestrian and cycle movements, both within the scheme and 
with neighbouring areas; and second – so far as possible – to facilitating access to 
high quality public transport, with layouts that maximise the catchment area for bus or 
other public transport services, and appropriate facilities that encourage public 
transport use;  

b) address the needs of people with disabilities and reduced mobility in relation to all 
modes of transport;  

c) create places that are safe, secure and attractive – which minimise the scope for 
conflicts between pedestrians, cyclists and vehicles, avoid unnecessary street clutter, 
and respond to local character and design standards;  

d) allow for the efficient delivery of goods, and access by service and emergency 
vehicles; and 

e) be designed to enable charging of plug-in and other ultra-low emission vehicles in 
safe, accessible and convenient locations.’ 

2.2 Lancaster Highways and Transport Masterplan (Lancashire 
County Council, 2016) 

The Highways and Transport Masterplan3 forms part of the Local Transport Plan and was 
produced by the County Council alongside the development of the Lancaster Local Plan.  It 
takes account of the proposed growth in and around Lancaster and recognises the constraints 
of the existing highways network.  It then sets out how, through a range of transport measures, 
these constraints can be overcome.  This includes a number of sustainable transport initiatives 
aimed at bringing about significant levels of modal shift, such as the provision of a high quality 
bus service, a Cycle Superhighway, Park and Ride facilities and the reconfiguration of the 
city’s one way system. 

2.3 Lancaster Local Plan (adopted July 2020) 

The adopted Local Plan, more specifically the Strategic Policies and Land Allocations DPD 
(SPLA DPD), includes a number of strategic housing sites and allocations located in and 
around Lancaster with the potential to develop in excess of 6500 dwellings. It has been 
recognised within the Local Plan and the Local Transport Plan that there is a need to 
significantly improve sustainable modes of travel in order to reduce impacts on the highways 
network and the related Air Quality Management Areas.  

 
2 https://www.gov.uk/guidance/national-planning-policy-framework/9-promoting-sustainable-transport 
3 https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-travel/highways-and-
transport-masterplans/lancaster-district-highways-and-transport-masterplan/ 

 

https://www.gov.uk/guidance/national-planning-policy-framework/9-promoting-sustainable-transport
https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-travel/highways-and-transport-masterplans/lancaster-district-highways-and-transport-masterplan/
https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-travel/highways-and-transport-masterplans/lancaster-district-highways-and-transport-masterplan/
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2.3.1 Climate Emergency Review of the Local Plan 

The plan is currently under review in the light of the Council declaring a Climate Emergency 
and there is now a greater emphasis on cutting carbon emissions caused by transport. 
Transport related policies within the SP&LA DPD and the Development Management DPD 
have therefore been strengthened and there is now a greater emphasis on delivering walking, 
cycling and public transport infrastructure within new development.  

The next sections highlight polices from the adopted Local Plan (2020) as well as those 
amended and added as part of the Climate Emergency Local Plan review (CELPR). Where 
the latter is the case, they are marked with an Asterix (*).  

2.3.2 Relevant Local Plan Policies  
 

2.3.2.1 Strategic Policies and Land Allocations DPD  

The following policies in the Strategic Polices and Land Allocations DPD are referred to 
throughout this SPD.  Policies amended and added as part of the Climate Emergency Local 
Plan review (CELPR) are marked with an Asterix (*): 

• CC1 Responding to Climate Change and creating environmental sustainability*: 
Is an overarching strategic policy which sets out how the Local Plan will pursue 
sustainable development.  The policy sets out how the Lancaster District will become 
a low carbon district whilst preserving its assets for generations for come.  

• T2 Developing the Walking and Cycling Network: Sets out a commitment to build 
upon the walking and cycling network, with new pedestrian and cycle routes to be 
segregated, include supporting infrastructure, and be inclusive. 

• T4 Public Transport Corridors: This policy outlines the key priority areas around 
public transportation, the expectations for new developments to provide public 
transport linkages and the collaborative approach that is required between Lancashire 
County Council, Lancaster City Council, and regional public transport providers.  

• Strategic Land Allocation Sites SG1-SG14 

• SC4 Green and Blue Corridors and Chains: This policy sets out that green and blue 
corridors and chains must be protected from development that would cause 
inappropriate harm and damage to their value and integrity and that development is 
expected to improve and enhance them.  

• SP8 Protecting the Natural Environment: This policy sets out the expectation that 
development will protect, maintain, enhance and extend the district’s green and blue 
spaces, corridors and chains that make up the wider network, and their multifunctional 
value, integrity and connectivity to ensure the network is as resilient as possible to the 
impacts of climate change.  

• SP9 Maintaining Strong and Vibrant Communities: Sets out the need for 
communities to be resilient to climate change and support modal shift. 

• SP10 Improving Transport Connectivity: This policy seeks to ensure that the 
improvement and growth of transport corridors is prioritised, including the promotion of 
active travel. 
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Figure 3: Strategic cycling and walking networks across the District (Policy T2). Map from Lancaster City Council. 
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2.3.2.2 Development Management DPD  

The below policies in the Development Management DPD are referred to throughout this SPD. 
Policies amended and added as part of the Climate Emergency Local Plan review (CELPR) 
are marked with an Asterix (*):  

• DM29 Key Design Principles*: Outlines key principles for a sustainable and climate 
conscious development taking into account building orientation, siting, support for 
modal shift, green and blue infrastructure, and environmental considerations.  

• DM30c Sustainable Design and Construction- Materials, Waste & Construction*: 
This policy sets out the requirement for development proposals to demonstrate how 
they are manging materials and waste and construction processes to achieve 
sustainability aims including climate mitigation and adaptation.  

• DM31 Air Quality Management and Pollution: Sets out that development proposals 
must demonstrate how they have sought to minimise air pollution at a site and  

• DM43 Green & Blue Infrastructure*:  Sets out how the Council seeks to protect the 
district’s green and blue spaces, corridors and chains to prevent the fragmentation and 
isolation of these valuable assets that contribute towards the wider, interlinked green 
and blue infrastructure network. 

• DM44 The Protection and Enhancement of Biodiversity: This policy seeks to 
promote the protection and enhancement of biodiversity, and its net gains. It also 
outlines the expectation that development proposals will protect and enhance soil 
resource and minimise the loss of the most fertile soil and soil erosion. 

• DM45 Protection of Trees, Hedgerows and Woodland*: This policy sets out an 
approach which supports the protection of valuable trees, hedges and woodland. It 
also sets a policy position in relation to the increase of tree coverage. 

• DM53 Renewable and Low Carbon Energy Generation*: The policy lays out the 
council’s support in principle for the inclusion of renewable energy generation as part 
of development proposals.   

• DM57 Health and Well-Being*: The policy sets out a generic approach towards health 
and well-being looking at various aspects of development which can impact on the 
health and well people of people and communities. 

• DM60 Enhancing Accessibility and Transport Linkages*: This policy seeks to 
promote modal shift and sustainable forms of transport rather than prioritising the 
private car. The policy also looks at land-use patterns to ensure that sustainable 
locations are chosen for development with high footfall. Consideration is also given 
here to creating buildings that are accessible for the whole community, particularly 
those with disabilities. 

• DM61 Prioritising Walking and Cycling*: Lays out the requirement that development 
proposals prioritise pedestrian and cycling.  States that development to be ‘highly 
accessible’ for walking and makes case for setting walking distances better than the 
average.  

• DM62 Vehicle Parking Provision and Electric Vehicle Charging Points*:  This 
policy outlines the parking provision that must be included at development sites 
including parking for cycles and mobility scooters. It also outlines the need for electric 
charge points and how these can be incorporated into new development sites.   

• DM63 Transport Efficiency and Travel Plans*: The policy supports sustainable 
transport and contributions to improve the transport network, particularly to facilitate 
walking, cycling and public transport. It sets out that proposals that will generate a high 
level of trips will require a Transport Assessment and a travel plan which prioritises a 
model. 

• DM64 Lancaster District Highways and Transport Masterplan*: The policy sets of 
the masterplan, the need to ensure that this is not compromised by development and 
where necessary a requirement for contributions. 
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2.4 Additional Guidance  

There is additional guidance in the following Planning Advisory Notes and Supplementary 
Planning Documents:  

• Cycling & Walking Planning Advisory Note, updated June 2021 (to be superseded by 
this SPD) 

• Provision of Electric Vehicle Charging Infrastructure SPD (emerging 2022) 

• Canal Quarter SPD  

• Incorporating Green and Blue Infrastructure (GBI) into the Design of Development 
SPD (emerging 2022) 

• Green and Blue Infrastructure Strategy  

• Sustainable Design, Energy Efficiency, and Renewable Energy SPD (emerging 2022) 
 

These are available from Lancaster City Council’s Planning Policy Website here: 
https://www.lancaster.gov.uk/planning/planning-policy/about-local-plan 

Guidance on submitting a planning application including the validation checklist are available 
from the Lancaster City Council’s Planning Website: 
https://www.lancaster.gov.uk/planning/submit-a-planning-application 
  

https://www.lancaster.gov.uk/planning/planning-policy/about-local-plan
https://www.lancaster.gov.uk/planning/submit-a-planning-application
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3.0 Designing for Active and Sustainable Transport   

3.1 Key Policies  
 

Strategic Policies and Land Allocations DPD 

CC1 Responding to Climate Change and creating environmental sustainability 

T2 Developing the Walking and Cycling Network 

T4 Public Transport Corridors 

SP9 Maintaining Strong and Vibrant Communities 

SP10 Improving Transport Connectivity 

Development Management DPD 

DM29 Key Design Principles 

DM57 Health and Well-Being 

DM60 Enhancing Accessibility and Transport Linkages 

DM61 Prioritising Walking and Cycling 

DM62 Vehicle Parking Provision and Electric Vehicle Charging Points 

 

3.2 Introduction 
 
The following section outlines priority areas for change in how transportation networks should 
be designed and viewed. Meeting the policy objectives laid out in policies CC1, T2, T4, SP9, 
SP10 of Part 1- Strategic Polices and Land Allocations, and DM29, DM31, DM57, DM60, 
DM61, DM62, DM63, and DM64 of Part 2- Development Management Policies it is necessary 
to place cycling, walking, and public transport at the centre of transportation movements and 
move away from prioritising private cars.   

Streets and transport infrastructure are key to delivering successful developments. The 
Manual for Streets critically highlights how streets deliver “important public realm functions 
beyond the movement of traffic.”4  They are important factors in determining people’s quality 
of life and are drivers of opportunity for communities. Poorly connected residential 
development characterised by cul-de-sacs, for example, may make it all but necessary for a 
resident to have to use their car.   Development should instead be characterised by coherent 
networks for walking, wheeling, and cycling, which do not necessarily prohibit cars but put 
traffic movements secondary to sustainable modes. The way that developments are designed 
directly relates to the transportation choices that people can make. As such developers have 

 
4Manual for 
Streets:https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/34151
3/pdfmanforstreets.pdf 

 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
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a large role to play in enabling low carbon and healthier travel choices for not only the first 
occupants of the development but generations of residents to come. 

In prioritising sustainable modes and developing networks the key is to ensure good 
connectivity between where people live, work and access education, shopping and other 
community facilities.  Networks should be convenient and attractive to use and to ensure highly 
accessible development consideration needs to be given to their location and how far people 
are expected to walk and cycle to access services.  
 
The density and mix of land uses is critical to ensuring that residents are enabled to make low 
carbon transport choices. The development must also include access to or provide public 
transportation hubs and green active travel networks. Streets are expected to be green and 
walkable. Active and sustainable travel infrastructure, such as paths and cycle parking, should 
be prominent and visible across the development. Infrastructure for private cars should have 
reduced visibility and prominence in the development, for example having parking at the side 
or rear of buildings.  

This chapter sets out guidance and best practice in terms of how cycling and walking 
infrastructure should be considered at the outset of the development process. 

 

Figure 4: Cyclists on River Lune Millennium Park Cycleway. Image from:  the https://visitlancaster.org.uk/things-

to-do/cycling/cycle-route-lancaster-to-the-lune-valley-traffic-free/ 

 
 
 
 

3.3 Prioritising Sustainable Travel Modes  
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3.3.1 Prioritising Active and Sustainable Travel 
 
Policy DM61 is very clear in terms of prioritising sustainable modes of travel within new 
development. DM61 also emphasises the need to develop the local cycling network which is 
identified in Policy T2.   

This emphasis is inherent in existing Government policy set out in the NPPF (paragraph 112) 
and Government guidance set out in Manual for Streets.  It is also reinforced in the more 
recent National Design Guide and National Model Design Code. 

The Manual for Streets was published in 2007 by the DfT and applies to lightly trafficked 
residential streets.  Manual for Streets 2 was published in 2010 and considers how the design 
principles set out in MfS can be applied to busier streets in urban and rural contexts.  In both 
cases the emphasis is on placemaking where movement is based on a hierarchy of users.  
This places pedestrians, cyclists and public transport users at the top and puts motorised 
traffic at the bottom.    

The National Model Design Code (Part 2) states that in designing streets, the needs of 
pedestrians and cyclists should be considered first, then public transport, service and 
emergency vehicles and only then motor vehicles.  It goes on to say that walking and cycling 
should be the first choice for short journeys, particularly those of 5 miles or less. Proposals 
should therefore ensure that they reflect the road user hierarchy set out in Figure 5. 

  

 

Figure 5: The road user hierarchy sets out travel network users in order of vulnerability and priority. Design of 
travel networks should be designed to facilitate the safe travel of the different user groups starting at the top of 
the hierarchy or designing first for walking and wheeling travel. 
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3.3.2 Development Layouts 
 
For meaningful change a different approach will be required from the normal development 

layouts which often put car movements first and then walking and cycling as secondary 

modes of transport.  This results in journeys for pedestrians from being potentially short trips 

into long and circuitous journeys. Figure 6 taken from the Manual for Streets highlight the 

difference in approach.  

A well-connected network will provide a variety and choice of streets for moving around and 
each street has more than one connection.  For local journeys, this means creating 
continuous, clear, relatively direct and attractive walking and cycling routes both within a site 
and into the surroundings. Following desire lines can help make routes clearer. Good 
sightlines aid wayfinding. They need to be well-lit, well-surfaced and maintained, and 
overlooked by buildings, as people feel safer on streets and in spaces where there are other 
people around.  

 

 

 

 

 

 

Figure 6: Diagram (a) illustrates dispersed and car dependant layout which must be avoided. There is no 
connectivity between streets for active travel users. It also does not facilitate shortest possible distances 
travelled by cars. The layout also makes it impossible for new and future developments to link to existing 
developments. Diagram (b) illustrates a traditional, compact, and walkable layout. There is good 
connectively between housing and commercial development which encourages active travel and shorter 
car journeys. The layout of streets will connect new and future development to existing development. 
Diagrams from: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513
/pdfmanforstreets.pdf 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
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3.3.4 Low Traffic Neighbourhoods 

Low Traffic Neighbourhoods are a way of reducing the speed and volume of traffic in 
residential streets and help encourage sustainable travel modes.  This can be in the form of 
traffic calming measures, by giving more street space to pedestrians and cyclists, or through 
the use of ‘modal filters’.  These are barriers that prevent ‘rat running’ or ‘through traffic.’  

 

 

 

 

 

 

 

 

 

 

Figure 8: Example of ‘modal filter’.  

Figure 7: The Nansledan, Torquay Masterplan shows the development at Nansledan in Cornwall where the 
traditional grid layout creates direct routes for pedestrian and cycle movements.    
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3.3.5 Traffic Calming Measures 
 
Traffic calming measures should be an 
integral part of the layout and detail 
design of developments. As far as 
possible, developments should be 
designed to control speed naturally 
rather than incorporate ‘bolt on’ 
measures such as speed humps and 
artificial width restrictions. The objective 
is to reduce the speed and flow of motor 
vehicles in order to minimise conflict 
between various users of the street. 
Traffic calming measures should affect 
car but not cycle movements.  

A variety of design principles can be 
deployed to achieve these goals and the 
manner in which they are achieved will 
vary according to the position of the 
street within the overall hierarchy. The 
principles are:  

• Shifts in perception and psychology between driver and pedestrian; 

• Physical features that are a natural consequence of built form and street layout;  

• Reduced street dimensions;  

• Reduced visibility;  

• Minimal street signage. 

By adopting these measures, traffic calmed streets can potentially form a meaningful part of 
the active travel network where the provision of segregated routes is difficult to achieve.  LTN 
1/20 provides further guidance.  It identifies that this approach may be suitable where traffic 
speeds are below 20mph and flows are less then 2000 pcu/24hr (LTN1/20 Figure 4.1). 

Modal filters have been used at Nansledan to remove through traffic, along with traffic calming 
measures that slow and restrict traffic movements.  This often involves the provision of narrow 
streets and the use of surfaces prioritising pedestrian movements. Figure 9 shows how 
measures can be designed and incorporated into developments at the outset. 

 

3.3.6 Residential Development Layouts and Parking 
 
Housing estate layouts should ensure that walking, wheeling and cycling connectivity is 
prioritised at the outset of the design process. The active travel network should not be 
compromised by the needs of motorised vehicles. Movement out and through the development 
should be fastest and most convenient using and active travel network. This many mean that 
in many instances the active travel route in the development will not follow the road layout.  
Resting places should be provided along the active travel routes in the development.  

Active travel should be the first travel feature that people see in a development. Carparking 
should be placed so that cars and garages do not form the dominant street feature. 
Consideration could also be given around how to completely rethink neighbourhood layouts 
so that streets are also not a dominant feature of neighbourhood. This could include having 
pedestrianised streets through the development with streets for cars and parking at the edges, 

Figure 9: Nansledan traffic calming measures showing how 
they can be integral to the overall highway design and do 

not detract from visual amenity.  
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having cars accommodated at the side or rear of homes, having parking courts within 
development blocks or rear parking courts. Adequate visitor parking should be provided. 
Parking should be designed so that it is not possible to obstruct walking, wheeling, or cycling 
movements. Thought should be given as how to parking can be greened.  

Consideration must be given for disabled drivers that car parking accessible and close to the 
residence.  

Levels of vehicle parking provision are set out in Appendix E of Part 2- Development 
Management Policies of the Local Plan. Within town centre locations (Lancaster, Morecambe 
and Carnforth) Policy 62 of the Development Management DPD promotes car free or low car 
development where parking provision is lower.  Appendix E sets out the levels required in 
these locations.   The clearest opportunity is in the Canal Quarter where rail and bus services, 
employment and community services are within walking distance.  It is expected that no or low 
car parking provision is considered in this location.   
 
Developments should reference the National Model Design Code for further parking options 
particularly for high density parking: https://www.gov.uk/government/publications/national-
model-design-code 
 

3.3.7 Car Parks 
 
In the transition to more sustainable travel modes, car parks and their role should be rethought. 
Car parks are where drivers become pedestrians and also spaces where people arrive to a 
location by walking, wheeling, and cycling. As such they are an important consideration for 
facilitating connectivity. They should allow for active travel through the site to adjacent 
development such as residential development and other commercial development to reduce 
active travel distances and times. Car parks should also be designed with the road user 
hierarchy as the foundation of design rather than starting with the private car. 

 

Figure 10: Supermarket car park which directly connects to an active travel network. It features traffic calming 
(raised pedestrian crossing) and priority route for pedestrians between the store and walking/cycling network. 
Screen grab from Google Maps. 

https://www.gov.uk/government/publications/national-model-design-code
https://www.gov.uk/government/publications/national-model-design-code
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3.4 Providing Well Designed Cycling Infrastructure  
 
Policy T2 expects proposals to support the development of the existing cycle network.   Figure 
3 in Section 2 identifies the strategic network and Appendix 3 identifies the overall network of 
existing and aspirational routes as shown on the Local Plan policies map.  The design and 
provision of new cycle networks should follow the principles set out within the Governments 
latest guidance within Local Transport Note 1/20 on Cycle Infrastructure Design (see Figure 
11).  

 

 

Figure 11: LTN 1/20’s core design principles. Image from: https://www.gov.uk/government/publications/cycle-

infrastructure-design-ltn-120 
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Proposals are expected to ensure that these principles have been applied in their preparation 
and that meaningful additions to the cycle network are provided as part of the new 
development.  This means providing direct and logical additions to the network and should 
result in new infrastructure being linked to the existing network so that proposals are not 
isolated and trips by cycle are not seen as unattractive or dangerous.   

Consideration should be given to nearby trip attractors and the location of the existing cycle 
network.  Proposals are expected to take account of the existing network and, wherever 
possible, provide links to it.  If this is not possible then upgrades to the existing network are 
expected. 

A maximum 5 km distance is considered to be an acceptable cycling distance between 
development and local services and employment. Most development taking place in and 
around the urban areas of the district will be within 5 km of urban centres.  Of more importance 
however is the need to provide safe and useable links between new development and services 
and employment areas.  In most cases this will require connecting to the existing cycle network 
as defined in Policy T2, and in particular to the strategic network which provides off road 
routes.  Such connections will require upgrades/alterations to existing footways and highways 
and discussions with the Highways Authority are recommended at the earliest opportunity.   

Within sites infrastructure should be of the highest quality in accordance with LTN1/20.  
Shared pedestrian/cycle paths should not be the default approach.  They can often cause 
conflict between users and are only appropriate where there are few pedestrians and where 
cycle speeds are likely to be low.  Mobility scooters make use of cycle paths, and as such 
cycle path design should allow for cyclists to safely pass the mobility scooter user. Also, cycle 
path design is expected to be such that they are wide enough to allow cyclists to safely pass 
each keeping in mind that not all cyclists are the same and there may be children, cargo bikes, 
adapted cycles, tricycles, and bikes with trailers sharing the same path. 

Cycle routes should, in the first instance be through the provision of segregated cycle routes.  
This approach follows best practice and the guidance set out in LTN1/20 which promotes 
creating safe space for cycling within highways.  Segregated routes can take many forms and 
the level of segregation will be dependant on the volume and speed of traffic on the highway.  

 

 

 

 

 

 

 

 

 Figure 12: Cycle lane segregated from footway and traffic.  
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Cycle routes must be hard, smooth, level, 
durable, permeable and safe in all 
weather. There must not be any 
disruption to the surface such as from 
drains except in special circumstances 
such as streets with heritage value. There 
should not be level changes on the route 
such as from speed humps. They should 
have a clear programme of maintenance.  

This SPD does not cover all aspects of 
good design for cycling infrastructure and 
as such development proposals are 
expected to follow the guidance laid out in 
LTN 1/20 available here: 

https://www.gov.uk/government/publications/cycle-infrastructure-design-ltn-120 

Section 4.0 Site Specific  of this SPD provides site specific guidance for the areas of growth 
in and around Lancaster where there are known needs for improvements to the existing 
walking and cycling network and where modal shift is required.  It identifies where 
improvements to the network will be expected.  Elsewhere, proposals should take into account 
the existing network as set out above.   

 

3.5 Ensuring Highly Accessible Development  
 
Policy DM61 states that developments should be highly accessible which requires 
development to have good access to a range of services within walking distance.   

Policy T4 states that a safe reasonable walking distance to a bus stop is 400m.  Living within 
a close distance to public transportation increases the likelihood of it being used and increases 
the mode share.6 For all development, public transport services are expected to be within 
reasonable safe walking and cycling travel distance of all parts of the development.  The 
Council defines that from the new development to a public transportation stop to a destination 
is not more than 400m (an approximate 5-minute walk). For residential development this 
applies to each residential unit not the redline of the development area. The distance is 
expected to be measured as the distance that someone will walk i.e. not as the crow 
flies.  Access to the public transportation stop should be barrier free, and fully accessible. The 
stop should be designed to be a pleasant, safe, and sheltered place to wait for the public 
transportation to arrive. To support mode shifting, secure cycle parking is expected to be 
provided at public transport hubs.  

With regard to access to other community facilities, such as schools and shops, and 
employment uses, reference is made to the Manual for Streets (DfT 2007).  This promotes 
walkable neighbourhoods characterised by 10-minute walking distances to services or 800 
metres. The Local Plan requires development to be highly accessible and as such 
development is expected to be located no more than 800m from services and employment 
areas.   The distance is expected be measured as the distance that someone will walk i.e. not 
as the crow flies.  

3.6 Inclusive Design: Ensuring Networks for All  

Policy T2 sets out that travel networks should be equitably accessible by all residents not just 
most. They should be designed with the most vulnerable users in mind and be useable for all 
regardless of age or ability.   

Figure 13: Cycle lane with light segregation from traffic in 
the form of bollards/wands.  

https://www.gov.uk/government/publications/cycle-infrastructure-design-ltn-120
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The Manual for Streets 1 lays out the high-level expectations for inclusive design. The 
Department for Transport’s “Inclusive Mobility A Guide to Best Practice on Access to 
Pedestrian and Transport Infrastructure” as well as LTN 1/20 provide detailed guidance on the 
design of travel infrastructure to ensure that it is accessible to all and that all members of a 
community are included in playing a full role in society. It is expected that development 
proposals clearly lay out how the design of the development is in line with best practice. It may 
also be appropriate to consult with local groups and co-design the infrastructure to ensure that 
it is meeting local need.  

Active and sustainable travel necessarily means that people are more vulnerable and exposed 
when they travel than if they were in a private car. There are additional safety, shelter, and 
resting considerations which must be included. As illustration, private cars can be adapted to 
the user whereas with active travel the network itself becomes more important as the user is 
directly exposed to the space and often has to adapt to it. Think about the difference between 
a driver who is also a wheelchair user in an adapted car who knows the roads will be open 
and predictable verses if the same wheelchair user were trying to navigate a pavement 
network where there is the risk of uneven pavements, streetlamps, poorly placed trees and 
planters, potential abandoned objects to avoid, or complete lack of pavement on the way to 
the destination. It is the responsibility of designers to ensure that networks are barrier free, 
safe, and useable by all regardless of ability.  

It is particularly critical that children and families are supported in the transition as they are 
some of the most vulnerable active travel network users. Streets that are designed and 
accessible for children are also streets that are accessible for all. The design of streets and 
transport networks should have a focus on ensuring they are safe to use and are attractive 
options for families to use. While addressed in other sections in this SPD, some key elements 
of this include: wide accessible sidewalks; safe, segregated cycling lanes; safe, child-friendly 
pedestrian and cycle crossings; including trees and landscaping; having places to rest; 
incorporating spaces for play; and lower traffic speeds. As part of the Travel Plan and stainable 
Design Statement, it should be highlighted how streets and transportation networks are 
designed with children and families in mind.  
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The design of the active and sustainable travel networks is expected to consider the diversity 
of the journeys people will make, the diversity of the people and families that will make the 
journeys, where they will rest, where they will mode shift and what they will need to ensure 
that the network is safe and convenient. 

Further information on ensuring networks for all can be found in: 

• Inclusive Mobility (2021):  
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachm
ent_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-
pedestrian-and-transport-infrastructure.pdf 
 

• LTN 1/20, Section 6 (2020):   
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachm
ent_data/file/951074/cycle-infrastructure-design-ltn-1-20.pdf  

 

• The Manual for Streets 1, Chapter 6 (2007):  
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachm
ent_data/file/341513/pdfmanforstreets.pdf 
 

• Accessible Bus Stop Design Guidance (2017):  
https://content.tfl.gov.uk/bus-stop-design-guidance.pdf 
 
 
 
 
 
 

Incorporating Play 

One of the ways that children can be supported in using active travel in through 

incorporating play elements into the path design which help to facilitate forward movement 

through the travel network. There are a wide range of integrated features that could be 

designed in and could include: colours or designs in the pavement; inclusion of animal 

tracks in the pavement; counting elements; having different textured/sensory pavers at the 

sides of walking paths; murals along walls; tactile walls along paths; themed art along the 

path; or integrated pavement shapes at appropriate distances to mimic steppingstones. 

They do not need to be continuous as part of the path and the focus of the design should 

be to help encourage movement along it. There should be adequate resting places along 

the pathways to allow children and families to rest. These resting places could have pause-

and-play elements.  

Incorporating play elements into active travel routes is not a substitute for provision of 

children’s play areas. Integrated elements should not disrupt having a primary smooth, 

continuous surface for users of adaptive mobility aids.  

The Global Designing Cities Initiative has suggestions and ideas for how to better design 

streets for children and how to incorporate colour and play into street design: 

https://globaldesigningcities.org/wp-content/uploads/guides/designing-streets-for-kids.pdf 

 

 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/951074/cycle-infrastructure-design-ltn-1-20.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/951074/cycle-infrastructure-design-ltn-1-20.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
https://content.tfl.gov.uk/bus-stop-design-guidance.pdf
https://globaldesigningcities.org/wp-content/uploads/guides/designing-streets-for-kids.pdf
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3.7 High Quality Public Transport 
 
Provision of public transportation is the 
responsibility of Lancashire County 
Council however, Lancaster City 
Council plays a key role in its delivery 
during the planning application 
process.  The Local Plan is specific in 
how new development must provide 
access and support for residents to be 
able to access public transportation 
networks. For most developments, 
engagement with the City Council and 
Highways Authority is essential.  

Increasing uptake of public 
transportation is key. Policy T4 expects 
that developments generating 
significant levels of traffic movements 
to be supported by frequent high-
quality public transport linking them to 
Lancaster City Centre and other key 
destinations, such as the district’s main 
urban centres and employment areas.  
To be considered ‘frequent’ services 
should be at least 5 buses an hour (as 
defined by Transport for London).  
Where this is not possible services need to be at regular intervals and above all reliable.   

If at a development site there are deficiencies in public transportation provision, developers 
will be required to ensure the provision of such new services or enhanced existing services, 
as necessary.  Where deficiencies are considered to be significant this should be from first 
occupation of the development for a period of up 10 years, or five years after last occupation, 

whichever comes sooner.   

Living within a close 
distance to public 
transportation increases the 
likelihood of it being used 
and increases the mode 
share.5 For all development, 
public transport services are 
expected to be within 
reasonable safe walking 
and cycling travel distance 
of all parts of the 
development.  The Council 
defines that from the new 
development to a public 
transportation stop to a 
destination is not more than 

 
5 Ewing R. and Cervero R. (2010) Travel and the Built Environment, Journal of the American Planning 

Association, 76 (3), pp. 265-294, DOI: 10.1080/01944361003766766 

Figure 14: An example of a green bus stop in Milton Keynes. 
Green bus stops can help with increasing biodiversity, 
providing invertebrate habitat, helping link habitat corridors and 
chains, and water management.  Image from: 
https://www.milton-
keynes.gov.uk/pressreleases/2021/mar/carbon-reducing-
green-bus-shelters-to-be-installed-in-milton-keynes 

 

Figure 15: Cycle parking at a bus stop to help facilitate mode shifting. Image 
from: https://www.gov.uk/government/publications/cycle-infrastructure-

design-ltn-120 

 

https://www.milton-keynes.gov.uk/pressreleases/2021/mar/carbon-reducing-green-bus-shelters-to-be-installed-in-milton-keynes
https://www.milton-keynes.gov.uk/pressreleases/2021/mar/carbon-reducing-green-bus-shelters-to-be-installed-in-milton-keynes
https://www.milton-keynes.gov.uk/pressreleases/2021/mar/carbon-reducing-green-bus-shelters-to-be-installed-in-milton-keynes
https://www.gov.uk/government/publications/cycle-infrastructure-design-ltn-120
https://www.gov.uk/government/publications/cycle-infrastructure-design-ltn-120
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400m (an approximate 5-minute walk). For residential development this applies to each 
residential unit not the redline of the development area. The distance is expected to be 
measured as the distance that someone will walk i.e. not as the crow flies.   

Access to the public transportation stop should be barrier free, and fully accessible. The stop 
should be designed to be a pleasant, safe, and sheltered place to wait for the public 
transportation to arrive. To support mode shifting, secure cycle parking is expected to be 
provided at public transport stops and hubs.   

Design of all public transportation stops should be accessible to all users. This must include 
users with visual, hearing, mobility and cognitive impairments. As part of the Travel Plan it 
should be clearly demonstrated how the public transportation stops and access are designed 
for all (see Section 5.4 Travel Plans for further guidance).   

Guidance on accessible bus stop design is available from:  

• Accessible Bus Stop Design Guidance (2017):  
https://content.tfl.gov.uk/bus-stop-design-guidance.pdf  

• Inclusive Mobility A Guide to Best Practice on Access to Pedestrian and Transport 
Infrastructure (2021): 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachm
ent_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-
pedestrian-and-transport-infrastructure.pdf 
 

 

3.8 Parking for Sustainable Travel 
 

3.8.1 Secure cycle parking and cycle/transport hubs  
 
Dedicated secure cycle parking is required for new development as set out in Appendix E of 
the Development Management DPD.   This should be at ground floor level.  For residential 
uses, garages can be utilised but should be of sufficient size to allow for the of storage of bikes 
associated with the house size.  In other cases storage should be sought within the building 
in the first instance in the form of a dedicated ground floor storage area.  If this is not possible 
then covered and secure bike sheds maybe appropriate.   

       

Figure 16: external secure and covered parking. Figure 17: Dedicated internal cycle storage area. 

https://content.tfl.gov.uk/bus-stop-design-guidance.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
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All cycle parking must be convenient and easy to use and expected to meet the design and 
spacing guidance set out in LTN1/20. The provision of Sheffield stands provide the most 
convenient and accessible form of parking. 

Sheffield Stands 
can be used to 
accommodate non-
standard cycles 
(e.g., bikes with 
trailers and cargo 
bikes), subject to 
the necessary 
space being 
provided.  Stands 
should be 
positioned to allow 
for a non-standard 
cycle length of at 
least 2.5m as 
opposed to the 2m 
for standard cycles 
so that parked non-
standard cycles do 
not impede the 
walkway.  Provision 

for non-standard cycles should be on the edge of a parking area in order to accommodate the 
extra width or a 2m gap provided between stands should be provided.  

In some cases the use of vertical or two tier stands is appropriate but they should not be used 
for 100% of provision as they do not accommodate non-standard cycles and are difficult to 
use for some users.   

Prioritising active and sustainable 
travel will necessitate a shift in focus 
for how people change transport 
modes. The change between 
walking, cycling, and public 
transportation should be smooth 
and seamless. Places where 
people change transport mode 
should be attractive, safe, 
accessible, and support the 
diversity of users. All transport hubs 
(including bus stops) should have 
secure bicycle parking.  There are 
opportunities at both small and 
large hubs to provide features and 
facilities which support active travel 
and enhance the amenity of the 

area such as providing cycle repair hubs, green walls and roofs, public art, sheltered resting 
places, play features, solar canopies, phone/mobility scooter/e-bike charging, etc.   

Consideration of security and lighting at the hubs is important for users to feel safe. Lighting 
must be sensitively chosen so as also to be conscious of nocturnal animals and as minimally 
as possible contribute to light pollution. Wherever possible lighting should be powered by 
renewable energy.  

Figure 18: Space standards for Sheffield Stands.  

Figure 19: Cargo bike parking. Note the lower profile height of the 
stands and the extra length required.   
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Early consideration of mode shifting should be done at the design phase and include active 
and early consultation with Lancashire County Council, Lancaster City Council, and other 
stakeholders. It would also be beneficial to engage with local community and interest groups 
to better understand potential user needs, local context, and allow the network to benefit from 
participatory design.   

 

3.8.2 Mobility Scooter Parking  
 
Mobility scooters are defined by law as vehicles and should be parked on the road and not on 
pavements.  Provision should be made therefore in new development to accommodate the 
growing use of mobility scooters.  Appendix E of the Development Management DPD sets out 
the number of spaces required for each type of development.   

With regard to their size, one space should be a minimum 2m x 1m in order to accommodate 
the largest type.  There should be a minimum of 1.2m between spaces to allow for access by 
users and also space around the parking bays to allow for the manoeuvring of the scooters. 
On developments where disabled parking is required, mobility scooter parking is to be 
provided in addition to this requirement.  In terms of design, space allocation for a standard 
disabled bay can be expected to accommodate 4 mobility scooters. Wherever possible 
mobility scooter parking should be covered, accessibly located, and provide for scooter 
charging. 

For mobility scooter parking which is in residential units or development where such as 
residential care or sheltered accommodation, mobility scooter parking is expected to be 
internal and provide for the charging of scooter batteries at each parking location.  

For residential development where mobility scooter parking is not required, consideration in 
design of the property should be given so that, should the occupier use a mobility scooter, 
there is adequate space for it and there is a place where it could be charged. For example the 
paths down the side of a house should be wide enough for the mobility scooter to be parked 
down the side and allow for the user to transfer off of it or the provided cycle parking could be 
designed so it could be adapted to use for mobility scooters.   

3.8.3  

 

 

 

 

 

 

 

 

Parking for Car Clubs 
 

Figure 20: Mobility scooter parking diagram showing the space allocations needed for the scooters and charge 
points.  
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While the use of a private car will continue to be part of travel in the district, car clubs provide 
a way for users to have access to a car while using sustainable transport for most journeys. 
This reduces the number of cars on the road and can help to ensure other forms of sustainable 
travel are chosen first. Car clubs can also help reduce the number of second cars and the 
number of parking spaces needed. It is estimated that 1 car club car can replace 6 privately 
owned cars.  This also has implications for air quality, not only through the reduction of the 
number of cars, but also that car club cars tend to be newer and consistently maintained. 
Additionally, the car clubs in Lancaster have predominantly EV cars further reducing 
emissions.  

Car clubs and car sharing can be successfully included as part of commercial development. 
They can reduce the need for employee parking if car club vehicles are available for business 
trips, staff have the opportunity to use sustainable travel for their commute. The cars can also 
be made available to the wider community outside of business hours to maximise their usage.  

It is encouraged that developments provide or support the facilities, infrastructure, and spatial 
requirements for the inclusion of car clubs/car sharing/car hubs particularly where there are 
reduced levels of car parking or where private car ownership may be low.   

As with public 
transportation stops, car 
club cars should be 
conveniently located and 
be located within a 5-
minute walk (400m) of each 
other. Preferably this 
distance should be lower to 
further encourage the shift 
away from the private car. 
Wherever possible they 
should be located in 
clusters to help ensure 
there will be a car available 
at a location.  

Parking spaces for car club 
cars should be clearly 
marked. They should be 
located in prominent 
locations with good visibility 
and passive surveillance.   

Regardless of if car club cars are provided in on or off-street space, the vehicles must be made 
accessible 24 hours a day, seven days a week. This is a critical consideration in the siting of 
car club cars within new residential developments, particularly where the car club cars will be 
shared with users from outside the development. The parking should be provided in a highly 
visible location which is easily accessible. No user should be prevented or deterred from using 
the cars through difficult access arrangements (such as through having car parking in a gated 
area).   

Where car club spaces would be potentially best placed on the road, early engagement with 
Lancashire County Council is required.   

New car club parking is expected to include electric vehicle charging points. These are 
expected to be 7kw Fast charge points (or fastest applicable charger at the time of the 
application).  

 

Figure 21: Lancaster City Council runs a CoWheels Car Club which provides 
vehicles for business travel as well as making vehicles available to 
residents. Image from: Lancaster City Council  
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More information and guidance on delivering electric vehicle charging infrastructure can be 
found in the Provision of Electric Vehicle Charging Infrastructure SPD.  
 
As with all places where mode shift is expected, secure bicycle storage should be provided at 
or very close to car club parking spaces.  

A car club may be most relevant to planning applications for large scale development i.e. those 
requiring a Transport Statement and/or a Travel Plan.   

Early engagement with Lancaster City Council and local car club operators in this matter is 
expected. 

 

3.8.4 EV Parking 
 
To support the transition to electric vehicles in the district, Policy DM62 sets out the following 

specific electric vehicle charging point requirements: 

“All new development and changes of use with associated car parking shall provide, 

as a minimum: 

1. One charging unit for each dwelling with an associated space. 
2. 20% of communal parking spaces to be provided with standalone chargers.  

 
Ducting/cabling/supply capacity must also be provided/ensured for all parking 

spaces” 

A supplementary planning document, Provision of Electric Vehicle Charging Infrastructure 
SPD (emerging 2022), has been prepared to support the implementation of Policy DM62. It 
provides guidance as to how to implement the electric vehicle charging requirements of this 
policy, within the context of national and local policy, and how charge points should be 
delivered on the ground, setting out a series of key design principles and considerations for 
their delivery, location, and accessibility.  
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4.0 Site Specific Active Travel Networks 

4.1 Key Policies  
 

Strategic Policies and Land Allocations DPD 

SG1 Lancaster South Broad Location for Growth 

SG5 Canal Quarter, Central Lancaster 

SG7 East Lancaster Strategic Site 

SG8 Infrastructure Requirement and Delivery for Growth in East Lancaster 

SG9 North Lancaster Strategic Site 

SG10 Infrastructure Requirement and Delivery for Growth in North Lancaster 

H4 Land at Grab Lane 

H5 Land at Lancaster Leisure Park and Auction Mart 

T2 Developing the Walking and Cycling Network 

T4 Public Transport Corridors 

SP10 Improving Transport Connectivity 

Development Management DPD 

DM29 Key Design Principles 

DM60 Enhancing Accessibility and Transport Linkages 

DM61 Prioritising Walking and Cycling 

4.2 Introduction 

Policy T2 of the Strategic Policies and Land Allocations DPD sets out the overall approach to 
the provision of cycling and walking infrastructure, and identifies the existing network and 
aspirational routes that should be enhanced as part of developments coming forward.  Figure 
3 of this document identifies the strategic network. Site specific polices for the sites set out 
above, all emphasise the need for good cycling and walking connectivity and strong linkages 
to the existing network, particularly links to Lancaster city centre. Furthermore, Policies DM60 
and DM61 of the Development Management DPD state that proposals should prioritise cycling 
and walking and provide linkages into the existing network. 

This Section of the SPD supports the Local Plan policies set out in the table above and focuses 
on the allocated housing sites identified in the Local Plan.  It sets out the active travel networks 
expected to be delivered as part of the development.  There is a focus on utility routes rather 
than leisure routes as the overall aim is to encourage modal shift.  
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The guidance identifies the types and location of proposed routes, making the most of existing 
infrastructure.  It provides the basis for the delivery of routes expected within new development 
proposals and, where necessary, by securing improvements in the wider network through the 
use of Section 278 highways works and developer contributions. 

The most significant area of growth is to the south of Lancaster and includes the proposed 
Bailrigg Garden Village.  The Lancaster South Area Action Plan is considering the 
infrastructure needs of development in this area.  The identification of a proposed route for the 
Cycle Superhighway between South Lancaster and the city centre is currently being taken 
forward by the County Council as part of the wider Housing Infrastructure Fund (HIF) works.  

The focus of this chapter is on the remaining sites in and around Lancaster city centre.  The 
inclusion of the city centre reflects its significance as the principle trip attractor and the 
significant proposals being brought forward in the Canal Quarter and the City Centre 
Movement Strategy. 

• North Lancaster strategic site (Policy SG9) 

• East Lancaster strategic site (Policy SG7) 

• Lancaster City Centre (Canal Quarter Policy SG5) 

• Wyresdale Road allocations (Policies H4 and H5) 

The approach used to identify networks at each location is based on the DfT guidance for the 
preparation of Local Cycling and Walking Infrastructure Plans (LCWIP) and is summarised as 
follows:- 

• Identify Site Access Points that connect the site to the wider network and the main trip 
attractors in the wider locality (taking account of topography, land ownership and 
utilising proposed vehicular access points) 

• Identify desire lines within the site that connect the Site Access Points (taking account 
of topography and preferably utilising the highway network for security).  These routes 
will need to take account of trip attractors within the site ie Primary school and 
community facilities 

• Identify ‘off site’ route options between the Site Access Points and the main trip 
attractors (eg. city centre, employment areas) 

• ‘Off site’ Route Selection Assessment.   

The LCWIP methodology promotes the use of a Route Selection Tool in order to prioritise 
routes where there are options.  The basis of the tool is to judge routes on five criteria:-  

 

• Directness 

• Gradient 

• Safety 

• Connectivity 

• Comfort 

Assistance has also been provided by consultants WSP in this process (Appendix 1: Site 
Specific Active Travel NetworksLancaster Local Plan Sites – WSP Review). 
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4.3 Major Trip Attractors  

Major trip attractors are shown in Figure 22.  This highlights the concentration of trip attractors 
in and around Lancaster city centre and significant employment areas at White Lund, 
Lancaster University and Heysham. Further details on the methodology and rationale for the 
networks set out below can be found in Appendix 1: Site Specific Active Travel Networks. 

See next page for map.
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Figure 22: Lancaster trip attractors, cycling and walking distances. Maps: Lancaster City Council 
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4.4 North Lancaster Strategic Site (Policy SG9) 

   

Figure 23: Lancaster North Proposals. Map: Lancaster City Council 
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The site is located between the northern extent of the Lancaster urban area and the M6-
Heysham link road ‘Bay Gateway’.  There are two main parcels of land, one either side of the 
A6, to be developed in 3 phases.  The site in total is expected to accommodate 700 dwellings 
and community facilities including a primary school. 

4.4.1 Main Trip Attractors 

City Centre (employment and schools), White Lund Employment Area, Caton Road 
employment area 

4.4.2 Site Access Points 

The site needs to link into the Bay Gateway shared-use route on its northern boundary.  To 
the south the site needs to provide access into the urban area and to the city centre. The Site 
Access Points will take advantage of proposed vehicular accesses, but there will also be 
pedestrian/cycle access only i.e. the three on the northern boundary providing links onto the 
Bay Gateway and accesses on to Hammerton Hall Lane. 

4.4.3 Site Connectivity 

The site can be split into two parts.  In the western part there is an opportunity to utilise 
Hammerton Hall Lane as a segregated route as it is unlikely to provide a useful vehicular 
route. In the eastern part a north/south link could utilise an area of greenspace and a Public 
Right of Way (PROW) that links Green Lane and the Bay Gateway.  The existing track (Green 
Lane) is not considered suitable as a route as it is too steep to be attractive.  

The A6 effectively splits the site in two.  There is currently no crossing of the A6 to link the two 
sites.  A signalised crossing should be provided to ensure connectivity and allow access to 
services, for example bus services on the A6.  

4.4.4 Route Options 

The Bay Gateway provides an excellent segregated route linking the site to the White Lund 
employment area and to Morecambe more generally.  The main need in terms of ‘off site’ 
provision therefore is providing attractive and useable routes to the south and the city centre 
in particular.  

Route options 2, 3 and 4 are identified as the key routes between the site and the town centre.  
They utilise existing cycling infrastructure at Ryelands Park and along the west side of the 
River Lune. There is also an existing non-segregated advisory cycle lane along the A6.  In 
each case routes to the city centre are via the Millennium Bridge across the River Lune. 

Regardless of which routes are taken forward, there is a need to provide a safe means of 
access for pedestrians and cyclists to the eastern part of the site I.e. a safe route across the 
Canal.  At Halton Road Bridge this could be in the form of a new crossing or potentially a 
reduced carriageway width (signalised single carriageway) and a shared pavement. Green 
Lane Bridge is a single carriageway humped back bridge and will also need infrastructure 
improvements to allow safe use by pedestrians and cycles. These bridges are listed structures 
and any works will need to be sensitively designed in order to avoid potential significant 
impacts on these heritage assets. Closer to the city centre there is a need to provide safe 
access to the Millenium bridge across Owen Road.  There is currently a very narrow tunnel at 
Skerton Bridge.  A surface crossing would provide a safe and attractive route. 
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4.4.5 Prioritising ‘Off site’ Improvements   

As part of the WSP review Routes 2, 3 and 4 were identified as the key routes to be taken 
forward.  Route 3 is clearly the most direct route, however, this is a heavily trafficked road and 
there is a need for a segregated route.  Routes 2 and 4 both serve the site and utilise less 
heavily trafficked routes.  In isolation neither route would practically serve the whole site but 
together they provide an alternative to Route 3.  On street parking is an issue on Routes 2 and 
4 but to a lesser extent than on Route 3.    
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4.6 East Lancaster Strategic Site (Policy SG7) 

 

 

 

Figure 24: Lancaster East Proposals. Map: Lancaster City Council. 
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This site is located between the north eastern edge of Lancaster and the M6 motorway.  The 
primary access in to the site will be from Caton Road, which will allow easy access to J34 of 
the M6.  This is an undulating site and includes a golf course which will be retained and 
relocated within the site.  The site will accommodate up to 930 dwellings, a country park and 
community facilities including a primary school. 

4.6.1 Main Trip Attractors 

City centre (employment and schools), Caton Road employment Area, Lancaster University.  
Most significantly the site needs to provide links to the city centre.  Also of importance are links 
to the employment areas on Caton Road and a link to the south which connects the site to the 
eastern side of Lancaster and potentially to the Cycle Superhighway and the University.  

4.6.2 Site Access Points 

The main Site Access Points have been identified on the western boundary making use of the 
Dolphinlee Bridge canal bridge and Crag Road. There is also a potential access on to 
Quernmore Road although this is some distance from the main areas of proposed housing.  
To the south and the north the proposed vehicular routes can be utilised for segregated routes.  
Grimshaw Lane to the east provides a leisure route to Halton and the Lune Valley.  There may 
be a need for a safe crossing point at its northern end where it crosses the A683.      

4.6.3 Site Connectivity 

Topography is a particular issue. The routes avoid the steepest parts of the site and link areas 
of housing to the Site Access Points.  A route north/south has been identified that links Caton 
Road to Quernmore Road and helps to provide a route running from Caton Road through east 
Lancaster towards the University. 

4.6.4 Route Options 

The topography between the site and the city centre is a particular issue.  Routes 2 and 3 
utilise the Lancaster canal.  Route 2 provides the most acceptable gradient from Crag Road.  
The canal is the most obvious existing infrastructure in the area, although this is principally a 
leisure route for cyclists.  The nearest segregated route is the River Lune cycle path and is 
utilised by Route 1.  In each case there are gradients to be considered with routes 3 and 4 
being particularly steep. There are also limited opportunities for segregated paths on routes 3 
and 4 which are busy highways.  Regardless of whether Route 2 or 3 are taken forward there 
is a need to provide a crossing (Toucan) on Ridge Lane in order to allow safe access on to 
the Canal.   

4.6.5 Prioritising Route Options 

This is the most challenging site in terms of providing attractive and useable links to the main 
trip attractor ie the city centre.  A significant hill runs north/south between the site and the city 
and the site itself is also made up of a drumlin landscape.   

There are two potential access points (Dolphinlee Bridge and Ridge Lane/Crag Road) and  
corresponding routes via Caton Road or through the Ridge Estate.  Given the scale of the site 
both these routes should be considered to be priorities.  A route via Quernmore Road is 
considered to be too steep and indirect to be attractive and useable for this site.  

In order to achieve a route from Caton Road to the city centre the existing shared path along 
Caton Road should be extended along Kingsway and Parliament Street.  A new crossing will 
need to be provided at the Greyhound Bridge approach road.   The alternative route via the 
underpass on Greyhound Bridge is unattractive and has significant security and safety issues.  
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A route from Ridge Lane potentially connects onto the canal and into the city centre via Ridge 
Lane Canal Bridge.  Improvements should be sought to improve accessibility for cyclists at 
this point. The canal provides a direct access into the city centre. This would need to be via 
the Canal Quarter area as connectivity between the canal towpath and the city centre at Moor 
Lane bridge and Nelson Street is poor.    

Route 5, via Quernmore Road, does not provide a link to the city centre but does provide an 
important link south towards the University.  This will require a crossing on Quernmore Road 
and will need to link into other routes and development proposals taking place in and around 
Wyresdale Road. 
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4.7 Grab Lane/Wyresdale Road (Policy H4, Policy H5)  

 
Figure 25: Wyresdale Road Site Connectivity: Map: Lancaster City Council 
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Although not strategic sites there are two housing allocations located in this area, one to the 
south of Wyresdale Road and the other to the north.  Together the sites are expected to 
provide 442 dwellings.  The area is currently poorly linked to the city centre, schools and other 
community facilities from a walking and cycling point of view, and the hilly topography between 
the area and the city centre also presents significant challenges.  There are also a lack of 
footways on the local highways network (Grab Lane, Wyresdale Road, Newlands Road).  

4.7.1 Main Trip Attractors 

The city centre (schools and employment) lies to the west (1.8km). Lancaster University lies 
to the south (4.5km).  Secondary schools (Grammar and Central secondary schools) and a 
convenience store (Coop) are to the north.  Primary schools (Moorside and St Bernadette’s) 
and the Bowerham ‘Urban Local Centre’ are to the south and southwest of Wyresdale Road.    

4.7.2 Site Access Points 

Site access points have been identified where they can provide the most direct and convenient 
connectivity to the surrounding walking and cycling network and to nearby trip attractors.  The 
hilly topography between the area and the city centre is a challenge.  It is also relatively 
isolated from local schools and community facilities, particularly to the west.  Access points 
seek to overcome these challenges.  It should be noted that the access point located in the 
southeast corner of allocation H5 involves third party land and will require further 
consideration.  

4.7.3 Site Connectivity 

With regard to the Grab Lane allocation (H4) connectivity should ensure access to the SW 
and SE corners of the site which provide convenient access towards the city centre/Coulston 
Road and to Newlands Road. Within allocation H5, internal connectivity is focussed on 
providing links to the west of the site to enable connectivity to local services and schools 
located on Bowerham Road.  

4.7.4 Route Options 

Despite the hilly terrain, a direct link for cycles between the area and the city centre (Route 3) 
should be explored given the increasing use of e-bikes. Similarly opportunities to create new 
links to the west of the site, utilising land under the City Council’s ownership, should also be 
explored (Routes 4 and 5). Other routes make use of the existing cycle network but will require 
new sections or upgrades (Route 2).  Newlands Road and Wyresdale Road currently have no 
footway along much of their length and require upgrading (Route 7).  This will provide 
connectivity to the University and to schools located on Bowerham Road.  Route 6 provides a 
direct  route to the south from H5.  This crosses third party land and requires further 
investigation.    
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4.8 Lancaster City Centre (Policies SG4 & SG5) 

Figure 26: Lancaster City Centre Proposals. Map: Lancaster City Council 
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The strategic sites in and around Lancaster will be dependent on the necessary cycling and 
walking infrastructure being able to accommodate higher levels of cycling and walking in order 
to bring about modal shift.   The city centre is also the location for significant development 
within the Canal Quarter. This is a brownfield site that provides significant opportunities for 
new cycling and walking infrastructure as part of any redevelopment.  It is proposed to be a 
mixed use site able to accommodate significant levels of residential development and itself 
will generate significant levels of trip generation.  

The approach set out in Figure 26 ensures that the allocated sites are connected into the city 
centre network and also takes account of future opportunities coming forward alongside HIF 
proposals through the City Centre Movement Strategy and the Cycle Superhighway. 

The approach supports the principle of the ‘City Centre Loop’ as a way to circumnavigate the 
city centre and proposes indicative north/south and east/west routes to provide connectivity 
within and across the city centre.  The ‘City Centre Loop’ is an existing signposted route that 
avoids the heavily trafficked city centre one-way system.  

4.8.1 Connectivity to Allocated Sites 

Lancaster North site connects to the city centre at the Millennium Bridge where there is access 
on to the ‘City Centre Loop’ and access to the city centre via Chapel Street.   

The Lancaster East site is more problematic. There are potential pedestrian routes from 
Dolphinlee Bridge along the canal and also along Ridge Lane/Keswick Road. In terms of cycle 
routes there are presently limited routes from the northeast of the city into the town centre. 
There are two potential connections.  The first is via Ridge Lane and the Canal towpath and 
the second is via Caton Road and Parliament Street.    

At Ridge Lane new infrastructure would allow safe access on to the canal towpath for cyclists 
and walkers. Given the opportunity the redevelopment of the Canal Quarter site provides, a 
new pedestrian/cyclist route from the canal in to the town via the Canal Quarter would then 
provide an attractive and useable pedestrian and cycle route in to the city centre.  Any works 
to improve the towpath as a shared-use path should, however, look at ways to avoid conflict 
between pedestrians and cyclists, for example, by restricting the speed of cyclists through 
appropriate design and signage.  

Connectivity to the city centre via Caton Road utilises the River Lune cycle path and includes 
a subway which passes under the Greyhound Bridge approach Road.  This does not provide 
a safe and attractive route and an alternative should be sought.  Consideration should be 
given to the modification of the existing signalised junction at Parliament Street/Caton Road 
to allow an above ground crossing. 

Connectivity to the south of the city centre would be ensured as part of the proposals being 
developed as part of the HIF bid.  This includes new Cycle Superhighway to the south of the 
city and the reconfiguration of the city centre road network.  This would allow a safe and 
attractive route into the city centre at the Penny Street Canal Bridge and a connection to the 
City Centre Loop. 

4.8.2 Connectivity within the City Centre 

One of the main priorities is the upgrading and completion of the City Centre Loop.  An audit 
of the existing loop should be undertaken to establish what measures are required to improve 
the existing route, most notably the missing sections, (Aldcliffe, Station Road and Canal 
Quarter) should be completed. 
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The Canal Quarter provides an opportunity to secure important links in the cycling and walking 
infrastructure around the city centre.  Firstly, it can provide a new link between the city centre 
and the canal towpath.  Secondly it can provide an important north/south link as part of the 
‘City Centre Loop’.  These proposals are reflected in the adopted Canal Quarter SPD and will 
be expanded upon in the Canal Quarter Masterplan.   

The proposals being prepared as part of the City Centre Movement Strategy provide an 
opportunity to significantly improve the cycling and walking infrastructure within the city centre.  
The potential reconfiguration of the existing road system in effect frees up space for cycling 
and walking as well as for allowing improved public transport provision.  It is an opportunity 
therefore to identify key desire lines through the town centre particularly in terms of cycling.  
Figure 26 provides two arterial routes.  The north/south routes are a continuation of the Cycle 
Superhighway while the east/west route would ensure good connectivity to the train station 
and the Canal Quarter site. These two additional routes are indicative as the details of the 
proposal are unknown at this stage.  They therefore establish the principle of segregated 
routes through the city centre if the opportunity arose. 

There may be a need for routes to share space with bus routes and pedestrians but as 
strategic ‘utility’ routes these should avoid the main highway and main pedestrianised areas.   

4.8.3 Prioritising Improvements 

There is currently a significant level of cycling and walking infrastructure within the city centre 
with pedestrianised streets, signalised crossings, cycle lanes, canal towpath and cycle 
parking.  There is a need to upgrade and extend much of this infrastructure.  A detailed audit 
should be undertaken to identify where further work is required.  However, this paper is 
focusing on those elements most relevant to the strategic sites identified within the Local Plan.  
Figure 26 represents the overall approach.  This focusses on completion of the City Centre 
Loop and the provision of through routes that could be brought about by the HIF proposal and 
the City Centre Movement Strategy.   

4.8.4 Provision of Cycle Hubs 

In order to achieve meaningful levels of modal shift there not only needs to be improvements 
to the network for cycling but also to the supporting infrastructure.  Lancaster City Centre is 
the focus of many trips where there is good provision of Sheffield stands but limited secure 
parking for either those that work in or visit the city centre.  

Cycle hubs can take many forms from a simple stand-alone secure compound with a locking 
device, to a purpose-built hub with secure cycle parking and changing facilities alongside 
commercial activity such as a bike shop/cycle hire business and café.  They should be located 
on or very close to well used routes and within Lancaster potential locations include the Canal 
Quarter and the railway station.  The implementation of the City Centre Movement Strategy 
potentially provides other opportunities along the proposed sustainable transport corridor. 
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4.9 Lancaster Areas of Growth 

Figure 27: Central Lancaster Site Connectivity. Map: Lancaster City Council. 
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Given the geographic scope of this SPD, Figure 27 provides an overview of the emerging 
routes and network set out in this SPD and how the areas of growth relate to each other.  The 
focus is on how these sites connect to the city centre but it is clear that connections between 
these areas are important and should also be considered. 

Under Policy SG1 an Area Action Plan is currently being prepared for the Lancaster South 
Broad Location for Growth.  The provision of sustainable transport and how modal shift can 
be achieved are important elements of the AAP.  Network mapping of walking and cycling 
infrastructure will be a feature of the AAP and a similar methodology will be followed to that 
set out in this SPD.   

 

4.9.1 Delivery 

The measures set out above can be considered in two parts. On site connectivity should be 
delivered as part of development coming forward on each site and will be integral to the overall 
layout and design.  They should make provision for adequate access points on the site 
boundary and ensure connectivity between the main site accesses and to trip attractors within 
and outside the site ie schools, shops etc. 

Off-site improvements will be through the use of S278s (works to public highway) or developer 
contributions (S106 contributions).   

In the first instance each of the Strategic Sites and the Canal Quarter will be taken forward 
through the use of Masterplans.  These will be informed by this SPD and provide an overall 
approach to how the sites will address a variety of infrastructure requirements.  They will be 
important in terms of influencing the development of the sites. 

4.9.2 Design Guidance 

In accordance with Policy T2 cycle and walking paths should, wherever possible, be 
segregated. This should be provided in accordance with the guidance set out within LTN1/20 
(Section 6). In the first instance this is segregation from general traffic and secondly LTN 1/20 
promotes segregation between cyclists and walkers in order to minimise conflict between 
users. At locations with slower cycle speeds, shared spaces may be appropriate. Cycle and 
walking paths should, where applicable, also be designed and improved to ensure they are 
usable by all, including those with disabilities. (See Section 6 of LTN 1/20).  

Any works to improve the canal towpath as a shared-use path will need to take into account 
the views of the Canals and Rivers Trust. Proposals will need to consider ways to avoid conflict 
between pedestrians and cyclists, for example, by restricting the speed of cyclists through 
appropriate design and signage.  As a principle, and following the user hierarchy, pedestrians 
have priority over cyclists. 

 
 

  

 

  



 

Sustainable Travel SPD                                                                                                                             48  

[Pre-Regulation 12 draft consultation, June 2022] 

5.0 Transport Assessments and Travel Plans 

5.1 Key Policies  
 

Part 1-Strategic Policies and Land Allocations DPD 

CC1 Responding to Climate Change and Creating Environmental Sustainability 

T2 Developing the Walking and Cycling Network 

T4 Public Transport Corridors 

SP9 Maintaining Strong and Vibrant Communities 

SP10 Improving Transport Connectivity 

Part 2-Development Management DPD 

DM29 Key Design Principles 

DM57 Health and Well-Being 

DM60 Enhancing Accessibility and Transport Linkages 

DM61 Prioritising Walking and Cycling 

DM62 Vehicle Parking Provision and Electric Vehicle Charging Points 

DM63 Transport Efficiency and Travel Plans 

 

5.2 Introduction  
 
Policy DM63 of the Development Management DPD states that where development is likely 
to generate significant levels of traffic then appropriate Transport Assessments and Travel 
Plans are provided in order to identify likely impacts and set out a range of mitigation measures 
that can support modal shift.  The policy states that:-  

‘Development proposals will be supported where a Travel Plan can demonstrate that modal 
shift is being prioritised, that appropriate mitigation measures can be achieved, and a clear 
approach is identified to deliver such measures.’ 

Transport Assessments play an important role in determining the transport impacts of 
development and the mitigation required in order for development to be supported or 
otherwise.  To reflect the approach set out in this SPD, it is expected that Transport 
Assessments and Statements give full consideration as to how people move within 
developments and access services and employment by sustainable modes rather than having 
a focus on trips made by private motor car.  The SPD also sets out the expected approach to 
be taken in Travel Plans and the thresholds which determine when TAs and TSs will be 
expected.   These thresholds will replace the existing guidance set out in the Council’s 
Planning Application Validation Guide.  
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5.3 Transport Assessments/Transport Statements Content 
 

5.3.1 General Requirements  
 
Lancaster City Council expects that travel plans and transport assessments will clearly 
demonstrate how the development will facilitate residents and users to make the fullest 
possible use of walking, cycling, and public transport.   They are expected to demonstrate a 
positive contribution to6:  

• Facilitating active and sustainable travel; 

• Creating accessible, connected, inclusive, equitable communities; 

• Improving health outcomes and quality of life; 

• Improving road and transport network safety;  

• Reducing traffic generation and its detrimental impacts; 

• Reducing CO2e emissions and climate impacts; and 

• Reducing the need for new development to increase existing road capacity or provide 
new roads. 
 

5.3.2 Hierarchy of Road Users 

To support national and local planning policies aimed at prioritising sustainable modes of 
transport within new development, this SPD sets out a departure from how many Transport 
Assessments and Statements are organised.  It is expected that documents are laid out in 
order of the hierarchy of road users as described in Chapter 4. This means that they are 
expected to clearly outline first pedestrian (particularly vulnerable users including children, 
women, and recognising people with mobility and sensory disabilities and neurodiversity), 
cycle, and sustainable transportation first before addressing other transportation infrastructure 
needs in the document.  

5.3.3 Active and Sustainable Travel Movement Strategy 

Within the transport assessment, it is expected that a movement strategy for, walking, cycling 
and public transport is included. This should outline how key destinations such as employment 
areas, education and urban centres will be accessed by cycling, walking, and public 
transportation. This is expected to be clearly evidenced though a mapping exercise for each 
mode. It is also expected that a written description and summary is included. This needs to 
take into account the existing cycle network referred to in Policy T2 (see Figure 3 and Appendix 
3). 

The Strategy should include the average transport times and comparison between modes. It 
is expected that for key destinations it is also outlined how different users will be able to access 
a destination and a description of how the route is appropriate for the user. This should 
consider in particular the needs of most vulnerable users (See Figure 5).  For example for a 
pedestrian route from the development site to a school it should describe how the route is safe 
for a pupil to walk and if there are points where it is not how this can and will be mitigated. As 
the UK population is aging and living longer and developments are expected to deliver housing 
which facilitates aging in place, another example could be how a mobility impaired elderly 
person would get from the furthest home in the development to the doctors surgery using 
public transportation.   

 
6 Adapted from: Travel Plans, Transport Assessments and Statements - https://www.gov.uk/guidance/travel-
plans-transport-assessments-and-statements 

 

Travel%20Plans,%20Transport%20Assessments%20and%20Statements%20-%20https:/www.gov.uk/guidance/travel-plans-transport-assessments-and-statements
Travel%20Plans,%20Transport%20Assessments%20and%20Statements%20-%20https:/www.gov.uk/guidance/travel-plans-transport-assessments-and-statements
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Further guidance on the content of Transport Assessments and Transport Statements are 
provided by the MHCLG and the Department for Levelling Up, Housing and Communities.  
See:-  

https://www.gov.uk/guidance/travel-plans-transport-assessments-and-statements 

The guidance sets out key issues to consider at the start of preparing a Transport Assessment 
or Statement.  This may include: 

• The planning context of the development proposal; 

• Appropriate study parameters (ie area, scope and duration of study); 

• Assessment of public transport capacity, walking/cycling capacity and road network 
capacity; 

• Road trip generation and trip distribution methodologies and/ or assumptions about 
the development proposal; 

• Measures to promote sustainable travel; 

• Safety implications of development; and 

• Mitigation measures (where applicable) – including scope and implementation 
strategy. 

5.4 Travel Plans 
 

5.4.1  Introduction  
 
In the first instance development should be well designed and prioritise walking, cycling and 
public transport in accordance with the Local Plan and the guidance set out in this SPD.   

On large sites where transport issues are likely to be significant, Travel Plans provide a long-
term management strategy alongside the planning process in order to promote sustainable 
travel.  Their aim should be to reduce the amount of vehicular traffic generated by a site, which 
in turn will both improve local air quality and site users’ health, as well as reduce safety issues 
associated with higher levels of traffic. 

Government guidance on the content of Travel Plans is provided at:- 

https://www.gov.uk/guidance/travel-plans-transport-assessments-and-statements 

Travel Plans can be secured by planning condition or by a S106 agreement and will be 
dependent on the size and complexity of the site.  The Travel Plan should clearly set out who 
is responsible for its management and delivery, whether it be the developer or occupier, and 
provide detail on the role and responsibilities of the TP Coordinator.   

The content of the TP will vary between sites but they should include the following:-  

• The proposed development, location and associated transport links 

• Details of associated highway schemes to be provided as part of the planning 
application  

• The approximate number of people expected to use the development, for example, 
the number of employees, residents, customers, visitors, etc. 

• Likely future travel to the site 

• Details of proposed facilities which will encourage the take-up of sustainable travel, 
for example, the number of parking spaces, cycle storage spaces, washing and 
changing amenities, lockers, etc. 

https://www.gov.uk/guidance/travel-plans-transport-assessments-and-statements
https://www.gov.uk/guidance/travel-plans-transport-assessments-and-statements
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• The travel plan co-ordinator’s role  

• Who the measures are targeted towards, for example, employees, patients, 
residents, etc. 

• Objectives, which should comprise a list of intended outcomes  

• Modal share targets, which link to the objectives  

• Measures, which aim to achieve the targets  

• An action plan, each measure to have a completion date and to state who will be 
responsible for implementation (ie developer or occupier) 

• A list of remedial measures, for implementation if targets are not achieved by set 
timescales 

• How the travel plan will be monitored  
 

5.4.2 Targets 
Travel plans are expected to include targets.  These allow progress to be measured and put 
a value on a travel plan’s objectives. They are expected at a minimum to be:  

• Linked directly to the objectives of the travel plan;  

• Set over a minimum of five years, with interim targets, for example at year one and 
year three;  

• SMART (specific, measurable, attainable, realistic and time bound). An example 
would be to reduce single occupancy vehicle trips by x% by x date;  

• Clear about what will happen should targets not be met; 

• Clear about which journeys are being assessed (all trips/peak trips only). Residential 
developments should focus on weekdays, peak hours only; and 

• The travel plan should state that if targets haven’t been met by the minimum period of 
year 5, then monitoring will continue for an extended defined period e.g. until year 9. 
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5.4.3 Measures 
A range of measures should be provided in order to achieve the travel plan aims and 
objectives. It is important that these measures are put in place at the earliest stages of the 
development in order to influence the travel behaviours of residents and employees.  
Suggested measures are outlined in Table 1 (note that this table does not outline all potential 
options): 

Table 1: A range of measures are possible for inclusion in travel plans. The following table outlines some of these 
measures.  

Subject Measures 

 

 Physical infrastructure 

(provided as part of development in first 

instance) 

Soft Measures 

Walking • Drying areas for clothing 

• Storage areas for 
buggies/pushchairs  

• Provision of signage/wayfinding 

• Dedicated walking routes such 
as to primary schools and 
doctors’ surgeries 

• Development and support for 
walk/cycle to school initiatives 

• Walk to School | Living Streets 

• Walking Bus - Roads and 
transport (devon.gov.uk) 

• Promotion of health benefits 

• Walking events 

Cycling • Cycle routes 

• Cycle hubs with parking, cycle 
hire, repairs, etc 

• Changing facilities 

• Secure covered cycle parking 

• Provision of bike/ebike pools 

• Membership of cycle hire scheme 

• Cycle shop discounts 

• Promotion of cycle networks 

• Cycle training 

Car Pools • Provision of car club parking 

spaces 

• Contributions to purchase of 

additional car club cars 

• Provide discounts to join and free 
miles for car club  

• Marketing for car club scheme 

Public 

Transport 
• Provision of new bus stops 

• Improvements to existing bus 
stops 

• Extension to bus services 

• Provision of new services 

• Promotion of existing services 

• Subsidised ticketing 

Lift sharing • Car parking allocated for 
liftshare vehicles only 

 

Establishment of lift share scheme 
 

Promotion 

of 

sustainable 

travel 

 • Marketing as part of the welcome 
pack for new residents which 
highlights active and sustainable 
travel as part of the development 
lifestyle, emphasising benefits of 
low carbon/healthy travel choices 

• Induction pack to employees 
about sustainable travel 
initiatives and incentives 

 
 

https://www.livingstreets.org.uk/walk-to-school
https://www.devon.gov.uk/roadsandtransport/safe-travel/road-safety/schools/walking-bus/
https://www.devon.gov.uk/roadsandtransport/safe-travel/road-safety/schools/walking-bus/
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5.4.4 Car Clubs 
 
As highlighted throughout this section, the objective of a travel plan is to both encourage and 
provide the occupants of development the ability to choose sustainable travel choices. The 
DfT Guidance includes car clubs as part of the package of sustainable travel options. Car club 
users will also need attractive and affordable alternatives to the private car for car journeys, 
such as the daily commute and school journeys. Providing a car club can also support other 
areas of the travel plan as they encourage the use of walking, cycling, and public transport. 

It is expected that where car clubs form part of the travel plan, they are marketed along with 
the development as part of the lifestyle of the development. The uptake of the car club should 
be incentivised (such as through free membership or credit) to encourage joining from the start 
of the development and to help residents form new sustainable travel habits from the start of 
occupancy. 

Where car clubs form part of the travel plan it will be expected that dedicated parking provision 
for a number of cars is provided on site.  

Car club cars should be provided in a range of sizes and types to ensure that users have the 
type of car available for their needs. 

Car clubs which are open to users beyond the development may be more successful than 
those which are restricted to development occupants. A development may make use of an 
existing car club and provide parking spaces and contributions towards the existing car club’s 
expansion to service the development.  

Where an existing car club or an existing car club that could be expanded could service the 
development, it is expected that the developer engages with the car club operator. It is 
recommended that an assessment be made of the existing use and capacity of the existing 
scheme. If the existing scheme is well used then it is likely that an additional vehicle or vehicles 
will be required for the new development. If utilisation is low, i.e. there is spare capacity, it may 
be most beneficial for the developer to instead incentivise take up of the existing scheme. This 
should be agreed in discussion with the car club operator. 

Financial contributions towards car clubs may be sought through Section 106 agreements, or 
may be funded through revenue from private car parking spaces, or from a proportion of 
resident service charges. Car clubs may take years to fully establish and the level of funding 
required will be determined on a case by case basis. In first instance, it is preferred that options 
to expand existing car clubs are explored with local car club operators. 

Early engagement with Lancaster City Council and local car club operators in this matter is 
expected. 

 

5.4.5 Remedial Measures 
 
It is important to include remedial measures in travel plans from the outset. In the event that 
interim targets are not met, these measures should be implemented as soon as possible in 
order to help get the travel plan back on track.  Wherever possible they should be focussed 
on enhancement of sustainable travel infrastructure where there is greatest impact in terms of 
changing travel behaviour.  

The remedial measures will depend upon the nature, scale and severity of the transport 
impacts if the objectives and targets are not achieved and must be of a greater intensity 
(duration, extent, frequency or scope) compared to the original, proposed measures.  
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Remedial measures may mean an additional expense to the developer as a commitment to 
making the travel plan a success. Examples of possible remedial measures include: 

• Car parking bays replaced with lift sharing parking bays 

• Additional cycling infrastructure e.g. changing facilities, secure parking 

• Extension of car club and ebike pools  

• Public transport taster tickets provided to staff/residents free of charge 

• Further funding allocated to provide support to the travel plan coordinator 
 

5.5 Transport Assessment and Travel Plan Thresholds  
 
Transport Assessments and Travel Plans will be required for development over the thresholds 
set out in Table 2. Transport Assessments and Travel Plans may also be required for other 
development based on other considerations such as proximity to Air Quality Management 
Areas or for development not in conformity with the adopted Local Plan.  In and around 
Lancaster there are known highway network capacity issues and in many cases there are poor 
facilities for pedestrian and cycling and inadequate public transport provision.  Proposals in 
and around the Lancaster urban area that are below the thresholds in Table 2 are likely 
therefore to require an appropriate Transport Assessment or Statement and Travel Plan.  

Table 2 Thresholds from DfT guidance 2007 with updated Use Classes 2020. 

Pre 2020 Planning 
Land Use  

Updated Use Class 
2020 

Transport Statement 
and Travel Plan 
Statement Thresholds 
(GFA)  

Transport 
Assessment and 
Travel Plan 
Thresholds (GFA) 

A1 Food Retail F.2 250 to 799 sqm 800 sqm and above  

A1 Non-food Retail E 800 to 1,449 sqm 1,500 sqm and above  

A2 Professional 
Services E 1,000 to 2,499 sqm 2,500 sqm and above 

A3 Restaurant  E 300 to 2,499 sqm 2,500 sqm and above  

A4 Public House Sui generis 300 to 599 sqm 600 sqm and above  

A5 Hot Food Takeaway  Sui generis 250 to 499 sqm 500 sqm and above  

B1 Business/Offices E 1,500 to 2,499 sqm 2,500 sqm and above  

B2 Industry  B2 2,500 to 3,999 sqm 4,000 sqm and above  

B8 Warehousing  B8 3,000 to 4,999 sqm 5,000 sqm and above  

C1 Hotels C1 75 to 99 bedrooms 
100 bedrooms and 
above 

C2 Nursing Homes C2 30 to 49 beds 50 beds and above 

C2 Institutional Hostels C2a 250 to 399 residents  
400 residents and 
above 

C2 Sheltered Housing C2 250 to 399 residents  
400 residents and 
above 

C3 Dwelling Houses C3 50 to 79 dwellings  80 dwellings and above 

D1 Non-residential 
Institutions, Medical 
Facilities  

E (Clinics, health 
centres day nurseries, 
day clinics) F.1 
(schools, museums, 
places of worship) 

500 to 999 sqm 1,000 sqm and above  

D2 Assembly and 
Leisure 

E, F.2 and cinemas, 
concert halls classed 
as sui generis 500 to 1,499 sqm 1,500 sqm and above  

Others  

Discuss with Highway 
Authority  

Discuss with Highway 
Authority  
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6.0 Road and Travel Network Construction 

6.1 Key Policies  
 

Part 1-Strategic Policies and Land Allocations DPD 

CC1 Responding to Climate Change and creating environmental sustainability 

Part 2-Development Management DPD 

DM29 Key Design Principles 

DM30c Sustainable Design and Construction- Materials, Waste & Construction 

DM31 Air Quality Management and Pollution 

6.2 Introduction  
 
Road and travel networks are expected to be designed to facilitate the transition to lower 
carbon travel and contribute net zero by 2030 . As part of this, it is also expected that the 
road itself is built in line with the net zero ambitions of Lancaster City Council. The Climate 
Emergency Local Plan Review (CELPR) policies, specifically in relation to this include CC1 
of Part 1- Strategic Polices and Land Allocations, and DM29, DM30c, and DM31 of Part 2- 
Development Management Policies.  

Building roads and active travel infrastructure is absolutely critical to supporting development 
and ensuring that the district is a liveable place, however the activity of road building and 
delivery of new roads are not outside of the clear climate and environmental focus for new 
development. The following section relates to all infrastructure which form part of the travel 
network from roads to parking pavements.  

6.3 Land Use Change and CO2e Emissions  

Land use change, land preparation, tree felling, soil movement and disposal, and land capping 
all are responsible for generating CO2e emissions.7 Wherever possible trees and vegetation 
should be retained as part of the design of the network and also protected during the site 
construction and access. Following construction, trees and vegetation should be planted along 
the travel corridor. 

It is expected that soils at the site of development are managed to protect the soil carbon and 
ecosystem services of the soil including displaced soils. Guidance on the management of soils 
at construction sites can be found in Defra’s Construction code of practice for the sustainable 
use of soils on construction sites.8  

With consideration of the critical role that soils play in ecosystem services, water management 
at the site, and carbon sequestration, it is expected that developments consider how they will 

 
7https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/996062/lulucf-
local-authority-mapping-report-2019.pdf 
8 As updates are expected to this document, most recent document should be referred to: 
https://www.gov.uk/government/publications/code-of-practice-for-the-sustainable-use-of-soils-on-construction-
sites 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/996062/lulucf-local-authority-mapping-report-2019.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/996062/lulucf-local-authority-mapping-report-2019.pdf
https://www.gov.uk/government/publications/code-of-practice-for-the-sustainable-use-of-soils-on-construction-sites
https://www.gov.uk/government/publications/code-of-practice-for-the-sustainable-use-of-soils-on-construction-sites
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manage and protect the soils at the site. General principles for soil management at the 
construction site include9:  

• Plan, design and construct for soil functions – including soil carbon storage and 
reducing CO2 emissions, water infiltration and flood mitigation, and soil biodiversity 

• Engage local communities and stakeholders—on soil issues and development 
during the consultation process 

• Re-use or share soil – maximise use of soil on site and share excess soil – no loss 
to landfill  

• Maximise permeability – minimise soil sealed area and maximise permeable paving 
to allow water to infiltrate and soil to respire; manage draining on-site using SUDs 
rather than off-site  

• Minimise compaction – plan haul routes and materials storage and designate soil 
protection zones where soil is protected from traffic or stripping / stockpiling 

• Stockpile correctly – minimise the duration of stockpiling and size of stockpiles, and 
ensure this is undertaken according to soil texture, moisture and weather conditions 

• Minimise erosion – and prevent sediment loss by use of vegetation cover, seeding, 
mulching, silt fences or rolls, or geotextiles, particularly on slopes and stockpiles 

• Learn through training – engage with soil professionals to continually develop best 
practice 

• Manage rubble – areas which will be landscaped or where food plants can potentially 
be grown should be kept free of rubble.  

6.4 Embodied Carbon 

The materials selected for the road and path building should be chosen with as high a recycled 
component as possible and emphasis placed on low embodied carbon. There are regionally 
deployed road building solutions which are being explored by Lancashire County Council10 as 
well as others11. Projects should consider all materials used in the project and which can be 
substituted or sourced from lower carbon sources.  

Embodied carbon should be considered at a business as usual level and then through the 
design process demonstrated how reductions have been met. Further resources on embodied 
carbon are found in the Sustainable Design, Energy Efficiency, and Renewable Energy SPD. 

 

 

 

 

 

 
9 These principles are currently being developed as a collaboration between Lancaster University, Lancaster City 

Council, Cornwall Council, JTP and Farrer Huxley as part of the Soils in Planning and Construction Task Force. 
These principles will be updated as the Task Force moves through their development. 
https://wp.lancs.ac.uk/sustainable-soils/2021/10/06/soils-in-planning-and-construction-task-force/ 

10 https://www.aggbusiness.com/ab8/news/cemex-supplies-carbon-neutral-asphalt-lancashire-county-council 
11 https://www.bbc.co.uk/news/uk-wales-60525088 

 

https://wp.lancs.ac.uk/sustainable-soils/2021/10/06/soils-in-planning-and-construction-task-force/
https://www.aggbusiness.com/ab8/news/cemex-supplies-carbon-neutral-asphalt-lancashire-county-council
https://www.bbc.co.uk/news/uk-wales-60525088
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6.5 Vehicles and Machinery  

The vehicles and machinery used in building the transport network as well as transport miles 
for workers and materials should be considered aimed to be reduced. 

Highways England has resources related to the decarbonisation of highways and also provide 
a carbon emissions calculation tool, which while designed for highways projects, may be 
helpful to applicants regardless of the size of the project: 

Highways England Carbon Emissions Calculator:  
https://nationalhighways.co.uk/suppliers/carbon-emissions-calculation-tool/ 
 
Highways England Net Zero Highways: 
https://nationalhighways.co.uk/netzerohighways/ 

6.6 Operational Energy  

The transport network lighting and signage should be selected with both embodied and 
operational energy as a key consideration. Any operational energy needs of the infrastructure 
should be met through renewable energy. Wherever possible renewable energy infrastructure 
should be included as part of the infrastructure delivery. This could include electricity 
generation to power lights or even secondary land use for renewable energy generation such 
as through solar canopies over infrastructure or along verges.  

 

 

 

 

 

 

Figure 28: An example of solar panels used to 
shade a cycle path while also delivering 
renewable energy generation. 
https://interestingengineering.com/south-korean-
20-mile-solar-bike-highway-generates-electricity 

Figure 29: Lighting design of active travel networks 
can also be used to help create attractive and 
distinctive places. The Van Gogh-Roosegaarde 
Cycle Path near Eindhoven is lit uses a luminescent 
‘rocks’ which charge during the day and glow at 
night. Developed by Dutch infrastructure company 
Heijmans, Roosegaarde the ‘rocks’ are embedded 
into the path in a pattern reminiscent of Van Gogh’s 
Starry Night. Image from: 
https://www.holland.com/global/tourism/destinations/
provinces/north-brabant/van-gogh-roosegaarde-
cycle-path.htm 

https://nationalhighways.co.uk/suppliers/carbon-emissions-calculation-tool/
https://nationalhighways.co.uk/netzerohighways/
https://interestingengineering.com/south-korean-20-mile-solar-bike-highway-generates-electricity
https://interestingengineering.com/south-korean-20-mile-solar-bike-highway-generates-electricity
https://www.holland.com/global/tourism/destinations/provinces/north-brabant/van-gogh-roosegaarde-cycle-path.htm
https://www.holland.com/global/tourism/destinations/provinces/north-brabant/van-gogh-roosegaarde-cycle-path.htm
https://www.holland.com/global/tourism/destinations/provinces/north-brabant/van-gogh-roosegaarde-cycle-path.htm
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6.7 Surfacing  

Surfacing choices for roads, paths, pavements, parking areas, and other travel infrastructure 
should include consideration of embodied carbon, recycled components and also how the 
surfacing can contribute to the water management at the site. The latter is particularly 
important in light of flooding risks and climate adaption needs for projected changes in 
precipitation. Wherever possible surfaces should be pervious surfaces.  
 

susDrain has a range of suggestions for pervious surfaces depending on need:   
 
https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-
control/pervious-surfaces/pervious-surfaces-overview.html 

6.8 Meeting Policy Requirements 

The areas outlined above are required to be included part of the Sustainable Design Statement 
and submitted with the planning application for all applications (excluding 
householder applications). Some areas may be included in other supporting documents 
included in the planning application. 

Where these matters are covered in another document such as a transport assessment and/or 
travel plan, it will be acceptable to cross reference and summarise these documents in the 
Sustainable Design Statement rather than include full details. 

Further guidance on the Sustainable Design Statement can be found in the Sustainable 
Design, Energy Efficiency, and Renewable Energy SPD. 

 

 

  

https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html
https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html
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7.0 Linking in Biodiversity and Blue and Green 
Infrastructure 

7.1 Key Policies  
 

Part 1-Strategic Policies and Land Allocations DPD 

CC1 Responding to Climate Change and creating environmental sustainability 

SP8 Protecting the Natural Environment 

SC4 Green and Blue Corridors and Chain 

SP9 Maintaining Strong and Vibrant Communities 

SP10 Improving Transport Connectivity 

Part 2-Development Management DPD 

DM29 Key Design Principles 

Dm34 Surface Water Run-off and Sustainable Drainage 

DM43 Green & Blue Infrastructure 

DM44 The Protection and Enhancement of Biodiversity  

DM45 Protection of Trees, Hedgerows and Woodland  

 

7.2 Introduction  
 
Travel networks are expected be designed to work with green and blue infrastructure to 
ensure that, wherever possible, biodiversity enhancements are achieved.  The design of 
them should ensure that they are fully situated within national and local planning guidance 
and policy as relates to biodiversity and green and blue infrastructure.  

Travel networks can fragment the environment and have potential to cause great harm to 
nature. This does not prevent travel networks, but requires careful consideration about how 
the infrastructure can support and enhance biodiversity and green and blue infrastructure and 
how, through careful design, their potential harm can be avoided and mitigated. This should 
be considered early in the design phase to avoid unnecessary costs. The City Council has 
produced a Green and Blue Infrastructure Strategy which highlights the critical nature of 
increasing the connectivity of natural networks. New development should consider how the 
development will contribute to increasing green and blue infrastructure connectivity.  

7.3 Landscaping and Street Trees  
 
Travel networks must be designed to increase vegetation, such as trees and hedges, as well 
as support wildlife movement and reduce wildlife casualty which will in turn support local 
ecosystems and reduce the potential habitat fragmentation caused by the travel network. The 
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development should be landscape led and as such landscape design must be considered 
early in the design phase. 
  
The council will expect street trees to be planted adjacent to the highway and 
footpath/cycleways. The planting position and species of trees must be carefully planned to 
ensure trees can reach maturity without causing a nuisance. Species choice must be resilient 
to climate change and evolving pests and diseases. 
 
Urban trees can suffer from establishment stress due to drought, soil compaction and 
restricted rooting, resulting in limited root function, compromising a tree’s establishment and 
life span.  Poor species choice and planting position can cause road and footway lift, and 
structural damage to footings and services where the ultimate height and spread, form and 
maintenance requirements are not properly considered. Tree pits, root barrier 
membranes, and surfacing correctly specified will contribute to long-term establishment, 
healthy tree growth, good soil aeration, avoidance of compaction and protection of surfaces 
and services. 
  
More guidance is provided in the Incorporating Green and Blue Infrastructure into the Design 
of Development SPD (emerging 2022). 

7.4 Designing for Wildlife  

Road and transportation infrastructure should consider wildlife from the start. Ecology surveys 
and the results should be taken into account to ensure infrastructure is designed to reduce 
traffic mortality and injury and facilitate safe movement and migration.  

There are a range of considerations which can be incorporated in road design for both ground 
and flying animals to facilitate safer movements. Examples include: planting high hedges 
along roads or trees back from the road edge forces birds to fly upwards and facilitate safe 
flight hights over roads; raised curbs should be avoided as they can funnel small animals into 
drains and gully pots and prevent them from reaching the other side of the road; gully pots 
and drains should have safe routes around them for small animals;  

7.5 Facilitating Wildlife Corridors   

Wildlife corridors for animals to get under, over, and around travel networks should be 
designed into schemes to reduce the fragmenting impact of road and transport networks 
(including active travel networks). 

Figure 30: Interventions ensuring that 
wildlife are supported do not have to be big. 
This tiny dormouse bridge over the Furness 
line will support the endangered dormice in 
the Arnside and Silverdale Area of 
Outstanding Natural Beauty. Image from: 
https://www.lancasterguardian.co.uk/news/e
nvironment/new-ps40000-bridge-to-be-built-
over-lancashire-railway-in-bid-to-help-one-
of-the-countys-rarest-residents-3476635 

https://www.lancasterguardian.co.uk/news/environment/new-ps40000-bridge-to-be-built-over-lancashire-railway-in-bid-to-help-one-of-the-countys-rarest-residents-3476635
https://www.lancasterguardian.co.uk/news/environment/new-ps40000-bridge-to-be-built-over-lancashire-railway-in-bid-to-help-one-of-the-countys-rarest-residents-3476635
https://www.lancasterguardian.co.uk/news/environment/new-ps40000-bridge-to-be-built-over-lancashire-railway-in-bid-to-help-one-of-the-countys-rarest-residents-3476635
https://www.lancasterguardian.co.uk/news/environment/new-ps40000-bridge-to-be-built-over-lancashire-railway-in-bid-to-help-one-of-the-countys-rarest-residents-3476635
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The UK has only a small number of green bridges12 despite them being common in Europe 
and North America. International and scientific evidence indicates that they are an important 
intervention to facilitate, among other things: safe wildlife movement, join habitats and wildlife 
colonies, reduce inbreeding depression, benefits to pollinators, new habitat creation, and 
increase the visual amenity through integrating transport networks into the landscape. Green 
bridges can also contribute wider environmental and climate benefits such as water 
management, carbon sequestration, and improving air quality.  

Development proposals should consider the 
uses of underpasses and overpasses. 
Consideration should be given to the ways in 
which wildlife movement across the 
development site will be facilitated in line with 
maintaining habitat connectivity. 
Consideration should be given to the full 
habitat range that animals need and how they 
will move between them. An example would 
be to consider how a road could fragment 
breeding ponds and terrestrial habitat for 
amphibians and how movement between 
habitats will be facilitated.  

The design of the development should 
holistically address barriers to movement, 
how wildlife will move through, under, and 
over barriers and where potential routes 
should be located to minimise human and 
wildlife conflicts. Consideration should be 

given to mammal, amphibian, bird, and invertebrate movements regardless of conservation 
status.  

The design of the network and landscaping should be carefully considered as to how it will 
help to reduce wildlife casualty. This could include planning high hedges or closely planted 
trees next to the road edge on both sides. This helps to force birds to fly higher while crossing 
roads thereby reducing the chance of them flying low across the surface where they could be 
hit by vehicles. 

Where appropriate, signage should be used to warn of and draw attention to wildlife 
movements. 

7.6 Lighting  

Lighting is an important component of ensuring that active and sustainable travel networks 
are usable and safe at all times of day. However, lighting should be chosen which is energy 
efficient to minimise energy associated emissions and subsequent climate impact. Wherever 
possible lighting should be powered by renewable energy.  

Light pollution is also harmful to plants and nocturnal animals and have wide impacts on 
ecosystem webs. Lighting should be chosen which provides safe lighting levels but which 

 
12 https://www.gov.uk/government/news/green-bridges-safer-travel-for-wildlife 

 

Figure 31: Applicable signs such as the migratory toad 
crossing ahead sign TSRGD Ref: 551.1 should be used 
to warn of wildlife crossing areas.   

https://www.gov.uk/government/news/green-bridges-safer-travel-for-wildlife
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provides minimal disturbances to ecosystems. Further advice about lighting can be found in 
the Incorporating Green and Blue Infrastructure into the Design of Development SPD 
(emerging 2022).  

7.7 Flood Risk and Water Management  

Roads and transportation infrastructure represent large areas of generally imperviable 
surfaces. Wherever possible permeable pavement or pavers should be used.  

susDrain has a range of suggestions for pervious surfaces depending on need:  
 
https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-
control/pervious-surfaces/pervious-surfaces-overview.html 

Drainage systems along transportation networks should be used to increase biodiversity, 
support habitat enrichment, and act as a way to treat surface water runoff before infiltration or 
discharge.  

More guidance is available in the Flood Risk – Sustainable Drainage SPD 

7.8 Meeting Policy Requirements 

The areas outlined above are required to be included part of the Sustainable Design Statement 
and submitted with the planning application for all applications (excluding 
householder applications). Some areas may be included in other supporting documents 
included in the planning application. 

Where these matters are covered in another document such as a transport assessment and/or 
travel plan, it will be acceptable to cross reference and summarise these documents in the 
Sustainable Design Statement rather than include full details. 

Further guidance on the Sustainable Design Statement can be found in the Sustainable 
Design, Energy Efficiency, and Renewable Energy SPD. 

https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html
https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html
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Appendix 1: Site Specific Active Travel Networks 

Site Specific Active Travel Networks 

Background Information  

EXISTING INFRASTRUCTURE 

The district benefits from a network of canals and disused railway lines which have been 
developed over the years into a high-quality off-road network of shared cycle and walking 
routes.  The network links the main urban areas of Lancaster, Morecambe and Carnforth and 
also extends into the Lune Valley and to Glasson Dock to the south.  The network has been 
further enhanced by the building of the cycle/pedestrian only bridge across the River Lune 
linking Lancaster and Morecambe. This has created a network of routes used for both leisure 
and ‘utility’ use (utility cycling is defined as cycling carried out as a means of transport e.g. 
journeys to work and school). 

Based on the success of this network and the higher than average levels of cycling in the 
district, Lancaster was chosen as a Cycling Demonstration Town (CDT) in 2008 and awarded 
Government grant funding over a 3 year period, to help develop the network and encourage 
greater use.  The CDT programme helped to deliver new links into the existing network, 
develop routes within the city centre itself and encourage ‘modal shift’ (ie. Journeys to work 
and school by cycle rather than car). 

North Lancaster 

The site benefits from a segregated walking/cycling route associated with the Bay Gateway 
running along the northern boundary of the site.  This potentially links the site to Morecambe 
and to Halton in the east.  Passing through the site from the northwest and along the southern 
boundary is the Lancaster Canal.  This has a surfaced towpath and is used primarily as a 
‘leisure’ route.  It is not promoted as a commuting/utility route as the towpath width is 
substandard and there are low bridges which are a significant hazard.  

In the eastern part of the site, due to the lack of safe crossing points and the fact that the 
towpath is on the south side of the canal, the canal in effect forms a barrier between the site 
and the main urban area.  The main cycling infrastructure lies to the east of the River Lune 
and to the south where routes converge on the Millennium Bridge. 

East Lancaster 

The site lies to the east of Lancaster between Caton Road and the M6 motorway.  The 
topography between the site and the city centre is defined by a ridge line running north/south 
and there is limited existing cycling infrastructure leading directly to the site.  There are, 
however, good existing routes serving the north west part of the site along the Lancaster Canal 
and Caton Road.   

 To the south of the site there is a segregated route on Quernmore Road but this does not 
form part of a continuous route. There is also a designated route to the south that links through 
to Grab Lane.  There is an existing bridleway running along the eastern boundary of the site 
which provides a link to Halton via Grimshaw Lane.  The track is currently unmade and 
primarily a leisure route.  
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Lancaster City Centre 

The city centre is defined by the gyratory system.  This takes vehicular traffic out of the central 
area which provides an attractive pedestrianised shopping area.  There are numerous 
signalised crossings on the gyratory system to allow movement of pedestrians to and from the 
city centre. 

In terms of cycling, the city centre is served by a number of on road cycle lanes on the gyratory 
system and other routes cross the city that share space with pedestrianised shopping areas.  
These provide a useful network but in both cases there are potential conflicts with other users.  
Given the problems of negotiating the city centre by cycle a ‘City Centre Loop’ has been 
developed to provide a designated route around the city that avoids the city centre itself.  It 
contains significant sections of segregated routes and usefully includes a section adjacent to 
the railway station.  There are, however, incomplete sections, most notably through the Canal 
Quarter site and at Aldcliffe. 

LOCATION OF TRIP ATTRACTORS 

In terms of modal shift the focus is on changing behaviour with regards to regular journeys 
between trip generators (residential areas) and trip attractors.  These are defined as follows:-  

• Employment areas 

• Education establishments (schools, colleges and University) 

• Service centres 

• Retail centres 

• Bus and train stations 

Journeys to leisure destinations are less likely to be undertaken at peak periods or on a regular 
basis and have not featured within this analysis. 

Figure 22 identifies the strategic sites and the location of major trip attractors. Maximum 
walking and cycling distances have been overlaid and these indicate what may be possible in 
encouraging walking and cycling journeys as an alternative to car borne journeys. 

Lancaster 

In Lancaster the major employment areas are the city centre, where there are numerous shops 
and businesses, the White Cross employment area and most significantly the hospital (Royal 
Lancaster Infirmary).   The combined workplace population for this area is 10,500 (2011 
Census – workplace population, ward level).   

Also significant is the White Lund Industrial Estate which has a workplace population of nearly 
4000 (2011 Census – workplace population, workplace zones).  Other significant areas of 
employment are Lancaster University, Heysham Port and neighbouring employment areas on 
Caton Road. 

The Canal Quarter strategic site is potentially a significant trip attractor and is located on the 
eastern side of the city centre.  A mixed use scheme is being proposed comprising of retail, 
cultural and employment uses as well as residential uses.  There are also significant 
residential developments taking place adjacent to the River Lune (Luneside East and Luneside 
West), resulting in significant additional trips on the west side of the city centre.  

Also located on the periphery of the city are 5 Secondary Schools with a total pupil population 
of over 5000. This generates significant additional trips during peak periods in and around the 
city centre.  
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The main train station and bus station serving the district are also located within the city centre.   

In terms of employment trip generation, the most significant areas in relation to the areas of 
growth are the city centre itself and the White Lund Industrial estate and to a lesser extent, 
due to the distances involved, Lancaster University.  Schools and other community facilities 
are also significant trip generators and need to be considered.  

NETWORK PLANNING 

The approach to enhancing the existing network has been to:- 

• Identify Site Access Points that connect the site to the wider network and the main 
trip attractors (taking account of topography, land ownership and utilising proposed 
vehicular access points) 

• Identify desire lines within the site that connect the Site Access Points (taking 
account of topography and preferably utilising the highway network for security).  
These routes will need to take account of trip attractors within the site ie Primary 
school and community facilities 

• Identify ‘off site’ route options between the Site Access Points and the main trip 
attractors. 

• ‘Off site’ Route Selection Assessment.  Assistance has been provided by consultants 
WSP (see Appendix 2: Lancaster Local Plan Sites—WSP Review) 

IMPLEMENTATION 

Proposals set out in this paper can be considered in two parts. On-site connectivity should be 
delivered as part of proposals coming forward on each site and will be integral to the overall 
layout and design.  They should make provision for adequate access points on the site 
boundary and ensure connectivity between the main site accesses and to trip attractors within 
the site ie schools, shops etc. 

Off site improvements will be through the use of developer contributions or Section 278 
highways works.    

In the first instance each of the 2 Strategic Sites and the Canal Quarter will be taken forward 
through the use of Masterplans.  These will be informed by this SPD and provide an overall 
approach to how the sites will address a variety of infrastructure requirements.  They will be 
important in terms of influencing the development of the sites. 

The SPD will also be used by developers, the Highways Authority, and local user groups to 
inform development proposals as they are brought forward through the planning application 
process. 

In most instances footways and cycle paths will form part of the adopted highway and 
maintenance will be the responsibility of the Highways Authority.  In other cases maintenance 
may be required through the use of Section 278 and Section 106 agreements. 
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Appendix 2: Lancaster Local Plan Sites—WSP Review  
 

 

Please view the attached document following Appendix 4   
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Appendix 3: Existing Cycle Network (Policy T2)  
  

 

Figure 32: Lancaster District Cycle Network. Map: Lancaster City Council 
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Figure 33: Lancaster District Cycle Network – Urban Inset Map: Lancaster City Council 
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Appendix 4: Resources  

Department for Business, Energy & Industrial Strategy, Mapping Carbon Emissions & 
Removals for the Land Use, Land-Use Change & Forestry Sector: A report of the National 
Atmospheric Emissions Inventory 2019, 2021: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_da
ta/file/996062/lulucf-local-authority-mapping-report-2019.pdf 

Department for Environment, Food & Rural Affairs,  Code of practice for the sustainable 
use of soils on construction sites, 2018: https://www.gov.uk/government/publications/code-
of-practice-for-the-sustainable-use-of-soils-on-construction-sites 

Department for Levelling Up, Housing and Communities, National Model Design Code: 
Part 1 – The Coding Process, 2021: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_da
ta/file/1009793/NMDC_Part_1_The_Coding_Process.pdf 

Department for Levelling Up, Housing and Communities, National Model Design Code: 
Part 2 – Guidance Notes, 
2021https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachme
nt_data/file/1009795/NMDC_Part_2_Guidance_Notes.pdf 

Department for Levelling Up, Housing and Communities, National Planning Policy 
Framework, 9. Promoting sustainable transport, Paragraphs 104 to 113, 2021: 
https://www.gov.uk/guidance/national-planning-policy-framework/9-promoting-sustainable-
transport 

Department for Levelling Up, Housing and Communities, Travel Plans, Transport 
Assessments and Statements, 2014: Travel Plans, Transport Assessments and Statements 
- GOV.UK (www.gov.uk) 

Department for Transport, Inclusive Mobility: A Guide to Best Practice on Access to 
Pedestrian and Transport Infrastructure, 2021: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_da
ta/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-
transport-infrastructure.pdf 

Department for Transport, Local Transport Note 1/20: Cycle Infrastructure Design, 2020: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_da
ta/file/951074/cycle-infrastructure-design-ltn-1-20.pdf 

Department for Transport, Manual for Streets, 2007: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_da
ta/file/341513/pdfmanforstreets.pdf 

Department for Transport, Chartered Institution of Highways and Transportation, 
Manual for Streets 2, 2010: https://www.gov.uk/government/publications/manual-for-streets-
2 

Devon County Council, Walking Bus Guidelines & Code of Conduct, n/d: 
https://www.devon.gov.uk/roadsandtransport/safe-travel/road-safety/schools/walking-bus/ 

 
Global Designing Cities Initiative, Designing Streets for Kids, 2020: 
https://globaldesigningcities.org/wp-content/uploads/guides/designing-streets-for-kids.pdf 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/996062/lulucf-local-authority-mapping-report-2019.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/996062/lulucf-local-authority-mapping-report-2019.pdf
https://www.gov.uk/government/publications/code-of-practice-for-the-sustainable-use-of-soils-on-construction-sites
https://www.gov.uk/government/publications/code-of-practice-for-the-sustainable-use-of-soils-on-construction-sites
https://www.gov.uk/guidance/national-planning-policy-framework/9-promoting-sustainable-transport
https://www.gov.uk/guidance/national-planning-policy-framework/9-promoting-sustainable-transport
https://www.gov.uk/guidance/travel-plans-transport-assessments-and-statements
https://www.gov.uk/guidance/travel-plans-transport-assessments-and-statements
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1044542/inclusive-mobility-a-guide-to-best-practice-on-access-to-pedestrian-and-transport-infrastructure.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/951074/cycle-infrastructure-design-ltn-1-20.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/951074/cycle-infrastructure-design-ltn-1-20.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/341513/pdfmanforstreets.pdf
https://www.gov.uk/government/publications/manual-for-streets-2
https://www.gov.uk/government/publications/manual-for-streets-2
https://www.devon.gov.uk/roadsandtransport/safe-travel/road-safety/schools/walking-bus/
https://globaldesigningcities.org/wp-content/uploads/guides/designing-streets-for-kids.pdf
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Lancashire County Council, Lancaster district highways and transport masterplan, 2016: 
https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-
travel/highways-and-transport-masterplans/lancaster-district-highways-and-transport-
masterplan/ 

Lancaster City Council, Planning Policy, 2022: 
https://www.lancaster.gov.uk/planning/planning-policy/about-local-plan 

Lancaster City Council, Submit a Planning Application, 2022: 
https://www.lancaster.gov.uk/planning/submit-a-planning-application 

Lancaster University, Soils in Planning and Construction Task Force, 2021: 
https://wp.lancs.ac.uk/sustainable-soils/2021/10/06/soils-in-planning-and-construction-task-
force/ 

Living Streets, Walk to School, n/d: https://www.livingstreets.org.uk/walk-to-school 

Natural England: Green Bridges: A literature review (NECR181), 2015: 
http://publications.naturalengland.org.uk/publication/6312886965108736 

Natural England, Green Bridges: Safer Travel for Wildlife, 2015:  
https://www.gov.uk/government/news/green-bridges-safer-travel-for-wildlife 

National Highways, Carbon Emissions Calculation Tool, 2021: 
https://nationalhighways.co.uk/suppliers/carbon-emissions-calculation-tool/ 

National Highways, Climate Adaption reporting third round: National Highways, 2022: 
https://www.gov.uk/government/publications/climate-adaption-reporting-third-round-national-
highways 

National Highways, Net Zero Highways: Our 2030/2040/2050 Plan, n/d: 
https://nationalhighways.co.uk/netzerohighways/ 

susDrain, Pervious surfaces Overview, n/d: https://www.susdrain.org/delivering-suds/using-
suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html 

Transport for London, Accessible Bus Stop Design Guidance, 2017: 
https://content.tfl.gov.uk/bus-stop-design-guidance.pdf  

 

 

https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-travel/highways-and-transport-masterplans/lancaster-district-highways-and-transport-masterplan/
https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-travel/highways-and-transport-masterplans/lancaster-district-highways-and-transport-masterplan/
https://www.lancashire.gov.uk/council/strategies-policies-plans/roads-parking-and-travel/highways-and-transport-masterplans/lancaster-district-highways-and-transport-masterplan/
https://www.lancaster.gov.uk/planning/planning-policy/about-local-plan
https://www.lancaster.gov.uk/planning/submit-a-planning-application
https://wp.lancs.ac.uk/sustainable-soils/2021/10/06/soils-in-planning-and-construction-task-force/
https://wp.lancs.ac.uk/sustainable-soils/2021/10/06/soils-in-planning-and-construction-task-force/
https://www.livingstreets.org.uk/walk-to-school
http://publications.naturalengland.org.uk/publication/6312886965108736
https://www.gov.uk/government/news/green-bridges-safer-travel-for-wildlife
https://nationalhighways.co.uk/suppliers/carbon-emissions-calculation-tool/
https://www.gov.uk/government/publications/climate-adaption-reporting-third-round-national-highways
https://www.gov.uk/government/publications/climate-adaption-reporting-third-round-national-highways
https://nationalhighways.co.uk/netzerohighways/
https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html
https://www.susdrain.org/delivering-suds/using-suds/suds-components/source-control/pervious-surfaces/pervious-surfaces-overview.html
https://content.tfl.gov.uk/bus-stop-design-guidance.pdf
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LANCASTER LOCAL PLAN SITES – WSP REVIEW 

Introduction 

Lancaster Council requested that WSP identify and validate cycle routes to 3 large residential Strategic Allocation  

Local Plan sites, named ‘North Lancaster, ‘East Lancaster’ and ‘Carnforth’, using Local Cycling and Walking  

Infrastructure Plan (LCWIP) methodology. The sites have an estimated 800 dwellings, 900 dwellings and 700  

dwellings allocated respectively, producing significant travel demand. This Note assesses the potential cycle routes at  

each of the sites in terms of cycle infrastructure potential and serving of travel demand and trip desire lines.  

 

To consider the suitability of the routes, commentary has been provided and the Route Selection Tool (RST) has been  

utilised. The RST has been developed by the DfT to help identify the most suitable route where there is more than one  

potential route between origin and destination points. It uses a range of criteria to assess how a route meets the core  

design outcomes for cycling ranging from 5, being the highest, to 0 being the lowest. The criteria are as follows:  

 

 Directness  

 Gradient  

 Safety  

 Connectivity  

 Comfort  
 

The RST provides a spider diagram output that is shown for each route within this Note, scoring from 0 to 5 against  

the five criteria set out above.  

 

The RST, although a useful tool should be used as a guidance tool rather than providing the definitive answer, as  

there are additional factors that will need to be considered. Also, the RST was not specifically developed to assess  

cycle routes in relation to specific sites, but it has been used as a guiding tool in this case to help assess the potential  

cycle routes.  

 

The Propensity to Cycle (PCT) has not been used given that the sites that the cycle routes serve do not yet have  

associated travel patterns that were recorded in the 2011 Census, on which the PCT relies upon.  

 

The review has been undertaken through desktop analysis only using freely available internet mapping tools. No site  

visits were undertaken as part of the review. 

Assumptions 

 High level assumptions have been made about the type of infrastructure that could be implemented on the routes. 

This was based on desktop analysis using freely available internet mapping tools. No detailed measurements of 

highway widths were undertaken.  

 Where on-road segregation has been proposed, a cycle track width of 1.5m has been assumed. This caters 

sufficiently for flows of less than 200 cycles at the peak hour (London Cycle Design Standards).  

 Individual Route assumptions are stated with each Route below. 

Lancaster North 

The North Lancaster Strategic Allocation site of 800 dwellings, and the associated potential cycle routes can be seen  

in Figure 1. Each of the proposed routes provides a link from the site towards Lancaster city centre. 

 

http://www.wsp.com/
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Figure 1: North Lancaster Site and Potential Cycle Routes 
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www.wsp.com 

ROUTE 1  

Route 1 provides a link between the west access of the Lancaster North site and Lancaster City Centre, which  

includes multiple important destinations, including employment. The route follows Hammerton Hall Lane, a narrow  

road and Barley Cop Lane and Noel Road, which are residential streets and is currently National Cycle Route 6, which  

is signed. The route leads to an off-road route to the city centre via the Lune Millennium Bridge. 

 

The RST has been applied to the section of the route that differs from Route 2, in order to provide a comparison.  

The RST scoring is very good, as shown in Figure 2, but loses score on comfort due to the lack of available width for  

the potential segregated cycle track along Barley Cop Lane, and safety due to some mixing with motor traffic.  

 
Figure 2: Lancaster North Route 1 RST Output 

 
 

 If possible Hammerton Hall Lane should be provided as a pedestrian and cycle only route, to avoid conflict with 

motor vehicles on this narrow road.  

 Barley Cop Lane provides a direct link to Lancaster centre for many residential properties in the area and is likely 

to include moderate traffic levels as a result. This road may require light/hybrid segregation to achieve separation 

of cycles and motor vehicles. 

— This would require removal of on-street parking  

 Noel Road is unlikely to require significant cycle infrastructure treatment to serve cycles due to its likely low traffic 

volume.  

ROUTE 1 ASSUMPTIONS  

 Light/hybrid segregation would be provided on Barley Cop Lane  

 The traffic volume along the route has been assumed as being less than 2,500 (Annual Average Daily Traffic).  

ROUTE 2  

Route 2 provides for the same desire line as Route 1 – a route between the site and the city centre. Instead of  

following Hammerton Hall Lane, the route follows wider existing residential streets, which would be suitable for cycling 

largely in their current form, due to the likely low traffic volumes.  

 

The RST has been applied to the section of the route that differs from Route 1, in order to provide a comparison.  

The RST scoring is very good, as shown in Figure 3, but loses score on comfort due to the lack of available width for 

the potential segregated cycle track along Barley Cop Lane, and safety due to some mixing with motor traffic, as well 

as gradient as it includes a short higher gradient section than route 1.  

http://www.wsp.com/
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Figure 3: Lancaster North Route 2 RST Output 

 
 

 As Route 1 but offers a more direct route and therefore likely to be favourable  

 At present there is an informal route through an open gate on the Council housing scheme, which would require 

formalisation.  

 The route would require signage  

 Barley Cop Lane provides a direct link to Lancaster centre for many residential properties in the area and is likely 

to include moderate traffic levels as a result. This road may require light/hybrid segregation to achieve separation 

of cycles and motor vehicles.  

— This would require removal of on-street parking  

 Junction treatment required at Barley Cop Lane / Shakespeare Road to ensure safe turning movements to access 

the route on Shakespeare Road, can be made.  

ROUTE 2 ASSUMPTIONS  

 Light/hybrid segregation would be provided on Barley Cop Lane  

 The traffic volume along the route has been assumed as being less than 2,500 (Annual Average Daily Traffic)  

 Requires a link between Hammerton Hall Lane and Shakespeare Road  

ROUTE 3  

Route 3 provides a link from the south centre of the site towards Lancaster city centre, via the A6 Slythe Road. This 

route currently includes some cycle lane provision, but due to the heavy traffic volumes, is unlikely to generate 

significant levels of cycling. The route is largely direct between the site and the city centre so the potential for cycling 

is high if the infrastructure was provided to a high-quality standard.  

 

The RST scoring is very good, as shown in Figure 4, losing score only on comfort due to the lack of available width for 

the potential segregated cycle track along the A6 Slythe Road.  
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Figure 4: Lancaster North Route 3 RST Output 

 
 

 For the route to be enabled for cycling, on-road segregation is required  

 In order to be effective, the cycle route requires extension to the city centre, to provide a complete route, which 

would require an intervention across Skerton Bridge, a currently high trafficked route. A gap in cycle infrastructure 

will prevent cycling along the route and would be therefore undesirable to proceed with.  

— Alternatively, clear signage and junction treatment at Lune Street / Owen Road could provide an adequate 

route to the city centre via Millennium Bridge.  

ROUTE 3 ASSUMPTIONS  

 Cycle track segregation would be provided on the A6 Slythe Road  

 The traffic volume along the route is greater than 5,000 (Annual Average Daily Traffic).  

ROUTE 4  

Route 4 provides a link between the east access of the site towards the city centre, along Halton Road. Halton Road 

provides a link between the Skerton residential area and Lancaster city centre, and will therefore have moderate traffic 

levels. It leads to an off-road cycle track that has reasonable surveillance. Beyond this crossing of Skerton Bridge 

would be required, or a longer route to the city centre.  

 

The RST scoring is very good, as shown in Figure 5, losing score on comfort due to the lack of available width for the 

potential segregated cycle track along Halton Lane.  

 
Figure 5: Lancaster North Route 4 RST Output 
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 Light/hybrid segregation may be required on Halton Lane, to provide a safe, attractive route for cycling  

 In order to be effective, the cycle route requires extension to the city centre, to provide a complete route, which 

would require an intervention across Skerton Bridge, a currently high trafficked route. A gap in cycle infrastructure 

will prevent cycling along the route and would be therefore undesirable to proceed with.  

— Alternatively, clear signage and junction treatment at Lune Street / Owen Road could provide an adequate 

route to the city centre via Millennium Bridge.  

ROUTE 4 ASSUMPTIONS  

 Light/hybrid segregation would be provided on Halton Lane  

ROUTE 5  

Route 5 provides a link between the east access of the site towards the city centre, following an existing off-road cycle 

track route to the east of the River Lune, named Way of the Roses. The existing route provides good quality 

infrastructure for cycling, given it is an off-road route. It also includes a cycle and pedestrian only bridge across the  

River Lune via an aqueduct.  

 

The RST does not provide high scoring, due to lack of width on the off-road cycle track for comfort, potential lack of 

lighting and natural surveillance for safety and lack of connections along the route for connectivity.  

 
Figure 6: Lancaster North Route 5 RST Output 

 
 

 Involves section whereby the route goes back on itself, adding significantly to the route length  

 Route may require additional lighting and CCTV to counteract lack of natural surveillance  

ROUTE 5 ASSUMPTIONS  

 The cycle track is of a width between 2m and 2.5m  

 The cycle track is unlit and does not benefit from passive surveillance  

SUMMARY  

 This Note recommends that Routes 2, 3 and 4 are taken forward as key cycle routes for the North Lancaster 

Strategic Site.  

 Route 2 is preferred to Route 1 due to its shorter length, therefore providing a more direct route.  

 Route 3 is preferred to Route 4 due to its connection with Millennium Bridge that avoids the off-road route included 

in Route 4, as this has poor natural surveillance. Route 3, however, is likely to attract higher costs due to the 

length of segregation required and redesign of the junction with Morecambe Road to ensure the cycle movements 

can be adequately catered for.  

 Route 5 scores low in the RST due to its lack of available two-way width, lighting and natural surveillance. While 

providing an existing route option, it is not considered that this route would provide an adequate connection to 
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facilitate growth in cycle trips and for all year-round usage. As such, it would provide a supporting secondary route 

to a primary route developed on the other alignments.  

Lancaster East 

The East Lancaster Strategic Allocation site of 900 dwellings, and the associated potential 5 cycle routes can be seen 

in Figure 7. Routes 1 to 4 provide links from the site in the direction of Lancaster city centre. Route 5 provides a link 

from the site to South Lancaster. The RST has been applied to Routes 2, 3 and 4 in order to compare the routes, 

given that they all link the southern end of the site with Lancaster city centre. 
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Figure 7: East Lancaster Site and Potential Cycle Routes
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ROUTE 1 

Route 1 provides a link between the west access of the Lancaster East site in the direction of Lancaster city centre. 

The route follows Caton Road, which is a key link between Lancaster city centre and the M6 to the north. Caton Road 

also includes industrial estates to the north of the potential cycle route. The route currently includes a shared cycle 

and pedestrian footway, however the narrow width and conflict with pedestrians provides a less than ideal facility. In 

addition, cycle-users do not have priority at side roads, presenting delay and safety concerns. 

 

 Route 1 provides an important link from the west site access towards Lancaster city centre, and also to Scale Hall 

and Skerton 

 Caton Road is a busy route with an Annual Average Daily Flow (AADF) in excess of 20,000 motor vehicles. 

 On-road segregated cycle tracks on each side of the road would be recommended along this route, to gain priority 

over side roads and to provide the desired width for a cycle traffic without conflict with pedestrians 

 A signalised cycle crossing would be required to enable cycle access to the site  

 The cycle route should continue to Lancaster city centre to ensure a complete high-quality cycle link is provided 

from the site to the city centre 

ROUTE 2 

Route 2 provides a link between the south west access of the Lancaster East site and Lancaster city centre. The 

potential route follows Crag Road, Honister Road and Ambleside Road. The route is indirect, when compared to 

Route 3, which serves the same desire line, however Route 2 avoids steeper gradients and a school which generates 

a significant amount of traffic along the route, creating unsuitable cycling conditions. 

 

The RST has been applied to this route, enabling comparison between Routes 2, 3 and 4, which cater for similar 

desire lines, and to which the RST has also been applied. The RST score shows some inadequacies in the core 

cycling design outcomes of directness and gradient. The RST output for Route 1 can be seen in Figure 8. It loses 

score on directness and the shortest motor vehicle route is shorter than the proposed cycle route – this is how the 

score is determined, and given the route is longer than the most direct that motor vehicles would take (as Route 3), 

the score is low. It also scores low on gradient, due to a significant slope being present on Honister Road. 

 

Figure 8: Lancaster East Route 2 RST Output 

 

 

 The route is likely to include low levels of traffic and is therefore unlikely to require significant cycle infrastructure 

treatment. 

 The route should be modified with Cycle Streets measures, including cycle markings on the roads and other 

measures that provide cycle-users with an advantage on the road. If possible, a cycle track could be added along 

the outside of the route, which is currently open space. 

 Patterdale Road and Lingmoor Road may be a more suitable route, as it is more direct. 
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ROUTE 2 ASSUMPTIONS  

 Cycle Streets measures would be provided on Crag Road, Honister Road and Ambleside Road 

 The link between Amblesdie Road and Keswick Road would be formalised for cycling and a suitable cycle 

crossing provided onto Keswick Road 

 The traffic volume along the route has been assumed as being less than 2,500 (AADF). 

 

ROUTE 3 

Route 3 provides for the same desire line as Route 2 – a link between the site and the city centre. Route 3 is the more 

direct route, along Crag Road and Keswick Road, past Central Lancaster High School. As described under Route 2, 

this is the most direct route, however it involves a significant gradient and the school generates significant traffic levels 

along the route. 

 

The RST score shows the score is reasonable or good in four out of the five core design outcomes. The gradient 

score is zero due to a severe gradient along Keswick Road. Safety score just 3 due to cycle users mixing with busy 

traffic. 

 

Figure 9: Lancaster East Route 3 RST Output 

 

 

 The route is likely to include moderate traffic levels, presenting uncomfortable cycling conditions 

 There may not be the width available for a segregated cycle track. At the minimum, Cycle Streets measures 

should be introduced, including cycle road markings and traffic calming measures. 

ROUTE 3 ASSUMPTIONS 

 The traffic volume along the route has been assumed as being between 2,500 and 5,000 (AADF) 

 The cycle infrastructure would be Cycle Streets measures rather than a segregated cycle track 
 

ROUTE 4 

Route 4 provides for a similar desire line to Routes 2 and 3, between the site and the city centre, however Route 4 

runs along an east-west route to the south of the site. This provides a direct link along Quernmore Road and East 

Road, so is likely to be in demand from potential cycle users. The traffic levels along Quernmore Road are likely to be 

reasonable, given it is one of few routes available between Lancaster city centre and the east, which includes 

residential area and the Lancaster East site. There is little existing cycle infrastructure serving this route, and therefore 

a gap in the cycle network exists here. 
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The RST output seen in Figure 10 shows that Route 4 scores well in two core design outcomes but poor in three. 

Gradient and safety score poorly, due to a moderate slope and mixing with busy traffic. Comfort also scores poorly 

due to mixing with busy traffic. 

 

Figure 10: Lancaster East Route 4 RST Output 

 
 

 In the absence of available width for segregation, Cycle Streets measures would be required along Quernmore 

Road and East Road. This could include removal of the centre line, cycle road markings, and traffic calming 

including junction treatments. 

 The existing shared cycle and pedestrian footpath is likely to be of an insufficient width to cater satisfactorily for 

future cycle and pedestrian flows to and from the site. 

ROUTE 4 ASSUMPTIONS  

 The traffic volume along the route has been assumed as being between 2,500 and 5,000 (AADF) 

 The width is insufficient for inclusion of a segregated cycle track on both sides of the road 

 

ROUTE 5  

Route 5 provides a link between the south access of the Lancaster East site and the south of Lancaster, which 

includes residential areas and education sites. This route would be largely quiet, passing through residential streets 

but would require a north-south cycle crossing on Quernmore Road, which is likely to include moderate traffic levels. 

 

 Route 5 provides an important link to the south of Lancaster, including residential and education areas and sites 

 Cycle Streets measures would be sufficient to effectively cater for cycle users along the route 

 A signalised cycle crossing would be required on Quernmore Road to provide a safe crossing facility to address 

the severance barrier 

SUMMARY  

 This Note recommends that Routes 1, 3, 4 and 5 are taken forward as key cycle routes for the East Lancaster 

Strategic Site 

 Route 2 is available as an alternative to Route 3, if the traffic levels and gradient are deemed too significant a 

barrier. Route 2 could instead use Patterdale Road as a shortened route. 

 Route 1, 3 and 4 provide important links from the west and south site accesses towards Lancaster city centre and 

other significant trip destination sites 

 Routes 5 provides an important link between the south site access and the south of Lancaster, which includes 

significant residential areas and education sites 
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Carnforth South 

For the Carnforth South site, the Route Selection Tool was not utilised due to the short lengths of the proposed routes 

and the view that apart from Routes 4 and 5, each of the proposed routes serves a unique purpose. As such, a 

commentary is provided along with a summary of recommendations. 

The Carnforth South site and potential cycle routes can be seen in Figure 11. 



 

Page 13 
 

Figure 11: Carnforth South Site and Potential Cycle Routes 
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ROUTE 1 

Route 1 provides a strategically important cycle link from the north side of the site to the town centre, which is situated 

to the north. Carnforth town centre includes a high density of key destinations and given its close proximity to the site 

(1.5km at its maximum) offers a journey that can be achieved by bicycle. 

The route identified includes a bridge link over the Lancaster canal and runs across school grounds. This may be 

restrictive if the route is not available at all times. If the route is available at all times, appropriate security measures 

would be required due to lack of natural surveillance, including lighting and CCTV. A preferred route might be via 

Bloomfield Park if achievable as this provides an acceptable level of natural surveillance. The route provides an 

advantage over road vehicles that would be required to travel slightly further to the access to the northeast in order to 

reach the town centre. 

ROUTE 2 

Route 2 provides an important link at the west of the site, which is otherwise severed by the Lancaster Canal. An 

improved connection in this location would not only benefit sustainable accessibility to/from the proposed development 

it would also enable a more direct connection from west Carnforth to east Carnforth, which includes the High School 

on Kellet Road. 

ROUTE 3 

From a utility perspective, Route 3 would have a low priority as it would predominantly serve leisure trips. It would, 

however, provide an opportunity for an additional link that would be relatively unconstrained in terms of 

implementation. 

ROUTE 4 

Route 4 would provide a lightly trafficked on-highway route along Dunkirk Avenue and Highfield Road that would link 

the proposed site with Kellet Road and the education and employment destinations located off that link. Onward 

connections to the town centre would need to be considered as this route may be used instead of Route 1 for 

residents in the south east corner of the proposed site. 

Route 4 would provide a quieter route than Route 5 due to the Dunkirk Avenue section being assumed to have less 

vehicle traffic than Highfield Road. 

ROUTE 5 

Route 5 meets a similar desire line to Route 4 in terms of connecting the proposed with the amenities on Kellet Road 

and onto the town centre. Route 5 is more direct than Route 4 as it travels entirely along Highfield Road, however, it is 

assumed that it carries more vehicle traffic than the Dunkirk Avenue section of Route 4. 

Parked vehicles are present along Highfield Road which can have a positive impact in terms of reducing vehicle 

speeds but can also provide a hazard to cycle movements. Due to the residential nature of the area, it is assumed that 

this parking provision would need to be retained. This constrains opportunities for segregated provision and as such, 

measures to reduce vehicle speeds to below 20mph would be required to increase safety and comfort levels for cycle 

users. A cycle streets approach to providing provision for cycling is assumed to be an appropriate intervention, 

assuming that vehicle flows would not increase significantly. 

ROUTE 6 

Route 6 serves a similar desire line to Routes 4 and 5 but is at the eastern edge of the site so is less direct. It also 

provides less connectivity that Routes 4 and 5 in terms of opportunities to join or leave the route to connect with 

properties. 
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SUMMARY 

 In summary, it is recommended that Routes 1, 2, 4 and 5 are taken forward as priority connections to the site. 

 Routes 1 and 2 are both independently fundamental to providing cycling and walking connectivity to the site from 

key trip origins and destinations in the local area. They would also provide advantageous routes for walking and 

cycling in comparison to motor vehicle use. As such, both are recommended for inclusion in any proposals. 

 Routes 4 and 5 would ideally both be implemented as combined they provide a valuable connection through the 

existing residential area and on to the amenities on Kellet Road. 

 Route 3 does not offer high utility value as it does not connect to amenities within the town. However, it does offer 

a relatively straightforward option for connecting to the existing leisure network. 

 Route 6 does not offer the same direct connection to Kellet Road as Routes 4/5 and lacks the same levels of 

connectivity. 
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