3 Key Points about Cycle Infrastructure Design (CID) for Harrogate
Borough Council (HBC)
Introduction
This is a note about CID for HBC as the planning authority. It should be read in conjunction with
'24 Key Points about Cycle Infrastructure Design for North Yorkshire County Council', which is a
more general summary of the provisions of CID for the transport authority.
The provisions of CID specifically relevant to planning are those that deal with new developments,
and with cycle parking.

1) There should be a Plan for Cycling
Planning for cycling is founded on the Core Design Principle of Coherence: cycle networks should
be planned to allow people to reach their destinations easily, along routes that connect, are simple to
navigate, and are of a consistent high quality.
This is reinforced by Summary Principle 8:
'Routes should be planned holistically as part of a network. Isolated stretches of provision, even if it
is good, are of little value.' (Summary Principle 8, CID).
Chapter 3, CID, describes the concept of a connected network with nodes (junctions, origins and
destinations) and links. It says developing a network plan provides a sound basis for funding
applications.
Chapter 3 summarises the information in the DfT's Local Cycling and Walking Infrastructure Plan
(LCWIP) suite of guidance – so it is telling councils how to produce LCWIPs. A network plan is 'a
vital component' of infrastructure development.
The plan should contain a network of on- and off-carriageway routes that are suitable for all
abilities. There shouldn't be more than 250-400m between routes in urban areas, so that all people
can easily travel by bike within and between neighbourhoods. There should also be longer distance
routes for leisure, tourism and utility cycling.
LCWIPs were introduced as part of the Cycling & Walking Investment Strategy (CWIS). CWIS is
focused on getting people to make regular short local trips on foot or by bike instead of by car. The
network plan in an LCWIP should be based around enabling those trips – but this doesn't rule out
opportunities to develop Greenway routes too.
Local Plans should consider Section 9 of the National Planning Policy Framework (NPPF) on
promoting sustainable transport. This includes high quality cycling and walking networks and
supporting facilities such as cycle parking.
The components of a local network will be (para 3.4.1, CID):
•
•
•
•
•

dedicated space for cycling within highways
quiet mixed traffic streets (suitable for independent travel by a 12-year-old)
motor traffic-free routes
junction treatments and crossings
cycle parking

The functions of cycle routes are (para 3.4.2):
•
•
•
•

primary routes – between major trip generators
secondary routes – connections into local centres
local access to streets and attractors
long distance and leisure routes

Figure 3.3 illustrates the range of stakeholders who should be consulted.

Illustration 1: Figure 3.3, CID
Harrogate
Harrogate does not have a LCWIP.
WSP produced a 'Phase 1 Harrogate Cycle Infrastructure Plan' which was approved in July 2019,
but it is not specific enough about routes and designs. It identifies 'priority corridors'.
There is a draft network map on page 97; it shows routes in different colours to differentiate
Primary, Secondary On-Highway, Secondary Off-Highway, Indicative Route Corridors, and
Existing routes. That is the extent of the detail given, and it is insufficient.
The problems with the draft network map are:
•

•

there is no ability to zoom in and out, and as presented it is so zoomed out that it isn't
possible to see in proper detail what routes are proposed nor to analyse whether the routes
proposed are the right ones
there is no detail beyond the categorisation of the routes, so it is impossible to know what
schemes are proposed

According to the Phase 1 report, a Phase 2 report is to be written, with designs that would form the
basis of applications for government funding. There has been no indication from NYCC as to
whether work on a Phase 2 report is under way, or when it will be published.
This is a major problem and hindrance to planning for cycling in Harrogate.

More useful is a 2015 HBC Cycling Delivery Plan. It contains specific schemes.
A LCWIP is needed, with specific routes and at least an outline of what is proposed for each route;
this should incorporate the 2015 HBC Cycling Delivery Plan.

2) Cycle Parking
Chapter 11, CID, covers cycle parking. The preamble says that convenient residential cycle parking
enables people to choose cycling. At the trip end, parking close to destination is important for short
stay, and security is a major factor for longer stay parking.
Cycle parking is integral to any cycle network, and has a significant influence on cycle use. It
should be provided at:
•
•
•
•

places of residence
interchanges with other modes of transport
shops and cafés (short stay)
work and education (long stay)

General Principles
Fear or experience of vandalism and theft deters cycling. Lack of space to keep a bike in the home
is a problem, especially in apartments and for disabled cyclists who need easy access to their cycles.
Space for cycling should be considered at the earliest possible stage of a scheme design or building
development.
Cycle parking provision should consider all types of cycle vehicle and all types of cycle user.
Specific areas should be set aside for 3-wheeled cycles, in the most accessible parts of a large cycle
park, so they can be used by disabled people with adapted cycles. Isolated cycle stands for shortterm parking should be configured for the length of cargo bikes and tandems, and width of tricycles
and side-by-side cycles.
Quantity of Cycle Parking
A local authority can set out minimum or preferred capacity standards and acceptable types of cycle
parking in local planning guidance for new developments. In the absence of local guidance, Table
11-1 gives minimum cycle parking capacities (see next page).
Data gathered for LCWIPs can be helpful in understanding and predicting demand. Spare capacity
should always be provided, and the effect of new infrastructure in stimulating more cycling should
be factored in.
Regular surveys of where and how many cycles are parked can inform decisions about how much
cycle parking to provide in new developments. Monitoring and consultation can include:
•
•
•
•
•

surveys of existing cycle parking
engagement with businesses and organisations to understand customer and visitor patterns
engagement with local pedestrian and accessibility groups to understand where fly parking
presents an obstruction
reviewing existing trip generators and the ability to access them easily by cycle
introducing temporary cycle parking stands as a trial measure and monitoring use

Illustration 2: Table 11-1, CID
Cycle Parking Types and Dimensions
Section 11.4 has details of cycle parking types appropriate to the destination served. Sections 11.5-8
give more detail on the parking appropriate to each destination. These are a few of the key points:
•
•
•
•

•

•

slots or hoops that support only the front wheel should not be used as many bikes have quick
release wheels and this means theft is a risk; Sheffield stands are preferred
two-tier stands increase density but cannot be used for 3-wheelers, tandems, recumbents and
other nonstandard cycles – they will need additional provision
short-stay parking in town centres should be in small clusters of stands close to shop fronts
that provide passive surveillance; stands should not impinge on pedestrian desire lines
cycling facilities at stations and other interchanges (including bus stops) help people
combine cycling and public transport; much of the UK population lives within 2 miles of a
station. Cycle hubs are the best solution here, with CCTV coverage
workplace cycle parking can be incorporated in a site's secure perimeter. Changing, shower
and locker facilities should be considered when designing or refurbishing office buildings,
to support cycle commuting
it is good practice to provide dedicated cycle parking within new developments, as outlined
in the NPPF; on-street cycle hangars, accessible only to registered key-holders, can be retrofitted to a street or within an estate

Ancillary equipment
Ancillary equipment can remove barriers to cycling and give a positive message that it is a
legitimate and valid form of transport. This can include footrests and/or handrails at traffic signals,
and air pumps and toolkits in key locations.
Digital cycle counters showing a real time total of cyclists per day or per year provide a strong
visual nudge that cycle infrastructure is a serious part of the transport system, and communicates
that cyclists are valued. They provide evidence of the level of use of a facility, which can be useful
in discussions with decision makers (para 11.9.4, CID).

3) Integrating Cycling with Highway Improvements and New Developments
This is covered in Chapter 14, CID, which states that good quality cycle infrastructure should be
delivered in all new developments, new highways and highway improvement schemes. This is a
cost-effective way of upgrading the cycle network.
'Appropriate cycle facilities should always be provided within all new and improved highways in
accordance with the guidance contained in this document...' (para 14.1.2)
'The requirements should include the provision of new cycle routes connecting to and through
developments and enhancing provision for cycling when making alterations to links and junctions
on existing highways. It will not usually be acceptable to maintain an existing poor level of service
when undertaking highway improvement schemes.' (Para 14.1.4).
More modest but still effective improvements can be achieved as part of highway maintenance – for
example when road markings are being renewed.
Policy Background
NPPF
Planning policies should provide for high quality walking and cycling networks and supporting
facilities such as cycle parking (14.2.1). Applications for development should ‘give first priority to
pedestrian and cycle movements, both within the scheme and neighbouring areas’ (14.2.2). Planning
policies should aim to achieve healthy lifestyles through layouts and easy connections that
encourage walking and cycling (14.2.3).
Current housing developments in Harrogate fail to give first priority to pedestrian and cycle
movements. One example is Kingsley Meadows. Vehicle access is provided, but there is no footway
on Kingsley Road, and people are expected to share the road with cars. Timing of provision is
important – is it built at the start of the development, or left until last? In Harrogate, active travel
infrastructure is an afterthought, and regarded as unimportant; CID specifically instructs councils
that this should not be the case.
LCWIPs
They allow local authorities to identify how cycling and walking networks should be provided and
improved (14.2.4). LCWIPs should be incorporated into local authority policies, notably planning
and transport (14.2.5).
'LCWIPs should expressly consider planned new developments, both in terms of the additional
demands they will create for cycling and walking and more significantly how new and improved
highway infrastructure created and funded by development can contribute to these networks. This
can be achieved through the Community Infrastructure Levy, Section 106 contributions and Section
278 highway agreements.' (Para 14.2.6, CID).

'Where local authorities have developed a future cycling network through an LCWIP it will enable
them to seek meaningful and worthwhile contributions from new developments rather than ad-hoc
and isolated measures which do not enable active travel journeys beyond the site.' (Para 14.2.7,
CID).
This is a point of failure in Harrogate, caused by the lack of a LCWIP. The result is that Coherent
routes connecting new developments to key destinations are not being built. King Edwin Park, on
Penny Pot Lane, is not connected to west and central Harrogate by a bike route along Penny Pot
Lane/Cornwall Road/Harlow Moor Road. There are isolated stretches of the lowest quality of cycle
provision (shared use pavements that CID specifically states should not be used in urban areas).
These shared use pavements do not link up, so do not provide a route that anyone on a bike can use.
The result is that nearly all journeys by residents will be made by car.
The LCWIP guidance notes that in other transport schemes opportunities should be taken to embed
the requirements of cyclists and pedestrians; authorities should treat walking and cycling with the
same importance and consideration as motorised transport (14.2.8). The Network Management
Duty placed on traffic authorities under the Traffic Management Act 2004 is to secure expeditious
movement for all traffic, and that includes pedestrian and cycle traffic (14.2.9).
Providing for cycling in new developments
Planning processes
'New housing development provides a major opportunity to create new and improved cycle
infrastructure.' (Para 14.3.1, CID).
'LCWIPs should be undertaken by local authorities to plan the wider cycle network across an area.
These networks should reflect the demand for cycle journeys created by planned development to
key locations such as town centres, employment hubs and schools; as well as the potential for new
links to be provided through a site to connect existing places…' (Para 14.3.2, CID).
Relevant LCWIP proposals should be reflected in area- and site-specific plans and documents such
as Supplementary Planning Guidance, a Development Framework or an Area Action Plan. This will
inform development requirements including:
•
•
•
•

principal points of connection to the wider cycle network
requirements for off-site cycle route improvements
general principles of the on-site network
other infrastructure needed such as cycle parking

New highways are normally promoted, funded, designed and built by the private sector. Local
highway authorities should approve designs that enable people to use cycles for everyday journeys
(14.3.4).
The local authorities need to keep a close eye on developers, who have shown time and again that
they will propose the cheapest, easiest option for them regardless of whether it results in usable
cycle infrastructure.
An example is the “jug handle” arrangement at the new roundabout by the Dunlopillo development
in Pannal. It takes cyclists off the A61 to negotiate the roundabout, but you would have to cycle
along the A61 to reach it! If you were brave enough to do that, you would not use this inconvenient
“jug handle” to turn right into the development.
It is a worry that this has passed through the design process and been signed off, without any of the
intelligent and well-qualified people involved asking whether this is any benefit to anyone.

Illustration 3: "Jug handle" at Dunlopillo
development, Pannal
A Transport Assessment informs all-mode travel demands for a development site. It should not
overestimate motor traffic travel demands, which could make it difficult to provide well-designed
cycle infrastructure, particularly at site access points. Travel demand forecasts should take account
the potential for increased levels of cycling enabled by high-quality facilities on and off site.
Pedestrian and cycle links should be provided to destinations within new developments; and
external links to adjacent employment, education, administrative, transport interchange and retail
destinations (14.3.7).
The large A59 Skipton Road housing development is an example of a failure to do this. There's a
shared use path along the front of the development that doesn't go anywhere. There's a crossing to
another shared path (this one with a white line down the middle) that also doesn't go anywhere.

Illustration 4: path divided by a painted line, A59
One key destination from the development is Oak Beck Park, with a B&Q and an Aldi. It is a short
distance along the A59 from the new houses, but there is no cycle route, and a pavement on one side
only. (The few people I saw cycling here were on the pavement). It is obvious that a bike route is

required to Oak Beck Park, but none has been provided.

Illustration 5: A59 towards Oak Beck Park, no cycle path
When you reach Oak Beck Park, there is a 13-metre bike path on the corner of Oak Beck Road. It
has a CYCLISTS DISMOUNT sign at one end and an END OF ROUTE sign at the other! It is total
nonsense.

Illustration 6: daft 13m bike path on Oak Beck Road
Ideally a bike route from the development along the A59 would continue to the Chevin Cycles row
of shops and beyond to Luchon Way; and on the A59 Skipton Road to link to schools, the town
centre, the Nidderdale Greenway, Bilton and the Stray.
Instead, for the people living in this large housing development, cycling will not be an option for
most journeys, and they will go by car. This is not what local authorities are supposed to be
approving.
Planning conditions can require specific cycle parking and cycle routes and specify the standard that
should be met within the site (14.3.8). S.106 agreements can also be used (14.3.9). Community

Infrastructure Levy can be used to ‘pool’ charges and improve infrastructure across the whole local
area (14.3.10).
This is a really important point, and it is what should have been done on the Penny Pot
Lane/Cornwall Road/Harlow Moor Road, where there are at least three housing developments. It
should be done on Otley Road, to fund a high quality cycleway from Beckwithshaw to the Prince of
Wales roundabout – on the basis of a high-quality design for the whole route.
Planning the network
Manual for Streets says new developments should be well connected with a choice of routes, but in
some cases fewer accesses and routes should be provided for private cars, to give priority to
sustainable modes of transport (14.3.11).
'Cycling facilities should be regarded as an essential component of the site access and any off-site
highway improvements that may be necessary. Developments that do not adequately make
provision for cycling in their transport proposals should not be approved. This may include some
off-site improvements along existing highways that serve the development.' (Para 14.3.12, CID).
Within larger sites a densely-spaced network of cycle routes that connect all parts of the
development should be planned (14.3.13). Networks within developments should be a mix of
dedicated space for cycling within highways, quiet mixed traffic streets, motor traffic free routes,
junction treatments, and cycle parking at origins, destinations and interchanges (14.3.14).
Networks need to meet the five Core Design Principles (14.3.5).
Designing the network
Within new highways there are few constraints so no excuse for not meeting the geometric
requirements and other guidance in this document (14.3.17).
Design codes for new developments can be useful – typically prepared by the development team
and approved by the highway authority (14.3.18).
'A cycle network plan should be included in the design code, setting out what type of route (offcarriageway cycle tracks, on-carriageway cycle track, on-carriageway, or greenway) will be
provided in each location as part of the overall layout.' (Para 14.3.19, CID).
During the design and delivery stages, development control and highways staff should have
oversight and review of designs to ensure they are being delivered as intended. New residential
developments should follow the principles in the Manual for Streets (14.3.20).
Main streets
New main streets or spine roads in large developments will have a lot of fast motor traffic, which
means that protected space for cycling is required, as well as regular crossings. Designers should
follow the guidance in Chapter 6.
Bus only routes should include a parallel cycle track.
Quiet streets and cycle streets
Most residential streets in new developments will be suitable for cycling in mixed traffic, but where
streets serve a larger area of the development traffic forecasts should be used to check if oncarriageway cycling is ok, and if not filtering of the network should be introduced to create
acceptable conditions and give priority to cycling and walking (14.3.25).

'As recommended by Manual for Streets, the minor street network should create a series of
reasonably direct and well connected routes for cycling, rather than forming a convoluted layout of
curved streets and cul-de-sacs.' (Para 14.3.26).
'Although the minor street network should all provide good cycling conditions it may be appropriate
to designate some streets as important cycle routes, for example those which lead directly to an offhighway route through a green space. These ‘cycle streets’ could be indicated through changes in
paving material, planting or other design changes so that they are understood to as being principally
for cycling…' (Para 14.3.27, CID).
Motor traffic free routes
New cycling and walking routes through new open space: these should not be seen as only
recreational, but designed in accordance with Chapter 8 (14.3.28). This means reasonably straight,
connected to the overall network, separate provision for walking and cycling, well-lit, hard-surfaced
and well-drained so usable all year round (14.3.29). In some cases this will be substantial
infrastructure.
New Highways and Improvement Schemes
The relevant parts of the process in Manual for Streets are objective setting, design, and quality
auditing. Some of the key points are:
• whatever the prime objective of the scheme, it is important to consider how it can add to or
improve existing walking and cycling networks (14.4.3)
• enhancing cycle and walking provision should always be included in the objectives and
translated into a specific and measurable outcome (14.4.4)
• rapid growth in walking and cycling levels can occur once safe and attractive conditions are
created (14.4.5)
• walking and cycling must be considered at an early stage in the design process to ensure
enough land is available to meet infrastructure requirements, e.g. for separation from motor
traffic; with schemes already in development where land take is already fixed, cycle
facilities should still meet the standards in this guidance so far as possible, which may
require rethinking space given to motor traffic (14.4.7)
Local authority design guides and standards
'DfT recommends that local authorities follow the advice contained in Manual for Streets 1 and 2
when developing their standards. These stress the importance of placing a high priority on meeting
the needs of pedestrians and cyclists, so that growth in these modes of travel is encouraged.' (Para
14.5.2, CID).
'Authorities should review their design guidelines to ensure that they are consistent with this LTN
so that developers’ design teams are aware of what is expected of them, so that they will include
appropriate measures for walking and cycling as a matter of course.' (Para 14.5.3).

Very Brief Summary
•
•
•

a proper LCWIP is essential and should be prioritised; it should be used to pool developer
contributions and build a high-quality network of cycle routes
cycle parking at residential developments should be included in HBC's local planning
guidance, based on CID guidance
developments should be linked to key destinations (schools, employment, shopping, station)
by bike routes; at the moment in Harrogate it is not happening
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