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When NYCC resurfaced Hookstone Drive in August 2019, we were consulted about the existing 
painted, advisory cycle lanes. We asked the county council not to reinstate the painted lanes. We would
prefer NYCC to provide cycle infrastructure of better quality to modern standards, but the council has 
not so far agreed to do so. There has been some demand from people who previously used the painted 
lanes, to reinstate them.

This is our position and request to NYCC.

1. Cycling policy in England and North Yorkshire

1.1 National policy

It is the government's ambition to make walking and cycling the natural choices for shorter journeys (or
as part of a longer journey) in every urban and rural community in England. The ambition is set out in 
the government's 2017 Cycling & Walking Investment Strategy.

1.2 Policy in North Yorkshire

North Yorkshire County Council ('NYCC') states on its website: 'We're committed to promoting 
cycling as an alternative to car travel for short trips or as part of longer journeys.'

We support NYCC's commitment, but it is meaningful only if money is made available to implement it.
If, on the other hand, ideas for improvements are rejected on the basis that they cost money and there is 
no money, that is inconsistent with the commitment.

NYCC's budget/spending policies ought to be consistent with its commitment to cycling. This means 
that the county council must be able to spend money from its transport budget on cycling infrastructure,
not only on infrastructure for motorised transport.

2. Modern standards in Manchester and London

Cycling infrastructure in England has been a failure over recent decades. Cycle lanes have been 
provided by local councils without proper thought as to whether they are safe and usable. Typical 
problems include:

• lanes that are not safe because they are on busy roads but lack physical protection
• lanes that simply stop, and make no provision for the next part of the journey
• lack of a complete network, taking people from where they are to where they want to be

The result of this failed infrastructure is that people in England are too afraid of being run over to 
cycle. Cycling rates have stagnated at 2% of journeys. In Copenhagen in 2017, cycling rates were 
41% of all trips, and 62% of commuter trips to work and study.

Manchester and London are two cities that have begun the process of providing safe, convenient 
cycle infrastructure, as part of a complete network – in both cases, under the leadership of a Cycling
& Walking Commissioner.

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603527/cycling-walking-investment-strategy.pdf
http://www.cycling-embassy.dk/2017/07/04/copenhagen-city-cyclists-facts-figures-2017/
https://www.northyorks.gov.uk/cycle-lanes-and-routes


2.1 Chris Boardman's Made to Move report for Manchester 

Made to Move is the title of Chris Boardman's initial report as Manchester's Walking & Cycling 
Commissioner. In it, he describes the infrastructure needed to transform the way people travel around 
Manchester. These are some of the key points.

2.1.1 There should be protected space, uninterrupted, all the way from where I am to where I want to 
be. Riding a bicycle or crossing a street should not require bravery.

2.1.2 The yardstick should be a competent 12-year-old (who also represents other people including 
pensioners, mothers, and people with mobility issues). When considering designs, the question to be 
asked is, 'is the joined-up network something a 12-year-old would choose to use?'

2.1.3 Boardman says he won't waste people's money or time building a network that won't deliver a 
fundamental and cultural change in how we travel.

2.1.4 Cycling routes should be a mixture of wide, segregated cycle lanes on main roads, local cycling 
routes through communities, and green routes that encourage slow cycling through residential streets.

2.1.5 Creating space will also involve reclaiming the school run from vehicles and the associated 
danger. 50% of children cycle to school in the Netherlands, but only 3% in the UK.

2.2 London Cycling Design Standards

The London Cycling Design Standards ('LCDS') were published in 2014, and the stated aim of the 
document was to reflect 'established and emerging best practice'. 'The future must not be like the 
past' (p3).

LCDS has images on pp3-4 showing good design outcomes, and designs which amount to an 
'unacceptable offer'.

Guiding principles

Twenty guiding principles are set out in LDCS, and these should be noted in North Yorkshire. The 
guiding principles include:

2.2.1 'Most current cycle provision is squeezed into spare space or on the margins of roads. It 
reflects a belief, conscious or otherwise, that hardly anyone cycles, that cycling is unimportant and 
that cycles must take no meaningful space from more important road users, such as motor vehicles 
and pedestrians' (principle 1, p5). 

2.2.2 'Cyclists and pedestrians should not be forced together where there is space to keep them 
apart, creating unnecessary conflict which can only increase as the number of cyclists rises. We 
have a strong preference against requiring cyclists and pedestrians to share the same highway space,
wherever [this] can be avoided (principle 3, p6).

2.2.3 'Cyclists need space separated from volume motor traffic' (principle 4, p7).

2.2.4 There may be cases where full segregation is not possible, and semi-segregation can be used 
(principle 5, p7). This can mean orcas and traffic wands. It could mean a temporary trial (see the 
note on trials in LCDS principle 15, p9) using wooden flower boxes, as depicted in this image from 

http://www.rediweldtraffic.co.uk/products/cycle-lane-products/greenwich-wand-orca/
http://content.tfl.gov.uk/lcds-chapter1-designrequirements.pdf
https://hedgehogcycling.co.uk/Walking_and_cycling_report.pdf


LCDS:

2.2.5 'Routes and schemes must take account of how users actually behave. If they do not, they will 
be ignored...The 'Cyclists dismount' sign is the infallible mark of a faulty cycle route. No-one wants
to get off and walk. Either the sign will be disobeyed, or the route will simply not be used. If a route
cannot be done without these signs, it should not be done at all' (principle 12, p8).

NYCC might reflect carefully on this point. 'Cyclists dismount' signs are used liberally around 
Harrogate, and the council is even intending to put up more, at either end of the new Otley Road 
cycleway.

2.2.6 'All designers of cycle schemes must experience the roads on a cycle. Ideally, all schemes 
would be designed by people who cycle regularly. But at a minimum, anyone who designs a scheme
must travel through the area on a cycle to see how it feels. We strongly recommend that designers 
and engineers also try cycling on some existing facilities, to understand why they do or do not work'
(principle 18, p9).

Please either take up offers by HDCA members to ride routes with you, or if you don't wish to do 
so, ride them independently. The painted cycle lane on Hookstone Drive is no longer in place, but 
the one on Oatlands Drive is similar, and can be ridden.

Street types

2.2.7 LCDS has a detailed breakdown of street types and the cycle infrastructure appropriate to 
them. The street types are set out on pp11-13. They include arterial road, connector, local street, 
high road, high street, town square etc. We suggest Hookstone Drive could be regarded as a 
connector road.

International best practice 

2.2.8 TfL's international best practice document comments that 'the cities with the highest cycling 
levels, and those that have successfully grown cycling levels over relatively short periods, generally
afford cycling good physical protection or effective spatial separation from motor traffic, unless 
traffic speeds and volumes are low' (p8).

3. Paint-only cycle lanes

3.1 Disadvantages of painted cycle lanes

3.1.1 Painted cycle lanes don't protect people riding bikes, and where there are such lanes, drivers 
leave less space. This is set out in a Daily Telegraph article from April 2019. The Telegraph article 

https://www.telegraph.co.uk/news/2019/04/14/painted-cycle-lanes-not-sufficient-protect-people-instead-cause/
http://content.tfl.gov.uk/international-cycling-infrastructure-best-practice-study.pdf


reports on scientific research that shows that where there is a painted cycle lane, passing distance is 
reduced by 27cm, on average. Where there are parked cars, the passing distance is reduced by 
40cm.

The lead author of the academic research explains that where there is no bike lane, drivers are 
required to perform an overtaking manoeuvre. Where there is a bike lane, they consider that a bike 
rider is in their lane, and the lane for motor vehicles is clear. They drive straight ahead, and leave 
little space.

3.1.2 These issues are also set out on a fact sheet published on europa.eu. On cycle lanes without 
physical protection, it states that a cycle lane may create a false sense of security and invite cars to 
speed up and pay less attention to the cyclist. 

'This doubled the number of injurious accidents in the cases analysed. The risk gets even worse 
when cycle lanes are dangerously narrowed. When space is limited, the designer may feel that 
putting in a narrow lane (below 1.5m) is better than nothing, even on busy and fast roads. Again, 
this is more dangerous than no cycle lane at all. The narrow lane forces motorized traffic to drive 
too close to the cyclist. At the same time, it forces the cyclist to ride too close to the edge of the 
road or parked cars. Moreover, drivers will mistakenly think that cyclists have sufficient room, will 
pay less attention and drive faster.'

3.1.3 Painted cycle lanes right next to the main carriageway are not regarded as safe in Belgium. They 
are referred to as moordstrookjes ('killing lanes' or 'murder strips'), with the implication that when 
people riding bikes on them are killed, it is not just an accident - someone is responsible.

3.2 Possible advantages of a painted cycle lane

3.2.1 There have been some emails from local people who ride bikes on Hookstone Drive, and who 
valued the painted cycle lane. This is partly because when traffic was at a standstill, the painted cycle 
lane tended to be left clear; without it, there is no obvious route for people on bikes to ride past. This is 
a practical benefit not a safety benefit.

3.2.2 Narrower lanes for vehicles might result in some speed reduction, of 1-3mph per foot of 
narrowing. This is a possible safety benefit of a painted cycle lane.

3.3 Width of cycle lanes

3.3.1 Cambridge Cycling Campaign has a clear table of information about width of cycle lanes.

• Recommended width is 2m
• Minimum width is 1.5m
• Widths down to 1.2m may be valuable to allow access past queuing traffic to an advanced 

stop line
• The absence of a cycle lane is nearly always preferable to a cycle lane that is too narrow ie 

below 1.5-2.0m

3.3.2 The painted cycle lanes on Oatlands Drive vary in width from 80cm to 110cm (kerb to inside 
of the white line). We measured what remains of the painted cycle lane on Hookstone Drive at 
80cm.

https://www.camcycle.org.uk/resources/cyclelanewidths/
https://nacto.org/docs/usdg/review_lane_width_and_speed_parsons.pdf
https://ec.europa.eu/transport/sites/transport/files/cycling-guidance/01_presto_infrastructure_fact_sheet_on_cycle_lanes_1.pdf


4. HDCA suggestions for Hookstone Drive

4.1 Context for our suggestions and comments

4.1.1 We are a voluntary association. All members ride bikes, and have personal experience of 
cycle infrastructure – what works and doesn't work. We aren't road engineers.

4.1.2 NYCC is the Highways Authority, and we would expect it to research cycle infrastructure, 
build up expertise, decide on the safest and most convenient option for people who will use what 
they build. NYCC must take responsibility for it - in the context of the county council's stated 
commitment to promoting cycling as an alternative to car travel for short trips.

4.1.3 Also relevant to the council's decision, we suggest, is the fact that there is one school on 
Hookstone Drive (St John Fisher) and another on Oatlands Drive (St Aidan's). It absolutely should 
be safe for pupils to cycle to school. Narrow painted lanes with no protection do not achieve that.

Could NYCC consult with the schools and with parents, to find out how many children currently 
cycle to school, and what cycle infrastructure would encourage more to do so?

4.1.4 NYCC should also take account of the recent Congestion Study, in which 77% of the 15,500 
respondents agreed that they wanted improved cycling and walking facilities, and only 10% 
disagreed. This is an opportunity that should not be missed.

4.2 HDCA suggestions & comments

4.2.1 Segregated bike lanes make roads safer for all users, with lower injuries and fatalities. Given 
that there are schools on Hookstone Drive and Oatlands Drive, segregated, protected cycle lanes 
should be put in place where possible. 

4.2.2 For Hookstone Drive, our preferred option is a 2-way cycle lane at pavement level on the 
north side of the road. A pavement for pedestrians would replace the grass verge next to the hedges.

4.2.3 Alternatively, as a second preference, the centre line of the road could be moved, to create 
space for a one-way cycle lane at carriageway level on the north side of the road, with light 
segregation (orcas and wands or even flower boxes as a trial). The pavement on the south side of 
the road would be widened and made shared use.

https://usa.streetsblog.org/2019/05/29/protect-yourself-separated-bike-lanes-means-safer-streets-study-says/


4.2.4 Hookstone Drive should be looked at in conjunction with Oatlands Drive, which links to a 
genuinely safe route on Slingsby Walk. We suggest a 20mph limit for both roads, and for all roads 
with schools; in time, we would like to see 20mph limits on all residential roads too.

4.2.5 If NYCC refuses to consider safe cycle infrastructure, our view on reinstating the painted lanes is 
set out in the paragraphs that follow.

4.2.6 We understand the argument that this was simply resurfacing work, not a new scheme. Still, an 
analogy with refurbishing a building can be made: would you leave outdated wiring, or replace it with 
wiring meeting modern standards? And if the old wiring were left, what would be the legal implications
if there were an accident or fire afterwards?

4.2.7 We have seen a few emails arguing that the painted lanes were of some value – in terms of 
keeping the space clear in stationary traffic. Some of these correspondents believe that the lanes were 
also of value for safety, but most of the evidence doesn't support this.

4.2.8 It is a decision for NYCC. The council should think carefully before reinstating lanes which are 
well below the safe widths recommended by guidance from the DfT and various local authorities.

We believe a better standard is needed to achieve NYCC's stated objective of promoting cycling as an 
alternative to car travel.

5. Building up expertise at NYCC

It is now the county council's policy to promote cycling, and there is clear backing from local residents 
for better cycling and walking facilities. NYCC therefore urgently needs to build expertise in best 
practice when creating cycle infrastructure, with specialist training for councillors and council 
employees.

One worthwhile option is a course in Dutch Bicycle Infrastructure training, to take place in Breda, 8th to
12th June 2020. It is based on the CROW design manual (€135 + VAT).

https://www.crow.nl/publicaties/design-manual-for-bicycle-traffic
https://dtvcapacitybuilding.com/courses-and-training/courses/training-cycling-infra-design-course-june-2020/

