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Terms

Key terms used in the report:

Carriagewayg The part of a highwawhich vehicles are permitted to use (as are pedestrians).

Dropped kerbg An area where the kerb height is lowered to allow vehictggslesor pedestrians to
ONRPaa 0Sis6SSy (GKS OFNNAFASgIE YR F2206F&d 5NJ
(vertical edge) while full flush kerbs give a smooth transition between footway and carriageway.
Filtered permeabilityq restricting the modes which can use a street, or section of a street. Typically
used to permit walking and cycling but restrict motor g use, creating access only arrangement

for vehicles but permeable connections for active travel.

Footway¢ The part of a highway separate from the vehicle carriageway for use by pedestrians only.
Link¢ A section otycle routeor carriageway.

Sharedusec In context of this report used to define space shared between pedestrians and
cyclists




Creating a positive environment for cycling

Why cycle?
Cycling has many benefits for the individual and society at large, which are well documented
elsewhere. Irbrief the main benefits of cyclingarticularly cycling for transporgre:

Better healthg Cycling brings significant health benefits, helping individuals but also leading to
significant government savings in healthcare costs and private sector séawioggh
improvements in productivity and reductions in absenteeism.

Lowemissiong; Cycling creates virtually no emissiodsgect or indirect; @en ebikes have very low
energy use.

Affordability ¢ Cycling provides increased independent travel optians l@w cost for many people.
For someone who relies on walkiag their main mode of travel it can open up a wide range of
additional destinations that can be easily reached.

Space efficieng Carbased transport systems are very space inefficient, reogia network of

routes plus parking provision at both ends of the trip. Requirements for cycle networks and parking
provision are much more modest. Switching evenidy smallproportion of total travel from cars

to cycles could free up significant amms of land for other uses.

Who cycles?
All sorts of people cycle, some as a leisure or sports activity, some for everyday transport.

12.3% of adults on the IOW cycle at least once per mantfell below the England average of 17.1
Most are cycling foreisure, though 5% cyefor travel. Among more regular cyclists cycling for
transport is more common, 2.4% of people cycle 3 or more times a week for transport while only
0.9% do so for leisuré.

In the UK men cycle significantly more than women. Makimgd times as many trips araycling
over four times the distancé

80% of cyclists holds a driving licence and 1 in 5 drivers cycles at least once & month

Many disable people are able to cycle and hence dramatically improve their independent mobility.
Some disabled people use specially adapted cycles (which highlights a needdsive design of

1 https://www.gov.uk/government/statistics/walkingnd-cyclingstatisticsengland2016
2 https://www.gov.uk/government/statisticaata-sets/nts06agegenderand-modalbreakdown
3 https://www.gov.uk/government/news/driversand-cyclistsagreelets-look-out-for-eachother



https://www.gov.uk/government/statistics/walking-and-cycling-statistics-england-2016
https://www.gov.uk/government/statistical-data-sets/nts06-age-gender-and-modal-breakdown
https://www.gov.uk/government/news/drivers-and-cyclists-agree-lets-look-out-for-each-other

cycling provision) while others use an ebike or conventional cycle. Many people who can only walk
a short distance can cycle much further.

Who wants to cycle?
{dzaiNIyaQ .A1S [AFS NBLERNI oHnmtO F2dzy R p o
more.

In places with more widespread utility cycling and extensive protected cycle infrastructure women
typically cycle as much as men, suggesting thelikaly to be significant latent demand amongst
women in the UK.

How many journeys could be cycled?

Around 2/3 of journeys undertaken by cycle are between 1 and 5 miles long. These are distances
most people are able to cycle in a reasonable time. On aveaagalult makes 9 out of 425

journeys of this length by cycle. Sourte:

The town of Goes in The Netherlands is a similar size to Newport and achieves a cycling modal
share of 50% of journeys under 7.5Km.

Britain has lower cycling levels than almosbélihe EU28 countries, with only Cyprus and Malta
having lower levels of cycling. In the UK 69% of people never cgaaredwith just 13% in The
Netherlands, 18% in Denmark and 21% in Finl&nd.

Why the environment for cycling matters

As part of the Btish Attitudes survey people are asked if they agree it is too dangerous to cycle on
the roads. Over the last 5 years, an average of 62% have agreed it is too dangerous. The figure is
higher still among noseyclists (69%) and is higher for rdrivers than drivers.’

If more people are to be encouraged to cycle then the environment needs to be one that is safe
and feels safe, and provides convenient opportunities to reach a range of destinations. Isolated
cycle routes are of limited use for cycling as sport, routes need to be linked into a network of
high quality cyclable streets and tracks.

What do people need
Most people prefer to cycle away from traffic in streets that are lightly traffickedhis is typically
more pronounced among women and thosgcling with children. There is some evidence that

4 https://www.gov.uk/government/statisticaata-sets/nts03modalcomparisons

5 https://bicycledutch.wordpress.com/2016/02/23/goesyclingcity-of-the-netherlands/

6 https://www.cyclinguk.org/article/campaignrguide/cyclinglevelsin-europeancountries
” https://www.gov.uk/government/satistics/walkingand-cyclingstatisticsengland2016
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older people also have stronger preferences for trafifeee environments than the population at
large.

78% of people support building more protected roadside cycle lanes even where this could mean
lessa LI OS F2NJ 20 KSNJ NRI R dzi S NA da bi&kedie figure ¥ 249hThe NB & A F
average that people want government to be spending on cycling is £26 per person per year,
compared to currenexpenditureof around £3 peyear?

Routes andnetworks

Often when we talk about cycling infrastructure we talk about routggicallyfollowing an existing

road or a former railway line. These routes can be really important, especially when they link two
places with a large number of destinations. Hoee the number of people who live and work on

or immediately adjacent to such a route will typically be limited. Creating more routes and ensuring
they are linked together is one part of ensuring a cycling network can viably be used for a range of
trips. In addition, measures can be taken to ensure that streets around cycle routes are as cyclable
as possible, allowing people to cycle around their local area and connect into nearby. routes

Assessing what we have

This study aims to examine the network weealdy have, in terms of dedicated cycle infrastructure
and the street network. It aims to categorise and map the cyclability of local streets with a view to
identifying missing pieces in the jigsaw that will make up a comprehensive mesh network of
cyclablestreets and tracksas well as identifyingpportunities forcreationandimprovement of
keycycleroutes. Streets are classified based on their cyclability at a range of levels, focused
primarily on the needs of people who currently do not cycle, or dolgo occasionally (perhaps as

a leisure activity on an old railway routd).addition we investigated other factors that affect the
permeability of Newport when cycling, such as physical barriers angvaestreets.

Overview of methodology

Every locahuthority maintained street in the parish of Newport was surveyed for the study.
Virtually all survey work was carried out by bicycle. This was a hybrid/town bike, of the type
typically used for everyday utility cycling. A cycling style was adopted tteahpted to reflect the
way less confident cyclists tend to use the ro@gicling pace was modest. general riding in
primary position was avoided (since many people do not feel confident adopting this position)
though a rollingrisk-assessment did lead tprimary position being adopted in some situations as
any other option was deemed too higisk. Positioning was generally somewhere between a safe

8 https://www.sustrans.org.uk/sites/default/files/file content type/bikbfe-2017summary-report.pdf
9 https://www.sustrans.org.uk/sites/default/files/bike life newcastle 2015.pdf
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secondary riding position and the kehugging position that less confident cyclists (and some more
confident ones) often adopt. This enabled the researcher to experience the street environment as
many users will find it, rather than as a confident, skilled and experienced cyclist might.

A few streets were surveyed by car (all of them rural roads, generaliyhigh vehicle speeds and
very difficult cycling conditiongnd some on foot (typically in very central areas) though these
were generally cycled as well.

Data was recorded on a series of variable for each street (or street segment in the case of
long/conmplex streets):

Vehicle Speed

An estimatetypical vehicle speed band for the streét handheld radar speed measuring device
was used to record speeds of passing vehicles. Given the number of streets covered it was not
possibleto conduct a full speed susy, rather a mixture of measured frélwing speeds along
with surveyor observations were used to rate each street.

Traffic Volume
This was estimated (again in bands) for each street based on short duration counts, observations
and local knowledge.

Close-Pass Risk

Each street was assessed for the risk of vehicles attempting to overtake unsafely. The assessment
was made on the basis of typical observed widths. Very long narrow segments were also scored as
a risk factor, as vehicles following a cyclist ftwreg period of time without being able to pass can

be intimidating and drivers will sometimes attempt to overtake even if it is virtually impossible to
pass. Intermittent parked cars were normally ignored in calculating widths.

Additional factors
Other factors which can affect cycling safety and comfort were also recorded as follows:

1 Wide side road junctions

1 Kerbside activity with no buffer (for example end@nangled parking, significant
pedestrian movements including incursions into the carriageway

1 Parked cars (continuous lines of parked cars were ignored, and remaining road width was
assessed for clogeass risk)

9 Visibility problems

1 Traffic calming causing stops or problematic deviafmther horizontal or vertical)




A surveyor rankingwas als O2 NRSRX o6l aSR 2y (GKS LISNOSLIGAzZY
Additional notes could also be made by the surveyor as required.

Recording of cul-de-sacs

During the survey process it was realised that short residentiadeskcs could be simple
categorised as low speed, low flow streets, and other variables did not need to be recorded as in
practice they had minimal impact. Gdé-sacs were all still surveyed in case of specific features of
note, such as pedestrian/cycle links or commerpraimisesaffecting the use of the street.

Key factors not measured
Two important factors wer@tentionally excluded from thelata collected

Surface quality

The standard of a road surface can have a significant impact on the cyclability of a street. For
exampe potholes can cause discomfort, wheel damage and accidents; cracks can crab a bicycles
wheel and cause stability problems; undulating surfaces can cause discomfort and make keeping a
straight course difficult. However, Islandiads are in the process b&ing brought up to a common
standard so any classification on this basis would only be valid for a short period of time. As such no
analysis was made. In some areas streets not maintained by the local authority were surveyed and
use of these may be moudifficult than their ranking suggests. The former prison roads form the
majority of this category.

Gradients

All other things being equal, flat roads are more cyclable than hilly ones. New cyclists are likely to
prefer flatter cycling, and a large hill cha a key factor in determining whether someone will
consider cycling a particular journey. However, in many hilly areas in countries with better
developed cycling infrastructure cycling levels are still high, and not just among thefgupdtich
suggests terrain is less of a barrier than traffic conditiolmsaddition the rise in the quality and
number of electric bikes in use means that options for easy cycling exist for many more people in
hilly areas.

Gradient most certainly needs to be considexrgden planning cycle routes and networks, however
there is no reason to simply write off hilly areas as not being suitable for cycling, or infrastructure
investment. On this basis no analysis of gradient was carried out and this should be considered in
addition to the data produced by this study; gradient data is readily available from various sources.

{2YS GYFNBAYlIf¢ aadNBSGa YIFI& NBIdZANE Y2NB 42 NJ
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Scoring and weighting
Each issue was assigrnedcore. These were heavily weighted to volume and speed of vehicles as
these are the most significant factors affecting cyclability.

Speed 0-20 20-30 30-35 35+
1 2 3 4
Volume* Low Moderate Significant Heavy
(<1000) (10002000) | (20005000) (5,000+)
1 2 3 4
Close pass | No Yes
risk
0 0.5
No Occasional | Frequent/Major
Wide side 0 0.1 0.2
roads
Kerbside 0 0.1 0.2
activity
Parked cars |0 0.1 0.2
Visibility 0 0.1 0.2
Traffic 0 0.1 0.2
calming

* Vehicles Per Day (2 way equitat, for oneway streets observed volumes were doubled)

The total score for a street is calculated by adding all the individual scores together. Streets were
then ranked based on the following categories, again, based principally on the combination of
volume and speed of traffic, however scores from other areas can tip a street into the next
category.Close pass risks and the four additional factors start to become more significant issues
midway through the classification, where they can make a criticldrdifice to a street with

moderate volumes and speeds.

Score Class Suitable for

<3 1 All users

<4 2 Most users

<4.5 3 Able users

<6 4 Confident users

>=6 5 Very confident users

Class 1 wilbe lowtraffic, low-speed streets. These streets will gealyyrbe suitable for users who
would ordinarily only cycle in traffitee environments, such as afbad cycle tracks.




Class 2 may have slightly higher speeds OR slightly higher levels of use by motor vehicles. They will
be useable by most ability levelsyt may be less comfortable and less confident users may be less
likely to cycle if too much of their journey is on these streets.

Class 3nay combined slightly higher volumes and speeds of trdfacfors other than
speed/volume may tip a street whichowld otherwise be class 2 into this categd®@me people

will not cycle on roads at this level, others will seek to avoid them but they may be acceptable if
they form a small proportion of a route.

Class 4 may have high traffic volumes or high speedscombination of moderate volume and
speed. Less confident users are unlikely to use tistreets Moderately confident users may use
them but are unlikely to be encouraged to cycle if they have to use them. Even confident users will
often prefer to seelalternatives.

Class 5 will haveombinations of high traffic volume and speaadd many users will not cycle on
these streets. Even confident users are likely to feel uncomfortable and may be deterred from
cycling as much as they might if they have to Usese streets.

Limitations

The nature of thét dzNJ¥S & LINR OS&a YSkya (GKFG 2yfte + aayl L
the survey process. Local knowledge can help reduce the impact of this, allowing the surveyor to
account for known issues that magpt be observed directly at the time of the survey. This can

mean some streets may be misclassified based uponrtyyical traffic volumes being observed for
instance. It is important to consider the process as a starting point in the classificatiopetsstr

and if improved information becomes available the data can be updated, improving the accuracy of
the map. It is also important not to rely on data collected for detailed planning for particular

streets. In such cases full speed and traffic flow sysweill be needed to make a more robust and
detailed assessment.

Dedicated cycle infrastructure

Various dedicated cycling infrastructure exists in Newport, with a mixture of ages, quality and type.
We include in this category shared use routes for walkimgj cycling. Protected cycle infrastructure
(separated from motor traffic) has been mapped and added tortbvork of streets. Where this is
adjacent to a road it has been shown as an additional parallel route, and the road has been ranked
in its own ridnt, ignoring the parallel infrastructure. The main route of this kind is the shared path
alongside Fairlee Road. This is not a high quality rgheace some will choose the road instead)

and does not run the full length of the road, hence the decisiommdat each separately.




Unprotected cycle infrastructure (cycle lanes, advanced stop lines etc.) is treated as part of the
highway design and may affect the score for a street segment. This sort of infrastructure can
sometimes béeneficial but sometimes &n causemore problems than no provision. There is also
little evidence that it encourages people to start/start cycling in the way protected infrastructure
does.

Barriers to cycling

In addition to the issues noted above which affect the cyclabilistrefets, the permeability of the
town is affected by various other barriers.

Physical Barriers
During the survey worl range ophysical barriers to cycling werecorded These are listed in
appendix 1.

Gates

Two gated roads were notedn ElIm Grove ahVictoria Both gates cover the full width of the
carriageway and make no provision for cyclists. Footway space is limited, and dismounting and
using the footway is not an option for some cyclists and inconvenient for othreasidition a gate

is employel at the entrance to Newport Quay from Hillsiddarrow gaps are provided at either
end, but of a width which restricts accessibility for people cycling.

Barriers and bollards.

In various locations chicane barriers, bollards and similar measures havénreeiuced to other
control vehicle use of cycle routes or to slow cyclists. Obstacles like this can create single vehicle
cycleaccidents, make cycling more stressful and prevent access completely for some users,
particularly those with trailers, tandemgjkes, handcyclesnd other specialist cycleAccording to
research by Wheels for Wellbeing, inaccessible cycling infrastructure is the single biggest difficulty
faced by disabled cyclists in the 19K

One-way streets

Many streets in Newport are oreay,and (with the exception of Little London) these restrictions
apply tocycling. This creates significant problems for permeability of the town, especially in the
central area where a significant proportion of streets are one way. Routes can be lengthened
significantly by onevay systems, angdeople are often forced to use busy fast noving roads.
Twoway cycling is likely to be of even more benefit around the town centre, where cyclists are
likely to want to visit a diversity of local shops, cafes etcil®\farking and walking is sometimes an
option, where acycleis being usegs a mobility aid oto carry goods this may not be a viable

10 https://wheelsforwellbeing.org.uk/wgcontent/uploads/2017/11/v2Now2017.pdf



https://wheelsforwellbeing.org.uk/wp-content/uploads/2017/11/v2-Nov-2017.pdf

option. Most oneway streets have been made so in an attempt to deal with issues caused by
massive increases in traffom historic streets, and were introduced at a time when the needs of
people cycling was barely considered in transport planning terms. Contraflow cycling is very
common in several European countries and is becoming much more widespread in the UK. It can
help improve permeability and make cycling a real option for more people.

Cyclability maps

'ttt G0KS adNBSda adNBSe@SR KI @S 0SSy litablag®R ¢ A G
all) to red (only usable by very confident users). Maps for Newporaabus levels (from the whole

parish to the central area) are shown on the following pages. The next section addresses issues by
area and more detailed area maps are included in each section. An online version of tlbkamap

be viewed ahttp://tinyurl.com/cyclability
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Issues by area

This sectiortakes the town area by areghowing more detailed map extracts and describes some

of the key issues in specific areas. Identifying specific neighbourhoods within the town can be
slightly arbitrary, agar as possible sensible units bounded by main road have been used. In each
section some ideas for change are also outlined. Some suggestions of major projects that could be
brought forward, as well as cumulative small improvements, are outlined lateeineport.
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Gunville Road providessignificantbarrier betweenmostresidential streets in Gunville and
Carisbrooke, with high speeds and fairly high volumes of trdffiose in thestreetsto the west

need to useGunville Roadt to access rotes into Newport. Permeability within the estates to the

west is poor, with these being laid out as a series of longlewslacs that have no/low

pedestrian/cycle permeability between them. In the event of further development to the west,
some of these dude-sacscould be rejoined, possibly only as pedestrian and cycle links, shortening
journeys within the estates and to/from other locations. This could also facilitate access from areas
such as Ash lane to destinations in Newport without having to usembrst sections of Gunville

Road.




Carisbrooke/Newport West
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Carisbrooke High Street provides a difficult cycling environraedtis likely to be a significant

factor in dissuading residents of Carisbrooke Village from cydlivege is an offoad linkfrom

Priory Farm Lankeading into Newport, but accessing this from the village is very diffith#.route

itself is a useful link but width is substandard in places, surfacing is not ideal and barriers at various
locations cause difficultie§.he newerhousing estates to the north of the villagad extending

towards central Newport are generally more cyclable but with some key streets which are more
difficult.

Fieldfare Road is not idefr cycling It carries a relatively high amount of trafftcaffic calming
aimed at reducing speed and rainning also has a negative impact on cycbogsignificant
amounts of through traffic still uses the street. It is currently the only link through this estate for
people cyclingThe Finches and Nightingaled®l have a pedestrian link between thestich could
be widenedto provide an alternative, quieter roufdout would require land from an adjoining
property. A link here could create an alternative to Fieldfare Road.

It would appear likely that land at TaylRoad will be developed in the near future. Should this road
be used as a through route, consideration should be given to making Fieldfare Road access only.




However, it is also important to consider the potential for Mountbatten Drive and Sylvan Avenue t
become more heavily used as a through route if this road is opened up. However this road is
treated, an opportunity exists to create a safe cycling route along this section, either through not
using Taylor Road for through traffic or by creating a {ujgality parallel cycle route.

Wellington Road presents a permeability barrier between the estates either side. On various routes
north-southtravel along Wellington Road is required. The road is busy with buses and school traffic
at many times, carries aifly high volume of traffic at other times, has parked cars and traffic
calming which causes problems for cyclists and has carriageway widths that can encourage close
passing. The road also acts as a barrier to safe cycling to the three schools diemgihitsTotal

highway widthappearssufficient to allow for creation of protected cycling facilities which would
improve permeability and connect the schools into localrofid routes and quieter local streets.

The estates radiating from Mountbatten Deiand Sylvan Drive mostly comprise fairly cyclable
streets. The most problematic streets are Mountbatten Drive and Sylvan Drive themselves. These
combine to form a long distributor road, which also appears to still carry a moderate amount of
through traffic seeking an east/west route around Newport.

The older, southern part dflountbatten Drive is excessively wide and vehicle speeds can be high.
People travelling south have to cycle up a moderate gradient, which in combination with higher
vehicle speeds ahintermittent parked cars can make this section more difficult than it could be.
Some simple measures such as prohibiting parking on the east side of the road except in laybys and
marking a wide advisory cycle lane on the same side of the road couldhiy@ipve the situation.

Ideally the main carriageway should be narrowed, with extra space given over to a combination of
cycling and walking facilities. Carisbrooke College could usefully be connected to the Sylvan Drive
estates and associated afbad links via this street if its quality was improved.

An off road link exists parallel to the northern end of Mountbatten Drive and part of the eastern

section of Sylvan Drive. This route provides some benefit, however links with surroundaegy cul

sacs could beetter, being laid out for pedestrian rather than cycle access. The crossing of Sylvan
Drive is not ideal, with limited visibility in some directions. The crossing of Juniper Close is poor,

with cyclists having to cede priority to a very minor-detsacand change level. The route has a

buffer strip adjacent to the road, unfortunately this is not utilised for the level change at driveway
crossoversmeaning the shared pedestrian/cycle route changes level, even though the buffer zone

has adequate space farK S OKIl y3S Ay f S@St FT2NJ OSKAOf Saod !
the culde-sac and ends. It would appear the route was designed to continue and join Petticoat

Lane and then follow the route of Petticoat Lane into Newport. Howgdhere isno link between
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route makes little sense, since cyclists have tgone the carriageway at a point where no transition
is provided. In practice most will sply use the main carriageway.

The older, eastern end of Sylvan Drive provides the poorest cycling environmdms street with

fairly high volumes of traffic and high speeds (speeds in excess of the 30mph limfteggrently
observed. To some exterthis is mitigated by the parallel Petticoat Lane route, however access to
this route is poor. At the northern end it is gated with only a narrow access, unclear access from the
main carriageway and no signage to indicate it is a cycle route. The enellohtles has no formal

link to the route, but this would appear fairly easy to create. Birch Gardens does have a link which
could provide a usefudonnectorto Maples Drive/The Willows. Sycamore Gardens also connects

with this route, but via an ambiguousk which appears to only have public footpath status but

when approached from Petticoat Lane presents as part of the cycle route.

There is a link at the end of the Kitbridge Roadd=isac which appears to bmpen to people
cycling however this is cordured poorly for access, with dropped kerbs not aligning and chicane
barriers used as access control. This route was observed being used by multiple people cycling.

This then connects with a new shared path linking to Petticoat Lane. This route is imapedr

detailing which makes it unsafe in several areas. Transitions at roads are poor, with full height kerbs
in several places, frequent obstruction by parked cars, poorly placed traffic calming measures and
poorly configured and located bollards.

Thereis a short shared link from Hinton Road into the recreation ground and on to Westminster
lane. This is unusable by some cyclists due to the use of narrow barriers. It also includes a section
along a private road which is poorly surfaced and is only sifjpedthe Hinton Road end.
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Hunnyhill itself provides a poor cycling experience. It carries high levels of through traffic, often

travelling at speeds in excess of 30mph and has various other hazards. The steep incline makes the
position signifiantly worse travelling north. The surrounding roads are relatively cyclable (if steep

in some cases) but connectivity with other areas is via Hunnyhill. Highway width is limited, so
improvements would require significant changes to the function of theestguch as removing all
through traffic) or creation of a parallel norgputh route, for example between Hookes Way and
Medina Way, and linking into the existing street network, with creation of one or more safe east

west links across Hunnyhill for cywts.
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Staplers Road and Fairlee Road provide the boundary to the Staplers estates, and do not provide a

good environment for cycling. Most of the streets between these two roads are readily cyclable,
though Cross Lane/Halberry Lane is less thaalidrhe former railway line provides a useful traffic
free link into Newport and helps mitigate against the poor environment provided by Fairlee Road,
however, connectivity between the road network and this route is poor, and the route itself
requires upgades in various places. Improving these links could significantly improve the number
of trips Staplers residents make by bike. Permeability of the area is good on foot, but less so by
bike. A series of pedestrian links provide direct walking routes, rasdveral cases could

potentially be upgraded to allow them to be used be people cycling. A good example is the link
between Cooper Road and Halberry Lane. This would allow access between the former railway line
via Victoria Road or Gordon Road to mostheaf roads to the east with minimal deviation from a
direct route and only requiring cycling small section of Halberry Lane.




Barton & Pan
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Most of the streets on the Pan estate radiate off of Furrlongs, which provides a poor experience for
people cyclingwith fairly high traffic volumegparked carskerbside activitynumerous junctions,

often wide, and traffic calming which disrupts smooth cycling. At either end Furrlongs meets roads
which are even less suitable for cycling. Barton Road and Royal Eegrangle the other main

access, however sections of thisroute are@gne @ | yR Yz2aild 2F GKS NRdzi$S
terms of cycleability.

As a planning condition, the developers of Bluebell Meadows have to upgrade the existing

pedestrian only linfrom the Lower end of Furrlongs along the south side of the Coppins Bridge Car
Park and continuing to the southern end of Royal Exchange. If delivered to a high standard this

route could be a very useful additional link. The link itself needs to be ghastandard, as do

junction treatments and links to surrounding streets. In particular provision needs to be made for
people on cycles to be able to use Royal Exchange in both directions between Furrlongs and the
YySé NRdAzGSzI GKS {0 outeaeddsSodink properly intd tficRowd dentré,K S NJ
AYyOftdzZRAY 3 |y FLILIINRLINARIFGS ONRaaiAy3da 2F { i DS2NH
need to be designed to prioritise cycle and pedestrian access and surrounding streets need to be

well linkedin to the route.




Various oneway streets cause problems for cycle permeability:

Barton Road. This acts as a barrier between Pan/Barton and the town centre, as well as NCN 23. It
would be possible to remodel this road (with some laake from Barton Gree) to continue to

allow oneway vehicle access and two way cycling, and reconfigure the Coppins Bridge crossing to
allow cycle use.

Royal Exchange. Tweay cycling could probably only be safely facilitated for much of this road if
vehicle traffic volumes are dramatically reduced. While it provides a significant vehicle access to
Pan it is unlikely to be suitable. However, the section between the planned shaeegath
mentioned previously could be redesigned to facilitate safe-iway cycling, to allow # new link

to connect with Furrlongs.

Manor CrescentThe impacts here are local to the street in question, where residents have to
either push their bike (if they are able) or take an elongated route due to thenmerestriction.
Many residential strees of similar widths operate as twway streets, and it would appear that
two-way cycling could be permitted with a simple signed solution.

Thereis an existing linketweenManor Crescent and the Royal Exchange/Barton Road junction

which is used ppeopleon foot (and probably cycling) o6 dzi KlFa | ab2 /@&0fAy3
Royal Exchange end. This link is used for vehicle access and would appear to be suttgbliedor

The land is owned by Sovereign Housing Association and may have some hightgagithough it

is neither adopted highway nor a definitive right of wag.conjunction with tweway cycling in

Manor Crescent and Barton Road this could open up new links between the eastlof Pan and

the town centre and\ational Gycle Network.




Bluebell Meadows
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At the time of writing Bluebell Meadows was still under construction, so some aspects of the site
are unclear. The spine road through the g@odric Roads being laid out with a 3m wide shared

path alongside, however the utility of iiroute is compromised as it is interruptey multiple road
crossings, where it appears the track will consistently lose priority and in several cases sharp turns
are required to cross roads. Cycle permeability across the development and between the
devdopment and the adjacent Pan Estate appears to be limited teedlicle routes. Original plans

for Meadowside would have seen a filtered link hear allowing through access by cycle, but this has
now been redesigned and only a pedestrian link is providedréfwould still appear to be an
opportunity to create a cycle link here, and the ratianfdr its removalisunclear. The proposed
upgrade of the Garden Way to ffiongs link to cyclable standard has also been dropped. Again,
there still appears to be aopportunity to create this link in the future, as well as a link to Wellesley
Way. Collectively this has created a situation where the only cycle access points appear to be Pan
Lane (at a junction with very poor visibility) and Staplers Road. Ironiballyew link proposed

through Pan will not enable cyclists to reach the new estate.




Shide and St Johns.
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This area consists of a grid network of streets which are reasonably cyclable, bounded on all sides

by more difficult streets. Medina Avenue to the éasts as a ratun for drivers avoiding St
DS2NHSQa 2tFt@& FyR {{i DS2NHSQa ! LIINRIOK T2N) 22dz
are often inappropriate for what is principally a local residential street. This road used to be the

main road into wport, but when its function was replaced by a new road it remained open to

through traffic. As such it now provides a relief road for the relief road.

{0 W2KyQad w2lR YR {KARS w2FR If&a2 LINRBOARS Y2
compoundedby the fact they are on significant hills. To the north, Medina Avenue is fast moving
and heavily trafficked and provides a barrier to accessing the town centre area by bike.

The section of Medina Avenue which runs nestiuth could have traffic restraimheasures

introduced to reduce use of this road as a through route and slow vehicles down. The presence of a
builders merchant and car showroom on this stretch mean that some accommodation must be
made for access by large vehicles, but a scheme could fwelirded which would permit this

occasioml access while still restoring the character of the street to a primarily residential place.

This could be coupled with measures to modify the character of the eastern end offSiad®

give it a higher sense pface, reduce traffic speeds and improve the safety and convenience of the




cycle track crossing. This would connect the whole Shide area into NCN 23 through a safe network.
Connecting this zone into the town centre area is also important, and this cowddibeved

through creation of a safe route alongside Church Litten and modifications to the Medina Avenue
junction.

Nelson Road Estate
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Again, most of the residential roads in this zone are reasonably cyclable. Nelson Road provides

something of a barrienith traffic volumes and type of vehicle adversely affected by the presence
of the bus depot. Permeability within this zone is relatively poor, with a relatively low density of
streets and poor connectivity between them. One simple change that could iragtus is the
reconfiguration of the ElIm Grove filtered permeability scheme to allow cyclists to pass through.
Nine Acres lane could potentially be widened and upgraded to facilitate cycle access and two way
cycling could be facilitated in East View, $odtew and West View. Altogether this would improve
permeability, provide a significant trafffcee link and facilitate good connectivity with the town
centre area with minimal need to use Trafalgar Road.

The roads bounding this zone provide a fairly pexvironment for cycling. Castle Road is used as a
short cut buy through traffic, and is one way, restricting mobility for cycles. Whitepit lane could be
improved through use of more cyefégendly traffic calming and junction arrangements. Trafalgar




Roadcarries fairly high volumes of traffic, is emay in part and creates overtaking risk in a
number of places.
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Q1
Few streets in the centre of Newport offer a good level of cyclability and those that do tend to be

1 -

fragments, disconnected from oén cyclable street€One way streets causggnificant additional

problems andemove the option to ussome better quality cycle streets in one direction. Turn
restrictionsand other restrictiongprevent cyclists taking a direct rouie some areasReduing the
number of restrictions on direction of travel for cyclists is a key pairhpfoving the permeability
of the town.

A number of traffiefree cycling links are provided at the edges of this area, including National Cycle
Network (NCNYoutes 22 and3 which cross the town, one\l and the other NS.However the

ability to move around the town on leavirtgeseroutes, and the ability to connect between the
various routes is significantly hampered by the quality of the town centre environment.

NCN 22ises significant stretches of street classed as grade 4 or 5, overly compromising its ability to
act as an alabilities route. However, with changes to a few streets a revisedwast link could be
created, using Sea Street, Crocker Stréditl Streetand the quieter end of Foxes Road. This would




provide an improved NCN 22 route, better access between Carisbrooke and NCN 23, and improve
access from various locations into the town centre.

NCN23 has a better route across town, however it is compromisgddime poor junction
arrangements and narrow cycle lanes in the Coppins Bridge area and the narrow and intermittent
contraflow lane through Little London. Little London serves a highly significant purpose as a cycle
NRdzi ST @S0G GKAA& b deafoidédayiighrefoSgh griorily, with theishigh Nidffic

still being permitted and prioritised over people cycling. This area would benefit from a redesign to
provide a high quality walking and cycling environment befitting its high utility value and
harbourside status.

The central area would benefit significantly fraameduction inthe number of streets used for
through traffic movements, allowing the majority of streets to be treated as areas with high place
value, with motor vehicle use being restad to access only flrestriction or simply by design).

This would create a network of streets which could be easily cyiclgmtpvingaccess to the town

and also creatingew opportunities for through routes hese streets would also be generally more
liveable, and have the walking environment improved too.

Rural areas

Most of the rural roads in the area provide a very poor environment for cycling. The main roads
typically see moderate to high volumes of traffic and high speeds. Many have widths which
enmurage close passing of people cycling. There are several ways these roads can be dealt with:

1. Creation of cycle infrastructure alongside the road. This may be using adjoining land,
highway verge or through reducing the width of the main carriageway. Iressituations
sharing existing pedestrian space may be appropriate, but simply designating footways and
cycle routes rarely gives a result of the necessary quality to meet the needs of users and can
lead to a less safe and convenient environment.

2. Modification of the road to remove and/or slow traffic. This could include closing some
roads to through traffic, changing speed limits, narrowing roads etc.

3. Creation of parallel alternatives. In some instanceslégrnativeroute can be provided for
cyclists, foexample linking Wootton to Newport via the old railway line. However,
consideration needs to be given as to the directness and suitability of an alternative route,
and whether it serves all the same origins/destinations as the current road route.

Burnt Howse Lane and Blacklands Road are examples of rural lanes which are currently used as
short cuts or ratruns where through traffic might more appropriately be moved onto more suitable
surrounding roads, allowing these routes to be used for local accessngjaticling and horse

riding.




Cowes Road demonstrates the limitations of providing an alternative-cyate between two
settlements. The former railway route provides an excellent option for many cyclists moving
between Newport and Cowes, but for marhetdetour to use this route would be significant, and
Cowes Road also has a significant number of businesses and dwellings along and around it, which
the cycle track is unable to service. Therefore both routes are used by people cycling, despite the
poor environment Cowes Road provides.

Hospital/Riverway/Dodnor/College

This area is a major employment zone and significant trip attractor, yet cycling links to, and within
the area are limitedNational Cycle Network routg3 (NCN 23provides a good link beteen
Newport/Cowes and the eastern side of the zone, but the cycling environment from here on is
poor. The hospital is surrounding by roads hostile to cycling and there is no sensible cycling route
between the town centre and college and hospital. Roadsiadahe area are heavily trafficked by

a range of vehicles, including the largest HGVs.

A number of changes could be made to improve the situation, and open up cycle commuting to
work and college to many people in this area, allow hospital visits to lzkerbg cycle and also
provide links from surrounding residential areas.

1. New route from hospital to Newport Quay. A route could be created from the Bargemans
Rest, parallel to Medina Way, using land that currently comprises highway verge. This would
link thetown to the college, then onward to the hospital. Someerggineering of the B&Q
roundabout would be required to create a safe crossing for cyclists but there is ample space
to do this. The route could then continue alongside Medina Way as far as Kresttent,
providing links to the hospital and multiple points and a link to the prison estate to the
north of the hospital. Provision of a suitable crossing point could also connect the prison
and prison estates on the opposite side of Medina Way. Wighaboperation of the
hospital, an additional route could be provided from the B&Q roundabout to run parallel to
Dodnor Lane, providing improved accesgtemiseson Dodnor Lane, Daish Way, Dodnor
Park and Monks Brook.

2. Provision of a link between Monks Btoand NCN 23. Theute and Monks Brook ligithin
approximately 30m of each other. If agreement could be reached with the landowner a link
could be provided at modest cost, connecting this end of the estate with theatf
network.

3. Extensiorof the link between NCN 23 arigishops Way t@aish WayThis is a continuation
of the same right of way and an upgrade to this section would provide achiglity route
which is already clearly used on an informal basis.




Collectively these measures would makeaadlas of this zone accessible by cycle with minimal
need to cycle on the main roads. Further measures could be added in to increase permeability
further in the longer term.

HMP Isle of Wight

Following the closure of Camp Hill Prison, redevelopment ofiteeaad development of

surrounding land is anticipated in the future. The council has suggested this site could deliver 1,300
new homes and 6,000 jobs. As such sustainable transport links to and within this site are likely to be
highly important, but redeglopment like this also provides an opportunity to integrate wesldss

active travel infrastructure from the outset. Links with the town centre and existing main cycle
network will be vitally important. Development here could also provide an opporttoitypgrade

the existing prison estate roads and provide additional cgoleectionsetween the various

estates.

Parkhurst Forest

The forest is a kesite for outdoor leisure activities, situatesb close to Newport. It is a popular
place for leisure cyirig, but access to the Forest is very difficult. NeBibuth cycling around this
area has already been highlighted as an issue for other users, and measures to improve this
situation, if designed correctly, could also help provide improved links to thesEor

Key School Sites

Carisbrooke Schools

Carisbrooke has aumberof schools in close proximity, which according to recent planning
applications have very low numbers cycling to school (students and, stéfi)lack of safe routes
highlighted as a keyttor. Many of the surrounding roads are cyclable, and there is an existing off
road route from Priory farm Lane to Wilver Road, and plans f@vaGreenway providing a high
guality off road route between Newport and Gunville. One of the biggest batoergcling is
Wellington Road, where most of the schools are located, including two secondary schools. This road
could be reengineered to provide a greater sense of plabégh quality cycle route along its

length, and still maintain its role as a signdnt link for vehicle traffic. This would require a
comprehensive approach, butould appearachievablewithin the exiting highway boundaries and
would help tie together an extensive range of cyclable streets and off road routes.

Medina College

Medina Cdege and the adjacent leisure centre and theatre are served by amadf link from
Island Harbour and Newport Quay, though this link is unlit and designed for leisure rather than
utility use. The site is close to the old railway line and shared use abomgside Fairlee Road but
neither connects to the site without having to use Fairlee Road itself which provides a poor




environment for cycling. This restricts access to the site from Staplers, Pan and Wootton. There
appears to be sufficient highway viidto modify the section of Fairlee Road between Halberry lane
to create one way cycle tracks on either side of the road, linking to the entrance to the Medina
College/Leisure Centre.

One Way Streets
Newport has a high number of oreay streets, particuldy around the town centreThese form a
significant permeability barrier.
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Contraflow cycling cansuallysafely be permitted on one way streets. Depending on layout, traffic

volumes and traffic speed this can be with contraflow lanesamks or unconsained (using only
signage). In many areas tweay cycling in onsvay streets is now the norm, or is becoming so,
with exceptions for streets where there are real safety issues with contraflow cycling

The following table lists each one way streed outines the likely potential for introducing two

way cycling. It should be noted that this is not based on comprehensive survey or assessment of
these streets, but rather acts as a precursor to such work, suggesting which streets may be a higher
priority for further investigation.




Town Lane| Would require junction changes at South Street to permit two way operation

Manor Could be made twavay for cycles without contraflow lane

Crescent

Terrace Could be made twavay for cycles with or without contraflovane

Road

Whitepit Major barrier to eastwest movements around the south of Newport. Difficult to

Lane restore twoway cycling safely without removing car parkiBggnificant gradient to
cycle against traffic flow.

Banner Could be made twavay for cyaks without contraflow lane

Lane

Catherine | Could be made twavay for cycles without contraflow lane

Terrace

South View| Could be made twavay for cycles without contraflow lane or turned into «é-
sac with Eastiew becoming an access only lane/walking antliog route.

Scarrots Could be made twavay for cycles without contraflow lane

Lane

Castle Two way cycling could be introduced if traffic flows were reduced (to access of

Road levels) and breaks in parking were provided.

Pyle Street| A contraflow trackcould be provided in the west enthoughthe junction with
High Street may prove problematigarking may need to be modified/removed ar,
footways may need to be realigned.

Lugley Could be made two way for cycling, with contraflow lamerack.

Street

Royal Could be made two way for cycliiigthe top section to create a link to the planng

Exchange | new shared use route

Barton This would require widening at the junction witl@pinsBride Roundabouand

Road widening/conversion othe pedestrian cossing to a Toucan crossigarton Road
is very narrow, but only for a short section, with good visibility, and flows are lig
enough to allow for give and take between opposing flows.

Crocker Could be made two way for cycling with minoraegheering and removal of on

Street street parking

Orchard Could be made two way for cycling, though bus station area problematic. Sect

Street Church Litterpark could be made twavay, with continuation into the park.

St James | Cyclists can use conttafv bus lane which is not ideal but at least traffic flows ar

Street low. Lake of ability to continue to Upper BmesStreet is a problem. Upper St
James Street could be made two way with loss of parking. A partial solution w
be a contraflow cycle lane fmo Chapel Street, with removal of around 5 parking
spaces and relocation of loading bay.

Albert Could be made twavay for cycling without contraflow lane.

Street

Bignor Could be made twavay for cycling without contraflow langossibly combined

Place with footway improvements on Trafalgar Road.

Trafalgar | Could be made two way for cycling. Previous attempts have led to response th

Road the corner with St James Place is not safe, with large vehicles turning. Making

section to Bignor Place/Union Streetdway would improve the situation, and
allow for through cycling via Bignor Place and terrace Rdadiever, detailed




investigation of the junction in question may reveal solutions to allowéveay
cycling along the

Church There is ample carriagey width to retain the current number of traffic lanasd

Litten implementa two-way cycle tracko facilitate contraflow cycling and safe wittow
cycling Junctions would need to be remodelled, especially at the South Street

Hearn Unlikely to besafe for twoway cyclingvith current traffic flows and parking.

Street

Mill Street | Could be made two way for cycling if either closed to through traffic or traffic fl¢
substantiallyreduced.

Caesars | Limited options for safe twavay cycling due to bendand level of parking

Road provision.

West Section north of Cross Street could be made two way, especially if junction mqg

Street was remodelled and flows/speeds reduced slightly.

New Street| Section between Cross Street and Chapel Street could be madedyaevith
creation of short section of segregated contraflow cycle track. Section from Cr¢
Street to Scarrots Lane could be made two way with narrowed all vehicle
carriageway and contraflow cycle lane. Would benefit from parking switching s
in addition.

High Street| Two way cycling could be created with a major reworking of the street, based ¢
pedestriarrcyclemotor vehicle hierarchyOn street parking would need to be
removed. Should the lower High Street have vehicle traffic removed as part of
Newpat junction improvement works this would provide an ideal opportunity to
introduce twoway cycling to this stretch.

Holyrood | Could be made 2 way for cycling with loss of on street parking. Would also allg

Street space to widen footways




Improving pe rmeability

There are various ways the town can be made more cyclable by people of all abilities. A key part of
this is making changes to street design and use to rebalance streets towards people walking and
cycling. Various potential ways of doing this édeen highlighted throughout the report.

Measures might include:

Filtered permeability (restricting vehicle access but not walking and cycling)
Converting pedestrian only links to allow people to cycle as well
Allowing contraflow cycling in opgay streets wherever this can be facilitated

= =2 =4 =

Changing street layouts to keep through traffic to key main roads, allowing the
rehumanisingdf many town centre street
1 Addition of dedicated cycling infrastructure in key locations, particukddpgside major

roads.
1 Creating new links to allow shorter cycling distances or create safe access to new locations.
1 Ensuring new developments builid effective provision for cycling, design and constructed
to a high standard, to meet the needs of a whole range of typeyaing.




Appendix 1 - Physical Barrier Photo Survey

The following table shosthe most significant physical barriers, such as gates and bollards,
identified within the study area.

Meadowside/Wellesley Way.

Culde-sac had been used as
temporary entrarce to new
development. Later closed off
with bollards and more recently
fenced with no provision for
people cycling.

Carisbrooke shared path,
junction with Wellington Road.
Chicane barriers with 1.4m gap
and creating significant
accumulation of leaveand other
debris.




Opposite side of Wellington
Road, 1.5m between barriers.

Shared path from Hinton Road
into Victoria recreation ground.
Chicane barriers spaced 1.6m
apart but creating pinch point
<1.3m wide.




Filtered permeability at end of
Kitbridge Road. Chicane barrier
set <1.2m apart

Hazel Close. Shared path joins
road with no corresponding
RNRLIIJSR {SNDB I
speed hump in line. Triangle of
bollards creates difficult
environment to navigate, and
makes it difficult to approach
GNF Y fAySée G Ot
on.




Shared path junction with
Snowberry Road. Planning
Permission drawings show a
raised table at this crossing
point, which has not been built,
leaving full height kerbs both
sides of the junction. Nothing to
preventparking across the
junction. Offset triple bollard
arrangement adds a further
hazard.

Shared path spur to Snowberry
Road. Offset triple bollards
difficult to negotiate. No
dropped kerb provided to
transition to/from carriageway.


































