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Background

WSP has been commissioned by Bracknell Forest Council to develop a borough-wide Local
Cycling and Walking Infrastructure Plan.

Local Cycling and Walking Infrastructure Plans (LCWIPs), as set out in the Government’s
Cycling and Walking Investment Strategy, are a strategic approach to identifying cycling and
walking improvements required at a local level.

This LCWIP builds on the 2021 LCWIP for Bracknell Town Centre, incorporating work
undertaken on network planning and integrating the proposed routes within a borough-wide
network.

Schemes have been updated to recognise the step change in ambition expected from
central government following publication of Gear Change (2020) and LTN 1/20.

Key outputs from this LCWIP include:
> Primary and secondary cycle network
> Primary and secondary walking network
> Scheme concepts
> Prioritised list of interventions



Contents

This LCWIP is structured into six phases which broadly align with the first five stages of the
LCWIP process outlined by the DfT in the LCWIP technical guidance (2017).

This main report adopts this structure, with a summary of each chapter outlined below:

Chapter 1: Defining the approach
Outlines the methodology this LCWIP has adopted and its alignment with the DfT
recommended process.

Chapter 2: Information Gathering and Baseline Analysis

Presents the background information collected as part of this LCWIP including the extent of
existing infrastructure and analysis of potential walking and cycling desire lines. This chapter
also outlines findings from public engagement.

Chapter 3: Network Planning
Presents the primary and secondary walking and cycling networks and outlines how these
have been informed by the baseline analysis.

Chapter 4. Scheme Concept Development and Definition
Summarises concepts for infrastructure improvements on the identified routes that are
compliant with latest government guidance on walking and cycling infrastructure design.

Chapter 5: Investment Prioritisation and Cost Estimation
High level cost estimates for the infrastructure improvements proposed are provided

Chapter 6: Integration and Application
Considers how the LCWIP should be integrated into local policy, strategies and plans, as
well as possible practical application of outputs.



Chapter 1 — Defining the approach

To develop this LCWIP a project schedule, governance structure and geographical scope
were agreed during an inception stage in November 2021. The geographical extent of this
LCWIP reflects the Bracknell Forest Unitary Authority Boundary shown in Figure 1, whilst

also considering potential for cross-boundary connections with neighbouring local

authorities. Key population centres within this boundary include Bracknell Town Centre,
Martins Heron, Crowthorne and Sandhurst.

The agreed methodology for this LCWIP is summarised on the subsequent pages.

Figure 1 — geographical extent of this LCWIP
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Information gathering and baseline analysis

This LCWIP has collated information and data that can inform the development of a walking
and cycling network.

Existing infrastructure considered as part of this process includes; cycle infrastructure,
severance issues, local plan allocations, public transport provision and classification of
highways.

To ensure the LCWIP aligns with other strategic objectives in Bracknell Forest, relevant
polices such as the Bracknell Forest Climate Change Strategy, the Local Transport Plan and
the emerging Bracknell Local Plan have been reviewed alongside plans for future active
travel routes.



Identifying desire lines

A GIS model has been developed to identify potential new journeys that could be walked
and cycled. Census data and information on large, planned developments has been used to
determine trip origins (where trips start), whilst destinations incorporate employment sites,
schools, supermarkets, hospitals, GPs and leisure centres. The outputs of this model have
been presented alongside the DfT’s Propensity to Cycle Tool to show key desire lines for
walking and cycling.

Engaging with communities

A Commonplace engagement website was shared with residents, visitors and stakeholders

to capture views on issues by allowing users to place comments on an interactive map. The
site asked respondents to locate where issues were present, and where they felt investment
in walking and cycling infrastructure would be valuable.

Network Planning
Using the background data collected, a walking and cycling network for the borough was
developed that:
> Filled gaps in the existing network / infrastructure
> Served key desire lines not currently served, as identified by our spatial
analysis
> Considered feedback received during the public engagement

A primary network was developed that established links with high forecast active travel
flows. Whilst secondary routes were added to enhance overall network connectivity and
where they had been identified by stakeholders.

The primary walking and cycling routes were then audited in person by Bracknell Forest
Council using the Department for Transport Route Selection Tool (RST) and the Walking
Route Audit Tool (WRAT).

Scheme Concept development and Definition

The outcomes from the route audits were used to produce high level active travel
infrastructure options consistent with the latest government guidance contained within Gear
Change (2020) and Local Transport Note (LTN) 1/20.

The outputs of this exercise are summary plans for each of the identified primary routes, with
consideration given to suitable improvements that appear achievable given on-site
constraints.

Investment Prioritisation and cost estimation
High level cost estimates were calculated for the infrastructure proposals contained within
the scheme concepts. These were fed into a Multi-Criteria Appraisal Tool (MCAT) tool, which
ranked the schemes according to their alignment with agreed criteria, including:
> Forecast increase in walking and cycling
Catchment population
Existing infrastructure condition
Alignment with existing network
Road safety
Proximity to schools, employment and railway connections
Rural severance
Carbon/air quality
Cost effectiveness
Stakeholder support

VV VYV YV VVYVYV



Chapter 2 — Information gathering and baseline analysis

Overarching vision

Local Cycling and Walking Infrastructure Plans (LCWIP’s) are a strategic approach to
identifying cycling and walking improvements required at a local level. They enable a long
term approach to developing networks and routes and form a vital part of the Government’s
strategy to increase the number of tips made on foot or by cycle. LCWIPs are instrumental in
leveraging funding from the Cycle Infrastructure Fund along with other national and local
funding streams.

An overarching vision will help to determine how the Bracknell Forest LCWIP can define
desirable and achievable outcomes from an active travel and sustainable mobility
perspective.

This vision will guide the development, implementation and evolution of this LCWIP and
support the UK Government’s target that 50% of all journeys will be made on foot or by cycle

by 2030 (Gear Change, 2020), and Bracknell Forest’'s commitment to becoming carbon
neutral by 2050.

O
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Marketing cycling, wheeling and walking as a
healthy, sustainable and attractive travel choice

Improving, where feasible, walking, wheeling and
cycling infrastructure

Ensuring the needs of pedestrians and cyclists are
fully considered within new developments

Improving green infrastructure to make walking
and cycling more attractive.

‘ Improving safety for pedestrians and cyclists



Climate emergency

The transportation sector is the second largest source of greenhouse gas (GHG) emissions
in the UK, behind only the energy supply sector. Decarbonising our transport network is
fundamental to ensure the country is working towards its target to be net zero by 2050.

The DfT’s Decarbonising Transport (2021) paper states that passenger cars and taxis were
responsible for 55 per cent of domestic greenhouse gas emissions in 2019, a share that
remains almost unchanged from 1990. The paper also sets out a path to Net Zero, citing a
reduction in emissions from domestic transport as essential to meet the UK’s net zero
targets. One way of achieving this is by facilitating a mode shift away from passenger cars
towards zero emission modes like walking and cycling for shorter journeys.

Bracknell Forest has been involved in climate change action plans since the Nottingham
Declaration on climate change in February 2007. Emissions from all road transport and
domestic gas heating alone make up almost 60 per cent of Bracknell Forest’s total emissions
(BFC Climate Change Strategy, 2021), bookmarking transport as a key industry to target.

The case for walking, wheeling and cycling

A key component of the DfT’s transport decarbonisation plan (2021) is ensuring that public

transport, cycling and walking is the natural first choice for all who can take it. This strategic
priority is to be achieved by delivering a world class cycling and walking network in England
by 2040.

Embracing new modes of sustainable transport, such as e-cycles and other emerging
technologies will create opportunities to access longer journeys using active transport.
LCWIPs are an important component of using the built environment to promote health and
wellbeing.

It is particularly important that the 14% of households in Bracknell Forest without access to a
car (Census 2011) can access employment and education opportunities, key services and
facilities. Delivering improved active travel connections between key destinations will be
important in this regard. Reducing social isolation, especially for older people, and increasing
levels of community engagement can be supported by active travel as a means for people to
interact socially more often.

A Post Covid-19 opportunity

The national lockdowns that resulted from the Covid-19 pandemic caused a temporary
reduction in global emissions, with global daily CO2 dropping by 17 per cent at the peak of
the crisis. The closure of public transport networks and workplaces lead to a reduction in
urban traffic and many more people embracing walking and cycling as a leisure activity.
Continued home working and video conferencing as a result of the pandemic has caused
major changes to traditional commuter and business travel patterns which will save
thousands of tonnes of carbon. Meanwhile the proliferation of last-mile delivery vehicles on
our streets has created a new challenge.

DfT (2019) sees these societal changes as an opportunity to deliver a Covid recovery that is
low-carbon. Using innovative technology to cut delivery traffic and focus on harnessing
liveable places; communities that are so readily accessible by foot or cycle that it becomes
the most preferable transport option.

Bracknell Forest’'s Climate Change Strategy (2021) recognises the importance of
preserving the climate beneficial elements of the pandemic and have included it as one of
four principles for reducing carbon emissions.



National Policy Context

Decarbonising Transport (DfT 2021)

Sets out the Government’s commitments to reduce carbon emissions through investing in
walking and cycling networks with the aim of half of all journeys in towns or cities to be
walked or cycled by 2030. This will support their overall vision to achieve a NetZero
transportation sector by 2050.

Gear Change: A bold vision for cycling and walking (DfT 2020)

Sets out Government’s vision for delivery of far higher quality cycling infrastructure, focusing
on segregated cycle routes with local authorities being expected to deliver a step change in
the Level of Service for cycling and walking. It establishes “Active Travel England” that will
assess local authorities’ performance on active travel, with findings influencing the funding
authorities receive across all transport modes. The accompanying Local Transport Note 1/20
Cycle Infrastructure Design sets out new ambitious cycle design standards.

Cycling and Walking Investment Strategy 2 (DfT 2022)

Sets the ambition that 50% of all journeys in towns and cities should be walked or cycled by
2030. The strategy sets out how the government intends to target investment in active travel
through to 2025. The strategy supports locally targeted investment identified via LCWIPs to
connect people with places — creating vibrant, healthier and productive places and
communities.

Future of Mobility: Urban Strategy (DfT 2019)
Nine principles to address the challenge of transforming towns and cities to meet current and
future transport demands. Includes the principle that ‘walking, cycling and active travel must
remain the best option for short urban journeys’.

Everybody Active, Every Day (Public Health England 2014)

Indicates how the built and natural environment impact on the travel choices people make
and highlights the necessity for effective urban design and transport systems which create
‘active environments’ to promote walking, cycling and more liveable communities.

Clean Air Strategy (DEFRA 2019)

Outlines how achieving modal shift is key to delivering emissions reduction. LCWIPs have a
part to play in tackling the climate emergency by reducing emissions through the delivery of
walking and cycling options for journeys.

Inclusive Mobility (DfT 2021)

This document outlines best practice on inclusive design of pedestrian and transport
infrastructure. Inclusive design requires that the needs of all disabled people are considered
from the outset of any transport and pedestrian infrastructure. LCWIPs identify
improvements to build active travel networks and key routes fit for all users

Local Policy context

Bracknell Forest Council Climate Change Strategy (2021)

Supports wider national policy aims to achieve NetZero by 2050. Using four strategic
principles, the council plan to work with partners to reduce carbon emissions under the
council’s control and influence and lead community action against climate change.
Preserving the beneficial outcomes of the COVID-19 pandemic, preserving the natural
environment and working with schools and young people are key objectives to the strategy
which will assist Bracknell Forest's sustainable development.



The Local Transport Plan 3 2011 to 2026 (LTP3) (Bracknell Forest Council, 2011)

Sits within Bracknell Forest’s wider Sustainable Community Strategy (Bracknell Forest
Council, 2011), main objectives include preserving and enhancing Bracknell Forest’s green
spaces, improving accessibility to public services and the town centre and strengthening the
local community’s economic and recreational position. LTP3 sets out transport policies for
the LTA to focus on until 2026. These include: accessibility, streetscene, improving public
transport and taxi services, investing in active transport, public rights of way, parking, road
safety and air quality management.

Upcoming: The Local Transport Plan 4 (Bracknell Forest Council)
The upcoming LTP4 document will supersede LTP3, and this LCWIP will be one of a family
of documents that underpin LTP4.

Air Quality Management Areas (AQMAS)

AQMAs are areas identified by local authorities where it is predicted the national air quality
objectives will not be achieved. A Local Air Quality Action Plan is then put together with the
aim of reducing carbon emissions in these areas. Designing LCWIP routes to incorporate
AQMA’s will be advantageous to the Bracknell Forest Council’s Action Plan as reduced
traffic and/or modal shift to active travel will contribute to reducing carbon emissions while
improving air quality, public health and overall quality of life.

Two AQMA areas have been declared in Bracknell Forest and are presented below.

Locations Date Declared Pollutants

Area 1 The Bagshot Road

A322 Horse And Groom Nitrogen dioxide
Roundabout Downshire Way 09/02/2011 NO2
AQMA

Area 2 The Bracknell Road
B3348 And Crowthorne High | 09/02/2011
Street, Crowthorne AQMA

Nitrogen dioxide
NO2




Figure 2 — AQMA locations
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Socio-demographics

Mosaic Group

This map gives an idea of the demographics and typical lifestyles of residents in Bracknell
Forest by segmenting the population into groups with shared characteristics. According to
this dataset the town centre is populated mostly by rental hubs/transient renters; young,
single people renting shared households, less likely to own a car and would likely benefit
from active travel infrastructure provision. Further out towards the suburbs tend to have a
above average household income. South towards Sandhurst households typically consist of
families living in larger detached homes and higher car ownership.

o

I.I-:J Bracknell Forest

Dominant Mosaic Group
[T city Progperity
,‘ [ Prestige Positions
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Camberley, ] Urban Cohesion
- Rental Hubs

- ‘@

Growthorne Bagshot
/




Indices of deprivation

This map shows that areas closest to the station and in Bracknell town centre and residential
areas to the west of the town centre have higher indices of deprivation. Areas ranking 20-
30% are also in the rental hubs category of the mosaic map. Combining the IMD with this
suggests that the younger households living here are less likely to own a car and so would
benefit from active transport infrastructure.
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Review of existing conditions

Existing infrastructure

Figure 5 shows Bracknell Forest’s existing main transport connections. One primary road
and three A roads traverse Bracknell town centre.

In terms of active travel infrastructure, there is a small network of cycleways which focus
more on the residential areas on the periphery of the town centre. Some of these routes
overlap with Public Rights of Way as shared use paths, however these do not all comply with
LTN 1/20 design principles. They are not all holistic or visible in some areas and shared use
paths are not always the most appropriate provision.

Figure 5 — Existing conditions
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Severance issues

Although there are generally sufficient pedestrian footpaths in Bracknell there are a number
of severance issues. The current walking network is broken up by stairs to underpasses in
parts creating a barrier for some users. The railway line acts as a barrier and increases the
journey time on some north-south walking routes. The current cycle provision is both below
standard and not joined up meaning cyclists have to pass over the busy road network which
presents a lack of directness, coherence and safety risks.

The A roads and primary roads create severance for active travel users, particularly at
crossing points. Introducing new sparrow or parallel crossings will ensure there is a safe
segregated crossing space.

Although the underpasses reduce severance they also have safety disadvantages; including
perception of safety and accessibility restrictions for people with disabilities or pushing
prams etc. Opportunities exist to improve the underpass infrastructure as part of this LCWIP
as well as options for new crossing facilities.

Perception of safety

Safety and the perception of safety is one of the key reasons along with ability why people
do not cycle. There is a strong consensus that cycling under mixed traffic conditions
presents a high personal risk to safety. Segregated cycle infrastructure helps to break down
these barriers by providing separation from other road users on both links and junctions.

During the pandemic, cycling rates increased by 46 percent and a million more people
started walking for leisure. With quieter roads came increased confidence to cycle. Building
on this success, emergency pop up cycleways were rolled out in areas across the UK to
safely accommodate active travel users, and provide a greater perception of safety
compared to mixing with motor traffic. The LCWIP provides an opportunity to build on this
momentum.

Collision data

Figure 6 maps pedestrian and cycle KSls in Bracknell Forest in the 5 years between 2017
and 2021. Over this period there were 11 serious pedestrian collisions, 1 fatal pedestrian
collision, and 9 serious cycle collisions with 1 fatal cycle collision.

Pedestrian and cycle KSI collisions are generally dispersed around the borough, with a small
cluster of serious pedestrian collisions around Sandhurst. Both fatal collisions occurred on
high speed roads without pedestrian or cycle facilities.

Protecting pedestrians and cyclists from motor traffic movements through safe crossings,
junction upgrades and protected facilities forms a key part of this LCWIP, contributing to
road danger reduction. Collision data has also formed part of our appraisal of the active
travel routes identified, with routes with high levels of KSls prioritised.



Figure 6 — Collision data
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Stakeholder engagement

Commonplace consultation

To understand issues with the existing walking and cycling network and opportunities for
improvements, a Commonplace engagement was held from the 1st- 28th February 2022.
Council stakeholders, including Elected Members, and local people and interest groups
could navigate through the interactive map and leave comments directly at locations they
feel could be improved. Visitors could also ‘Like’ comments they agreed with.

The consultation attracted:

2,791 Visitors

2,653 Contributions

1,809 were agreements

842 comments

The maps below show that respondents were spread across the borough with issues and
opportunities identified in all areas.

Figure 7 — respondent postcodes
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Figure 8 — spatial distribution of Commonplace responses
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Key issues from the consultation

The Commonplace engagement highlighted several key issues which prevent people from
walking or cycling in the proposed area. Speeding vehicles was the largest issue highlighted
with around 345 of the 525 confirmed respondents citing speeding as an issue.

Difficulty crossing and high traffic volumes were the second and third highest issues for local
people. Implementing traffic calming measures is therefore a major improvement that should
be looked into.

Further issues preventing cycling included not having a protected cycle lane and congestion.
Focusing on implementing segregated cycleways where we can is another improvement that
could increase levels of cycling.



Personal security concerns and narrow footways were expressed as being off-putting factors
for pedestrians, particularly women. Developing walkways by improving streetlighting and
surveillance and widening footpaths would improve the feeling of safety for all users.

Figure 9 — perception of current issues
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Speeding vehicle and crossing difficulty hotspots

The comments provided allowed for a cluster analysis to be undertaken, which led to the
identification of groupings of comments in similar or the same locations. These maps show
the locations contributors felt concern about speeding vehicles and had difficulty crossing
roads. Interestingly, the locations perceived as being hotspots for speeding correspond with
locations that are difficult to cross. For both issues, there seems to be the highest cause for
concern around Temple Way and Wood Lane to the north west of the town centre.

This engagement has highlighted people have safety concerns in this area due to a
combination of high speeds and lack of infrastructure to support new development and the
proximity of schools; increasing the potential for accidents. There is also only one narrow
shared footway and cycleway on one side along the majority of the road raising safety
concerns.

The heatmaps have been a useful tool for establishing the areas in which the local
community identifies improvements are needed. This will help to prevent any local backlash
against the proposals.



Figure 10 — speeding vehicle hotspots
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Summary

The information collected as part of this stage of the LCWIP is referenced throughout the
document, as it informs the extent of the network, interventions and the prioritisation of
schemes.

Key findings from the information gathering are highlighted below:

POLICY REVIEW
> National and local policy closely aligns with Bracknell Forest’'s ambition to
create a high quality walking and cycling network.
> Latest government guidance on infrastructure design was applied

DEMOGRAPHIC DATA
> This data was used to shape the network and target interventions at areas
with a greater propensity to cycle, and where cycle infrastructure could play a
role in reducing inequalities.

EXISTING NETWORK
> The extent of the existing network was used to ensure that any proposed
interventions provided good connections to this network, and opportunities to
fill gaps were seized.

COLLISIONS

> Routes with high numbers of KSlIs were prioritised to support road danger
reduction.

STAKEHOLDER ENGAGEMENT
> Through engagement we were able to identify areas where residents felt
there were issues that walking and cycling infrastructure could address. This
informed the shape of the network and the prioritisation of routes.



Chapter 3 — Network Planning

Process for network planning for cycling
This section details how the steps undertaken in Chapter 2 have been used to develop a
draft cycling network for Bracknell Forest.

The stakeholder engagement helped to determine key areas where LCWIP development
can be used to resolve high carbon emissions and other social problems including road
safety and personal security.

A key goal in this stage of the LCWIP was to determine where the greatest propensity for
cycling exists — where targeted investment in infrastructure could generate the greatest
number of new cycling journeys.

The process for planning the cycling network is identified in the image below. The Propensity
to Cycle tool has assisted in identifying desire lines for cycle traffic for trips to help inform
network development, while the GIS LCWIP Model has analysed origin and destination data
relevant to Bracknell Forest.

/Tdentifying and clustering triph /Estahlishing desire lines Fur\ / Planning network and \

origin and destination points cycle movement identifying improvements




Stages for planning cycle routes

The flow diagram below shows the six stages to planning a cycling network according to the
DfT Technical Guidance for LCWIP design. Each of these stages were undertaken
throughout this LCWIP development process.

1) Identify origins and
destinations

2) ldentify cycle routes
connecting origins and
destinations

3) Identify strategic cycling
corridors

4) Map prioritised strategic
cycling corridors to most
direct existing routes

5) Undertake cycle route
audits

6) Identify key
improvements




Origin-Destination analysis

Current and future origins and destinations
The LCWIP Technical Guidance notes that identifying demand for a planned cycle network
should start by mapping the main origin and destination points.
In line with the guidance, census output areas were chosen to represent journey origins from
existing residential areas. Additional origins and destinations were identified as:
> Future housing and employment sites adopted in the Local Plan
Core tourism areas and attractions
Town, District, and Neighbourhood Centres as identified in the Local Plan
Current and proposed rail stations
Hospitals and secondary schools

VvV V V V

Cross-boundary journeys to/from outside of Bracknell Forest were also considered. We have
discussed cross boundary route development with Wokingham Borough Council and have
analysed connections with Maidenhead’s cycle network alongside this.

Figure 13 — LCWIP Mode‘l’ Flows
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Potential Cycle Network

WSP has built a GIS model for informing LCWIPs, which is customisable depending on local
assumptions applied. This model compensates for the limitations in the PCT by allowing the
latest origin and destination data to be input and applied to a custom network. This gives us
an indication of potential demand for cycle and walk trips beyond the commute and the
school run, and also takes into account potential demand from housing built since 2011 and
housing planned from the future.

In brief, this model has looked at how many people live in the area, employment centres and
future developments and calculated the potential amount of cyclists travelling between these
origin and destination points. This gives an indication of where on the network there may be
suppressed travel demand for walking and cycling trips, and/or potential future demand.

The town centre has high cycle potential with between 2,001 and 5,788 journeys shown. The
A329 and Park Road are key potential cycle routes into the town centre form the east and
Peacock Lane and Mill Lane could support the majority of cycle journeys from the west, with
between 851 and 2,000 cycle journeys per day potentially travelling along Peacock Lane into
Bracknell Forest from Wokingham.

Propensity to Cycle Tool

The Propensity to Cycle Tool (PCT) was developed on behalf of the DfT between 2016-
2019. It is a web-based tool designed to help authorities plan cycle networks, with LCWIPs
in mind.

The PCT helps identify desire lines for cycle traffic for trips to work and to schools. It can
also help inform network development, as its outputs can be configured to be applied to the
existing network, giving ‘heat maps’ of indicative demand.

It is based on data from the 2011 Census, which is then manipulated and uplifted to
represent a number of future scenarios, showing potential cycle demand patterns. The “Go
Dutch” scenario was modelled here. This looks at the distances between homes and
workplaces and applies Dutch willingness to cycle to these, imagining how many additional
trips could be cycled if there was Dutch-style cycle infrastructure in the UK and Dutch levels
of willingness to cycle.

PCT - school trips analysis

The PCT output was overlayed on the location of schools in the Bracknell Forest region
(shown in blue dots). Under the ‘Go Dutch’ scenario, this map shows high potential for a
joined up cycle network that will support cycling to the majority of schools in the area.
Journeys could also be facilitated between Bracknell and surrounding towns including
Sandhurst and Owlsmoor.

The thicker lines show areas with the highest propensity for cycling. The majority of these
are within the more residential and urban parts of Bracknell and along Waterloo and
Sandhurst Road in Crowthorne, which is in close proximity to Wellington College.

The map shows that the LCWIP has strong potential to encourage a modal shift to cycling
and provide beneficial impacts to the health and wellbeing of children by cycling to school.
Few schools are not reachable by PCT networks, however they are all nearby potential
cycling corridors meaning there will be potential for future expansion of these routes.



Figure 15 — PCT flows and school trips

Route development process

Having determined areas where demand is likely highest the next phase of the process is to
identify real world routes that can accommodate these desire lines. For example, via
existing roads or paths, or identifying opportunities to create new routes.

The importance of each link and route needs to be understood in terms of their overall
significance in the network — this will largely relate to the numbers of cyclists that each will

cater for in the future.



The following hierarchy was therefore applied to the links in the network:

> Primary routes are generally those which align with the agreed desire lines, and are
therefore most likely to cater for the highest level of existing and forecast flows.

> Secondary routes are those with lower expected flows of cyclists, generally those
links that connect to specific attractors such as schools, colleges and employment
sites, or which add to the density and the connectivity of the overall network;

Figure 16 — Primary and secondary cycling network
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Additional cycling and walking routes

The accepted process for developing the cycling and walking network as part of an LCWIP is
as described in this document. However, there are some limitations to this approach. The
Propensity to Cycle Tool for example relies on mode of travel to work data from the 2011
census which is now out of date. Other formulae and algorithms developed to assist with
forecasting walking and cycling flows between origins and destinations can also overlook
local conditions and requests from residents.

Bracknell Forest is also unusual in that it already has a developed network of cycle routes.
While some of these routes include full segregation between pedestrians, cyclists and motor
vehicles, many provide a shared path for those walking and cycling. The extent of this cycle
network is such that many residents want to see it extended to cover as much of the
borough as possible.

A gap analysis of the current cycle network has been undertaken to identify any obvious
missing links. A list of additional infrastructure was included in Local Transport Plan 3. Over
time many of these schemes have been delivered by the council’'s Highway Engineers
funded by the annual Capital Programme, but some schemes still await funding.

In addition, new development in the borough can also influence demand for new or improved
walking and cycling links. While many of these are delivered directly as part of the
development, or using funding secured from the developer in planning agreements, some
additional infrastructure requires Council provision.

So in addition to the network identified by the LCWIP process, the following table and map
show the additional routes the Council is seeking to deliver, when funding allows.

Route Route description Type of scheme Justification
Reference
BFC1 Longhill Road / Chavey Down Traffic management To cqnnect the Camation Drives estate to
the wider cycle network
BEC2 South Road / Owlsmoor Road Path improvement and traffic | To connect the communities of Crowthorne
management and Owlsmoor
BFC3 veovil Road / Branksome Hill Road / Traffic management To link from Owlsmoor to The Meadows
College Road
BFC4 Crowthorne Road (Sandhurst) Shared walking/cycling path ;(;t?(:(;vme a cycle link to Sandhurst rail
BECS Nine Mile Ride (Golden Retriever Conversion of footpath to allow|To connect the Bucklers Park development
junction to Coral Reef) cycling to The Look Out and Coral Reef
. N . ) Provides cycle route connecting schools,
BFC6 Ringmead (Quintilis to Inchwood) Shared walking/cycling path lesiure and shopping destinations
. . ) Provides cycle route connecting schools,
BFC7 Ringmead (Oakengates to Vandyke) |[Shared walking/cycling path lesiure and shopping destinations
BFC8 Woodenhill Shared walking/cycling path Mlssmg.llpk for wider cycle network
connectivity
BFC9 Deepfield Road Traffic management Missing link for wider cycle network

connectivity



Process for network planning for walking

Similarly to the cycling network plans, the information gathered in Chapter 2 was used to
develop a draft network plan for walking, with core walking zones and key walking routes.
The draft network was presented to stakeholders, amended and then used to determine the
relative importance of different routes and thus which routes to audit and develop
infrastructure plans for.

A key goal in this stage of the LCWIP was to determine where the greatest propensity for
walking exists — where targeted investment in infrastructure can generate more journeys on
foot.

The methodology for developing the network plan for walking is shown below.

'/Identifying and clustering trih /-Es[abl ishing walking mutes\ K-ﬂ\uditing the main routes anu;\
origin and destination points and core walking zones identifying barriers

L\




Stages for planning walking routes

The following section maps the journey taken to develop our proposed walking routes.
Various models have assisted our design for Bracknell Forest's LCWIP. These have been
mapped alongside the Commonplace consultation reports so that we can ensure
infrastructure is developed where the community need it most.

1) Identify origins and
destinations

2) Identify walking routes
connecting origins and
destinations

3) Identify core walking
zones (CWZs)

4) Identify key walking
routes that serve the CWZs,
barriers and funnel routes

5) Undertake walking route
audits

6) Identify key
improvements




Potential walking network
Following the methodology outlined within Network Planning for Cycling, the GIS model was
also used to identify potential key walking route locations.

Figure 17 shows roads within Bracknell Forest’'s CWZ'’s that have the highest potential to be
walking routes. It is acknowledged that not every road or path on the network will be
walkable (as some roads don’t have footways etc.). For the purposes of modelling this is
okay as the model’s purpose is to identify potential demand, which includes suppressed
demand due to lack of facilities. Where footways aren’t present, this will likely be identified
during the audit stage in any case.

The model highlights some key areas with high walking potential. This includes Wood Lane,
connecting Binfield, a key origin point, to Bracknell. This road is also currently surrounded by
green space presenting a pleasant route for walking.

Other roads with high walking potential include Millennium Way to the North of the town
centre and Market Street, which cuts through the town centre.

Routes marked in blue, have low potential for walking as there are few origin and destination
points in these locations. As such these routes will not be prioritised in the proposed plans
because they will not support additional pedestrian journeys.

We are also consulting with Wokingham Borough Council to integrate walking routes
between the two boroughs.



Figure 17 — GIS Model, highest potential walking routes
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Identifying core walking zones

Core Walking Zones (CWZs) are defined in the LCWIP guidance as:

“Areas consisting of a number of walking trip generators that are located close together-
such as a town centre or business park.”

It states that within CWZs, all of the pedestrian infrastructure should be deemed to be
important, i.e. the pedestrian infrastructure within CWZs (and connections to surrounding
areas) should be of a high standard to support and encourage more walking trips.

An illustrative representation of a Core Walking Zones is shown below. This diagram shows
the typical characteristics of a CWZ, which includes a minimum diameter of 400m (~5 min
walk), and key walking routes radiating up to 2km radius from the CWZs.

2km radius from Core Walking

Core Walking Zone Zone

Minimum 400m
diameter (~5 min
walk)




Figure 18 — core walking isochrones
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Key walking routes

The CWZs represent the focal points for pedestrian journeys within Bracknell Forest, and
therefore the starting point for mapping walking routes is to identify those that serve these
CWZs.

For this first iteration of the LCWIP, Walking Routes were considered those main pedestrian
routes within CWZs as well as routes connecting to the CWZ (up to 2km in length). Public
Rights of Way (e.g. through local areas and connecting to primary routes) were added to
increase the coverage in and between urban areas. They were also added within each of the
key villages as identified in the scoping report. As recommended by the DfT the routes were
prioritised using the definitions shown below.

Primary Walking Routes: busy urban shopping and
business area, and main pedestrian routes

Secondary Walking Routes: routes through local
2 areas feeding into primary routes, local shopping
centres etc.

Public Rights of Way: Established routes through
3 private land that are open for public use.



Figure 19 — Primary and secondary walking network
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Chapter 4 — Concept development and definition

Route selection tool

Once the network plans were updated following stakeholder comments, the final selection of
primary routes were considered for auditing. Due to resource limitations, secondary routes
and some primary routes could not be audited by the LCWIP project team. A subset of
primary routes for audit was selected based on stakeholder feedback and discussions
between WSP and BFC.

Audits were undertaken by trained WSP personnel visiting each route corridor on location

using the Department for Transport’s Route Selection Tool (RST). The tool was used to

assess the suitability of a route in its existing condition against the core design outcomes:
> Directness

Gradient

Safety

Connectivity

Comfort

V V V V

The process of scoring routes against the criteria in the RST identified issues (e.g. cyclists
mixing with too high volumes of traffic) which informed the identification of infrastructure
solutions (e.g. segregated infrastructure). The RST also identified critical issues at junctions
to be addressed with infrastructure changes.

Use RST to
assess suitability
at each stage

Identify the most Is the route Can it feasibly be Is there a suitable
direct route suitable? made suitable? alternative route?

Add to LCWIP network map and proposed interventions list

Walking route audit tool (WRAT)

The WRAT process considers the needs of all users, including vulnerable pedestrians, such
as those who are older; visually impaired; mobility impaired; hearing impaired; with learning
difficulties; buggy users or children. The process of scoring routes against the criteria in the
WRAT identified issues (e.g. lack of crassing points) which informed the identification of
infrastructure solutions (e.g. new zebra or signalised crossings).

Audits took place in Summer 2022 with staff from BFC, they accompanied WSP staff during
an initial training session where they were given the opportunity to observe and undertake
audit activities. As a result of this, BFC staff became more confident in their knowledge of
the process and gained the ability to undertake audits independently.

The majority of audits for cycling routes were undertaken by WSP and BFC personnel using
bicycles, which provides a more accurate perception of the conditions along the route and
challenges / issues that are present for cyclists that currently use the route. This



subsequently assisted in developing infrastructure improvements that are bespoke to the
issues present on each route.

Once route audits were complete, infrastructure improvement plans were developed for
walking and cycling. The improvements identified in this report are high level only and have
not been taking through to design stages. The following pages provide an overview of the
varying infrastructure improvements which have been considered for Bracknell Forest.

Local Cycling and Walking Infrastructure Plan: Walking Route Audit Tool (WRAT)

. = Good quality provision = Adequate provision . = Poor provision
. Attractiveness | | Comfort | | Directness | | Safety .| Coherence
* Maintenance * Condition * Crossing * Traffic volumes * Dropped kerbs
* Fear of crime * Footway width locations * Traffic speed + Tactile paving
* Traffic noise * Crossing width * Desire lines * Visibility
* Lighting * Parking * Gapsin traffic
* Waste / refuse + Gradient + Layout

Side road improvements

> Side roads with large turning radii / junction mouths encourage vehicles to turn at
high speed. They also increase crossing distances for pedestrians.

> Building out footways is one way to reduce this turning radii and slow turning
vehicles.

> Add dropped kerbs and/or tactile paving where missing

> Additionally, a continuous footway can slow vehicles further and provide priority to
people walking or wheeling.




Cycle track infrastructure

Protected cycle tracks can be designed as kerb separated, stepped, or as footway level
cycle tracks. However all three types provide a level of separation between cycle traffic and
motor traffic / pedestrians

Other key features of cycle tracks include continuation / priority over side roads and bus stop
bypasses (the continuation of cycle tracks behind bus stops). Examples of this are shown

wsite.

Finding space for cycling
The diagram below shows the absolute minimum width requirements for cycle infrastructure
according to LTN 1/20.

Absolute minimum cross-sections

One-way stepped cycle tracks Two-way stepped cycle track




To accommodate this within the carriageway, designers will often consider the removal of
central hatching, turning pockets, parking or traffic lanes, or consider narrowing traffic lanes.
Shown opposite is an example from Waltham Forest, where central hatching, a turning
pocket and a staggered signalised crossing have been replaced with protected cycle tracks
and a straight across crossing.

Signalised crossing point
Installation of new signalised crossings or improving existing signalised crossing by
increasing the green time and/or repairing audit aids.

Where cycle facilities are aligned, they should compose parallel crossing points for
pedestrians and cyclists as opposed to toucan crossings. Otherwise, these should be simple
pedestrian crossings for example puffin crossings.




New zebra / parallel crossing

New priority crossings to separate pedestrians and cyclists. Where these align with cycle
facilities, these should be a combination of parallel and zebra crossings as pictured above.
Where these have been proposed to replace existing uncontrolled crossings with traffic
islands, this will remove pinch points for cyclists on the carriageway.

Whether a crossing should be a zebra/ parallel crossing or a signalised crossing should be
investigated further at the feasibility stage.

Traffic calming

Cycle friendly calming features in streets and/or reducing speed limits to safe levels for
cyclists. Narrowing traffic lanes and carriageways using planters or raised pavements are
common examples. Additional measures include parking restrictions, resurfacing and gulley
cover replacement.

Some traffic-calmed streets may also be suitable for contraflow cycling (either with or without
cycle lanes).

Speed cushions should be avoided if possible.

Traffic filter

A traffic or modal filter is a restriction on general traffic that does not apply to those walking,
wheeling and cycling. These are often enforced with physical measures such as bollards,
planters or kerbs.

Filters can be used to remove through traffic on specific streets, or can be used on a more
area wide basis as part of a low-traffic or ‘liveable’ neighbourhood. These measures
discourage travel by car, reduce exposure to noise/air pollution and create a safer and more
comfortable environment for walking and cycling.



In some cases it will be considered desirable to maintain access for local buses or
emergency services. In London open filters can instead be camera enforced, with fixed
penalty notices issued to users not permitted to pass through the filter. Camera enforcement
also allows for timed operation and the ability to allow access to resident permit holders.
Local authorities outside of London are not able to enforce moving traffic offences in this
way, however, the government has said it intends for local authorities to be able to apply for
these powers soon.




Existing cycle infrastructure examples in Bracknell Forest

Walking at cycling priority at side road at Threshfield



Walking infrastructure improvements

Maintenance

Where this is highlighted as an issue, the route likely requires immediate maintenance to
bring it to standard, and it may be that a longer term programme of maintenance needs to be
developed in order to ensure that this route is maintained to a standard commensurate with
its importance in the active travel network.

Increase Surveillance

Increased surveillance can increase both the perception of and actual level of safety for
users. This can be through technology, such as CCTV or ‘help’ points, or natural surveillance
such as that afforded by good sightlines (which could be linked to maintenance), higher
levels of activity, additional access points and permeability, or police patrols where deemed
necessary.

Place-based Interventions (Greening, Streetscape, Seating Etc)

These are measures that enhance the look and feel of an area, including tree planting, street
art, paving, seating, and other features to make public spaces more attractive. This is likely
to be very bespoke to each area where required, but can be as simple as planting, such as
trees or rain gardens (perhaps as part of Sustainable Urban Drainage Systems), or could be
significant changes involving use of materials, sculpture, art installations, or water features.

Footway Widening

While minimum footway width guidance has changed over the decades, Transport for
London’s Pedestrian Comfort Guidance is based on the level of comfort that width provides
to users, rather than generic recommendations. However, widening the footway can be
problematic, particularly where superfluous carriageway doesn’t exist. Where this is
recommended, it may be most feasible where undertaken alongside cycle schemes which
also require significant changes to the highway.

Parking Controls

Where indiscriminate parking creates an issue for pedestrians, this could be due to various
issues and a bespoke solution is likely to be required. This could be through provision of
dedicated bays on carriageway, appropriate parking permit schemes, or perhaps greater
enforcement of existing restrictions.

Crossing Points

To ensure the safe crossing of pedestrians, it is important to use desire lines to reduce the
length of time a pedestrian crosses the road. These allows the pedestrian to take the most
direct path. To do this signals are improved and islands/pedestrian refuges in the middle of
the road are removed, prioritising the pedestrian and their continuous movement over motor
traffic.

Changes can also be made to other junction types such as roundabouts that may not offer
facilities for other road users at all.

Wayfinding

This intervention encompasses all of the ways in which road users orient themselves and
navigate from place to place. Wayfinding improvements can be as simple as directional and
distance signage at key junctions but can also include large maps or interactive screens;
these are becoming increasingly popular in town centres.

The following improvements can also be defined as wayfinding interventions:



Speed Reduction Scheme

Speed reduction schemes need to be self-enforcing using methods that are geographically
specific depending on the location. Popular enforcement methods include using cameras to
monitor average speed limit zones or physical traffic calming measures such as planters,
parking controls and reduced kerb radii. These also change the fundamental purpose and
feel of a street.

Visibility Improvements

Another place-based intervention is maintaining the natural landscape to prevent it from
becoming an obstacle to pedestrian access. Cutting back overgrown vegetation near
crossing points and on tight corners can help to improve pedestrian visibility

Dropped Kerbs/Tactile Paving

Dropped kerbs ease the pedestrian journey by levelling the footway and carriageway. They
are essential for ensuring the walking network is accessible for wheelchair users by
providing them with a safe and coherent crossing space. Tactile paving also helps people
with sight impairments understand the street and crossing points.

Tactile Cones At Crossing Points

Tactile cones at crossing points are a further intervention that significantly improve the safety
of junctions and crossing points for the visually and hearing impaired. They work by alerting
the pedestrian it is safe to cross with a dial beneath the signal box that spins around when
the light turns green (see image below).

It is very important that tactile cones and tactile paving are present, correct and adhere to
standards as they communicate to visually or hearing impaired pedestrians information
about the environment they are in.




The case for prioritising women’s safety

Academic research has identified that women experience the highest levels of fear of crime
when walking alone particularly in dark or isolated spaces. This fear of crime can become a
major barrier to women switching to active transport so it is necessary to address this in
LCWIP design.

Violence against women has gained significant media attention over recent years. Attacks
against women including the murder of Sarah Everard in 2021 have increased awareness
about the perceived risk women and other minority groups experience when travelling.

Response to women'’s fear of crime has been slow however councils across the UK are
starting to gain more awareness and take actions to reduce the likelihood of harassment
against women and increase the perception of safety. In response to recent incidences, the
UK Government announced £25 million for better street lighting and CCTV; Women's Safety
Charters are being adopted by many workplaces and numerous council are announcing
additional funding to help make venues and public spaces safer for women at night.

Types of improvement

When designing urban environments with women's safety in mind, spaces which improve
the ability to see and be seen, and provide refuge or escape are most desirable (Stark and
Meschik, 2018). With this in mind, open spaces that are well lit would improve women's
perceptions of safety. Alleyways or pathways with high walls would be considered isolated
and may increase women'’s fear of crime.

Street Lighting

Streets should have sufficient lighting that illuminates the pavement and allows pedestrians
to see a far distance ahead. 85 per cent of women believe better lit streets help improve the
feeling of safety. Street lights should not be placed directly beneath trees as they can cast
the light downwards reducing onward visibility when directly underneath it.

Where they cannot be avoided on the street network, subways should be made as light as
possible so that the exit is always visible.

Surveillance

The presence of CCTV cameras can improve women's feeling of safety. 78 per cent of
women believe increased CCTV coverage in public places would make them feel safer when
walking at night (YouGov, 2021).

Streets that are overlooked by windows and front doors also help women to feel safe and
can reduce the risk of crime.

Pedestrian Priority
Using zebra crossings where possible and ensuring crossings are as direct as possible
prevents pedestrians from waiting at crossings for undesirable lengths of time.

Widening Footways

Widening footways helps to improve prospect and offers more space for pedestrians to
spread out on the network. This increases the feeling of safety as women will not be forced
into small or isolated spaces with strangers whilst walking.



Cross Boundary Routes

Wokingham and Bracknell

As shown in Figure 20 we engaged with Wokingham Borough Council to ensure cross-
boundary connections have been considered and developed in partnership.

We have been focusing on improving access to Wokingham’s strategic development location

from the Bracknell side and the housing development on the South Wokingham Distributor
Road as part of the LCWIP development.

Primary Network:
> London Road

> Wokingham to Bracknell Greenway

Secondary Network:
> Nine Mile Ride
> Dukes Ride
> New Wokingham Road

We will continue to engage with Wokingham Borough Council on further iterations and
evolution of this LCWIP.

Figure 20 — Indicative cross boundary routes
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Scheme Concepts

Cycling
The cycling network outlined over the previous slides has been developed further, with
indicative concepts developed for each cycle route.

In developing these concepts a high-level assessment of constraints such as carriageway
width, traffic volumes and existing infrastructure provision was made to inform the design of
possible interventions. Each route was cycled by a trained auditor, who completed a Route
Selection Tool (RST), as specified in the LCWIP technical guidance issued by the DfT
(2017). RST outputs were used to highlight issues that scheme concepts should address,
and suggest initial interventions that could be considered.

More detailed scheme concepts for each route were then developed, with designs that were
compliant with the latest government guidance on cycle infrastructure design (LTN 1/20).

These indicative scheme concepts are outlined over the following pages.
It is important to note that at this stage scheme concepts are high level and indicative. Each
scheme will need to undergo feasibility testing, stakeholder engagement, and detailed

design.

As part of this process schemes will be consulted on and resident feedback incorporated into
any final scheme.
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Upgrade existing off roac s
war track for cydlsts

Ellestield Avence |
Candider protected cyde facility and introduce bus
stop bypasses and contimuous crossings 3t side
raads

Paacock Lane / Osprey Avanue
Optin 1 - Remadel as a compact
roundabout with parallel crassings and
tighter geametry at each of the arms.
Option 2 - Provide new parallel crassing
paint an the southern arm (Osprey +
Avenue)

Peacock Lang
Imprave defineaticn b

| Twins Roundabout

{impreve delineation between

| pecestrian space and cycle tracks

| using signage, markings and coloured
surfacing

een pedestrian
0 provide footway level

‘ e
'LW‘\\)
et

Remove gate and replace with removable bollard. |
enplement dropped kerb, cyde markings and
wayfincing signs

Peacock Lane / Harrler Way
Seduce junction radi and
Imprave visibility af off.ro:
facility at junction

| et Lane ott.coad cycle facility
, . improve delineation between pedestrian space and cyce
& . Ellesfield Avenue Roundabauts s wsing signage, markings and coloured surfac
Paacock Lane / Sparrowhauwk Way junction o AR A improve surfacing and review Ighting and passive
Remodel roundabout ta prowde sgnalised

cydle priceity or Introduce paral

rossings 3t junction anms and allow coanection ta erssings on junction an, AR
protected cycle track
Key
Clear vegetation on off-road facllity. L __ i
o —_
s ™ Protected cycle facitty
N\ Shared use foatpath/cy

Off-road cyde factity

| Peacack Lane

| Provide two-way protected
Flans submitted as part of housing cevelopment on Wokingham side of the order
|fara shared use path to the junction of Waterioa Road and Peacack Lane which

| continwes on the northern side af Peacock Lane before crassing back to form a

| shared use path on the southem side.

z
| However where pozsibie, provide tao way protected cycle track on the nerthem Maje Ko ket (]
|ice.

Quietway flaw traffc, 20mph

cle track an northern side of Peacock lane.

New | Impeoved crossing.

Minor junction impravement

Binfleld Road / Temple Way | Binfield Rosd shared use

roundabout hared use path upgrades induding vegetation

Provide parallel arossings at junction | learance, review of Ighting and delineation between |
arms and tighten [unctian geametry space and cycle tracks using signage and

| markings.
Temple Way L =
Upgrade shared use to provice stepped cydle track alonggde footway on
both sides of the camiageway. Remoxe centre hatching and tuming

| pockets to provide space.

Framptons Bridge Roundabout
A Remodel 35 a compact rouncabaut with ¢
tighter geometry.

e crossings and

| Pravide continuous crossings / cyde priority at side raad juncticns and
provide bus boarders { bypasses at bus stops. Reduce speed limit to
|30mph.

= = = = | Binfield Road

| shared space connecting off road path 1o

| lunction improvements at Framptans Brdge
| Raundabout. SRR

Potential off.raad fadlity running parallel to Temple Way and connecting
to Temple Way via Wood Lane.

This would require a review of lighting, continuous crassings and priarity
|at sice roads (Aunstantan Drive and St Gearge’s Park], s well a5

| barrier/boitard removal and improved delineation between pedestrians
and cyclsts

Upgrace traffic idand
crassing {zebea) :

Temple Way / London Road
roundabout
1 Prawde parallel crassings at

Juncticn arms and tighten junctian
seometry
StMark's Road / London Road junction | tngs
Upgrade sgnalised [unction with cyde fackities to | " e
enable cyclists to tum into St Marks Raad I i
London Road

Link with Wokiagham LOWIP Loadon

Raad Scheme

| Upgrade shared use to provide stepped cycle track alongsice
| foatway an both sides of the carriageway. Remove centre
| hatching and tuming packets to provide space.
Pravide continucus crassings / cyde prianity at side road
oy

| Juncticns and provie bus bioarders / bypasses at bus stops.
Reduce speed limit to 30mph. ey
| Protected cycle facllity —
| London Road / Joha Nike Way
| Prow Ie bypass and continuous crossing for sauthbound Sharnid ras fookpativeydasay —_—
| cyehtsts acrass entrance to Shell gaage.
grade parallel crossings o b ssings and pravide all cyde Off.road cyde facility —
/ pecestrian stage.
| Upgrade tstands and remowe unnecessary dutter e g. guardr Quietway {low traffic, 20mph roads]
= > New { Improved crassing &
[Potentat off-road route via tancon Roac to avaid interactian with roundabout. —— Minor junction mprovement &
would recuire an underpazs with appropriate Yghting and survelance - o
|permeable filter to restrict motor vehicke access anc coordination with Msjoxjurcoe vy ramment



| Wokingham Road

1o Western

Key

|London Road |
| {Met Office Roundabout to Runaing Horse Pratacted ey fucliny -
| Roundabout)
Oftcad cyclefucliy —
ooty o ralic, 20mps ronck

| Roadspace reallocation through the removal of a

|Remanval of ¢

|1sta
facilities. The highway

|access paints, and use bus stop bypasses to p

|track behind bus stops.

|Wood Lane
Consider measures 1o reduce
{traffic volumes / speeds during —
i . %
|periods. % o
[ % [Reduce tuming rac to siow
]

Wood Lane, with the northerm
|car park acting as a park and
stride location.

tuming pockets and traffic
uld facilitate the introduction of protected cycle
n accommadate 3 two-way cyde

|track. This cydle track shaulé have peicrity over side raads /

The Avense Car Park Access

|Trafic ne wocid fackitate the Introduction of 3 |
| two-way cycle track. This should have priarity over
|side raads / access points, and use bus stap Py —p—
|bypasses to pass the cycle track behind bus stops

Misar

@8 n

o imgrermment

the cycle
Major jur

| Eastern Road Roundabout and Running Horse
Roundabost
| e exsting underpass arrangement at these
roundabouts s unattractive and poses
It5 recommended |
nced |

| Millonalum Way
|{Westarn Roundabout to Met Office
bout]

Roundat
Reclaiming space from central reservatices /
auld accommodate 3

London Road
(Runaing Horse Roundabout to tc_dﬂnin Pond)
would allce widening of the existing shared
ce batwoen

Narrowing of traffic
use path. This would allow the defineatice of sp:
pecestrians and cyclists and the introduction of a factway level cycle
track. This should have pricrity over side raads and use bus stop
bypasses to pass the cyde track behind bus stops

| perscaat security cancem:
| the continuation af the cycle route I= ach
thraugh surface level parallel crossings an

tane

|verges / trath
| two way cycle track

| lunction arms

Loadon Road

Lenden Rovd

| met office Roundabout

es for cyclists to manceuwe

| Roundaborits with unsuitable fack
Asafely 3t the followsng locations
cod Roundabout

opesi
+  Wiokingham Road Roundabaut

+  Downshire Way Raundabout

|
|
|suggested improvements Include junctian redesign with acthe

{travel priority thecugh the addition of parallel / signalised
or 2 Dutch roundabaut redesign as fustrated In

|tmnz/z0.

provide a

Junction.

| This junction wil require redesigning to
usdng for the twoway |
cycle track as part af the signalised

|Existing underpass arrangement to the west Is narrow and
|nat suited for use by cycles. # s recommended designs for

Londan Road/Long Hill Road/New Forest Ride and
Road

o crass the junction at surface level are developed
Priory Road/Swinle

|from The Ring /

feather Wiay amm.

e level options woukd be to

! | A tawer cast akernative to surfa
fram The Ring via 3 ramp down the

lembankment to the exsting underpass.

]
|
|
|
|
I
i
!
|
|
|
{
|
!
1

| Bus station 1o tagh streat

| Modal filter proposed an
| Shephers Lane a: part of Cycla

|Rovte s
Bull Lane to Quel Lane |
Reduce speed limit to 20mph and intraduca ‘
=

nave gate / barriers and

te friendly traffic caiming
replace with bollards min 1.2m

Consider madal filter on Shepherds Lane ta
traffic volumes far on-carriageway

| Pedestriaatsed square

Permit considerate cycng In
Quelm Lans to Harvest Ride

. . | Repiace shared use path with separate
| Bracknet Station to The Ring | fackities for pedestrians and cyclsts (e.5. | | Pedestrianised area
| shared use path Lpgrades incuding | protected two way cycle track) 3 7
| potentiat widering
] — = — i Clear excess vegetat
] / S
| ! | Replace informal crossing with i i
parallel priarity crossing iy Y
% = 4
3 i
2
g

- SR

Replace zebra { toucan cros:
with separate cycle crossings

ings

-

Reduce Junction radl and
introduce cantinuous faotway
cycleway over access points

R —

19005

Newpart Driye

Ing with

| Replace Informal cro:

S Milleanium Way Underpass Underpass to Shephards Lane |parallel priarity crossing
improve delineatian between Shared use path s inclucs Aambon otected cycle facility —_
vegetation dearance and priarity cver | pedestrian guard ralling
| shared use footpath/cycleway —

nts. |
5 Reduce speed imit on Bull Lane to |

20mph ta create a potential an Offraad cyde £

Quistway (low traffic, 20mph roacs)

carmgeway quistway style route

cility

pedestrian space and cydle tracks
signage, markings and colou

surfaci
Review lighting arrangement:

New / impe

Mince junction improvement

£




Forest Road L
| Subjectto a raview of the highway boundary and land iors o wida
acallabllity 3 segregated cyde £ Tighten ross road and bulld out
would be dedrable. Should space nat be avallable a factways. Toucan crossing/ parallel
shared use path iz recommended (3m) on noethern side of enciig o it sharei) a8
Foeest RK to accommedate all user types. Speed St to | Sontayseycla vy (o sogrmgaiad
be reduced to 30mph. tracks ~ If space allows)

Implement parallel cycle
crossin

7 | strawbesry Hill
Y ove| Access only onto Strawbery Hil to create a low
AT = 1 | trafiicked route for cycs
Jigs Lane South i
Quistway route through residential areas.

Remove ballards, clear vegetation and
pravide separate cycle and pedestrian
facility along off-road section

County Lane / igs Lane N
- implement Dutch style roundabout f route
- continues on Hgs Lane N

Forest Road / 83017

| foatprints (space for cydiists).
- — |
Harvest Ride/ ¥gs Lane S
Implement Dutch style roundabaut

| Remave guard railing and cesign junctice

| Liaize with Maldenhead &
w

fayout. Including

foatway widening ta create 3 shared footway/cyde way and
upgrade of signalised crossing points with elephant

[sigs tane

[ subject to a hghway
|

off

Reduce jun

n rack and |
nplement continuous crossings at |
side roads |

ta Higs Lane N/S. imp
|Farm, Count Lane and Harvest Ride

lue cros

tPark Road /Jigs Lane S

baurdary review and space avatable, route can we re-directed on the extsting
ing upgrades on Warfleld Park

Implament Dutch style roundabout

Key

| Protectec cycle facitiy

alumes an Park Raad, consider a gu with || Shared use
3 20mph speed it - alternative guietway option has been induded on
| Deepfield Road and Say Road

Off-road cycle facility

.. /et Office Roundabout

" eusting underpass arrangement to the west i narraw and not sulted foruse by

\ |oydiex. 15 recommended designs for cydes o crass the junctice at surface bevel are
|developed from the Church Road arm.

New | Improved crossing

| Church Road

| widen existing aff road foatway,

|Induding resurfacing for bicycle
~.|compatibility.

Minor

thon Impravement

a lower cast altemative ta surface level options wauld be to upgrade the existing |
underpass network, including wicening, new signage, ligh
|remanal of guard railing.

Major junction impeovement

g Impeovements and

=

Quietway {low traffic, 20mph road!

@-{ I

| sandy Lane / Warfield Road

| 00 appraach ta the Toucan crossing
| delineate space between pedestri
eyclists. Priaritise act

nd
e modes in signal

Stoney Road / Binfield Road

On approach to the Toucan crossing
delineate space between pedestrians and |
cydlists. Prioritise active modes in signal |

Opportunity to pllct a low tratfic

She, neighbourhood. There ks an existing bus.
e
i,

gats on Holly Spring Lase and modal
fiters on Sandy Lane aad Easthampstead
timings Raad
Shepherds Lane
Implement a modal filter on Shepherds |
Lane to recu c. Lower Mol
Lane to reduce through traffic. Lowe Y Soring Lo
speed limit to 20mph and implement .
appropriate traffic caliing - Sandy Lane / Bull Lane
E Aeplace Informal cro 5
E paraliel priority crassing Py ~
r = pedestrian guard ralling x | Hally Spring Lane
| stoney Road / 2 | Lower zpeet limit to 20mph and
| Wokingham Road B |
| an approach ta the

| Touaan crassing delineate

| space between

| pedestrians and cy r
Priontise active modes i Stoney Road

| shgrad uim Imglome:

|

| Implement appropriate traffic calming

mocal filter on Staney Road to reduce
| thraugh traffic. Lower speed kit to 20mph and
implement appropriate traffic calming

Western Road Easthampstead Road / Westem Road

intraduce a paralel oros

Westemn Road

Key

Frotected cycle faciity
Easthampstead Road

Igkaent 3 Mol filter on £
remove thros

Shared use faotpath/cycleway

hampstead Road to
s traffic. Lower speed Wit 16 20mph
anc implement appropriate traff

Off-road cycle fadlity

calming

Quietway (low traffic, 20mph ros

New / Impraved cri

Minor uncian Impravemen

Major junction improvement

A




Lower Broadmoor Road / High Street |
| Recuce junctian radil

| Owlsmooe Road roundabout |
| Remodel 25 a compact roundabaut with parallel 1
crassings and tightar gecmetry 2

| Church Road and Cubver Road |
| Reduce junction radil and enable cycle / pedestrian fue:

‘FHI:III' at side roads.

Lower Broadmoor Road / School Hill
Aedesign as a compact roundabout with parallel
crassings and tighter geometry

= —
| Upgrade zebea crossing to parallel
| crozsing

fm«« Broadmoor Road
| Replace shared use path with separate |
facilities for pedestrians and cydll
pratected two-way cycle track) |

‘ mplement a formalisec madal fiter at the
---| South Rcad [unctian with the off-road fadiity

South Road off-road faciity
Upgrade shared use to provide separate £
{signage, markings and coloured surtacing

| south Road

lities for pedestrians and cycllsts sing
[ Make scuth Raac access only

| cut back vegetatian and improve surfacing

Review lighting and passive
urveliian:

Backhew Snad / Qubimoor

oor Road
Uipgrace toucan crozéing 16 provide space far
te

Replace chicane barriers with modal filters.

. Rackshaw Road
Raplace thared use path with separate fac
pedestrians and cycksts (o3, protected twoway cycle

| Branksame Hill Road/Yeor!
Road/Owlsmoor Raad
Reduce junction radi and enable cyde /

Yeavil Roundabout

Wihere traffic valumes and speeds are far can be made) low, and
the lane widths are namow sa that with other traf
| safely share the single lane entries, &
cantageway In the primary pasition. Provide markings ta indlcate
this farms part of a cyde route.

pedestrian priarity at side roacs. Foms
partaf 2 guietway style route. Consider
this location fce 3 Low Traf
Neghbourhacd

ydists can
< and the drculatory E

Xey

Pratected cyde facility —
shared use foatpath/cycleway —
Off.road cycle facllity —

Quietway (law traffic, 20mph roacs}
New / impeoved crossing
Mincr junction improvement

&

54

e e




Walking concept designs
The walking network produced during network planning has been developed further, with
indicative concepts developed for each walking route.

In developing these concepts a high-level assessment of constraints such as carriageway
width, traffic volumes and existing infrastructure provision was made to inform the design of
possible interventions. Each route was walked by a trained auditor, who completed a
Walking Route Audit Tool(WRAT), as specified in the LCWIP technical guidance issued by
the DfT (2017). WRAT outputs were used to highlight issues that scheme concepts should
address, and suggest initial interventions that could be considered.

More detailed scheme concepts for each route were then developed, with designs that were
compliant with the latest government guidance on pedestrian facilities. These indicative
scheme concepts are outlined over the following slides.

It is important to note that at this stage scheme concepts are high level and indicative. Each
scheme will need to undergo feasibility testing, stakeholder engagement, and detailed
design.

It is expected that as part of this process schemes will be consulted on and resident
feedback incorporated into any final scheme.



/

| Mew

Upgrade junction to priaritice pedestrian

maverne

Radesign Crowthame Road
roundabout asa T junctian and
add a controlied pedestrian

g o Crawthorme Road

Widen eastem footway by
redaiming pace from grass
vers:

rolled pedestrian cn
| provide access to Crowthome Station

and Imprave pedestrian
access to Crawtharne Station

New uncontrolled pedestrian
ing (¢.g. pedestrian
Istand)

eiden southem footway by
claiming space fram grass
verge

sing to

ve

o =
Consider a footway

parking TRO |

/| At side roads reduce Juncticn rack to
sow turnieg vehicles and reduce
pedestrian crossing dstance. Consider

| cantinuous peicrity crossings cn the
eastern shared use cyde / foatpath

footway width

Widen footways

avide

Clear vegetation ta
maintain effective

| Introduce controlled crossing ta
15 to opposite
footway and bus stop

Clear vegetation to malntain
effective footway width

New controlled pedestrian crossing to
prowide access to Waterkoa Road from
narthern footway

Reduce Junction radi to slow turning

les and reduce pedestrian crossing
distance. Consider continy

jous footways

to priceitise pedestrian movements

Introcuce contralied crozsing to |

Sandhurst Road

Redu

e the appro

ich tanes on Sryon
Drive and reduce junction radk to slow
turming vehicles and redu

e pecestrian
g cistance. Consider rationalising
trian guardrafing

pedest

| Redesign junct

Layout with reduced turming
| radii to slow turning vehicies and reduce
| pecestrian crossing distance.

widen foatway at pinch po

Reduce Junction radk ta slow turning
vehicies and reduce pedestrian

nts  possible

Ae

design junction with pedestriay
ssings on all arms. Cansider replacing
roundabout with a T junction

War,
eriog
o
oag

Key
Footway widening

Speed lim

reduction
Vegetation dearance
Footway parking restriction

New / Impeoved crassing

incr junction Improvement

Majar junction improvement

Xoy

Speed

school

Footway widening

Vegetation clearance

St recx

san

Street

Clear vegetation to
maintain effective
foatway width

| mtroduce controlled cr
| outside of Edgh:

row schoal

Reduce Junction rack to
siow turning vehides and
recuce pedestra
crossing distance

ing
|

Foatway parking restriction
New { Improved crossing

Minar junction improvement
Majce [unctian Improvemant

Placemaking improvement

Reduce speed limit through Crawtharne to
| 20mph to impre:

0ad safety, comfort and
| encourage use of bypass. Consider use of traffic |
calming where appeopriate.

[ Restesign jun

roundabout with a

cro:

Rationalise street dutter an
Crawthame High Street to turning vehicl

maintain effective footway width | | pedestrian crass

Reduce juncticn

san with pedestrian
crassings on all arms. Consider replacing

T junction

|Introduce cantralled

ssings on junction

Fac ta slow
and reduce

g d

stance.



Reduce speed limit to 20mph an Church | [

9 Road

This route enters the proposed Qwdsmoor Liveable
Neighbourhood north of Rackstraw Road.

Considera | street an Cambridge
Road and Church Road

Recesign juncticn with a continucus
| footwary to ge pecestrian priorty

Introduce pedestrian crossings o
Owlsmoor Rcad / Yeowil Road
roundabout

vehicles and recuce pedestrian crassing
distances. Add tactile paving / dropped
harbs where missing

Redeslgn Crowthome Road
roundabout a5 3 T junction and
add a cantralled pedestrian
crossing an Crowthome Road

1%

i Reduce speed limit to 20mph on
Owlsmoor Road and Yeoull Road
considering traffc calming where
|sppropriate

Clear vagetation to |
e

maintain eff
footway wicd
Yorktawn Road

[redestgn sk road / car park [crear
| s with consinucus

| foatways to pravide pedestrian

hon

Introduce controlied pedestrian crossings
an all 2 chstraw raad b

| priarity

Atown Road Induding redasign of
vehicle dominated laycuts and remeval
of street dutter

| Reandabaut
Consider placamaking Ingrovementson || Whien footuays on fackstraw Rcad by
|| reaiocating camiageway space
[

| consider a footway
| parking TRO

Reduce junctian radil and reduce the
number of appraach kanes on Wellingtan
Road. introduce controlled pedestrian

vesings on Yorktown Road

Redesign junction with more direct
| | pedestrian crossings and mare fraquent

| pedestrian green phases

Reduce speed limit ta 20mph |
in local centre coesidering |
| trafflc calming where

| appropriate

Introcuce cantralled pedestrian crossings |
on key desire hnes alang Yorktown Road

den footways on Yorktawn Road by
realiacating space fram the cariageway

Introduce dropped kerbs and tactile
paving at Informal crassing
Bracknell Lane (£)

Review lighting in underpass.
acding community art installation

Widen foatways by reclaiming space
from grass verges.

New controfled pedestrian crossing on

wildricings Aoac

view fesibility of relocating northem
footway to the side of the canrageway. 4 not
passible review lighting pravision ce existing
th. Remcwe scme vegetation to improve

fo
sightlines.

Intraduce new foatway cn Deepdale adjaci =
ta carriageway | Reallign foatway at Matham
| 7ell juncticn to follow

pedestrian desire ine along

Crowtharne Road

P

o
&
&
& _ .
Reduce junction radi ta slow turning
vehicles and reduce pedestrian crossing
ances. Add tactile paving / dropped
| kerhs where missing

i

widen footways by
rechiming space from

b
grass verges

Deepdale

| Review bghting arrangement

| on Yeowl Road

Reduce [unction rad

\ |tuming veh

M pecestrian crassing
distances

|Introcuce contralied pedestrian crossing

etation ta maintain effective
width on Owlsmoce Road

i to s

w

Jes and recuce

fer placemaking Improvements
Y autside parade of shops on Yeow Road ‘

oal Stroet

Faotway parking restriction

New / Impeoved cro:

Minor junction impeovesnent
Majar juncticn improvement

Flacemaking Impravement

Key

Footway widening p—
Vegetation dearance Ju—
Speed limit reduction —_—

Old Bracknedi Lane £

ay widening
Vegetation dearance
Speed limit reduction
schoal Street

Faotway parking restriction

New / improved cras:
Mince junction improvement

Majar juncticn improver

Placemaking Impravement




feycleway and

Rermove barriers on shared footway
cover drain. Mee signage about the car park.

Tighten flared side roads at Friars Keep and
Saffron Rd and even surface by Friar's Keep

Remove street boulde
barriers 3t Rectory Row
make foatway croasing
ble

radll to reduce
Junctice:

| Reduce junctia
speeds of tuming vehicles

s

Consider contralled

| Tighten flared side roads and add tactile

{ paving to make the route mare direct for
approach

pedestrians.

| Remave barrlers either side of
Chadwick Mews Junction

| Remava barriers on shared
foatway/cycleway.

Street lighting on foots

and clear vegetaticn abave footbricge to

Imprave dsibility

Drapped aurve and tactile paving needed far exlsting
pedestrian refuge near to Caningsby

tan

ntroduce a new controlled pedest
| crassing to pravide access to Martin

Lane nk

Revlew ighting in underpass. Consider
rt installation

dding community

Cansider Incarperating pedestrian
fic Bight phasing to allaw

crossing Inta tr
users to avald ramow footways

| Narrow carriageway ta allow provision af
tretch of footway on Larges Snidge

[ Revtew tghting under railway bridge
| consicer adding comenunity art

Redesign junctian ta incorparate
= an Junction arms

| Clear vegetation to maintain effect
| feotway wicth

pedestran crass
= | installation

ssing or making the crossing
demarcation dearer with tactfie paving, move keep left
raad sign away from the crossing sa it can be seen

Koy
Footway widening
Vegetation clearance

Speed benit recuctian

School Street

tion

sotway parking res

New / Improved crossing
Minar junction improvement

Major junction improvement

E© 3>

Placemaking improvement

| Widen footway by wall adjacent ta

to make the raute
pedestrians. Impn

Bagshat Raad

this

ntroduce new controlled pedestrian

o st

|
e eS|

New crassing with clear markings far

pedestrians at location of existing traffic

sk

f
/
/

adsting signal control crossing | f

ore direct far /
ve walt time az part of | /

Key

Factway widening f—
Vegetatian dearance -
Speed limit reduction —_

School Street

Faotway parking restriction

New | Impraved cro:

Minor [unction Improvemes

Major junction improvement

E© 2>

Placemaking improvement

Intracuce anew contralled pedestrian
on of the existing

casing at the loca

] tratfic =t

| Clear vegetatian to maintain effective

actway width




Remave chicane

Review lighting in undenpass. Co
adding commenity art installatian

| intraduce controlied
ossing outskde school

Gipsy Lane

Introduce foatway
autside school on Larges
Lane

Key

Footway widening -
Vegetation dearance —_
Spead limit reduction —_
schoal street —_—

Footway parking restriction

New / impeor

crassing

ior junction Impeovernant

Major junction improvement

L2 >

Placemaking Impravement

| Reduce juncticn radil to slow turming
vehicles and reduce pedestrian crossing
distances. Add tactle paving / dropped

London Rood

| kerbs where missing

| Intraduce controfied pedestrian cross
ta atow pedestrian movement around

| the junctica

&,

Intraduce controfied pedestrian cros:
to pravide access to wider eastem

foatway

b | Cutbiack vegeta

Consider schaol street on

Londan Roag

inroduce contralled croasing to. |
prowide access to off road path

aintain effective footpath
dth

London Raad

S

crassings as an altermative to the

Repesition bollards ta maintain
|underpa:

| effective factway width

Cut back vegetation to
mainkain effective footpath
width

| Reduce junction radii 1o

slaw tuming and
= e reduce pedestran crossing
L Consider footway parking e

cestriction

Intraduce controlied crassing to
provide access to aff raad path

Introduce controlied crossing to

provide access ta station

Cut back vegetatian ta
| maintain effective foatpath |
| witth

Consider placemaking
enhancements o imprave
pedestrian access to the
station

ey

Footway widening

Vegetation clearance

Speed kit rech

ool Street

Foatway parking re:

New { Improved cros

Minar junction improvemen

Major [unction Imgrovement
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Liveable neighbourhoods

This section describes the process used to identify areas within the borough which are
suitable for the introduction of a ‘Liveable Neighbourhood’. Liveable Neighbourhoods are
intended as complementary measures to the walking and cycling network plans and seek to
create areas that encourage sustainable travel and reduce the dominance of motor vehicles.
This achieved through reconsidering how road space is allocated to create fairer access to
the street for all road users.

Identifying Liveable Neighbourhoods

Following the identification of key walking and cycling routes within Bracknell Forest, the
potential for creating Liveable Neighbourhoods across the borough was examined. By
focussing on the potential for cycling on quieter, residential streets, the Liveable
Neighbourhood approach perfectly complements the standard LCWIP approach of providing
dedicated facilities on busier streets. By considering both routes and neighbourhoods, urban
areas can be analysed more holistically.

To determine suitable locations for the implementation of Liveable Neighbourhoods, an Area
Porosity Analysis was undertaken. This process identifies how well neighbourhoods in the
borough are currently connected to each other by cycle via safe main road crossings. This
includes reviewing whether existing crossings appear to be unsuitable for all cycle designs in
their current form. This was conducted using publicly available information, using GIS
analysis.

Encourage
active travel
journeys

Enhance Roadspace
public realm reallocation

Liveable

Promote Ne'ghbourhOOds Minimise

social through
interaction traffic

Reduce
vehicle
dominance

Improve air
quality

Through this process, areas within Bracknell Forest Borough which are bound by roads
which have a strategic movement function were categorised based on the degree of
connection with neighbouring areas.

Additional considerations which were taken into account when defining Liveable
Neighbourhoods includes comments received in the early public engagement via



Commonplace, particularly any comments which related to ‘rat-running’. Liveable
Neighbourhoods were also strategically co-located with proposed routes for cycle quiet
ways, as they offer complementary features and benefits.

School streets

A School Street is a traffic management scheme which temporarily restricts motor vehicles
from accessing the street(s) surrounding a school during drop off and pick up times.

The increase in active travel policies that came about as a result of COVID-19 restrictions
has increased their prevalence in towns and cities across the UK.

Pedestrian and Cycle Zone signs or simply ‘no motor vehicle’ signs are placed at the entry
points of the School Street zones to inform drivers of the restrictions which operate during
set time periods Monday to Friday and during term time only.

An appropriate enforcement method should be considered to reduce motor vehicle traffic
outside schools. Enforcement options include:

*  Automatic Number Plate Recognition (ANPR)

* Bollards

* Movable barrier or gates

Limited exemptions are permitted for those who require vehicle access to an address within
a School Street zone. These usually include residents, blue badge holders

and emergency services. Local authorities will then establish their own exemption eligibility
policy for additional exemption requests.

Why they are important
School streets key objectives include:
* Reducing congestion by limiting vehicle movements on the roads surrounding the
school.
* Improving air quality immediately outside the school gates
» Creating a nicer environment for pupils to walk and cycle to school, improving road
safety and fostering a modal shift,

To ensure the locations we have suggested are suitable for a School Street we have
undertaken a comprehensive feasibility study involving looking at the road type, it's proximity
to major roads and bus routes, the presence of local trip generators and existing walking and
cycling infrastructure.

The next step involves making early, meaningful engagement to secure support from the
school(s), local businesses and the community and statutory consultees such as emergency
services.

Following this, the scheme will be implemented as a trial using an Experimental Traffic Order
(ETO). Undertaking periodic monitoring during the trial period will build a case for making the
scheme permanent and build support for future schemes.

Potential locations in Bracknell Forest

The proposed liveable neighbourhoods/ Low Traffic Neighbourhoods are to the north and
north-west of the town centre within the boundary of Wokingham Road and Warfield Road,
and south-west in Owlsmoor.

Two potential school streets have been identified within the liveable neighbourhoods
boundaries these are on Moordale Avenue which will provide safer pedestrian and cyclist
accessibility to Meadow Vale Primary School. The second is in Owlsmoor, on Cambridge



Road and Church Toad; covering Owlsmoor Primary School and Little Owls Community
Preschool.

Outside of the liveable neighbourhoods, we have proposed further school streets north east
of Bracknell town centre, on Lily Hill Rd, where Holly Spring Primary School and Little
Blossoms Childcare Ltd are situated. There is also an additional school street proposed just
north of Owlsmoor on the section of Lower Broadmoor Road where Wildmoor Heath School
is located.

As can be seen, we have focused on the primary and secondary walking networks when
proposing both the liveable neighbourhoods and the school streets as these demarcate
areas where people are most likely to switch to active transportation.

Figure 20 — Potential liveable neighbourhoods and school streets
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= Potential School Streets
— Primary Walking Network
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Contains OS data @ Crown copyright [and database right] [2022].




Chapter 5 — Investment prioritisation and cost estimation

Overview

Stage 5 of the Local Cycling and Walking Infrastructure Plan (LCWIP) process, as detailed in
the Department for Transport’s (DfT) LCWIP Technical Guidance, relates to the prioritisation
of cycling and walking infrastructure improvements. The key output of this stage is a
prioritised programme of these improvements.

The Guidance states that priority should be given to improvements that are likely to have the
greatest impact in increasing the number of people who choose to cycle or walk, therefore
providing the largest benefit from the investment.

To determine LCWIP priorities at a local level, many authorities have appraised their
identified improvements against specific objective criteria. This process has typically been
undertaken using a spreadsheet tool. This presents a simple and transparent means of
‘scoring’ LCWIP improvements for informing local decision-making on where to prioritise
investment.

WSP has been requested to consider how concept improvements identified through the
Bracknell Forest LCWIP could be effectively prioritised. This note provides a brief overview
of one proposed approach that could be implemented once the final selection of concept
improvements within the LCWIP is confirmed.

Approach

We propose an approach to prioritisation that applies an agreed set of assessment criteria to
individual route or area-based improvements. It is firstly assumed that central Government
funding rounds, such as the Active Travel Fund, will provide the main (but not the sole)
source of future funding for LCWIP schemes. Therefore, the assessment criteria chosen will
aim to identify and prioritise LCWIP improvements more likely to secure funding.

The assessment of LCWIP improvements will be at route level (e.g. a cycle route from A to
B) or area-based (e.g. a Liveable Neighbourhood in Location A), rather than being
disaggregated down to prioritising sections of route, or very specific localised interventions.
This is due to the fact improvements are likely to be bought forward as part of a single
complete and coherent route-based scheme, or Liveable Neighbourhood proposal. This
aligns with the LCWIP Guidance, which states that prioritisation should consider a complete
package of improvements.

The approach will use a Multi-Criteria Appraisal Tool (MCAT) which, once populated, will
create a ranked list of LCWIP improvements across the borough, indicating which may be
best aligned to future funding rounds. The MCAT will be created in Microsoft Excel. The tool
will allow improvements to be scored against a set of ‘prioritisation criteria’. Further
explanation is provided in the following sections.

Criteria within the MCAT could be changed at any future point, and the assessment re-run,
should the council which to prioritise LCWIP improvements differently, such as against
different policy objectives or funding requirements.

Scoring criteria

Schemes will be allocated a score in the O - 3 range for the criteria shown, based on WSP’s
interpretation of improvements and local input from BFC. Table 2 outlines the full scoring
criteria suggested as a starting point for the MCAT. It is assumed this may be an iterative
process and require discussions and clarification to ensure a fair and accurate
understanding and interpretation



Costing Exercise

A high level costing exercise was undertaken for each of the schemes, looking at the typical
costs per km for walking and cycling schemes and number of new junction improvements
and crossing upgrades/installations.

Additional indirect costs and uplifts were included within the costings process, these are
shown below.

Indirect cost uplifts

PI’OV!SIOFI for Diversion of Existing 20%
Services

Prelims, Traffic Management & 459
Overheads & Profit 0
Design & Contract Management 20%
Risk / Contingency 30%
Assumed construction inflation 0.50%
Cycling Schemes: £56,655,748
Walking Schemes: £25,661,438

Total Cost: £82,317,186*

*Costings are subject to change.

Prioritising cycling schemes

The primary output will be a completed and populated MCAT, with each LCWIP
improvement scored, by typology, resulting in a prioritised, ranked order for all proposals
being considered for future funding.

This output can then form the basis for further discussion locally on which to advance
through further stages of design and consultation with a view to comprising a future ATF
scheme funding package.

The table opposite shows the criteria used to assess the cycle routes. Each route was
scored 0-3 for each criterion, using a detailed MCAT which outlined thresholds for each of
the scores. Metrics influenced by route length were calculated on a per km basis to remove
any length bias. Once scores for each criterion were calculated, the weighting of scores was
changed to reflect BFC policy and strategic objectives.

A percentage score was calculated for each route based on total score compared with the
maximum obtainable score. This produced a ranked list of priority cycling and walking routes
shown over the next two pages.



Criteria

Description

1 : : . Length weighted average of the forecast number of
Forecast increase in walking/ : K using th dor in the G
cycling (Commuter) journeys to work using the corridor in the Government
Target Near Market scenario (LSOA)
2 . . . Length weighted average of the forecast number of
Forecast increase in walking/ : : o
cycling (Education) journeys to school using the corridor in t_he
Government Target Near Market scenario (LSOA)
3 Forecast increase in Length weighted average of the forecast number of
walking/cycling (WSP Model) journeys based on WSP Model Outputs
4 Catchment Population Population within the corridor (500m radius)
5 Existing Infrastructure condition Degree of deficiency of the existing infrastructure
6 Alignment with existing network Does the route connect with existing / proposed
routes? This includes cross boundary routes
7 Road Safety Number of KSI collisions per km in the previous 5
years within the corridor (50m radius)
8 Primary Schools Number of schools within the corridor (a 500m
radius)
9 Secondary Schools Number of schools within the corridor (a 500m
radius)
10 Major Employment site Connectivity to existing or proposed major
employment sites
11 Rail Connections Does the route connect with any parallel schemes or
other planned rail improvement?
12 Carbon / Air quality Does the route travel through an Air Quality
Management Area?
13 Development sites Scale & proximity of sites with planning permission
and/or allocated development sites
14 Cost of construction Total scheme cost estimates for package of
interventions
15 Maintenance costs Maintenance requirements along the corridor
16 Scheme feasibility Includes dependency on other schemes
17 Political and public acceptability Likelihood of political and public support or
opposition to the scheme
18 Stakeholder support Likelihood of stakeholder support or opposition for

the scheme based on Commonplace findings



Priority cycle routes
The table below shows a ranked list of priority cycle routes based on performance in the
MCAT.

On the assumption that 1 cycle route could be delivered per year, indicative timescales are
shown below for cycle route delivery, based on the ranking of cycle routes.

Short term (1-3 years)

> C2 - Sandhurst to Bracknell

> C5 - Binfield to Ascot

> C6 - Bracknell Station to Harvest Ride
Medium term (3-6 years)

> (C8 - Twin Bridges to Jiggs Lane

> C3 - Bracknell to Wokingham

> C7 — Bracknell towards Windsor
Long term (6+ years)

> C9 - Crowthorne to Sandhurst

> C1 - Blackwater to Sandhurst

> C4 — Woodhurst to Wokingham

Note the LCWIP is a live document and rankings may change

Route Effectiveness | Policy Economic Deliverability |% Score
Cc2 11 15 0 2 52%
C5 10 11 0 6 50%
C6 10 12 0 5 50%
C8 13 10 0 4 50%
C3 8 13 0 S 48%
Cc7 5 10 0 3 33%
(048] 7 8 0 3 33%
C1 8 4 0 5 31%
C4 3 6 0 7 30%




Prioritising walking schemes
The table below shows the criteria used to assess the walking routes. Each route was
scored 0-3 for each criterion, using a detailed MCAT which outlined thresholds for each of
the scores. Metrics influenced by route length were calculated on a per km basis to remove
any length bias. Once scores for each criterion were calculated, the weighting of scores was
changed to reflect BFC policy and strategic objectives.

Criteria Description
! Forecast increase in Length weighted average of the forecast number of
walking/cycling (WSP Model) journeys based on WSP Model Outputs

2 Catchment Population Population within the corridor (500m radius)

3 Existing Infrastructure condition Degree of deficiency of the existing infrastructure

4 Alignment with existing network Does the route connect with existing / proposed
routes? This includes cross boundary routes

5 Road Safety Number of KSI collisions per km in the previous 5
years within the corridor (50m radius)

6 Primary Schools Number of schools within the corridor (a 500m radius)

7 Secondary Schools Number of schools within the corridor (a 500m radius)

8 Major Employment site Connectivity to existing or proposed major
employment sites

9 Rail Connections Does the route connect with any parallel schemes or
other planned rail improvement?

10 Carbon / Air quality Does the route travel through an Air Quality
Management Area?

11 Development sites Scale & proximity of sites with planning permission
and/or allocated development sites

12 Cost of construction Total scheme cost estimates for package of
interventions

13 Maintenance costs Maintenance requirements along the corridor

14 Scheme feasibility Includes dependency on other schemes

15 Political and public acceptability Likelihood of political and public support or opposition
to the scheme

16 Stakeholder support Likelihood of stakeholder support or opposition for the

scheme based on Commonplace findings



Priority walking routes
The table below shows a ranked list of priority walking routes based on performance in the
MCAT.

On the assumption that 1 walking route could be delivered per year, indicative timescales
are shown below for walking route delivery, based on the ranking of walking routes.
Short term (1-3 years)

> W8 — London Road to Whitegrove Close

> W11 — Bracknell Station to Shepherds Lane

> W13 — Woodhurst to Western Business Area
Medium term (3-6 years)

> W3 — Sandhurst Station to Owlsmoor

> W9 — Bracknell High Street

> W10 — Bracknell High Street
Long term (6+ years)

> W2 — Sandhurst Station to Crowthorne

> W4 — Bracknell Station to Wildridings Road

> W5 — Bracknell Station to South Hill Road

> W12 — Shepherds Lane to North Bracknell Retail Park

Note the LCWIP is a live document and rankings may change

Route Effectiveness | Policy Economic Deliverability [% Score
W8 12 21 6 9 56%
W11 7 10 4 6 52%
w13 9 6 4 6 52%
W3 6 12 0 7 50%
W9 5 12 0 7 50%
W10 6 7 6 5 50%
W2 6 6 6 6 48%
w4 5 13 0 5 48%
W5 8 7 4 4 48%
W12 7 10 2 4 42%
W1 7 7 2 4 38%
w7 4 8 2 4 38%
W6 6 5 2 5 35%




Chapter 6 — Integration and application

Stage 6 of the LCWIP process considers how the Bracknell Forest LCWIP will be integrated
into local policy and strategies.

Governance

An LCWIP project team has been established consisting of officers from Bracknell Forest
Council, with technical assistance provided by WSP in the development of the LCWIP in
2022.

Stakeholder engagement and consultation

Effective engagement with stakeholders is integral throughout the development and delivery
of an LCWIP to provide the opportunity for local people to express their views and input to
the proposals.

The LCWIP will be consulted on as part of Bracknell Forest’s Local Transport Plan 4. This
will ensure that all relevant issues are considered when identifying interventions and it
should increase support for the LCWIP.

Integration, funding and scheme delivery

The delivery group will be responsible for the integration of the LCWIP outputs in to local
policy. This will help ensure that emphasis is given to cycling and walking within both local
planning and transport policies, strategies and delivery plans. Reflecting the LCWIP in local
policy will also help to make the case for central government funding.

They will seek to identify appropriate funding sources to deliver the aspirations of Bracknell
Forest LCWIP. This will include local contributions, developer contributions, central
government funding opportunities such as ATF4 and other innovative funding mechanisms
as appropriate to the scale of improvements.

Monitoring and evaluating the benefits of investment in delivering the LCWIP schemes will
be critical, and will enable BFC to make the case for future investment in our streets.

The schemes outlined in this document represent almost XX investment in high-quality
cycling and walking routes. This demonstrates a step-change in the focus on active travel in
Bracknell Forest but delivery of the plan will be highly dependent on successful funding bids
to central government and developer contributions as planning applications come forward.

The priority improvements identified will deliver a range of benefits to public health, local
economy and tourism, land value uplift, decongestion, road safety and carbon savings — all
of which are expected to be significant. Most walking and cycling schemes represent very
good value for money, providing greater benefit to society than the cost of the scheme.

It is anticipated that LCWIPs will be reviewed every 3 to 5 years to reflect progress made.
LCWIPs may also be updated if there are significant changes in local circumstances, such
as the publication of new policies or strategies, major new development sites, or new
sources of funding.
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	Chapter 1 – Defining the approach 
	 
	To develop this LCWIP a project schedule, governance structure and geographical scope were agreed during an inception stage in November 2021. The geographical extent of this LCWIP reflects the Bracknell Forest Unitary Authority Boundary shown in Figure 1, whilst also considering potential for cross-boundary connections with neighbouring local authorities. Key population centres within this boundary include Bracknell Town Centre, Martins Heron, Crowthorne and Sandhurst. 
	 
	The agreed methodology for this LCWIP is summarised on the subsequent pages.  
	 
	Figure 1 – geographical extent of this LCWIP 
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	Information gathering and baseline analysis 
	This LCWIP has collated information and data that can inform the development of a walking and cycling network. 
	 
	Existing infrastructure considered as part of this process includes; cycle infrastructure, severance issues, local plan allocations, public transport provision and classification of highways. 
	 
	To ensure the LCWIP aligns with other strategic objectives in Bracknell Forest, relevant polices such as the Bracknell Forest Climate Change Strategy, the Local Transport Plan and the emerging Bracknell Local Plan have been reviewed alongside plans for future active travel routes. 
	Identifying desire lines 
	A GIS model has been developed to identify potential new journeys that could be walked and cycled. Census data and information on large, planned developments has been used to determine trip origins (where trips start), whilst destinations incorporate employment sites, schools, supermarkets, hospitals, GPs and leisure centres. The outputs of this model have been presented alongside the DfT’s Propensity to Cycle Tool to show key desire lines for walking and cycling. 
	 
	Engaging with communities 
	A Commonplace engagement website was shared with residents, visitors and stakeholders to capture views on issues by allowing users to place comments on an interactive map. The site asked respondents to locate where issues were present, and where they felt investment in walking and cycling infrastructure would be valuable. 
	 
	Network Planning 
	Using the background data collected, a walking and cycling network for the borough was developed that: 
	 
	A primary network was developed that established links with high forecast active travel flows. Whilst secondary routes were added to enhance overall network connectivity and where they had been identified by stakeholders. 
	 
	The primary walking and cycling routes were then audited in person by Bracknell Forest Council using the Department for Transport Route Selection Tool (RST) and the Walking Route Audit Tool (WRAT). 
	 
	Scheme Concept development and Definition 
	The outcomes from the route audits were used to produce high level active travel infrastructure options consistent with the latest government guidance contained within Gear Change (2020) and Local Transport Note (LTN) 1/20.  
	 
	The outputs of this exercise are summary plans for each of the identified primary routes, with consideration given to suitable improvements that appear achievable given on-site constraints. 
	 
	Investment Prioritisation and cost estimation 
	High level cost estimates were calculated for the infrastructure proposals contained within the scheme concepts. These were fed into a Multi-Criteria Appraisal Tool (MCAT) tool, which ranked the schemes according to their alignment with agreed criteria, including:  
	>
	>
	>
	 Forecast increase in walking and cycling 

	>
	>
	 Catchment population 

	>
	>
	 Existing infrastructure condition 

	>
	>
	 Alignment with existing network 

	>
	>
	 Road safety 

	>
	>
	 Proximity to schools, employment and railway connections 

	>
	>
	 Rural severance 

	>
	>
	 Carbon/air quality 

	>
	>
	 Cost effectiveness  

	>
	>
	 Stakeholder support 


	 
	Chapter 2 – Information gathering and baseline analysis 
	 
	Overarching vision 
	Local Cycling and Walking Infrastructure Plans (LCWIP’s) are a strategic approach to identifying cycling and walking improvements required at a local level. They enable a long term approach to developing networks and routes and form a vital part of the Government’s strategy to increase the number of tips made on foot or by cycle. LCWIPs are instrumental in leveraging funding from the Cycle Infrastructure Fund along with other national and local funding streams.  
	 
	An overarching vision will help to determine how the Bracknell Forest LCWIP can define desirable and achievable outcomes from an active travel and sustainable mobility perspective.  
	 
	This vision will guide the development, implementation and evolution of this LCWIP and support the UK Government’s target that 50% of all journeys will be made on foot or by cycle by 2030 (Gear Change, 2020), and Bracknell Forest’s commitment to becoming carbon neutral by 2050.  
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	Climate emergency 
	The transportation sector is the second largest source of greenhouse gas (GHG) emissions in the UK, behind only the energy supply sector. Decarbonising our transport network is fundamental to ensure the country is working towards its target to be net zero by 2050.  
	 
	The DfT’s Decarbonising Transport (2021) paper states that passenger cars and taxis were responsible for 55 per cent of domestic greenhouse gas emissions in 2019, a share that remains almost unchanged from 1990. The paper also sets out a path to Net Zero, citing a reduction in emissions from domestic transport as essential to meet the UK’s net zero targets. One way of achieving this is by facilitating a mode shift away from passenger cars towards zero emission modes like walking and cycling for shorter jour
	 
	Bracknell Forest has been involved in climate change action plans since the Nottingham Declaration on climate change in February 2007.  Emissions from all road transport and domestic gas heating alone make up almost 60 per cent of Bracknell Forest’s total emissions (BFC Climate Change Strategy, 2021), bookmarking transport as a key industry to target.  
	 
	The case for walking, wheeling and cycling 
	A key component of the DfT’s transport decarbonisation plan (2021) is ensuring that public transport, cycling and walking is the natural first choice for all who can take it. This strategic priority is to be achieved by delivering a world class cycling and walking network in England by 2040. 
	 
	Embracing new modes of sustainable transport, such as e-cycles and other emerging technologies will create opportunities to access longer journeys using active transport. LCWIPs are an important component of using the built environment to promote health and wellbeing.  
	 
	It is particularly important that the 14% of households in Bracknell Forest without access to a car (Census 2011) can access employment and education opportunities, key services and facilities. Delivering improved active travel connections between key destinations will be important in this regard. Reducing social isolation, especially for older people, and increasing levels of community engagement can be supported by active travel as a means for people to interact socially more often.  
	 
	A Post Covid-19 opportunity 
	The national lockdowns that resulted from the Covid-19 pandemic caused a temporary reduction in global emissions, with global daily CO2 dropping by 17 per cent at the peak of the crisis. The closure of public transport networks and workplaces lead to a reduction in urban traffic and many more people embracing walking and cycling as a leisure activity. Continued home working and video conferencing as a result of the pandemic has caused major changes to traditional commuter and business travel patterns which 
	 
	DfT (2019) sees these societal changes as an opportunity to deliver a Covid recovery that is low-carbon. Using innovative technology to cut delivery traffic and focus on harnessing liveable places; communities that are so readily accessible by foot or cycle that it becomes the most preferable transport option.  
	 
	Bracknell Forest’s  Climate Change Strategy (2021) recognises the importance of  preserving the climate beneficial elements of the pandemic and have included it as one of four principles for reducing carbon emissions.  
	 
	 
	National Policy Context 
	 
	Decarbonising Transport (DfT 2021)  
	Sets out the Government’s commitments to reduce carbon emissions through investing in walking and cycling networks with the aim of half of all journeys in towns or cities to be walked or cycled by 2030. This will support their overall vision to achieve a NetZero transportation sector by 2050.  
	 
	Gear Change: A bold vision for cycling and walking (DfT 2020)  
	Sets out Government’s vision for delivery of far higher quality cycling infrastructure, focusing on segregated cycle routes with local authorities being expected to deliver a step change in the Level of Service for cycling and walking.  It establishes “Active Travel England” that will assess local authorities’ performance on active travel, with findings influencing the funding authorities receive across all transport modes. The accompanying Local Transport Note 1/20 Cycle Infrastructure Design sets out new 
	 
	Cycling and Walking Investment Strategy 2 (DfT 2022)  
	Sets the ambition that 50% of all journeys in towns and cities should be walked or cycled by 2030. The strategy sets out how the government intends to target investment in active travel through to 2025. The strategy supports locally targeted investment identified via LCWIPs to connect people with places – creating vibrant, healthier and productive places and communities.  
	 
	Future of Mobility: Urban Strategy (DfT 2019)  
	Nine principles to address the challenge of transforming towns and cities to meet current and future transport demands.  Includes the principle that ‘walking, cycling and active travel must remain the best option for short urban journeys’.  
	 
	Everybody Active, Every Day (Public Health England 2014)  
	Indicates how the built and natural environment impact on the travel choices people make and highlights the necessity for effective urban design and transport systems which create ‘active environments’ to promote walking, cycling and more liveable communities.  
	 
	Clean Air Strategy (DEFRA 2019)  
	Outlines how achieving modal shift is key to delivering emissions reduction.  LCWIPs have a part to play in tackling the climate emergency by reducing emissions through the delivery of walking and cycling options for journeys.  
	 
	Inclusive Mobility (DfT 2021)  
	This document outlines best practice on inclusive design of pedestrian and transport infrastructure. Inclusive design requires that the needs of all disabled people are considered from the outset of any transport and pedestrian infrastructure. LCWIPs identify improvements to build active travel networks and key routes fit for all users 
	 
	Local Policy context 
	 
	Bracknell Forest Council Climate Change Strategy (2021) 
	Supports wider national policy aims to achieve NetZero by 2050. Using four strategic principles, the council plan to work with partners to reduce carbon emissions under the council’s control and influence and lead community action against climate change. Preserving the beneficial outcomes of the COVID-19 pandemic, preserving the natural environment and working with schools and young people are key objectives to the strategy which will assist Bracknell Forest's sustainable development.  
	 
	 
	The Local Transport Plan 3 2011 to 2026 (LTP3) (Bracknell Forest Council, 2011) 
	Sits within Bracknell Forest’s wider Sustainable Community Strategy (Bracknell Forest Council, 2011), main objectives include preserving and enhancing Bracknell Forest’s green spaces, improving accessibility to public services and the town centre and strengthening the local community’s economic and recreational position. LTP3 sets out transport policies for the LTA to focus on until 2026. These include: accessibility, streetscene, improving public transport and taxi services, investing in active transport, 
	 
	Upcoming: The Local Transport Plan 4 (Bracknell Forest Council) 
	The upcoming LTP4 document will supersede LTP3, and this LCWIP will be one of a family of documents that underpin LTP4. 
	 
	Air Quality Management Areas (AQMAs) 
	AQMAs are areas identified by local authorities where it is predicted the national air quality objectives will not be achieved. A Local Air Quality Action Plan is then put together with the aim of reducing carbon emissions in these areas. Designing LCWIP routes to incorporate AQMA’s will be advantageous to the Bracknell Forest Council’s Action Plan as reduced traffic and/or modal shift to active  travel will contribute to reducing carbon emissions while improving air quality, public health and overall quali
	Two AQMA areas have been declared in Bracknell Forest and are presented below. 
	 
	Locations 
	Locations 
	Locations 
	Locations 
	Locations 

	Date Declared 
	Date Declared 

	Pollutants 
	Pollutants 



	Area 1 The Bagshot Road A322 Horse And Groom Roundabout Downshire Way AQMA 
	Area 1 The Bagshot Road A322 Horse And Groom Roundabout Downshire Way AQMA 
	Area 1 The Bagshot Road A322 Horse And Groom Roundabout Downshire Way AQMA 
	Area 1 The Bagshot Road A322 Horse And Groom Roundabout Downshire Way AQMA 

	09/02/2011 
	09/02/2011 

	Nitrogen dioxide NO2 
	Nitrogen dioxide NO2 


	Area 2 The Bracknell Road B3348 And Crowthorne High Street, Crowthorne AQMA 
	Area 2 The Bracknell Road B3348 And Crowthorne High Street, Crowthorne AQMA 
	Area 2 The Bracknell Road B3348 And Crowthorne High Street, Crowthorne AQMA 

	09/02/2011 
	09/02/2011 

	Nitrogen dioxide NO2 
	Nitrogen dioxide NO2 




	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	Figure 2 – AQMA locations 
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	Socio-demographics 
	 
	Mosaic Group 
	This map gives an idea of the demographics and typical lifestyles of residents in Bracknell Forest  by segmenting the population into groups with shared characteristics. According to this dataset the town centre is populated mostly by rental hubs/transient renters; young, single people renting shared households, less likely to own a car and would likely benefit from active travel infrastructure provision. Further out towards the suburbs tend to have a above average household income. South towards Sandhurst 
	 
	 
	 
	Figure
	Indices of deprivation 
	 
	This map shows that areas closest to the station and in Bracknell town centre and residential areas to the west of the town centre have higher indices of deprivation. Areas ranking 20-30% are also in the rental hubs category of the mosaic map. Combining the IMD with this suggests that the younger households living here are less likely to own a car and so would benefit from active transport infrastructure.  
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	Review of existing conditions 
	 
	Existing infrastructure 
	Figure 5 shows Bracknell Forest’s existing  main transport connections. One primary road and three A roads traverse Bracknell town centre. 
	In terms of active travel infrastructure, there is a small network of cycleways which focus more on the residential areas on the periphery of the town centre. Some of these routes overlap with Public Rights of Way as shared use paths, however these do not all comply with LTN 1/20 design principles. They are not all holistic or visible in some areas and shared use paths are not always the most appropriate provision. 
	 
	 
	Figure 5 – Existing conditions 
	 
	 
	Figure
	Severance issues 
	Although there are generally sufficient pedestrian footpaths in Bracknell there are a number of severance issues. The current walking network is broken up by stairs to underpasses in parts creating a barrier for some users. The railway line acts as a barrier and increases the journey time on some north-south walking routes. The current cycle provision is both below standard and not joined up meaning cyclists have to pass over the busy road network which presents a lack of directness, coherence and safety ri
	 
	The A roads and primary roads create severance for active travel users, particularly at crossing points. Introducing new sparrow or parallel crossings will ensure there is a safe segregated crossing space. 
	 
	Although the underpasses reduce severance they also have safety disadvantages; including perception of safety and accessibility restrictions for people with disabilities or pushing prams etc. Opportunities exist to improve the underpass infrastructure as part of this LCWIP as well as options for new crossing facilities.  
	 
	Perception of safety 
	Safety and the perception of safety is one of the key reasons along with ability why people do not cycle. There is a strong consensus that cycling under mixed traffic conditions presents a high personal risk to safety. Segregated cycle infrastructure helps to break down these barriers by providing separation from other road users on both links and junctions.  
	 
	During the pandemic, cycling rates increased by 46 percent and a million more people started walking for leisure. With quieter roads came increased confidence to cycle. Building on this success, emergency pop up cycleways were rolled out in areas across the UK to safely accommodate active travel users, and provide a greater perception of safety compared to mixing with motor traffic. The LCWIP provides an opportunity to build on this momentum. 
	 
	Collision data 
	Figure 6 maps pedestrian and cycle KSIs in Bracknell Forest in the 5 years between 2017 and 2021. Over this period there were 11 serious pedestrian collisions, 1 fatal pedestrian collision, and 9 serious cycle collisions with 1 fatal cycle collision.  
	 
	Pedestrian and cycle KSI collisions are generally dispersed around the borough, with a small cluster of serious pedestrian collisions around Sandhurst. Both fatal collisions occurred on high speed roads without pedestrian or cycle facilities.  
	 
	Protecting pedestrians and cyclists from motor traffic movements through safe crossings, junction upgrades and protected facilities forms a key part of this LCWIP, contributing to road danger reduction. Collision data has also formed part of our appraisal of the active travel routes identified, with routes with high levels of KSIs prioritised. 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	Figure 6 – Collision data 
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	Stakeholder engagement 
	 
	Commonplace consultation 
	To understand issues with the existing walking and cycling network and opportunities for improvements, a Commonplace engagement was held from the 1st- 28th February 2022. Council stakeholders, including Elected Members, and local people and interest groups could navigate through the interactive map and leave comments directly at locations they feel could be improved. Visitors could also ‘Like’ comments they agreed with.  
	The consultation attracted: 
	•
	•
	•
	 2,791 Visitors 

	•
	•
	 2,653 Contributions  

	•
	•
	 1,809 were agreements  

	•
	•
	 842 comments 
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	>
	>
	>
	 National and local policy closely aligns with Bracknell Forest’s ambition to create a high quality walking and cycling network.  

	>
	>
	 Latest government guidance on infrastructure design was applied 

	>
	>
	 This data was used to shape the network and target interventions at areas with a greater propensity to cycle, and where cycle infrastructure could play a role in reducing inequalities. 

	>
	>
	 The extent of the existing network was used to ensure that any proposed interventions provided good connections to this network, and opportunities to fill gaps were seized. 

	>
	>
	 Routes with high numbers of KSIs were prioritised to support road danger reduction. 

	>
	>
	 Through engagement we were able to identify areas where residents felt there were issues that walking and cycling infrastructure could address. This informed the shape of the network and the prioritisation of routes. 





	 
	The maps below show that respondents were spread across the borough with issues and opportunities identified in all areas. 
	 
	Figure 7 – respondent postcodes 
	 
	 
	Figure 8 – spatial distribution of Commonplace responses 
	 
	 
	 
	Key issues from the consultation 
	The Commonplace engagement highlighted several key issues which prevent people from walking or cycling in the proposed area. Speeding vehicles was the largest issue highlighted with around 345 of the 525 confirmed respondents citing speeding as an issue.  
	Difficulty crossing and high traffic volumes were the second and third highest issues for local people. Implementing traffic calming measures is therefore a major improvement that should be looked into.  
	 
	Further issues preventing cycling included not having a protected cycle lane and congestion. Focusing on implementing segregated cycleways where we can is another improvement that could increase levels of cycling.  
	 
	Personal security concerns and narrow footways were expressed as being off-putting factors for pedestrians, particularly women. Developing walkways by improving streetlighting and surveillance and widening footpaths would improve the feeling of safety for all users. 
	 
	Figure 9 – perception of current issues 
	 
	 
	 
	Speeding vehicle and crossing difficulty hotspots 
	The comments provided allowed for a cluster analysis to be undertaken, which led to the identification of groupings of comments in similar or the same locations. These maps show the locations contributors felt concern about speeding vehicles and had difficulty crossing roads. Interestingly, the locations perceived as being hotspots for speeding correspond with locations that are difficult to cross. For both issues, there seems to be the highest cause for concern around Temple Way and Wood Lane to the north 
	 
	This engagement has highlighted people have safety concerns in this area due to a combination of high speeds and lack of infrastructure to support new development and the proximity of schools; increasing the potential for accidents. There is also only one narrow shared footway and cycleway on one side along the majority of the road raising safety concerns.  
	 
	The heatmaps have been a useful tool for establishing the areas in which the local community identifies improvements are needed. This will help to prevent any local backlash against the proposals.  
	 
	 
	 
	 
	 
	 
	Figure 10 – speeding vehicle hotspots 
	 
	 
	Figure 11 – crossing difficulty hotspots 
	 
	 
	Summary 
	 
	The information collected as part of this stage of the LCWIP is referenced throughout the document, as it informs the extent of the network, interventions and the prioritisation of schemes.  
	 
	Key findings from the information gathering are highlighted below: 
	 
	POLICY REVIEW 
	 
	DEMOGRAPHIC DATA 
	 
	EXISTING NETWORK 
	 
	COLLISIONS 
	 
	STAKEHOLDER ENGAGEMENT 
	 
	 
	  
	Chapter 3 – Network Planning 
	 
	Process for network planning for cycling 
	This section details how the steps undertaken in Chapter 2 have been used to develop a draft cycling network for Bracknell Forest.  
	 
	The stakeholder engagement helped to determine key areas where LCWIP development can be used to resolve high carbon emissions and other social problems including road safety and personal security.  
	 
	A key goal in this stage of the LCWIP was to determine where the greatest propensity for cycling exists – where targeted investment in infrastructure could generate the greatest number of new cycling journeys. 
	 
	The process for planning the cycling network is identified in the image below. The Propensity to Cycle tool has assisted in identifying desire lines for cycle traffic for trips to help inform network development, while the GIS LCWIP Model has analysed origin and destination data relevant to Bracknell Forest.  
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	Stages for planning cycle routes 
	The flow diagram below shows the six stages to planning a cycling network according to the DfT Technical Guidance for LCWIP design. Each of these stages were undertaken throughout this LCWIP development process.  
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	Origin-Destination analysis 
	 
	Current and future origins and destinations 
	The LCWIP Technical Guidance notes that identifying demand for a planned cycle network should start by mapping the main origin and destination points.    
	In line with the guidance, census output areas were chosen to represent journey origins from existing residential areas. Additional origins and destinations were identified as:  
	>
	>
	>
	 Future housing and employment sites adopted in the Local Plan  

	>
	>
	 Core tourism areas and attractions  

	>
	>
	 Town, District, and Neighbourhood Centres as identified in the Local Plan  

	>
	>
	 Current and proposed rail stations  

	>
	>
	 Hospitals and secondary schools  


	 
	Cross-boundary journeys to/from outside of Bracknell Forest were also considered. We have discussed cross boundary route development with Wokingham Borough Council and have analysed connections with Maidenhead’s cycle network alongside this. 
	 
	Figure 13 – LCWIP Model Flows 
	 
	Figure
	 
	Potential Cycle Network 
	WSP has built a GIS model for informing LCWIPs, which is customisable depending on local assumptions applied. This model compensates for the limitations in the PCT by allowing the latest origin and destination data to be input and applied to a custom network. This gives us an indication of potential demand for cycle and walk trips beyond the commute and the school run, and also takes into account potential demand from housing built since 2011 and housing planned from the future. 
	 
	In brief, this model has looked at how many people live in the area, employment centres and future developments and calculated the potential amount of cyclists travelling between these origin and destination points. This gives an indication of where on the network there may be suppressed travel demand for walking and cycling trips, and/or potential future demand. 
	 
	The town centre has high cycle potential with between 2,001 and 5,788 journeys shown. The A329 and Park Road are key potential cycle routes into the town centre form the east and Peacock Lane and Mill Lane could support the majority of cycle journeys from the west, with between 851 and 2,000 cycle journeys per day potentially travelling along Peacock Lane into Bracknell Forest from Wokingham.  
	 
	Propensity to Cycle Tool  
	The Propensity to Cycle Tool (PCT) was developed on behalf of the DfT between 2016-2019. It is a web-based tool designed to help authorities plan cycle networks, with LCWIPs in mind. 
	 
	The PCT helps identify desire lines for cycle traffic for trips to work and to schools. It can also help inform network development, as its outputs can be configured to be applied to the existing network, giving ‘heat maps’ of indicative demand. 
	 
	It is based on data from the 2011 Census, which is then manipulated and uplifted to represent a number of future scenarios, showing potential cycle demand patterns. The “Go Dutch” scenario was modelled here. This looks at the distances between homes and workplaces and applies Dutch willingness to cycle to these, imagining how many additional trips could be cycled if there was Dutch-style cycle infrastructure in the UK and Dutch levels of willingness to cycle. 
	 
	PCT – school trips analysis 
	The PCT output was overlayed on the location of schools in the Bracknell Forest region (shown in blue dots). Under the ‘Go Dutch’ scenario, this map shows high potential for a joined up cycle network that will support cycling to the majority of schools in the area. Journeys could also be facilitated between Bracknell and surrounding towns including Sandhurst and Owlsmoor.  
	 
	The thicker lines show areas with the highest propensity for cycling. The majority of these are within the more residential and urban parts of Bracknell and along Waterloo and Sandhurst Road in Crowthorne, which is in close proximity to Wellington College.  
	 
	The map shows that the LCWIP has strong potential to encourage a modal shift to cycling and provide beneficial impacts to the health and wellbeing of children by cycling to school.  
	Few schools are not reachable by PCT networks, however they are all nearby potential cycling corridors meaning there will be potential for future expansion of these routes.  
	 
	 
	 
	 
	 
	Figure 15 – PCT flows and school trips 
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	Route development process 
	Having determined areas where demand is likely highest the next phase of the process is to identify real world routes that can accommodate these desire lines.  For example, via existing roads or paths, or identifying opportunities to create new routes.  
	 
	The importance of each link and route needs to be understood in terms of their overall significance in the network – this will largely relate to the numbers of cyclists that each will cater for in the future.  
	 
	 
	The following hierarchy was therefore applied to the links in the network:  
	  
	>
	>
	>
	 Primary routes are generally those which align with the agreed desire lines, and are therefore most likely to cater for the highest level of existing and forecast flows. 

	>
	>
	 Secondary routes are those with lower expected flows of cyclists, generally those links that connect to specific attractors such as schools, colleges and employment sites, or which add to the density and the connectivity of the overall network;   


	 
	Figure 16 – Primary and secondary cycling network 
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	Additional cycling and walking routes 
	The accepted process for developing the cycling and walking network as part of an LCWIP is as described in this document. However, there are some limitations to this approach. The Propensity to Cycle Tool for example relies on mode of travel to work data from the 2011 census which is now out of date. Other formulae and algorithms developed to assist with forecasting walking and cycling flows between origins and destinations can also overlook local conditions and requests from residents. 
	 
	Bracknell Forest is also unusual in that it already has a developed network of cycle routes. While some of these routes include full segregation between pedestrians, cyclists and motor vehicles, many provide a shared path for those walking and cycling. The extent of this cycle network is such that many residents want to see it extended to cover as much of the borough as possible. 
	 
	A gap analysis of the current cycle network has been undertaken to identify any obvious missing links. A list of additional infrastructure was included in Local Transport Plan 3. Over time many of these schemes have been delivered by the council’s Highway Engineers funded by the annual Capital Programme, but some schemes still await funding. 
	 
	In addition, new development in the borough can also influence demand for new or improved walking and cycling links. While many of these are delivered directly as part of the development, or using funding secured from the developer in planning agreements, some additional infrastructure requires Council provision. 
	 
	So in addition to the network identified by the LCWIP process, the following table and map show the additional routes the Council is seeking to deliver, when funding allows.    
	 
	 
	      
	 
	Process for network planning for walking 
	Similarly to the cycling network plans, the information gathered in Chapter 2 was used to develop a draft network plan for walking, with core walking zones and key walking routes. The draft network was presented to stakeholders, amended and then used to determine the relative importance of different routes and thus which routes to audit and develop infrastructure plans for.   
	 
	A key goal in this stage of the LCWIP was to determine where the greatest propensity for walking exists – where targeted investment in infrastructure can generate more journeys on foot. 
	 
	The methodology for developing the network plan for walking is shown below. 
	 
	Figure
	 
	  
	Stages for planning walking routes 
	The following section maps the journey taken to develop our proposed walking routes. Various models have assisted our design for Bracknell Forest’s LCWIP. These have been mapped alongside the Commonplace consultation reports so that we can ensure infrastructure is developed where the community need it most.  
	 
	 
	 
	 
	 
	  
	1) Identify origins and destinations
	2) Identify walking routesconnecting origins and destinations
	3) Identify core walkingzones (CWZs)
	4) Identify key walking routes that serve the CWZs, barriers and funnel routes
	5) Undertake walking route audits
	6) Identify key improvements
	Potential walking network 
	Following the methodology outlined within Network Planning for Cycling, the GIS model was also used to identify potential key walking route locations.  
	 
	Figure 17 shows roads within Bracknell Forest’s CWZ’s that have the highest potential to be walking routes. It is acknowledged that not every road or path on the network will be walkable (as some roads don’t have footways etc.). For the purposes of modelling this is okay as the model’s purpose is to identify potential demand, which includes suppressed demand due to lack of facilities. Where footways aren’t present, this will likely be identified during the audit stage in any case.  
	 
	The model highlights some key areas with high walking potential. This includes Wood Lane, connecting Binfield, a key origin point, to Bracknell. This road is also currently surrounded by green space presenting a pleasant route for walking.  
	 
	Other roads with high walking potential include Millennium Way to the North of the town centre and Market Street, which cuts through the town centre.  
	 
	Routes marked in blue, have low potential for walking as there are few origin and destination points in these locations. As such these routes will not be prioritised in the proposed plans because they will not support additional pedestrian journeys.  
	 
	We are also consulting with Wokingham Borough Council to integrate walking routes between the two boroughs.  
	 
	  
	Figure 17 – GIS Model, highest potential walking routes 
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	Identifying core walking zones 
	Core Walking Zones (CWZs) are defined in the LCWIP guidance as: 
	“Areas consisting of a number of walking trip generators that are located close together- such as a town centre or business park.” 
	 
	It states that within CWZs, all of the pedestrian infrastructure should be deemed to be important, i.e. the pedestrian infrastructure within CWZs (and connections to surrounding areas) should be of a high standard to support and encourage more walking trips. 
	 
	An illustrative representation of a Core Walking Zones is shown below. This diagram shows the typical characteristics of a CWZ, which includes a minimum diameter of 400m (~5 min walk), and key walking routes radiating up to 2km radius from the CWZs. 
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	Figure 18 – core walking isochrones 
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	Key walking routes 
	The CWZs represent the focal points for pedestrian journeys within Bracknell Forest, and therefore the starting point for mapping walking routes is to identify those that serve these CWZs.  
	 
	For this first iteration of the LCWIP, Walking Routes were considered those main pedestrian routes within CWZs as well as routes connecting to the CWZ (up to 2km in length). Public Rights of Way (e.g. through local areas and connecting to primary routes) were added to increase the coverage in and between urban areas. They were also added within each of the key villages as identified in the scoping report. As recommended by the DfT the routes were prioritised using the definitions shown below. 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	 
	Public Rights of Way: Established routes through private land that are open for public use.  
	Public Rights of Way: Established routes through private land that are open for public use.  

	 
	 
	 
	 
	Figure 19 – Primary and secondary walking network 
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	Chapter 4 – Concept development and definition 
	 
	Route selection tool 
	Once the network plans were updated following stakeholder comments, the final selection of primary routes were considered for auditing. Due to resource limitations, secondary routes and some primary routes could not be audited by the LCWIP project team. A subset of primary routes for audit was selected based on stakeholder feedback and discussions between WSP and BFC.  
	 
	Audits were undertaken by trained WSP personnel visiting each route corridor on location using the Department for Transport’s Route Selection Tool (RST). The tool was used to assess the suitability of a route in its existing condition against the core design outcomes: 
	>
	>
	>
	 Directness 

	>
	>
	 Gradient 

	>
	>
	 Safety 

	>
	>
	 Connectivity 

	>
	>
	 Comfort 


	 
	The process of scoring routes against the criteria in the RST identified issues (e.g. cyclists mixing with too high volumes of traffic) which informed the identification of infrastructure solutions (e.g. segregated infrastructure). The RST also identified critical issues at junctions to be addressed with infrastructure changes.  
	 
	 
	Walking route audit tool (WRAT) 
	The WRAT process considers the needs of all users, including vulnerable pedestrians, such as those who are older; visually impaired; mobility impaired; hearing impaired; with learning difficulties; buggy users or children. The process of scoring routes against the criteria in the WRAT identified issues (e.g. lack of crossing points) which informed the identification of infrastructure solutions (e.g. new zebra or signalised crossings).  
	 
	Audits took place in Summer 2022 with staff from BFC, they accompanied WSP staff  during an initial training session where they were given the opportunity to observe and undertake audit activities. As a result of this, BFC staff became more confident in their knowledge of the process and gained the ability to undertake audits independently.  
	 
	The majority of audits for cycling routes were undertaken by WSP and BFC personnel using bicycles, which provides a more accurate perception of the conditions along the route and challenges / issues that are present for cyclists that currently use the route. This 
	subsequently assisted in developing infrastructure improvements that are bespoke to the issues present on each route.   
	Once route audits were complete, infrastructure improvement plans were developed for walking and cycling. The improvements identified in this report are high level only and have not been taking through to design stages. The following pages provide an overview of the varying infrastructure improvements which have been considered for Bracknell Forest.   
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	Side road improvements 
	>
	>
	>
	 Side roads with large turning radii / junction mouths encourage vehicles to turn at high speed. They also increase crossing distances for pedestrians.  

	>
	>
	 Building out footways is one way to reduce this turning radii and slow turning vehicles. 

	>
	>
	 Add dropped kerbs and/or tactile paving where missing  

	>
	>
	 Additionally, a continuous footway can slow vehicles further and provide priority to people walking or wheeling. 


	 
	Figure
	 
	Figure
	 
	 
	  
	Cycle track infrastructure 
	Protected cycle tracks can be designed as kerb separated, stepped, or as footway level cycle tracks. However all three types provide a level of separation between cycle traffic and motor traffic / pedestrians 
	.  
	Other key features of cycle tracks include continuation / priority over side roads and bus stop bypasses (the continuation of cycle tracks behind bus stops). Examples of this are shown opposite. 
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	Finding space for cycling 
	The diagram below shows the absolute minimum width requirements for cycle infrastructure according to LTN 1/20. 
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	To accommodate this within the carriageway, designers will often consider the removal of central hatching, turning pockets, parking or traffic lanes, or consider narrowing traffic lanes.  
	Shown opposite is an example from Waltham Forest, where central hatching, a turning pocket and a staggered signalised crossing have been replaced with protected cycle tracks and a straight across crossing. 
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	Signalised crossing point 
	Installation of new signalised crossings or improving existing signalised crossing by increasing the green time and/or repairing audit aids.  
	 
	Where cycle facilities are aligned, they should compose parallel crossing points for pedestrians and cyclists as opposed to toucan crossings. Otherwise, these should be simple pedestrian crossings for example puffin crossings.  
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	New zebra / parallel crossing 
	New priority crossings to separate pedestrians and cyclists. Where these align with cycle facilities, these should be a combination of parallel and zebra crossings as pictured above.  
	Where these have been proposed to replace existing uncontrolled crossings with traffic islands, this will remove pinch points for cyclists on the carriageway. 
	 
	Whether a crossing should be a zebra/ parallel crossing or a signalised crossing should be investigated further at the feasibility stage.  
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	Traffic calming 
	Cycle friendly calming features in streets and/or reducing speed limits to safe levels for cyclists. Narrowing traffic lanes and carriageways using planters or raised pavements are common examples. Additional measures include parking restrictions, resurfacing and gulley cover replacement.  
	 
	Some traffic-calmed streets may also be suitable for contraflow cycling (either with or without cycle lanes).  
	 
	Speed cushions should be avoided if possible. 
	 
	 
	Traffic filter 
	A traffic or modal filter is a restriction on general traffic that does not apply to those walking, wheeling and cycling. These are often enforced with physical measures such as bollards, planters or kerbs. 
	 
	Filters can be used to remove through traffic on specific streets, or can be used on a more area wide basis as part of a low-traffic or ‘liveable’ neighbourhood. These measures discourage travel by car, reduce exposure to noise/air pollution and create a safer and more comfortable environment for walking and cycling.  
	In some cases it will be considered desirable to maintain access for local buses or emergency services. In London open filters can instead be camera enforced, with fixed penalty notices issued to users not permitted to pass through the filter. Camera enforcement also allows for timed operation and the ability to allow access to resident permit holders. 
	Local authorities outside of London are not able to enforce moving traffic offences in this way, however, the government has said it intends for local authorities to be able to apply for  
	these powers soon.  
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	Existing cycle infrastructure examples in Bracknell Forest 
	 
	 
	Figure
	 
	Bus and cycle only restriction on Holly Spring Lane 
	 
	 
	Figure
	 
	Walking at cycling priority at side road at Threshfield 
	 
	 
	  
	Walking infrastructure improvements 
	 
	Maintenance  
	Where this is highlighted as an issue, the route likely requires immediate maintenance to bring it to standard, and it may be that a longer term programme of maintenance needs to be developed in order to ensure that this route is maintained to a standard commensurate with its importance in the active travel network.   
	 
	Increase Surveillance  
	Increased surveillance can increase both the perception of and actual level of safety for users. This can be through technology, such as CCTV or ‘help’ points, or natural surveillance such as that afforded by good sightlines (which could be linked to maintenance), higher levels of activity, additional access points and permeability, or police patrols where deemed necessary. 
	  
	Place-based Interventions (Greening, Streetscape, Seating Etc)  
	These are measures that enhance the look and feel of an area, including tree planting, street art, paving, seating, and other features to make public spaces more attractive. This is likely to be very bespoke to each area where required, but can be as simple as planting, such as trees or rain gardens (perhaps as part of Sustainable Urban Drainage Systems), or could be significant changes involving use of materials, sculpture, art installations, or water features.  
	 
	Footway Widening 
	While minimum footway width guidance has changed over the decades, Transport for London’s Pedestrian Comfort Guidance is based on the level of comfort that width provides to users, rather than generic recommendations. However, widening the footway can be problematic, particularly where superfluous carriageway doesn’t exist. Where this is  recommended, it may be most feasible where undertaken alongside cycle schemes which also require significant changes to the highway. 
	 
	Parking Controls 
	Where indiscriminate parking creates an issue for pedestrians, this could be due to various issues and a bespoke solution is likely to be required. This could be through provision of dedicated bays on carriageway, appropriate parking permit schemes, or perhaps greater enforcement of existing restrictions. 
	 
	Crossing Points 
	To ensure the safe crossing of pedestrians, it is important to use desire lines to reduce the length of time a pedestrian crosses the road. These allows the pedestrian to take the most direct path. To do this signals are improved and islands/pedestrian refuges in the middle of the road are removed, prioritising the pedestrian and their continuous movement over motor traffic.  
	 
	Changes can also be made to other junction types such as roundabouts that may not offer facilities for other road users at all.  
	 
	Wayfinding 
	This intervention encompasses all of the ways in which road users orient themselves and navigate from place to place. Wayfinding improvements can be as simple as directional and distance signage at key junctions but can also include large maps or interactive screens; these are becoming increasingly popular in town centres.  
	The following improvements can also be defined as wayfinding interventions:  
	  
	Speed Reduction Scheme 
	Speed reduction schemes need to be self-enforcing using methods that are geographically specific depending on the location. Popular enforcement methods include using cameras to monitor average speed limit zones or physical traffic calming measures such as planters, parking controls and reduced kerb radii. These also change the fundamental purpose and feel of a street.  
	 
	Visibility Improvements  
	Another place-based intervention is maintaining the natural landscape to prevent it from becoming an obstacle to pedestrian access. Cutting back overgrown vegetation near crossing points and on tight corners can help to improve pedestrian visibility  
	 
	Dropped Kerbs/Tactile Paving 
	Dropped kerbs ease the pedestrian journey by levelling the footway and carriageway. They are essential for ensuring the walking network is accessible for wheelchair users by providing them with a safe and coherent crossing space. Tactile paving also helps people with sight impairments understand the street and crossing points.  
	 
	Tactile Cones At Crossing Points 
	Tactile cones at crossing points are a further intervention that significantly improve the safety of junctions and crossing points for the visually and hearing impaired. They work by alerting the pedestrian it is safe to cross with a dial beneath the signal box that spins around when the light turns green (see image below).  
	 
	It is very important that tactile cones and tactile paving are present, correct and adhere to standards as they communicate to visually or hearing impaired pedestrians information about the environment they are in. 
	  
	 
	 
	  
	The case for prioritising women’s safety 
	Academic research has identified that women experience the highest levels of fear of crime when walking alone particularly in dark or isolated spaces. This fear of crime can become a major barrier to women switching to active transport so it is necessary to address this in LCWIP design.  
	 
	Violence against women has gained significant media attention over recent years. Attacks against women including the murder of Sarah Everard in 2021 have increased awareness about the perceived risk women and other minority groups experience when travelling. 
	 
	Response to women’s fear of crime has been slow however councils across the UK are starting to gain more awareness and take actions to reduce the likelihood of harassment against women and increase the perception of safety. In response to recent incidences, the UK Government announced £25 million for better street lighting and CCTV; Women's Safety Charters are being adopted by many workplaces and numerous council are announcing additional funding to help make venues and public spaces safer for women at nigh
	 
	Types of improvement 
	When designing urban environments with women's safety in mind, spaces which improve the ability to see and be seen, and provide refuge or escape are most desirable (Stark and Meschik, 2018). With this in mind, open spaces that are well lit would improve women's perceptions of safety. Alleyways or pathways with high walls would be considered isolated and may increase women’s fear of crime.  
	 
	Street Lighting 
	Streets should have sufficient lighting that illuminates the pavement and allows pedestrians to see a far distance ahead. 85 per cent of women believe better lit streets help improve the feeling of safety. Street lights should not be placed directly beneath trees as they can cast the light downwards reducing onward visibility when directly underneath it.  
	 
	Where they cannot be avoided on the street network, subways should be made as light as possible so that the exit is always visible. 
	 
	Surveillance 
	The presence of CCTV cameras can improve women's feeling of safety. 78 per cent of women believe increased CCTV coverage in public places would make them feel safer when walking at night (YouGov, 2021).  
	Streets that are overlooked by windows and front doors also help women to feel safe and can reduce the risk of crime.  
	 
	Pedestrian Priority 
	Using zebra crossings where possible and ensuring crossings are as direct as possible prevents pedestrians from waiting at crossings for undesirable lengths of time.  
	 
	Widening Footways  
	Widening footways helps to improve prospect and offers more space for pedestrians to spread out on the network. This increases the feeling of safety as women will not be forced into small or isolated spaces with strangers whilst walking.  
	 
	 
	  
	Cross Boundary Routes 
	 
	Wokingham and Bracknell  
	As shown in Figure 20 we engaged with Wokingham Borough Council to ensure cross-boundary connections have been considered and developed in partnership. 
	  
	We have been focusing on improving access to Wokingham’s strategic development location from the Bracknell side and the housing development on the South Wokingham Distributor Road as part of the LCWIP development.  
	 
	Primary Network: 
	>
	>
	>
	 London Road 

	>
	>
	 Wokingham to Bracknell Greenway 


	 
	Secondary Network: 
	>
	>
	>
	 Nine Mile Ride 

	>
	>
	 Dukes Ride 

	>
	>
	 New Wokingham Road 


	 
	We will continue to engage with Wokingham Borough Council on further iterations and evolution of this LCWIP. 
	 
	Figure 20 – Indicative cross boundary routes 
	                       Wokingham Bracknell 
	Scheme Concepts 
	 
	Cycling 
	The cycling network outlined over the previous slides has been developed further, with indicative concepts developed for each cycle route. 
	 
	In developing these concepts a high-level assessment of constraints such as carriageway width, traffic volumes and existing infrastructure provision was made to inform the design of possible interventions. Each route was cycled by a trained auditor, who completed a Route Selection Tool (RST), as specified in the LCWIP technical guidance issued by the DfT (2017). RST outputs were used to highlight issues that scheme concepts should address, and suggest initial interventions that could be considered. 
	 
	More detailed scheme concepts for each route were then developed, with designs that were compliant with the latest government guidance on cycle infrastructure design (LTN 1/20).  
	 
	These indicative scheme concepts are outlined over the following pages. 
	 
	It is important to note that at this stage scheme concepts are high level and indicative. Each scheme will need to undergo feasibility testing, stakeholder engagement, and detailed design.  
	 
	As part of this process schemes will be consulted on and resident feedback incorporated into any final scheme. 
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	Walking concept designs 
	The walking network produced during network planning has been developed further, with indicative concepts developed for each walking route. 
	 
	In developing these concepts a high-level assessment of constraints such as carriageway width, traffic volumes and existing infrastructure provision was made to inform the design of possible interventions. Each route was walked by a trained auditor, who completed a Walking Route Audit Tool(WRAT), as specified in the LCWIP technical guidance issued by the DfT (2017). WRAT outputs were used to highlight issues that scheme concepts should address, and suggest initial interventions that could be considered. 
	 
	More detailed scheme concepts for each route were then developed, with designs that were compliant with the latest government guidance on pedestrian facilities. These indicative scheme concepts are outlined over the following slides. 
	 
	It is important to note that at this stage scheme concepts are high level and indicative. Each scheme will need to undergo feasibility testing, stakeholder engagement, and detailed design.  
	 
	It is expected that as part of this process schemes will be consulted on and resident feedback incorporated into any final scheme. 
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	Figure
	Liveable neighbourhoods 
	This section describes the process used to identify areas within the borough which are suitable for the introduction of a ‘Liveable Neighbourhood’. Liveable Neighbourhoods are intended as complementary measures to the walking and cycling network plans and seek to create areas that encourage sustainable travel and reduce the dominance of motor vehicles. This achieved through reconsidering how road space is allocated to create fairer access to the street for all road users.  
	 
	Identifying Liveable Neighbourhoods 
	Following the identification of key walking and cycling routes within Bracknell Forest, the potential for creating Liveable Neighbourhoods across the borough was examined. By focussing on the potential for cycling on quieter, residential streets, the Liveable Neighbourhood approach perfectly complements the standard LCWIP approach of providing dedicated facilities on busier streets. By considering both routes and neighbourhoods, urban areas can be analysed more holistically. 
	  
	To determine suitable locations for the implementation of Liveable Neighbourhoods, an Area Porosity Analysis was undertaken. This process identifies how well neighbourhoods in the borough are currently connected to each other by cycle via safe main road crossings. This includes reviewing whether existing crossings appear to be unsuitable for all cycle designs in their current form. This was conducted using publicly available information, using GIS analysis.  
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	Through this process, areas within Bracknell Forest Borough which are bound by roads which have a strategic movement function were categorised based on the degree of connection with neighbouring areas.  
	 
	Additional considerations which were taken into account when defining Liveable Neighbourhoods includes comments received in the early public engagement via 
	Commonplace, particularly any comments which related to ‘rat-running’. Liveable Neighbourhoods were also strategically co-located with proposed routes for cycle quiet ways, as they offer complementary features and benefits.  
	 
	 
	School streets 
	A School Street is a traffic management scheme which temporarily restricts motor vehicles from accessing the street(s) surrounding a school during drop off and pick up times.  
	The increase in active travel policies that came about as a result of COVID-19 restrictions has increased their prevalence in towns and cities  across the UK.  
	 
	Pedestrian and Cycle Zone signs or simply ‘no motor vehicle’ signs are placed at the entry points of the School Street zones to inform drivers of the restrictions which operate during set time periods Monday to Friday and during term time only.  
	 
	An appropriate enforcement method should be considered to reduce motor vehicle traffic outside schools. Enforcement options include:  
	•
	•
	•
	  Automatic Number Plate Recognition (ANPR) 

	•
	•
	 Bollards  

	•
	•
	 Movable barrier or gates 


	 
	Limited exemptions are permitted for those who require vehicle access to an address within a School Street zone. These usually include residents, blue badge holders and emergency services.  Local authorities will then establish their own exemption eligibility policy for additional exemption requests.  
	 
	Why they are important 
	School streets key objectives include: 
	•
	•
	•
	 Reducing congestion by limiting vehicle movements on the roads surrounding the school. 

	•
	•
	 Improving air quality immediately outside the school gates  

	•
	•
	 Creating a nicer environment for pupils to walk and cycle to school, improving road safety and fostering a modal shift,  
	Figure
	>
	>
	>
	 C2 - Sandhurst to Bracknell 

	>
	>
	 C5 - Binfield to Ascot 

	>
	>
	 C6 - Bracknell Station to Harvest Ride 

	>
	>
	 C8 – Twin Bridges to Jiggs Lane 

	>
	>
	 C3 – Bracknell to Wokingham  

	>
	>
	 C7 – Bracknell towards Windsor 

	>
	>
	 C9 – Crowthorne to Sandhurst 

	>
	>
	 C1 – Blackwater to Sandhurst 

	>
	>
	 C4 – Woodhurst to Wokingham 

	>
	>
	 W8 – London Road to Whitegrove Close 

	>
	>
	 W11 – Bracknell Station to Shepherds Lane 

	>
	>
	 W13 – Woodhurst to Western Business Area 

	>
	>
	 W3 – Sandhurst Station to Owlsmoor 

	>
	>
	 W9 – Bracknell High Street 

	>
	>
	 W10 – Bracknell High Street 

	>
	>
	 W2 – Sandhurst Station to Crowthorne 

	>
	>
	 W4 – Bracknell Station to Wildridings Road 

	>
	>
	 W5 – Bracknell Station to South Hill Road 

	>
	>
	 W12 – Shepherds Lane to North Bracknell Retail Park 





	 
	To ensure the locations we have suggested are suitable for a School Street we have undertaken a comprehensive feasibility study involving looking at the road type, it’s proximity to major roads and bus routes, the presence of local trip generators and existing walking and cycling infrastructure.  
	 
	The next step involves making early, meaningful engagement to secure support from the school(s), local businesses and the community and statutory consultees such as emergency services.  
	 
	Following this, the scheme will be implemented as a trial using an Experimental Traffic Order (ETO). Undertaking periodic monitoring during the trial period will build a case for making the scheme permanent and build support for future schemes.  
	 
	Potential locations in Bracknell Forest 
	The proposed liveable neighbourhoods/ Low Traffic Neighbourhoods are to the north and north-west of the town centre within the boundary of Wokingham Road and Warfield Road, and south-west in Owlsmoor.   
	 
	Two potential school streets have been identified within the liveable neighbourhoods boundaries these are on Moordale Avenue which will provide safer pedestrian and cyclist accessibility to Meadow Vale Primary School. The second is in Owlsmoor, on Cambridge 
	Road and Church Toad; covering Owlsmoor Primary School and Little Owls Community Preschool.  
	 
	Outside of the liveable neighbourhoods, we have proposed further school streets north east of Bracknell town centre, on Lily Hill Rd, where Holly Spring Primary School and Little Blossoms Childcare Ltd are situated. There is also an additional school street proposed just north of Owlsmoor on the section of Lower Broadmoor Road where Wildmoor Heath School is located.  
	 
	As can be seen, we have focused on the primary and secondary walking networks when proposing both the liveable neighbourhoods and the school streets as these demarcate areas where people are most likely to switch to active transportation. 
	 
	Figure 20 – Potential liveable neighbourhoods and school streets 
	 
	 
	 
	  
	Chapter 5 – Investment prioritisation and cost estimation 
	 
	Overview 
	Stage 5 of the Local Cycling and Walking Infrastructure Plan (LCWIP) process, as detailed in the Department for Transport’s (DfT) LCWIP Technical Guidance, relates to the prioritisation of cycling and walking infrastructure improvements. The key output of this stage is a prioritised programme of these improvements. 
	 
	The Guidance states that priority should be given to improvements that are likely to have the greatest impact in increasing the number of people who choose to cycle or walk, therefore providing the largest benefit from the investment. 
	 
	To determine LCWIP priorities at a local level, many authorities have appraised their identified improvements against specific objective criteria. This process has typically been undertaken using a spreadsheet tool. This presents a simple and transparent means of ‘scoring’ LCWIP improvements for informing local decision-making on where to prioritise investment. 
	 
	WSP has been requested to consider how concept improvements identified through the Bracknell Forest LCWIP could be effectively prioritised. This note provides a brief overview of one proposed approach that could be implemented once the final selection of concept improvements within the LCWIP is confirmed. 
	 
	Approach 
	We propose an approach to prioritisation that applies an agreed set of assessment criteria to individual route or area-based improvements. It is firstly assumed that central Government funding rounds, such as the Active Travel Fund, will provide the main (but not the sole) source of future funding for LCWIP schemes. Therefore, the assessment criteria chosen will aim to identify and prioritise LCWIP improvements more likely to secure funding. 
	 
	The assessment of LCWIP improvements will be at route level (e.g. a cycle route from A to B) or area-based (e.g. a Liveable Neighbourhood in Location A), rather than being disaggregated down to prioritising sections of route, or very specific localised interventions. This is due to the fact improvements are likely to be bought forward as part of a single complete and coherent route-based scheme, or Liveable Neighbourhood proposal. This aligns with the LCWIP Guidance, which states that prioritisation should 
	 
	The approach will use a Multi-Criteria Appraisal Tool (MCAT) which, once populated, will create a ranked list of LCWIP improvements across the borough, indicating which may be best aligned to future funding rounds. The MCAT will be created in Microsoft Excel. The tool will allow improvements to be scored against a set of ‘prioritisation criteria’. Further explanation is provided in the following sections. 
	 
	Criteria within the MCAT could be changed at any future point, and the assessment re-run, should the council which to prioritise LCWIP improvements differently, such as against different policy objectives or funding requirements. 
	 
	Scoring criteria 
	Schemes will be allocated a score in the 0 - 3 range for the criteria shown, based on WSP’s interpretation of improvements and local input from BFC. Table 2 outlines the full scoring criteria suggested as a starting point for the MCAT. It is assumed this may be an iterative process and require discussions and clarification to ensure a fair and accurate understanding and interpretation 
	Costing Exercise 
	A high level costing exercise was undertaken for each of the schemes, looking at the typical costs per km for walking and cycling schemes and number of new junction improvements and crossing upgrades/installations.  
	 
	Additional indirect costs and uplifts were included within the costings process, these are shown below. 
	Indirect cost uplifts  
	Indirect cost uplifts  
	Indirect cost uplifts  
	Indirect cost uplifts  
	Indirect cost uplifts  


	Provision for Diversion of Existing Services 
	Provision for Diversion of Existing Services 
	Provision for Diversion of Existing Services 

	20% 
	20% 


	Prelims, Traffic Management & Overheads & Profit 
	Prelims, Traffic Management & Overheads & Profit 
	Prelims, Traffic Management & Overheads & Profit 

	45% 
	45% 


	Design & Contract Management 
	Design & Contract Management 
	Design & Contract Management 

	20% 
	20% 


	Risk / Contingency 
	Risk / Contingency 
	Risk / Contingency 

	30% 
	30% 


	Assumed construction inflation 
	Assumed construction inflation 
	Assumed construction inflation 

	0.50% 
	0.50% 




	 
	Cycling Schemes:   £56,655,748 
	Walking Schemes:   £25,661,438 
	Total Cost:    £82,317,186* 
	 
	*Costings are subject to change. 
	 
	Prioritising cycling schemes 
	The primary output will be a completed and populated MCAT, with each LCWIP improvement scored, by typology, resulting in a prioritised, ranked order for all proposals being considered for future funding. 
	 
	This output can then form the basis for further discussion locally on which to advance through further stages of design and consultation with a view to comprising a future ATF scheme funding package. 
	 
	The table opposite shows the criteria used to assess the cycle routes. Each route was scored 0-3 for each criterion, using a detailed MCAT which outlined thresholds for each of the scores. Metrics influenced by route length were calculated on a per km basis to remove any length bias. Once scores for each criterion were calculated, the weighting of scores was changed to reflect BFC policy and strategic objectives. 
	 
	A percentage score was calculated for each route based on total score compared with the maximum obtainable score. This produced a ranked list of priority cycling and walking routes shown over the next two pages. 
	  
	 
	 
	  
	  
	  
	  
	  

	Criteria 
	Criteria 

	Description 
	Description 



	1 
	1 
	1 
	1 

	Forecast increase in walking/ cycling (Commuter) 
	Forecast increase in walking/ cycling (Commuter) 

	Length weighted average of the forecast number of journeys to work using the corridor in the Government Target Near Market scenario (LSOA) 
	Length weighted average of the forecast number of journeys to work using the corridor in the Government Target Near Market scenario (LSOA) 


	2 
	2 
	2 

	Forecast increase in walking/ cycling (Education) 
	Forecast increase in walking/ cycling (Education) 

	Length weighted average of the forecast number of journeys to school using the corridor in the Government Target Near Market scenario (LSOA) 
	Length weighted average of the forecast number of journeys to school using the corridor in the Government Target Near Market scenario (LSOA) 


	3 
	3 
	3 

	Forecast increase in walking/cycling (WSP Model) 
	Forecast increase in walking/cycling (WSP Model) 

	Length weighted average of the forecast number of journeys based on WSP Model Outputs  
	Length weighted average of the forecast number of journeys based on WSP Model Outputs  


	4 
	4 
	4 

	Catchment Population 
	Catchment Population 

	Population within the corridor (500m radius) 
	Population within the corridor (500m radius) 


	5 
	5 
	5 

	Existing Infrastructure condition 
	Existing Infrastructure condition 

	Degree of deficiency of the existing infrastructure 
	Degree of deficiency of the existing infrastructure 


	6 
	6 
	6 

	Alignment with existing network 
	Alignment with existing network 

	Does the route connect with existing / proposed routes? This includes cross boundary routes 
	Does the route connect with existing / proposed routes? This includes cross boundary routes 


	7 
	7 
	7 

	Road Safety 
	Road Safety 

	Number of KSI collisions per km in the previous 5 years within the corridor (50m radius) 
	Number of KSI collisions per km in the previous 5 years within the corridor (50m radius) 


	8 
	8 
	8 

	Primary Schools 
	Primary Schools 

	Number of schools within the corridor (a 500m radius) 
	Number of schools within the corridor (a 500m radius) 


	9 
	9 
	9 

	Secondary Schools 
	Secondary Schools 

	Number of schools within the corridor (a 500m radius) 
	Number of schools within the corridor (a 500m radius) 


	10 
	10 
	10 

	Major Employment site 
	Major Employment site 

	Connectivity to existing or proposed major employment sites 
	Connectivity to existing or proposed major employment sites 


	11 
	11 
	11 

	Rail Connections 
	Rail Connections 

	Does the route connect with any parallel schemes or other planned rail improvement? 
	Does the route connect with any parallel schemes or other planned rail improvement? 


	12 
	12 
	12 

	Carbon / Air quality 
	Carbon / Air quality 

	Does the route travel through an Air Quality Management Area? 
	Does the route travel through an Air Quality Management Area? 


	13 
	13 
	13 

	Development sites 
	Development sites 

	Scale & proximity of sites with planning permission and/or allocated development sites 
	Scale & proximity of sites with planning permission and/or allocated development sites 


	14 
	14 
	14 

	Cost of construction 
	Cost of construction 

	Total scheme cost estimates for package of interventions 
	Total scheme cost estimates for package of interventions 


	15 
	15 
	15 

	Maintenance costs 
	Maintenance costs 

	Maintenance requirements along the corridor 
	Maintenance requirements along the corridor 


	16 
	16 
	16 

	Scheme feasibility 
	Scheme feasibility 

	Includes dependency on other schemes 
	Includes dependency on other schemes 


	17 
	17 
	17 

	Political and public acceptability 
	Political and public acceptability 

	Likelihood of political and public support or opposition to the scheme 
	Likelihood of political and public support or opposition to the scheme 


	18 
	18 
	18 

	Stakeholder support 
	Stakeholder support 

	Likelihood of stakeholder support or opposition for the scheme based on Commonplace findings 
	Likelihood of stakeholder support or opposition for the scheme based on Commonplace findings 




	 
	 
	  
	Priority cycle routes 
	The table below shows a ranked list of priority cycle routes based on performance in the MCAT. 
	 
	On the assumption that 1 cycle route could be delivered per year, indicative timescales are shown below for cycle route delivery, based on the ranking of cycle routes. 
	 
	Short term (1-3 years) 
	Medium term (3-6 years) 
	Long term (6+ years) 
	 
	Note the LCWIP is a live document and rankings may change  
	 
	Route 
	Route 
	Route 
	Route 
	Route 

	Effectiveness 
	Effectiveness 

	Policy 
	Policy 

	Economic 
	Economic 

	Deliverability 
	Deliverability 

	% Score 
	% Score 



	C2 
	C2 
	C2 
	C2 

	11 
	11 

	15 
	15 

	0 
	0 

	2 
	2 

	52% 
	52% 


	C5 
	C5 
	C5 

	10 
	10 

	11 
	11 

	0 
	0 

	6 
	6 

	50% 
	50% 


	C6 
	C6 
	C6 

	10 
	10 

	12 
	12 

	0 
	0 

	5 
	5 

	50% 
	50% 


	C8 
	C8 
	C8 

	13 
	13 

	10 
	10 

	0 
	0 

	4 
	4 

	50% 
	50% 


	C3 
	C3 
	C3 

	8 
	8 

	13 
	13 

	0 
	0 

	5 
	5 

	48% 
	48% 


	C7 
	C7 
	C7 

	5 
	5 

	10 
	10 

	0 
	0 

	3 
	3 

	33% 
	33% 


	C9 
	C9 
	C9 

	7 
	7 

	8 
	8 

	0 
	0 

	3 
	3 

	33% 
	33% 


	C1 
	C1 
	C1 

	8 
	8 

	4 
	4 

	0 
	0 

	5 
	5 

	31% 
	31% 


	C4 
	C4 
	C4 

	3 
	3 

	6 
	6 

	0 
	0 

	7 
	7 

	30% 
	30% 




	 
	 
	  
	Prioritising walking schemes 
	The table below shows the criteria used to assess the walking routes. Each route was scored 0-3 for each criterion, using a detailed MCAT which outlined thresholds for each of the scores. Metrics influenced by route length were calculated on a per km basis to remove any length bias. Once scores for each criterion were calculated, the weighting of scores was changed to reflect BFC policy and strategic objectives. 
	 
	  
	  
	  
	  
	  

	Criteria 
	Criteria 

	Description 
	Description 



	1 
	1 
	1 
	1 

	Forecast increase in walking/cycling (WSP Model) 
	Forecast increase in walking/cycling (WSP Model) 

	Length weighted average of the forecast number of journeys based on WSP Model Outputs  
	Length weighted average of the forecast number of journeys based on WSP Model Outputs  


	2 
	2 
	2 

	Catchment Population 
	Catchment Population 

	Population within the corridor (500m radius) 
	Population within the corridor (500m radius) 


	3 
	3 
	3 

	Existing Infrastructure condition 
	Existing Infrastructure condition 

	Degree of deficiency of the existing infrastructure 
	Degree of deficiency of the existing infrastructure 


	4 
	4 
	4 

	Alignment with existing network 
	Alignment with existing network 

	Does the route connect with existing / proposed routes? This includes cross boundary routes 
	Does the route connect with existing / proposed routes? This includes cross boundary routes 


	5 
	5 
	5 

	Road Safety 
	Road Safety 

	Number of KSI collisions per km in the previous 5 years within the corridor (50m radius) 
	Number of KSI collisions per km in the previous 5 years within the corridor (50m radius) 


	6 
	6 
	6 

	Primary Schools 
	Primary Schools 

	Number of schools within the corridor (a 500m radius) 
	Number of schools within the corridor (a 500m radius) 


	7 
	7 
	7 

	Secondary Schools 
	Secondary Schools 

	Number of schools within the corridor (a 500m radius) 
	Number of schools within the corridor (a 500m radius) 


	8 
	8 
	8 

	Major Employment site 
	Major Employment site 

	Connectivity to existing or proposed major employment sites 
	Connectivity to existing or proposed major employment sites 


	9 
	9 
	9 

	Rail Connections 
	Rail Connections 

	Does the route connect with any parallel schemes or other planned rail improvement? 
	Does the route connect with any parallel schemes or other planned rail improvement? 


	10 
	10 
	10 

	Carbon / Air quality 
	Carbon / Air quality 

	Does the route travel through an Air Quality Management Area? 
	Does the route travel through an Air Quality Management Area? 


	11 
	11 
	11 

	Development sites 
	Development sites 

	Scale & proximity of sites with planning permission and/or allocated development sites 
	Scale & proximity of sites with planning permission and/or allocated development sites 


	12 
	12 
	12 

	Cost of construction 
	Cost of construction 

	Total scheme cost estimates for package of interventions 
	Total scheme cost estimates for package of interventions 


	13 
	13 
	13 

	Maintenance costs 
	Maintenance costs 

	Maintenance requirements along the corridor 
	Maintenance requirements along the corridor 


	14 
	14 
	14 

	Scheme feasibility 
	Scheme feasibility 

	Includes dependency on other schemes 
	Includes dependency on other schemes 


	15 
	15 
	15 

	Political and public acceptability 
	Political and public acceptability 

	Likelihood of political and public support or opposition to the scheme 
	Likelihood of political and public support or opposition to the scheme 


	16 
	16 
	16 

	Stakeholder support 
	Stakeholder support 

	Likelihood of stakeholder support or opposition for the scheme based on Commonplace findings 
	Likelihood of stakeholder support or opposition for the scheme based on Commonplace findings 




	 
	  
	Priority walking routes 
	The table below shows a ranked list of priority walking routes based on performance in the MCAT. 
	 
	On the assumption that 1 walking route could be delivered per year, indicative timescales are shown below for walking route delivery, based on the ranking of walking routes. 
	Short term (1-3 years) 
	Medium term (3-6 years) 
	Long term (6+ years) 
	 
	Note the LCWIP is a live document and rankings may change  
	 
	Route 
	Route 
	Route 
	Route 
	Route 

	Effectiveness 
	Effectiveness 

	Policy 
	Policy 

	Economic 
	Economic 

	Deliverability 
	Deliverability 

	% Score 
	% Score 



	W8 
	W8 
	W8 
	W8 

	12 
	12 

	21 
	21 

	6 
	6 

	9 
	9 

	56% 
	56% 


	W11 
	W11 
	W11 

	7 
	7 

	10 
	10 

	4 
	4 

	6 
	6 

	52% 
	52% 


	W13 
	W13 
	W13 

	9 
	9 

	6 
	6 

	4 
	4 

	6 
	6 

	52% 
	52% 


	W3 
	W3 
	W3 

	6 
	6 

	12 
	12 

	0 
	0 

	7 
	7 

	50% 
	50% 


	W9 
	W9 
	W9 

	5 
	5 

	12 
	12 

	0 
	0 

	7 
	7 

	50% 
	50% 


	W10 
	W10 
	W10 

	6 
	6 

	7 
	7 

	6 
	6 

	5 
	5 

	50% 
	50% 


	W2 
	W2 
	W2 

	6 
	6 

	6 
	6 

	6 
	6 

	6 
	6 

	48% 
	48% 


	W4 
	W4 
	W4 

	5 
	5 

	13 
	13 

	0 
	0 

	5 
	5 

	48% 
	48% 


	W5 
	W5 
	W5 

	8 
	8 

	7 
	7 

	4 
	4 

	4 
	4 

	48% 
	48% 


	W12 
	W12 
	W12 

	7 
	7 

	10 
	10 

	2 
	2 

	4 
	4 

	42% 
	42% 


	W1 
	W1 
	W1 

	7 
	7 

	7 
	7 

	2 
	2 

	4 
	4 

	38% 
	38% 


	W7 
	W7 
	W7 

	4 
	4 

	8 
	8 

	2 
	2 

	4 
	4 

	38% 
	38% 


	W6 
	W6 
	W6 

	6 
	6 

	5 
	5 

	2 
	2 

	5 
	5 

	35% 
	35% 




	Chapter 6 – Integration and application 
	 
	Stage 6 of the LCWIP process considers how the Bracknell Forest LCWIP will be integrated into local policy and strategies. 
	 
	Governance 
	An LCWIP project team has been established consisting of officers from Bracknell Forest Council, with technical assistance provided by WSP in the development of the LCWIP in 2022. 
	 
	Stakeholder engagement and consultation 
	Effective engagement with stakeholders is integral throughout the development and delivery of an LCWIP to provide the opportunity for local people to express their views and input to the proposals.  
	 
	The LCWIP will be consulted on as part of Bracknell Forest’s Local Transport Plan 4. This will ensure that all relevant issues are considered when identifying interventions and it should increase support for the LCWIP. 
	 
	 
	Integration, funding and scheme delivery 
	The delivery group will be responsible for the integration of the LCWIP outputs in to local policy.  This will help ensure that emphasis is given to cycling and walking within both local planning and transport policies, strategies and delivery plans.  Reflecting the LCWIP in local policy will also help to make the case for central government funding. 
	 
	They will seek to identify appropriate funding sources to deliver the aspirations of Bracknell Forest LCWIP. This will include local contributions, developer contributions, central government funding opportunities such as ATF4 and other innovative funding mechanisms as appropriate to the scale of improvements. 
	 
	Monitoring and evaluating the benefits of investment in delivering the LCWIP schemes will be critical, and will enable BFC to make the case for future investment in our streets. 
	 
	The schemes outlined in this document represent almost XX investment in high-quality cycling and walking routes. This demonstrates a step-change in the focus on active travel in Bracknell Forest but delivery of the plan will be highly dependent on successful funding bids to central government and developer contributions as planning applications come forward.  
	 
	The priority improvements identified will deliver a range of benefits to public health, local economy and tourism, land value uplift, decongestion, road safety and carbon savings – all of which are expected to be significant. Most walking and cycling schemes represent very good value for money, providing greater benefit to society than the cost of the scheme.   
	 
	It is anticipated that LCWIPs will be reviewed every 3 to 5 years to reflect progress made.  LCWIPs may also be updated if there are significant changes in local circumstances, such as the publication of new policies or strategies, major new development sites, or new sources of funding.  
	 





