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INTRODUCTION

Worthing is the largest town in Wast Sussax, with a population of approximately 98,000
The town is a major shopping and employment centre as well as being a tourist and
leisure attraction.

Although Worthing is pradominantly an urban area, the town has the dual attractions of
the coast and the countryside. To the south, the seafront plays an important role in the
character of the town. The South Downs Area of Outstanding Natural Beauty to the
north gives Worthing a unique setting, with views from the town of the surrounding
countryside.

Worthing is served by a ranga of pdblic transport sarvices, providing both focal and long
distance bus and rail services. The Borough enjoys raasonably good strategic road links,
although like most urban areas, traffic congestion can be significant on the logal road
network during the morning and evening peak periods, There are particular problems of
delay and congestion during much of the day on the section of the AZ7 South Coast
trunk road that passes through the northern edge of the town,

Cycliste are currently not wall caterad for in Worthing, Traffic conditions present
particular difficutties for cyclists and there are fow dedicsted facilitias to assist eyclists.
Nevertheless, the need for improved conditions to encourage cycling has been
racognised by tha Boraugh Council.

Walking and cycling have histarically been neglected modes of transport, although in
recent years this has begun to change. Even théugh some gycle facilities have been
provided in many of the UK's major towns and cities, the vast majority of peopla still
perceive cyciing as an inconvenient or dangerous form of transport. Any measures to
raise the modal share of cycling must take this into account and provide facifities to
encourage naw cyclists, rather than just helping existing cyclists,

Study Brief

Worthing Borough Council have commissioned Sustrans and Babtie Group to undertake a
Cyclo Strategy Review for Werthing.

The main slements of the study include :

+ review and development of routes previously identified as forming a cycle netwark
for Worthing;

¢ identification of additionai links to serve the town centre and other major
dastinations, incorporating existing sections of cyclaway;

» development of proposals to encourage easy interchange with other transport
modes, particularly rail services;
further development of cycla parking within the Borough;,
consideration of options for the South Coast Cycle Route, part of the National Cycle
Network, crossing tha town,

The need for this study has afisen from a number of developments, including national
and local strategies promoting cycling as a means of transport, the emergence of the
Local Transport Plan process as the means of allocating capital resources to local
authorities, the lack of progress in developing facilities for cyclists in Worthing. together
with local concerng about the provision of shared-use facilities.

e am
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Why Improve Conditions for Cycling?

In the second half of this century the freedom to travel whenever and wherever we like
has become an evaryday reality and expectation for many of us.

It is now widely recognised, however, that this tremendous freadom of choice has had a
high price. Greater freedom for some may mean less freador for others — such as
those without access to a car. Some drawbacks affect afl of us — stopping our children
from playing outside for fear of traffic, or restricting our freedom to breathe clean air or
enjoy quiet countryside. In 1994, the Royal Commission on Environmental Pollution
deseribad transport growth as "passibly the greatest environmental threat facing the UK".

Britain has one of the lowest rates &f cycling in Westarn Europe, but one of the highest
casualty rates for cyclists and padestrians. Cycling accounts for less than 2% of trips in
the UK, compared to 10% in Sweden, 11% in Germany, 18% in Switzerland and 18% in
Denmark. The UK also has the highest child mortality rate in West Europe from road
accidents — 30% ovar the European average. In these countries and many others in
Europe deliberate programmes for action have successfully increased the share of wrips
by eycle,

More bicycles are sold sach year in the UK than cars, There is enormous potential to
convert this interast in ¢ycling into increased levels of cycle use. This country does not
have an unusual geography, climate or economy. Switzerland is more hilly, Sweden has
colder winters and Germany higher car ownership fand all have a higher standard of
living). Yet cycling levels in these countries are at least five times higher than in the UK.

in the UK, 75 per cent of ali trips are under & miles in length and over half of ali trips are
less than two miles in length. Almost two-thirds of all car trips are undear 5 miles. These
short joutneys offer great potential for increased lavels of cycling and walking.

World Health Organisation air pallution limits are often exceeded in many Britishr cities,
One in seven children suffers from asthma, A switch to cyeling will reduce the toxic
emissions which contribute to air pollution and smeg, benefiting the population as a
whole. Importanty, such a shift will aiso help reduce emissions of the global warming
gas carbon dioxide, to which the Governmant and many lfocai authorities are committed.

Countryside and Wildlife

Many part of our beautiful countryside - such as coastal areas and the National Parks —
are now endangered by vehicle traffic. The Countryside Commission predicts a trebling
of car uge in the countryside over the noxt 20 years unless something is done now.
Impraved cycle links will enable car-free access to the countryside, and will enable the
introduction of rural traffic-calming to reduce the effect of cars.

Bensefits for Urban Areas
improvements for ¢yclists will be & stimulus to more civilised urban design, putting

people before vehicles, and creating traffic-free and traffic-calmed areas, More cycling
and walking in towns will make the streets feel more secure for everyona.

Worthing Cycle Suatagy Raview
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Health And Fitness Banaefits

The majority of people take insufficient exercise. Health professionals agree that both
cycling and walking are “ideal” activities for keeping healthy, and uniike many sparts, both
have a low risk of injury (except in relation to traffic). Cycling and walking have the
further advantage than they can be easily fitted into daily life, Regular cycle commuters
are as fit as non-cyclists ten years younger.

Greon Tourism

Cycle tourism distributes its baenefits widely throughout the local economy, supporting
shops, pubs, B&Bs, hotels, bike hire and other outlets. Cycle tourism is growing rapidly
in Europe along with national cycle netwotks in Denmark, Germany, the Natherlands,
Belgium, Switzarland and elsewhere, Continental research suggests cycle tolirists spand
more than car tourists and damand high quality sarvices.

Economic Benefits

Improved conditions for cycling will help create jobs in the leisure, tourism and retait
sactors. Other important economic benefits include reduced congestion, as people
switch to cycling and walking and away from cars, and improved fitness — cycle
commuters take fewar days off work.

Banefits for Children

Children in partieular suffer when traffic conditions are dengerous. Child cycling and
walking have both declined drastically in the last 20 years and only 3% of children now
cyele to school, compared to 60% in Holland. Dangerous roads cut children off from
each other and from social activities, encouraging a sedentary television-basad lifastyla
with parents forced to act as chauffeurs. New traffic-free cycle tracks are safe for even
very young children. This will encourage them to start cycling in confidence, before they
prograss onta roads,

Benefits for Older Paople

Walking and eyeling remain important modes of transport for aiderly peopla, who are less
able to afford to drive. Traffic-free routes for cyclists, with gentle gradients, sate
crossings, and regular seats and meeting places, form pleasant and attractive public
spaces which are safe and accessible to elderly paopla.

People with Disabillties

Newly created paths for cyclists away from roads will be directly accessible to those in
whealchairs, with gentle gradients, ramps not steps, flush dropped kerbs and a smooth,
hard surface. Traffic-free sections will also help the partially sighted, partially deaf and
the lass mobila,

Padestrians

Many improvernents to henefit cyclists will also benefit walkers. Traffic-free routes are
generally 3 metres wide, dasigned for safe use by both eyclists and walkers and with
raised separation markings through busy urban stretchas. It is important to realise that in
countries where cycling levels are higher, walkers and cyclists mix without conflict,

Warthing Cycla Strategy Review
Page 3
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POLICY BACKGROUND

National

The key hational policy for cycling is the National Cycling Strategy, launched in July
1896: the Conservative government set a target of doubling cycle usage by 2002 and
quadrupling it by 2012. This has been endorsed by the current government. Other
national policies which have an influance on the development of cycling are :

The Integrated Transport White Paper
Road Traffic Reduction Act

Local Transport Plans {see Sectian 9.2)
PPG13 Transport

PP17 Sport and Recreation

PPG21 Tourism

Local

Local policies will have a direct influsnce on whether cycling in the Worthing area is
made more attractive and conveniont. Relevant focal policies include

« WSCC Structure Plan

a  WSCC Loca! Transport Plan
»  WSCC Cycle Strategy

v  WSCC/WRBC Package Bid

e WBC Local Plan

Wider Policy Considerations

Health - Reports by the British Medical Society suggest that regular cycling can produce
a variety of health benefits including : increased fitness; a raduced risk of heart disease,
a weight contro! aid; and reduced levels of stress and depression,

The Health of the Nation Study (1991) identified heart disease ag the greatest single
cause of premature death in England and clear links have been made between & lack of
physical activity and the risk of heart disease. Cycling is an ideal form of aerobic
exercise, since it involves the rhythmic contraction of major muscle groups, with little
strain on the muscle and joints, unlike most other forrns of exercise, This makes it an
ideal form of activity for all age groups and can be undertaken safely by those who are
unfit or averwaight.

The results of the UK National Fitnass Survey (1992) conducted on behalf of Allied
Dunbar revealed that up to 72% of men and 87% of women do not currently take
enough exercise. The increased availability of motorised transport and the loss of
physically active jobs have led to a reduction in the level of physical activity present as an
integral part of people's lifestyles. This trend has been further exacerbated by the
growth of non-physical leisure pursuits and cut-backs in the level of sports in the school
curriculum.

People often cite a lack of free time as a primary reason for not taking more exercise, but
as the Government's Active for Life campaign suggests, walking or cycling to work is a
good way of integrating exercise within a hectic modern lifestyle.

Waorthing Cyele Strategy Review
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Environment - It is now widely recognized that the averincreasing levels of traffic on
the road and the associated congestion and pollution are neither desirable nor
sustainable, .

‘The Royal Commission on Environmental Pollution have stated that : "The unrelenting

growth of transport has bacome possibly the greatest envirenmantal threat facing the UK
and one of the greatest obstacios to achioving sustainable transport?*

Recent technological advences in controlling exhaust emissions mean that modern cars
produce lese poliution than in the past. However, studies have now shown that
increased treffic volumes have largely negated the benefits of this ‘clean technology'. It
has also been shown that catalytic converters are not fully active for the first 3 minutes
of a car's journey, which is a significknt part of a typical short urban journay,

The Bicycle Association estimated that if 20% of trips currently made by motorised
trangpert were made by bicycle, that the amount of carbon dioxide {largely responsible
for the greenhouse effect) released into the atmosphere would be reduced by 4.5m
tonnes per year. (To put this into context. the avaerage car i$ estimated to praduce
approximately 4 tonnes of CO, par annum).

Tourism - Government figures show that tourism spending in this country totalled
around £26 biflion in 1881 and, in fact, the UK ranks fifth in the waorld for overseas visitor
spending,

Howavaer, the bulk of tourist expenditure in this country is &s a result of domestic trips.
Tourism is on the increase, largaly as a result of increased personal incoma, leisure time
and mobility, Growth markats include shart breaks, day trips and activity holidays, such
as cycle touring and mountain biking.

In recent years, leisure travel has become the fastest area of traffic growth, with social
and leisure trips aceounting. for approximately one-third of all trips made in the UK. In
fact, in terms of mileage, leisure trips are more popular than those made for any other
purpose. Inevitably, many of those trips are made 10 rural areas, where public transport
is often limitad and so the car is often the primary mode of transport.

Tha UK Day Visits Survey (1984} conductad on behalf of the Countryside Commission
revealed that of the 1.1 billion trips made to the English countryside each year, nearly half
are local {less than 5 milesl, but only 3% are made by bike. The Commission also
predicts that thers will be a four-fold increase in rural traffic over the next 15 years. This
will put enormous pressure on the rural road network, and the increased traffic volumes
will detract frorn the beauty and tranquility of the more popular areas.

It is therefore desirable 1o encourage more sustainable modes of transport for as many
of these visits as possible. Walking and cycling are already important leisure activities,
and as forms of transport, they are the least damaging to the rural environment, and
should, therefore, be heavily promoted and appropriata facilities provided,

Although 'Green Tourism' is currently a small sector of the tourism market, it has been
steadily growing in recent years and has great potential to generate significant amounts
of new jobs and revenue to hoost the local aconormy. Sustrans has predicted that the
National Cycle Route in Wales alone will generate 140 new jobs and approximately
£5.7m per year,

Worthing Cycle Strategy Review
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2.3.16 It has also been shown that ‘Green Tourists' spend significantly more than conventional
visitors. Surveys of cycle path users in the Peak District revealed that the average daily
spend was £7.28 per adult, rising to £24.54 for those on holiday, with the majority of
money going directly to local facilities. This compares with an average, national, visitor
spend in the countryside of £4.50 per day.

24  WNational Cycle Network

241 In 1995, Sustrans launched proposals for & National Cycle Netwark (NCN), aimed at
providing a major impetus to the development of cycling in the UK. The NCN consists of
around 6,500 milas of routes for cyclists throughout the UK, illustrated on Figure 2.1, .
Figure 2.2 provides more detail of these routes and other regional cycle routes, within
West Sussex. The NCN is anticipated to be completed by 2005 and will significantly
improve conditions for cyclists in the UK.

242 Part of the NCN has been designated as a Millennium Network, totatling around 2,500
miles. Sustran's aim is for this to be complete by 2000. The total cost of the Millennium
Network is £183 million, to which the Millennium Commission has made a grant of £42.5
milion. The balance is anticipated to be funded by vatious sources such as local
trangport funds, development contributions, ather grants {e.g. from the European Unian)
and other sources.

2.43 It is expected that the NCN will benefit both walkers and cyclists, with around 46% of
journeys on traffic-free sections being made by cyclists, Of these, around 6Q% are
predicted to be utility journeys, with the ramainder for leisure or recreation. Although
provision for recreational cycling has generally not been eligible for funding from central
governmant, there is evidence from routes already built by Sustrans for a causal link
between an increasa in recreational cycling and a subseguent increase in utility cycling,
Hence, cycle routes with a predominantly recreational focus still have a part to play in
increasing utility cycling,

244 There is a great deal of evidence showing the wider benefits of the NCN which is
symmarised in the ‘Information for Lacal Authoritios' issued by Sustrans in October
1995, In general, the network will bring environmental, econornic and mobility benefits,
and in particular will be part of the means to achieve the National Cycling Strategy target
of a doubling of cycle usage by 2002 and a quadrupling by 2012.

I. Worthing Cyele Stratogy Review
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OFTPA Report

In 1884, West Sussex County Council commissioned Oscar Faber TPA to undertake a
study into the neads of cyclists in Weorthing.

The report included an analysis of census and traffic data in order to quantify cycle use,
together with a study of cycle safety. An urban netwaork was developed comprising of
sevan separate utility routes, together with proposals for the South Coast Cycle Route.
The report also considered links to public transport, additional recreational routes and
proposals for improved cycle parking.

Since 1994, there has, however, been limited progress in taking forward the cycle
strategy. A short length of segregated shared-use cycle facility, togsther with a toucan
erossing has been introduced in High Street as part of the Broadwater and East Warthing
routes. Design work and consultation has been undertaken on an amended Goring to
Worthing town centre route by West Sussex County Councit for implementation during
1999,

A cycle track was introduced slong the Esplanade. between the Lidoe and George V
Avenue. However, there was a highiy publicised serious accident between a cyclist and
a pedestrian in 1994. Whilst the accident occurred beyond the eastern limit of the
shared-use schems, the incident has strongly focused public opinion against sharod-use
cycle facilities. Although accidents between cyclists and pedestrians on shared-use
tacilities are rare, it has proved difficult in the intervening time to convince public opinion
of the acceptability of shared-use facilities. Following the aceidant, the facility along the
Esplanade was subsaqusntly removed, .

In 1996, Sustrans was commissioned by Worthing Borough Council to draw up
akernative plans 1o replace the facility along the Esplanade, The Council subsequently
decided to defer consideration of a route along the Esplanade until it was placed in the
context of a horough-wide network, and requested the County Council to develop &
strategy for the entire South Coast Cycle Route.

Since 1994, there have been a number of national and loca! policy initiatives related to
¢yeling, These include :

Tha Nationa! Cycle Network - 1995

The National Cycle Strategy - 1896

A New Deal for Transport - the White Paper on Integrated Transport 1898
The Road Traffic Reduction Act 1997

The West Sussex Daposit Structure Plan 1996

The Worthing Local Plan Review - Deposit Draft 1997

In addition, whilst the original report provides an overview of cycling within Worthing and
pravides an indicative network, there are a number of more detailed considerations that
requirg further investigation. These include :

+ additional detail and costings for the routes put forward;

« further routes to serve the town centre;

+ development proposals in the Local Plan have not been taken into considaration:

Worthing Cycla Strategy Review
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a more comprehensive network is required to serve all of the major educationsl,
shopping, employment and medical dastinations;

the potential for improved interchange with other transport modes, particularly rail,
has not been fully explored.

Worthing Cycle Stratagy Raview
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Existing Situation

Introduction

Worthing Is located between the sea and the South Downs on the coasta! plain. The
majority of the urban area is relatively flat and compact, The town centre is within 4 km
of most residential areas.

" In spite of these advantageous geographic characteristics, conditions for eycling within

Worthing are poor. There are few dedicated facilities for cyclists and the highway
network presents a number of difficulties for cycle journeys. Cycle use, particulerly for
journay 1o work purposes is, nevertheless, higher than the national average, aithough this
is matched by a disproportionately high level of cyelist involvement in road traffic
accidents.

Existing Facilitiss

Existing facilities for cyclists within Worthing are limited, Although there is a short
section of cycle track, togethar with a toucan crossing in High Street, restricted access
to the facility (upper High Street is one-way only) means that the route is not well used.
There is also @ section of shared-usa path in Wost Durrington linking various areas of
new housing to Romany Road. The route does not, howaver, adaquately fit into a wider
network of facilities for cyclists, is poorly signed and is unattractive in terms of personal
security, and hence is of limited use for ¢yclists.

Worthing does nevertheless have reasonable pravision for cyele parking within the town
ventre. There ara numerous sites that are well used and a clear dermand for additionai
parking elsewhare.

Cycle Usage

Figura 4.1 identifies existing corridors used by cyclists, The data is based on various
trattic counts undertaken by West Sussex County Council during 1992 and 1993, The
counts were not specificaily undertaken to identify cycle routes and in order to provide a
mare comprehensive overview of axisting cycle use within Worthing it is recommended
that additional monitoring is undertaken as a separate gxercise,

It can be seen that there are significant flows of cyclists on many of the main roads,
notably Littiehampton Road, South Farm Road and Rectory Road. This would indicate
that in spite of the unattractive traffic conditions, these roads provide the most diract and
convenient routes for cyclists.

Data from the 1991 Census indicates that eycling represents approximately 7% of all
journey to work trips within the Borough. This is approximately twice the national
average, which probably reflects the compact urban area and relatively short journeys to
waork distances,

No other data is available for specific cycle journey purposes.

Worthing Cyele Strategy Raview
Paga 9



-
o
2

. wumams ¢

W

JARR T3 W
‘ Wi

Tiggh Hill 4

S, Frem

1l

M

i
il

|yt
DankLe

{

ke
L

Hiktas)




S ow e

o |

[Rer

44
441

4.4.2

443

444

445

4.5

451

45.2

Problems for Cyctists

The existing network of roads does not provide an attractive environment for cyeling.
Many of the roads have heavy volumes of fast moving traffic and there are few
opportunities to develop continuous routes based on quiet strests. In particular, the A27,
A24, A259 and A2032 all present significant barriers to cyeling, in terms of unplaasant
conditions ¢yeling along the road and difficulties crossing the road.

Roundabouts pose particular problems for gyclists. No only are they intimidating and
difficult to negatiate, particularly for less experienced cyclists, but they represent a
significantly higher accident risk for cyclists in comparison with other forms of junction,
Roundabouts, highlightad as being of particular prablem for cyclists, include

A27 Warren Roac/A24 Findon Road

A27 Warren Road/Upper Brighton Road
A20372 Littdehampton Road/Durrington Lane
A2032 Littlehampton Road/Palatine Road
A2032 Littleshampton Road/AZ59 Garing Street
A24 Broadwater road/Newlands Road

A24 Broadwater Road/A2031 Teville Road
A24 Chapel Road/North Street

A24 North Street/High Street

A24 North Street/Union Place

B2223 Dominion Road/Sompting Avenue

Small or mini-roundabouts present less difficulties for cyclists, particularly where
approach speads are low, visibility is good and there are few multi-lane entrigs, Their use
is, however, generally rastricted to less heavily trafficked junctions.

Cyclists are especially vulnerable when grossing roads or making right turn manceuvres.
Therefore, many cyclists may prefer to remain on direct and continuous major roads,
rather than more suitable parallel roads that require frequent turning or crossing
movemsnts. As an example, many cyclists would appear to use Goring Road/Richmond
Road rather than the parallel quister route of Lansdowne Road/Shalley Road.

One way systems and restrictions on turning movements can have a particularly
detrimental impact upon cycle journeys, Although the additional trip distances that such
measures impose may only appesr slight in & car, the additional journey lengths can be a
significant detriment to cycle use. For example, the one-way sections of Upper High
Street and Dagmar Street effectively rastrict the ability of these roads to form a longer
distance route for cyclists.

Safaty

Accident data relating to cyclists has been supplied by Wast Sussax County Council from
thair road traffic accident database. This information has been supplied for the three year
period April 1995 to March 1998 for the whole of the Borough of Worthing.

It has been possible to compare this accident data with that used in the OFTPA report,
for the period February 1891 to January 1894,

Worthing Cycle Stretagy Review
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For the most recent three year period, 281 personal injury accidents involving cyclists
were reported to the police. This represents a 16% increase in accidents over the
previous three year period. 285 separate casualties resuited from these accidents, of
which 250 waere slight, 35 serious and none were fatal. Table 4.2 provides a summary of
this data,

The total number of road traffic accidents over the same period was 1132, With 281 of
these accidents involving tyclists, cyclists therefore represent 25% of all road traffic
accidents. Nationally, cyclists reprasent an avarage of 8% of all reparted road casualties.
This would indicate that the reported level of accidents for cyclists In Worthing is
three times worse than the national average, which is a serlous cause for concern,
This poor road safety record is further emphasised by data that would indicate that
cycling in Worthing represents 7% of work trips (twice the national average),

Table 4.2 : Worthing Cycle Accidents
April 1995 - March 1998/February 1791 - January 1994

April 1995 - Fabruary 1991 Difference

March 1398 January 1994 {%)
Total Accidents

281 242 + 16%

Casvalties
Slight 250 207 +21%
Serious a5 43 - 19%
Fatal 0 1 - 100%

It should be noted that accident data relies on casualties being reported to the police.
Many sccidents, however, go unreported. Comparisons of police data with hospital
records nationally would suggest that between 26% and 40% of ell road traffic accidents
are not reported, and hence do not appear in road traffic accident statistics, There is,
however, an even grester level of under-reporting of cycle accidents, with up to three-
guarters of slight and serious ¢ycle casuslties baing unreported.

When broken down by time of day, 19% of accidents occurred during the motning peak
{0700 - 0900}, 18% during the late afternoon (1500 - 1700) and 15% during the evening
peak {1700 2 1800). This would indicate that approximately half of all cycle accidents are
related to journey toffrom sehool and work.

Cycle accidents are relatively evenly distributed throughout the year. Whereas normally
it might be expectad for there to be an increase in accidents during the summer months
due to more cycling activity during the fine weather, accidents remain fairly constant
throughout the year, It is, howaver, difficult to undertake further analysis without accass
10 ¢yele flows, recorded throughout the year. Table 4.3 illustrates this distribution.

The main contributory factors resulting in accidents are vehicle restarts at junctions
(30%), right turn manoeuvres (23%) and overtaking manoeuvres (20%).

Worthing Cycle Stratagy Review
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Table 4.3:  Worthing Cycle Accldents Aprll 1995 — March 1978

Distribution by Month

Pargantage of
tatal accidants

Table 4.4: Worthing High Risk Cycle Accldent Sktes

Lacation

Actidents
April 98 « arch B8

Accidents
Fabruary 81-January 94

| A2032 Littlehempton Road/Yeoman Road/Palatine Road

The Boulevard/The Strand

A27 Warren Road{Upper Brighton Road

A24 Chapel Road/A250 North Street

ARG m

A2031 Rectory RoadiSt Lawrence Avenug

A2031 Rectory Road/Glahe Road

A4 Broadwater Straat West/Broadwater Stroet East

enf -

A269 Richmond Road|Clifton Road

A259 High Straet{Rrighton Road

A24 Broadwater Road/A2031 Taville Road

Newland Road/Co-op access

A2031 Offington Lane/Ashacre Lana/Difington Avenue

A24 Broadwater Road/Geargia Avenye/Queen Straet

A2032 Littiehamptan Road/The Boulevard/Ourringtan Lane

AZ031 Tarring Road/South Farm Road

The Boulevard/Terringes Avenue/Palatine Road

-South Farm Road/Wiston Avenue/Carnegie Road

A2032 Littlehampton Road/A259 Goring Street/Titnore Lane

Keene Road/Rowdands Road

Romany RoadIGolumbia Drive

A259 Richmond RoadiCrescent Road

Church Raad/South Street

ool alo] o =| =|ralralca| o) s co] cof wo| cof x| 2] 2l enl |

o ofcaf ol i mimfon| - .
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5.9

5.10

Table 4.4 indicates high risk accident sites within Worthing, This identifies sites with
three or more cycle accidents during the latest 3 year period, together with sites
previously identified in the OFTPA report. Whilst it is interesting to note the fluctuation in
accidents at various sites, it is significant that a number of sites have a persistently poor
road safety record for cyelists. Of these sites, the majority are heavily trafticked
roundabouts.

It should also be noted that there are & number of corridors where cycle road safety
problems exist. These are genaerally characterised by frequent junctions or large velumes
of turning traffic. Table 4.6 identifies the corridors with the highest cycle sefety
problems. These figures do, however, exclude separately identified high risk cycle
accident sites,

Table 4.5 : Worthing Cycle Accidentst April 1925-March 1998
High Risk Cycle Accident Corridors ‘
[h.b. excludes saparately identified junctions)

Corridor 3 year Accidant
Hecord

A2031 Teville Road 10
A259 Goring Road 9 _
Durrington Lane {Salvington Road to Littlshampton Road) 9
Sompting Avenue/Sompting Road B
The Boulevard (Littlehampton Road te Nelson Road) 7
A259 Brighton Road {Madeira Avenue to St Gaorge's Road) 7
Tarring Road (Grand Avenue to Heene Road) 8
A24 Findon Road 6
A259 North Street/High Street 5

The location of these accidants is indicated on Figure 4.6,
South Coast Cycle Route

Route 2 of the National Cycle Network includes the South Coast Cycle Route, which will
run betweaen Dover and Southampton. The section through Worthing, leg 202, does not
foren part of the Millennium netwaork of routes to be completed by 2000, but is part of the
second phase of the network to be implemented by 2005.

The South Coast Cycle Route presently exists as a signed on-road route using roads
running parallel to the seafront. It extends across Worthing from Brighton Roed, Lancing
1o Sea Lanae Ferring.

Whilst the present route does provide a continuous facility adjoining the seafront, it uses
some heavily trafficked roads that are not suijtable for cycling by novices or for leisure. In
particular, the section of A259 Brighton Road, 10 the east of the town centre is the main
coastal route for motor traffic between Worthing, Shoreham and Brighton, and forms the
only alternative route to the A27 trunk road. The section of West Parade/Marine Parade
west of the town centre is a main distributor road for South Worthing and again is
subject to heavy traffic flows, aithough much of it is local or recreational traffic related to
the seaside.

Only the section of Marine Drive/Marine Crescent through Goring-by-Sea can be
considered appropriate for cycling. It should be noted that the speed and velume of

Worthing Cycle Strategy Review
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traffic mean that the route would fall outside of the criteria adopted for the National Cycle
Network. In addition, the conecrete surfacing along much of the road means that the ride
quality is not particularly comfortable and the relatively circuitous nature of the route,
being remate from the seafront, means that this is not a particularly attractive route for
cyclists.

4.7 Current Proposals

4.7.1  Worthing has been subject to successful package bid funding for a number of years. An
allocation of £300,000 for the financial year 199%/2000 was announced in December
1998.

47.2 The Worthing packege bid was' previously focused on maximising traffic and
anvironmental benefits arising from complation of the A27 Worthing/Lancing trurik road
scheme. The deletion of this scheme from the Department of the Environment,
Transport and the Regions {DETR} main programme in 1928 has brought a greater
emphasis on the package as a means to reduce local car trips within Worthing, which will
easae conditions on the A27 trunk road.

4.7.3 The AZ7 corridor is subject to a nurnber of separate studies. One study will examine the
strategic role of the whole of the AZ7 South Coast Trunk Road. A multimedal study of
the A27 corridor thraugh Worthing has been commissioned by the DETR to investigata
the potential for orrling capacity improvements. There is also the present safsty study
which is investigating short-term safety and accass improvements.

4.7.4  Schemes included in the Worthing package bid for 1989/2000 and bayond will include ;

provision of bus priority in Worthing:

development of business TravelWise;

development of Safer Routes to Schools and enhanced bus services and
concessionary fares for school pupils;

implemeantation of the cycle network;

implemaentation of a signing strategy including variable message signs and traffic
management measures to reduce circulating traffic;

High Street improvements;

develuping a public transport partnership foliowing the introduction of low floor buses
and the start of the bus stop enhancement programme,

4.75 There are also a number of development-related schemes within Worthing which will

have an impact on local transport or will present opportunities for anhancements to
transport infrastructure,

Worthing Cycle Stratagy Review
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Wider Network Proposals

The Design Cyclist

A frequently asked question when davsloping a natwork for routes for cyclists is “what
is @ typical cyclist and what sort of facilities do they want?” There is no easy answer,
since clearly there are different categories of cyclist with different journey purposes and
varying requirernents from the highway/cycleway network,

A madified version of the Cyele-Friendly Infrastructure classification identifies different
_users and & variety of journey purposes:
f
+ Vulnerable Cycliats - Children, inexpsrienced adults and slderly people. Speed is
usually less than 15mph. Predominantly short trips.

» Utllity Cyclists - Generally non-commuter trips i.e, social and shopping journeys.
Spead and directness is usuvally of less importance than safety and convenience.
Spead is usually balow 15mph. Short to medium length trips.

+ Commuter Cyclists - Adults, reasonably confident in traffic. Value speed and
directness. Speed is typically 15-20mph, Medium length trips.

» Sports Cyclists - Experienced adults, usually prepared to claim their road space,
Speed in excess of 20mph. Longer trips.

For the lass-axperianced and vulnerable eyelists, minor roads, traffic calmed streets, or
off-carriageway routes are the most appropriate form of facility - with the emphasis on
the latter for the most vulnerable cyclists.

It significant increases in the number of cyclists are to be achioved in line with the
targets set out in the National Cycling Strategy, then facilities need to be provided
where inexperienced and vulnerable cyclists can gain confidence and refine their road-
sense.

Where provision is to be made for attracting new cyclists or to cater for vulnerable
cyclists, it is recommended that emphasis should be placed on a netwerk hased on
minor roads, traffic calmed streets and off-carriageway routes.

Commuter cyclists, on the other hand, genarally look for fast, direct routes for their
journeys and so appropriate facilities would be on-carriageway cycle lanes (either
mandatory or advisory), shared use of bus lanes, together with traffic management
facilitios, and dedicated facilities at junctions.

Since commuter cyclists tend to be more confident about riding in traffic, such cyclists
would be unlikely to use off-carriageway facilities unless they provided a short-cut which
would be quicker or maore convenient than remaining on the road,

Sports cyclists tend to be the most experienced group of cyclists and, as such, generally
shun cycle facilities that constrain them to particuler sections of the read, or reduce their
overall speed. Given the small relative difference in speed between sports cyclists and
motor vehicles in urban areas, general road safety measures are considered the most
appropriate way of assisting this category of cyclist.

Wearthing Cycie Strategy Raview
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Development of Cycle Networks

Cyclists do not require isolated sections of cycle route. Rather, they need access to all
destinations - i,¢, & network of routes that are suitabla for cyelists.

Research documented in the Dutch Design Manual for Cycle Friendiy infrastructurs,
produced by Centre for Research and Contract Standardisation in Civil and Traffic
engineering (CROW), supgests that there are five core criteria which should be
considered when planning cycle facilites. These are:

«  Safety - all cycle infrastructure should be designad to reduce conflict with other
users and minimise casualties,

» Coherence - cycle networks should aim to provide continuous links between all
major trip origin ands destination points, |solated sections of routes are of little
benafit to cyclists (excapt for local journays) and the inconsistencies of route quality
and additional junctions can actually increase danger for cyclists,

«  Directness - cycle routes should always follow as direct a route as possible whilst
incurring minimal delays on the way. Routes should closely follow identified desire
lines where practicable, to ensure that the facilities are well-used and avoid
needless detours.

+  Comfort - cycie routes should be designed according to the anticipated speed of
the end-user, but, broadly speaking, they should have a high quality, even surface to
promaote rapid progress with the minimum of effort and discomfort.

=  Attractiveness - cycle facilities should be designed as an integral part of their
environmental setting and should be attractive and pleasant to use.

It should be noted that providing dedicated cycle facilities is not alweys desirable or
feasible and often there are other measures that could be introduced which would
constitute a rmore appropriate and cost-effective use of resources. Cyclists require
routes that are suitable for eyeling rather than cyele routes, and the INT/CTC publication
Cyecle-Frisndly lnfrastructure suggests a series of measures which should be considered
when choosing an appropriate design solution.

+  Traffic reduction - as traffic flows drop, so does the potential danger of conflict
batween eyclists and motorists, The fewer the vehicles, the safer and more
attractive a route becomeas. Cyclists are particularly vulnerable when sharing road-

space with heavy goods vehicles, and every etfort should be made 1o separate the
two.

« Traffic calming - the speed reduction achieved through the introduction of traffic
Galming can often render a road suitable for cyclists,

s Junction improvements and traffic management measures - it may be that
there are particular locations which pose a significant risk to cyclists' safety, and can
be satisfactorily tackled with localised solutions.

+ On-carriageway facilities - on wider roads, cyclists can he given the space they
nead by taking a portion of the carrisgeway from the private maotorist. This space
cen oftan be satisfactorily shared with buses and taxis.

Worthing Cycle Strategy Reviaw
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¢+ Off-carriageway cycle facilities - facilities constructed away from the highway,
which should be segregated from pedestrians wherever possible, and always where
there is significant pedestrian traffic or poor wvisibility. Such facilities are
nevertheless a last resort where there is no opportunity to improve conditions. on
the carriageway.

It is important to remember that the type of facility appropriate for a particular route will
not only depend on the traffic volume and speed, but also on the type of cyclist and the
journey purpose that can be expectad.

The development of a comprehensive cycle network cannot be based on a uniform
standard. Each route should be investigated to determine which catagories of cyclist
will be using it and for what journey purpose, before deciding on the most appropriate
type of facility to provide. This decision wili ba heavily influenced by other factors and
constraints, such as traffic speeds and flows, the number and type of accidents,
pedestrian flows, land availability and cost.

Ultimately, this may lead to differing standards of cycle facility ovarlapping on particular
sections of a network. For example. shered-use, off-carriageway facilities for school

‘jeurneys alongside a major road, with cycle lanes and shared bus/cycle lanes on the

main carriageway for commuter use,

National Cycle Network

Whilst many of the points referred to above are also relevant to the davelopment of
routes that will form part of the National Cycle Network, there are a number of key
issues that are of paramount importance in the design of & successful scheme,
Appropriate design standards are determined by the overall gims of the National Cycle
Network. These aims are :

(il to provide nationwide network of safe, attractive, high guality routes for cyclists
which also extent the provision for walkers and whesichair users alike:

(i) to promote cycling as a form of transport. The network will be aimed at providing a
standard appropriate to the needs of inexperienced or novice cyelists;

(iii} to stimulate wider measures benefitting cyclists and pedestrians, and help to
promote locat and regional route network,

The design standards for the National Cycle Netwaork must therefore provide routas that
encourage cycling amongst those who do not presently do so. To achieve this, routes
should ldeally be :

() safe, continuous, attractive and suitable for novice cyclists, family groups or a
sensible unaccompanied twalve year old;

(it useful for everyday cydling journeys by local people and existing cyclists;

{ii}y memuorable and interesting for visitors and tourists alike,

Warthing Cycle Stratagy Raview
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Guidance on appropriate facilities for National Cycle Network routes is contained in
"National Cycle Network - Guidelines and Practical Details — Issue 2" published by
Sustrans in 1997.

South Coast Cycle Route

Preposals for the South Coast Cycle Route have been developed which set out to
balance the strongly held views of those opposed to the introduction of facilities shared
with pedestrians with the requirerents for a safe and attractive recreationai cycle routa,

Whilst on-road ecydle facilities are most suitable for utility and commuter cycla journays,
the volumes and speed of traffic make the roads along the seafront unsuitable for a cycle
route that would conform with the aims of the National Cycle Network, Only if there
waere substantial reductions in vehicle speeds and volumes could an appropriate on-read
route ba developed.

Howaver, givan the significance of these roads in the Worthing highway network,
measures to reduce speeds and traffic flow are likely to have & wider geographical
impact. 1ssues such as traffic capacity and road safety on parallel routes, the impact
upon public transport, together with the transfer of traffic onto less suitable alternative
routes, woulld need to be carefully evaluated, |t is therefore recommended that such
measures could only be considered ag part of 8 wider traffic study of the area,

Proposals for the route have cansaguently been developed based on the presumption
that saparation of cyclists frorm motor traffic is the only rmeans to achieve an appropriate
standard of cycle route that would comply with NCN guidelines, This does not
necessarily raquire the taking of space from pedestrians.

In consideration of the development of facilities for cyclists, there would appear to be
great potential for shared-use of the Esplanade. The route is sway from traffic. it
provides uninterrupted views of the beach and the sea and is wide enough to allow the
construction of an appropriate design of segregated shared-use facility. Howeaver, the
elimate of public opinion against shared-use facilities means that such proposals, at the
present tims, ars unlikely to be aceeptable to much of the wider local community.

Whilst such attitudes may change over time, particularly with the successful
development of similar facilities elsewhere, this ig unlikely 1o be achieved within the
short-term for the section of route through Werthing.

The key issue is that conditions along the 8km length of seafront between Ferring and
Lancing vary greatly in terms of physical characteristics and usage. By sub-dividing the
routa into separate sections, appropriate designs for individual elements of the route can
be developed which tackie local problems, rather than adopting a common standard
throughout the length of the routs. '

Saa Lane to George V Avenuae

The existing section of path from Sea Lane Farring to George V Avenue, is a relatively
narrow cancrete or crushed stone path that adjeins the beach, Although the path runs
parallel with Marine Drive/Merine Crescent, the two ore separated by the extensive area
of open space between them, At the western end of the path, there is screening
provided by gorse bushes which gives the path the characteristic of an isolated rural
footpath. The path is well used given its relative width. This issue of its width, together
with the limitations of its surface mean that the path is nat particularly well used by

Worthing Cycle Strategy Raview
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walkers with mobility problems, family groups with prams or buggies, or those with
whealchairs or pavement scooters (slectrically assisted whealchairs).

Widening the existing path to provide a shared-use facility is not considarad appropriata
and is not recommended. Such measures would destroy the character and setting of the
existing path and it is unlikely that issues of separation between user groups could be
aasily ovarcoma,

It is therefore recommended that a new 2.5 metre wide path is constructed running
parallel with the length of the existing path. The naw path would be physmally separate
from the existing path, being set back by batween 3 and 6 matres, running mainly at the
bottomn edge of the embankmant. At the eastern end of this section, adjoining the boat
¢lub, there is the option of widening the existing concrete path to create a segregated
shared-use facility. A new 2.5 rmetre wide shared-use path is suggested to link
northwards to Aldsworth Avenue to replace the existing well-worn path across the open
space. .

Since the path would be designed to provide a smooth-surfaced all-weather facility using
a crushed stone or similar construction, this facility is likely to be used by others apart
from cyclists, such as those with buggies or electrically assisted whealchairs. The final
design would therefore reflect the needs of these other user groups as well.

It is noted that land at Sea Place/Eirene Road adjoining the yacht club is designated as a
development site within the Deposit Draft Review of the Worthing Local Plan. This
includes housing a café, together with youth and community facilities. It is therefora
suggested that redavelopment proposals incorporate upgrading the existing path to a
shared-use pedestrian/cycle route,

George V Avenue to the Lido

The section of the Parade between George V Avenue and the Lido is typical British
seaside. The Parade is wide and accommodates large numbers of walkers. particularly
towards the Lido. A number of facilities are found along the route including shelters,
kiosks and refrashment stands. The Esplanade is popular for families with buggies or
prams, together with those using wheelchairs or electrically assisted wheelchairs. A
land-train also runs along part of tha Esplanads.

The existing section of road that adjoins the Parade , although busy, is relatively wide.
Along much of this route, there is & grassed verge or footway at road level, separate
from the Parade.

Itis therefore suggested that a separate two-way cycle track is constructed batween the
Parade and the road, Qver the majority of this section, this would require surfacing of
the existing grassed verge. Part of tha route would require construction of a new cycle
track into what is presently the road. This could be achieved by narrowing the existing
central hatching and through traffic lanes so that the cycle track could be implemented
without any adverse impact of traffic flow or capacity, and without any loss of parking
spaces. Narrowing the existing carriageway widths would have significant benafits in
tarms of reducing overall traffic speeds, which would provide an enhanced environment
for padestrians, as well as improving overall road safety,

On the approach to the Lido, there is an existing footway running alongside the road.
Since practically all walkers use the Parade, this footway is lightly used by pedestrians,
mainly those going to and from their parked cars. Given that the aveilable width of this
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section of footway is between 2.5 and 3 metres, has vary low flows of pedestrians and
that a more attractive facility exists along the Parade, it is suggestad that this footway is
converted to allow use by eyclists,

7he Lido to Beach Parade

The saction of the Esplanade between the Lido and Beach Parade is probably tha most
difficult in terms of achieving a satisfactory route for eyclists. With Worthing Fier being
opposite South Street, the main shopping street, the area is characterised by extremely
heavy flows of pedestrians, both along tha Parade together with crossing Marine Parade.
The road narrows considerably, although traffic flows remain high and there are a
number of on-street parking spaces together with a major on-street bus and coach
terminal just east of the pier. r

Achieving a facility for cyglists which separates them from traffic has not proved
possible,

Nevertheless, there are proposals to reduce the amount of through traffic in the area,
Such measures, it accompanied by traffic calming and speet! reduction measures (such
#s 8 20 mph zone) tageather with envirenmantal enhancements, would have considerable
henefits to pedestrians and cyclists alike, Options for the re-distribution of carriageway
space have therefore been developed, which would assist cyclists.

Beach Parade to Wastern Road

Between Marina Parade and Western Road Lancing, traffic flows on the A259 Brighton
Road are significantly higher than along other sections of coastal read through Warthing.
In these circumstances, it has not bean possible to develop a satisfactory en-catriageway
cycle schema.

Padestrian flows do, howaver, reduce quite rapidly east of Marine Parade. In such
circumstances, a s¢cheme kas beon daveloped that would widen the existing Esplanade
10 provide for segregated shared use between pedostrians and cyclists, A range of
options have been developed to either widen existing paths, or to provide separate new
facilities.

All sections of route would incorporate full segregation of ¢yciists from pedestrians using
the appropriate tactile paving and lining, together with the nacessary signing, in
accordance with latest guidance from DETR.

Land south and west of the Aquarena is designated as a developmeant site within the
Depesit Draft Raview of the Working Local Plan. } is suggested that redevelopmant
propasals allow for an improved pedestrian/cyclist route to be constructed as part of any
schema.

At the eastern extremity of the route in Worthing, it is proposed that the shared-use
tootway continues into Adur District to provide a link 1o Lancing, A fink should be
provided back onto the carriageway at the Brighton Road/MWestern Road traffic signals,
Adiacent to this junction, a spur is proposed to take cyclists into Brooklands Pleasure
Grounds. Not only is this park a destinetion for leisure cycle trips, but there is petential
for the route to be used for work journeys toffrom the Churchill Industrial Estate, One
option would be to widen existing paths tw provide for shared pedestrianfcycle use,
whilst an alternative would ba to construct a new path around the periphery of the park.

Warthirig Cycle Strategy Review
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in order to enhance facilities for other users along this section of route, wherever
possibla, ramps would be provided in addition or to replace existing staps.

Figure 5.1 indicates the proposed route. Figure 5.2 indicataes cross-sections of the
various sactions of the proposed route,

Cycle Routes for Everyday Journeys

Whilst the development of leisure and recreational cycle routes is important for a
number of reasons, the majority of cycling journeys will be for everyday purposes -
going to the shops, to wark, to school or visiting friends etc. 1t is important therefora to
differentiate betwean leisure cycling and cyeling for everyday purposes in ordar to
understand the requirements of dlfferent cycle journeys.

For leisure and recreational cycling, the enjoyment of cycling is part of the reason, if not
the main reason for the journey. Therefore attractive linear or circular routes are
important to meet the needs of cyclists,

For everyday or utility cycle journeys, the reason for tha journey is the requirement to be
somewhere else. Whereas enjoyment may be 3 factor In the dacision 1o travel by cycle,
there arg many other influences that determine the use of a bicycle as a means of
travel. These utility cycle journeys will have & much widar spread of trip origins and
destinations, Therefore, whilst sections of cycle routes will form important elements of
the overall journey, a3 much wider network of routes is required for everyday cycle
journays.

Figure 5.3 indicates the distribution of different land uses across the Borough. A
network has therefore been developed which provides access to the majority of these
areas. Clearly, it would be impractical 1o link all these destinations with a network of
cycle tracks. A network primarily making use of the existing road network has therefore
been developed.

Whilst an overall network for Warthing has been formulated, it is suggested that there is
considerable scope for the development of local networks within individual areas, for
axample around district centres, as part of Safe Routes to School initiatives, or within
the proposed West Durrington development area. The development of these local
networks would form the essential local links into which the Borough-wide network
would connact,

Worthing Town Centre to Goring Cycle Raute

Figure 5.4 indicates the town centre 10 Goring cycle route proposed by Weast Sussex
County Council. The route is an essential alement in the development of a cycle
network for Worthing, providing an important gastiwast link for utility oycle journeys
using a mixture of quliet roads, traffic management measures and on-carriageway cycle
lanes. The scheme pays particular erphasis o assisting cyclists at junctions,

For the reasons describad in Saction 6.5, this route could form the basis from which
wider network of cycle routes could ba developed, Therefore a number of additional
links are proposed to make maximum benefit of the route proposed, These additional
sactions of route are indicated on Figure 5.4.

To the west, it i3 suggasted that the route is continued along the A253 Mulberry
Lane/Goring Way as far as Goring Strest as on-carriageway cycle lanes. This would
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provide a link toffrom Goring Station. Sea Lane could be used as a link from the south,
raquiring only signing, with possible general traffic ranagement measures to reducs
vehicle speeds. The use of the existing llex Way bridleway would provide a link to
Farring,

5.6.4 |n order to provide additional links inte the route, it is suggested that Elrm Grove/MWallace
Avenue and Heane Road are developed as signed quiet routes. The only specific eycla
measures that would be reguired would be the introduction of cyclist advanced stop
lines at the A269 Mill Read/Heene Road junction,

5.65 Whilst the route provides a direct link to the western side of the town centre, it does
not provide a convenient route for destinations on the east of the town centre or for
journeys across the town, 1t is therefore considered essential that a route across the
town centre is devaloped, ¢

5.6.6 The opportunities for developing a route across the town centre are limited. However,
based on existing cycle usage, a clear desire line exists along Richmond Road. A routs
is therefore suggested along Richmaond Road and Union Place linking to the existing and
praposad cycle facilities on High Street, Such a route would provide a link across the
town centre far longer journays (e.q. to/fromn Worthing Hospitall as well as providing
more convenient access 1o the eastern side of the town centre,

£.6.7 It is suggested that on-carriageway cycle lanes with coloured surfacing are intreduced
along Richmond Road, As well a5 assisting cyclists, such measures would have traffic
calming benefits through narrowing the overall road space. Advanced stop lines for

cyclists would be required at Richmond Road/Chapel Road/Union Place to cater for the
l varigty of different cyele turning movements at this junction, The form of cycle facilities

glong Union Place and on High Street would be dependent upon development proposals
in the area and the proposaed High Streat improvement scheme. Either traffic signal
control or toucan crossing facifities for pedestrians and cyclists could be introduced at
tha Richmaend Road/Mykeham Road junction.

568 Although additional links within the town centre may be practical, they are unlikely to
link so effectivaly into the wider cycle network. Hence, in order to provide an attractive
through route for cyclists, it is suggested that a cross-town route using Richmond Road
and Union Place is an essential element of a wider Worthing cycle route network.

57  OFTPA Network

5.7.1 The OFTPA raport of 1994 identifiad a basic netweork of cycle routes for Worthing, For
various reasons, the seven identified routes do not adaquately serve the Borough as a
cycle network. This basic network has therefore bean reviewed and amended or further
links added to the network,

§.7.2 The amended OFTPA netwerk is indicated on Figure 5.5.

5.7.3  Additional routes 1o extend the coverage of the Worthing ¢ycle network are considered
in Section 5.8,

Goring to Town Centre

574 The original report identified the requirement for a route between Goring and Worthing
town centre as a high priority. The jdentifiad route set out to provide an alternative to
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the A?52 Goring Road by using quiet parallel routes. There were, howaver, various
practical problems identified in implementing the route in its entiraty, The route has
evalved into the present WSCC Worthing town centre to Goring cycle route.

Nevertheless, the section of route between Wallace Avenue and Heene Road using
Hailsharm Road, Pevensey Road and Boundary Road should be retained as a signed
route. Kerb build-outs at the Boundary Road/Grand Avenue junction are suggested,
similar to those proposed at Lansdowne Avenue on the Worthing town centre to Ferring
route, Kerb build-outs are advantageous both 1o ¢yclists and pedestrians since they
narrew the main carriageway and hence reduge traffic speeds, improve side road
visibility, reduce indiscriminate parking at junctions and reduce the widths of roads for
pedestrians and cyclists to cross.

East Worthing Route i

This route provides a link between East Worthing, Broadwater and other trading ostates,
Worthing Hospital and the town centre. Only a few minor changes are proposed to the
route originally put forward.

At its eastarn extremity, whilst Seamill Park Crescent does provide a quiet route for
cyclists, the route is rather indirect. An alternative signed route is proposed using
Brougham Road.  In order to assist cyclists turning right from Brougham Road into
Meadow Road, either additional traffic islands or a mini-ghost island right turn lane is
suggested.

The section of Ham Road between Meadaw Road and Chesswood Road is relatively
haavily trafficked, with a significant volume of heavy vehicles travelling from the AZ58
Brighton Read to the various trading estates in the area, Although the volume and HGY
content of the traffic would suggest that separating cyclists from traffic would be
desirabla, it has not been possible to identify an acceptable off-road route. [t is
therefore suggested that advisory on-carriageway cycle lanes are introduced on this
section of the routa, As described in previous sections, the use of on-road ¢ycle lanes
have wider traffic advantages through reduced vehicla speeds as a result of the
narrewing af avallable carrageway width .

Although no specific measures are proposed for Chesswood Road, the introduction of
kerb build-outs at side road junctions would be advantagaous to both eyclists and 1o
pedestrians.

The construction of a new route for cyclists through Homefield Park is suggested in
order to link Chesswood Road with Tower Road. Whilst the conversion of existing
paths through the park is unlikely to be popular, there is considerable potential to
develop a new dedicated route for cyclists through the park. Through the construction
of a purpese-built, new facility, the potential for conflict between walkers and cyclists is
likaly 10 be significantly reduced, if not eliminated. Such a facility would also reduce the
amount of cyeling that currently exists on paths through the park.

The route would then use Tower Road and Upper High Street to reach the existing cycle
facilitims on High Street. There is, however, a difficulty in that both of these roads are
one-way only and the return route for eyclists is circuitous and unattractive. Based on
recent studies published by the Transport Research Laboratory (Traffic Advisory Leaflet
6/98 - Contraflow Cycling), it is suggested that the traffic orders on these roads are
amended to allow two-way cycling, with appropriate traffic restrictions to exempt all
vehiclas except cyclists at entry points.
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A northern spur from this route would link to the Broadwater and other trading estates
in East Waorthing. This would be a signed quiet route using Southdown View Road and
Angola Road, crossing the railway via the existing footbridge.

In order to assist cyclists crossing from Southdown View Road to Angola Road, traffie
islands on the main road are proposed. Alarnatively, a toucan crossing would provide
improved crossing facilities for both cyclists and pedestrians on this route.

Broadwatar Route

The Broadwater route would provide a link betwoen the A27 Upper Brighton Road and
Worthing town centre via the Broadwater Trading Estate.

The route would commence on the B2222 Upper Brighton Road, which provides a quiet
route from Sompting. The signed route would then follow Allington Road, Southways
Avenue and Clarendon Road to Northbrook Road. Hare, there is the opportunity to
develop a link to the A27 Upper Brighton Road via Downlands Avenue and a new
section of path through the |.ygns Farm recreation ground,

South of Northbraok Road, an amendment 1o the OFTPA route would utitise Penfold
Roacd in order to link to the East Worthing route on Southdown View Road.

The route would then cross Dominion Road using a toucan crossing, and utilise a
shered-use path on the south side of Sompting Avenue. Tho construction of the
roundabout at Sompting Avenue/Dominion Road has laft a large area of verge to the
south of the junction, that would provide sufficient space to construct a shared-use
footway/cycleway as far as the Quashetts. '

The Quashetts provides a direct north/south link between Sompting Avenue and King
Edward Avenue. There is clear evidence of existing ¢ycle use along this path and it is
suggested that cutting back of overhanging vegetation, improved surfacing, togather
with appropriate signing would improve the existing situation for cyclists and walkers
alike.

The route would then use the existing subway to link to Station Road. Whilst the width
and height clearance for the subway make it far from ideal for either a pedestrian or
cycle route, it is clearly an important link in the cycleway network. Additionat lighting
and signing is suggested to enhance this section of the route, together with signs
requiring cvelists to dismount,

Whilst the route would then utilise Dagmar Street and Upper High Street to connect to
the existing cycle route on High Street, both of these roads are one-way, in opposing
diractions. It is therefore proposed that appropriate exemptions are introduced 16 allow
cyclists 1o use these roads in both directions.

The Offingten North/South Route
The original route described in the OFTPA report would provide a dlirect northvseuth link

between the A27 Warren Road and Merine Parade on the sea front. A key link in this
route is crossing the railway between Pavilion Road and Tarring Road. The footbridge
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used to provide this crassing is, however, narrow and steep, and even with the
introduction of wheeling ramps, it is uniikely to provide a suitable crossing facility that
could be shared between cyclists and pedestrians. Only if the existing bridge could be
replaced with a3 more appropriate structure should a ¢ontinuous route be conhsidered,

The crossing of the railway using the existing footbridge is not recommended and the
southern section of this route has therefore been incorporated as an addition to the
WSCC Worthing town centre to Goring cycle route (see Section 5.6).

The remaining northern section of the route would provide a quiet signed route using
Qffington Drive, Loxwood Avenue, St Lawrence Avenue, Mutbourne Road, $t Elmo
Road and Pavilion Road. The only improvements necessary would be to provide a
crossing at the A2032 Poulters Lane junction. This junction is extramely difficult and
dangerous for cyclists and it is therafore syggested that the existing pelican trogsing is
convarted to a toucan ¢rossing.

An addition at the southern end of this route would form an east/west link using Becket
Road and Canterbury Road. This would provids links to West Worthing Station and the
Salvingtan north/south route (see Section 5.7.25). Although traffic on South Street is
ralatively heavy, the traffic is frequently halted at the level crossing or at the adjoining
traffic signals, allowing cyclists to cross between Canterbury Road and Becket Road.
Minor traffic managemant measures, including yellow box and keep clear markings
would, nevertheless, improve the situatlon, Whilst it may be possible to introduce more
formal cycle crossing facilities in the vicinity of the level crossing using advanced stop
lines and sections of cycle lanas, this would require more detailed consideration of
available road space, traffic flows and operating requirements of this complicated
junction. '

Salvington North/South Route

There are very faw apportunities to develop en appropriate north/south cycle route in
the area hetween Offington Lane and Durrington Lane., In addition, the A2032
Littheharnpten Road forms an effective barrier to north/south cycle movoments in this
part of Worthing,

The Salvington north/south route uses existing paths either side of the Littlehampton
Road to link quiet roads together,  Although the paths are relatively narrow, there is
clear evidence of existing cycle use, It is therefore suggested that with resurfacing,
cutting back overhanging vegetation, together with the introduction of appropriate
sighing and lining, an acceptable design of shared-use path could be developed.

The route would commence at the top of Salvington Hill and would follow Havling Rise,
Foxdey Lane and Uplands Avenue to link to the A27 Arundel Road. A review of traffic
priorities on the intervening roads would assist in astabiishing the developmaeant of the
cycle route, although appropriate signing and lining, together with minor traffic
management measures, would provide an acceptable continuous cycle route.

The current Safety and Access Study for the A27 Arunde! Road has put forward &
number of short-term improvements along the A27 corridor throaugh Worthing, One
scheme is for the introduction of refuge islands on Arundel Road, located between
Uplands Avenue and Cotswold Road to assist pedestrians crossing, This facility would
equally provide a safe crossing paint for cyclists, with the sactions of intervening
footways converted to shared-use,
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South of Arundal Road, the route wauld use Cotawald Road, Cleveland Road, Half Moan
Lanae, Ashacre Lana and Ashacre Way to reach the Currington Recreation Ground.
Whilst the majority of the route would be signed via quiet roads, additional traffic
management measures or traffic islands would be required to assist cyclists crossing
toffrom Ashacre Lane.

The existing path on the west wide of the recreation ground would be widsned to
provide a shared-use facility. This leads to an existing pelican crossing on Littlshampton
Road which would he converted to a toucan crossing. South of Littlehampton Road, the
axisting path to Pelham Road would be converted to shared use.

The route would then use Peltham Road and St Andrews Road as a signed quiet route.
Additional traffic istands are suggested at the Terringes Avenue junction in order to
assist oyclists crossing, Alternatively, the use of a speed table or contrasting surface
treatments could be used to reduce vehicle speeds on the through route,

The existing short section of path between St Andrews Way and Princess Avenue
would be widened to provide a shared-use path. South of Princess Avenue, tha existing
path adjoining the sllotrments would also be widened in arder to link to the footbridge
over tha railway. The footbridge has ramped steps, however, the introduction of
wheeling ramps would assist cyclists together with those pushing wheelchairs and
buggies.

The corner of Elm Grove/Tarring Road adjacent to the footbridge is ralatively wide,
allowing high vehicle speeds on this section of road. In order to addrass this problern,
traffic islands are suggested in order to narrow the available carriageway space. This
would influence vehicle speeds, together with assisting pedestrians and cyclists
¢rossing to the footbridge.

The route would then utilise Elm Grove and Wallace Avenue as signed quiet routes,
linking into the WSCC Worthing town centre to Ferring route.

A revised route for the link to Durrington Parade on Salvington Road is suggested by
formalising the use of the existing path between Cedar Avenue and Twyford Gardens.
This would then create a continuous signed route for gyclists using various lightly
trafficked residential roads,

Durrington and Maybridge Routes

An existing short section of shared-use cycleway links areas of new housing
development to Romany Read. [tis assumed that this route will be uparaded to provide
the main link to new development proposed in the adjacent areas, as well as being
extendad southwards. It is proposed to upgrade and convert the existing footways on
Romany Read and Yecman Road in order to provide a link to the A2032 Littiehampton
Road.

The Littlehampton Road/Yeornan Road/Palatine Road junction is a considerabla barrier to
both pedestrian and cycling movements in the araa and has been identified as the site
with the worst cycle accident record within Worthing. The introduction of signal
controlled pedestrianfeycle crossing facilities on Littlehampton Road is therefore
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strongly recommendad, Advisory crossings between splitter islands on the side roads
would also be required. Similar crossing faciliies are also recommendsd at the
Littlehampton  Road/Durrington Lane and Littlehampton Road/Goring  Street
roundabouts.

57.38 Due to the volume of fast moving traffic on Littlehampton Road, the only means to
provide a safe and attractive facility is 1o provide an off-road cycle route. Shared-use
paths on both sides of the road are therefore proposed in order to minimise the need to
cross Littlehampton Road. An additional shared-use path is suggested on the south side
of Littleharmpton Road in order to link to Ringmer Road.

§.7.39 The route would also include a link to The Strand via Palating Road, Nelson Road and
Drakae Avenue as a signed quiet route in order to link to the Maybridge route.

5.7.40 The Maybridge route would commence at the junction of The Strand and Goring Street
and would run the length of The Strand as a quiet signed route to its junction with The
Boulevard/Shaftesbury Avenua. The Strand has recently been traffic calmed with a
serios of flat topped road humps which, although uncomfortable, sre generally
satisfactory from a eyelist's perspactive. Although road hurmps have been introduced as
part of the traffic calming scheme, The Strand is still relatively wide, 1t Is therefore
recormnmended that additional measures to narrow the carriageway, taking into account
the needs of cyclists, are introduced to further reduce vehicle speeds along The Strand.

5.7.41 The roundabout at the junction of The Strand with The Boulevard and Shaftesbury
Avenue has been identified as a high risk accident site for cyclists. Although there are
factways around the roundabout which could be converted to shered-use, such facilities
are unlikely to be attractive to ¢yclists and pedestrians alike. It is therefore suggested
that measures are introduced to improve overall safety, including that of cyclists, on the
roundabaut itself. This would invalve narrowing the approach widths on each entry to
reduce vehicle speeds and narrowing the cireulatory carriageway to & single lane,
Traffic Advisory Leaflet 9/97 describes such measures,

§.7.42 Ultimately, it may be possibla to adopt mors innovatory measures at this roundabout.
There are presently trials undorway with the use of continental style cycle lane markings
on both the entries and circulatory carriageway of a roundabout, Such an approach
would seem appropriate at this location, given the current cycle turning movements at
the junction and the present poor safety record.

B.7.43 East of this roundabout, the route would use Bolsover Road and the existing paths
between Melrose Avenue, Ringmer Road and Lincett Avenus, in order to link to the
Salvington north/south route and to provide a route to Worthing West Station, The
existing paths are sub-standard in terms of width and alignment, nevertheless, they do
provide a crucial link in this route, In the longer term, it is suggested that & new cyclo
route is constructed through the allotment site, linking Balsover Road with Ringmer
Road and Canterbury Road. This could ultimately be extended to provide a direct link to
Durrington Station through the sixth form college site.

5.7.44 To the waest of the route, a north/south link could provide access to Goring Station and
the sea front.
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Following a signed quiet route from The Strand via Colaridge Road and Coleridge
Crascent, it would be possible to link to the existing path on the north side of the
railway, that runs under Goring Street to Goring Station. This would ideally be achieved
by construction of a new path through the open space immadiately behind Coleridge
Closa, although the altarnative of using the existing path could be considered with
appropriate signing and lining.

From Goring Station, the route would use Goring Street to Fernhurgt Drive, crossing
Goring Way with the assistance of additional traffic islands. The route could either use
the existing sections of bridleway or Fernhurst Drive, in order to link to Aldsworth
Avanue. Aldsworth Avenue, which has been traffic calmed, would be used to reach
Marine Drive and link to the South Coast Cycle Route. llax Way, which is designated a
bridleway, would provida a link to Ferring,

{

West Tarring to East Worthing Trading Estate Route

An amandment to the route described in the OFTPA report would involve the use of
Church Aoad and South Streat to provide a link from St Andrews Road 1o Rectory Road.
This would avoid using the narrow section of footpath between St Andrews Road and
Church Road, and the adjoining recreation ground. The alternative route would require a
short saction of contra-flow cycle lane at the junction of South Straet with Church Road.

It is noted that there are a number of cycle accidents (8 in total) at the Rectory
Road/Glebe Road and Rectory Road/St Lawrence Avenue junctions. Although there is a
cycle only link oppesite St Lawrence Avenue, thare is no facility to assist cyclists
crossing Rectory Road. It is suggested that the poor accident record could be
influenced by enhanced cycle croseing facilities at the Rectory Rosd/St Lawrence
Avanue junction. It is therefore recommended that the existing ghost island right turn is
removed and additional traffic islands introduced to provide & protected advisory
crossing, both for cyclists and pedestrians.

The route would then continue along St Lawrence Avenue and Queen Street, crossing
South Farm Road with the assistance of additional traffic islands.

The A24 Broadwater Road is the main traffic route to Worthing town centre from the
north, This dual carriageway route is heavily trafficked and forms an effactive barrier to
pedestrian and cycla crossing movements, In order to provide a safe crossing facility, a
signal controlled crossing is assential,

The existing A24 Broadwater Road/Queen Streat/Dominion Road junction is presently an
uncontrolled crossroads. There are no crossing facilities for either pedestrians or
cycelists. It should ba noted that thare have been 3 recorded personal injury accidents
involving cyciists at this junction over the past three years. Although the introduction of
a toucan crossing would s¢om the most appropriate measure, the central island width is
insufficient to provide for a two-stage crossing. Whilst it would be possible 1o construct
a toucan crossing by narrowing the existing carriageway widths, it may prove more
cost-effactive to introduce overall signal control at this junction, which would have wider
traffic benefits rather than just providing facilities for padestrians and cyclists only.

The route would then use Georgia Avenue, Beaumont Avenve and Sheridan Road as
guiet signad routes to link to Dominion Road. Although Dominion Road is relatively
heavily trafficked, it is suggested that additional traffic islands could te introduced to
allow cyclists to cross from Sheridon Road to Harrison Road in two stages.
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Harrison Road would be used as & signed route to Southdown View Road, where the
route would connect with the East Worthing route. Although the eastern section of
Harrison Road exists as a through route to the East Worthing Trading Estate, it is
unsurfaced and overgrown over most of its length, It is therefore suggested that this
route is upgraded and surfaced to provide a shared-use footway/cycloway,

Additional Routes

Whilst the OFTPA report identified a basic eycle network for Worthing, there were,
howaver, a number of significant gaps in the network. The following section describes
additiona! routes that develop the coverage of the network. Although some cen readily
be formed into complete routes, others are individual sections which enhance the
coverage of the netwaerk, !

These additiona! routes are indicated on Figure 5.6.
Cross Worthing Route

Although the Worthing town centre to Farring cycle route provides a facility crossing
much of the town, a complementary route has been developaed crossing the town from
past to wast which also links the town's five raiiway stations. The advantage of such a
route is that it would link with schemes proposed to improve access to individual
stations.

East Worthing - Worthing

Cormmencing at East Worthing Station, the route would utilise the existing footway on
the eastern side of Dominion Road converted to shared-use as far as Meredith Road.
Pedestrian flows an this section of footway are ralatively light and hence shared-use s
considered a practical optien, given appropriate slgning and lining. The alternative of on-
carriggeway ¢ycle lanes could be considered, but would require traffic islands to allow
oyclists to safely cross to the station.

it is suggested that the existing traffic signal junction at Dominion Road/Dominion Way
iz modified to incorporate a pedestrian/cycle crossing stage. This would provide access
to the East Worthing Trading Estate via Dominien Way. The route would then use
Meredith Road and King Edward Avenue as a signed route to the junction with the A24
Broadwater Road,

Broadwater Road has few opportunities for cyclists and pedestrians to cross. The ideal
option would be to provide a signal controlied crossing for cvelists and padestrians
linking King Edward Avenue end Bridge Road. Such a scheme would be relativaly
expensive if considered in isolation, but would be a more viabie option if linked to the
signalisation of the adjoining road junctions. It is recommended that this is considered
as part of any longer-term proposals for the Broadwater Road corridor.

In the short-term, it is recommaended that the existing underpass linking lvy Arch Road
with Bridge Road is converted to shared-use. This would require cutting back
overhanging vegetstion, improving lighting levels, introducing security mirrors at
corners, together with the necessary signing and lining. Although use of the underpass
is Jess than desirable from 2 personal securlty perspective, increasing usage by both
pedestrians and cyclists would help counter the problems of isolated usars.
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Tha route would then use Bridge Road and Southeourt Road as a signed route to reach
the northern entrance to Worthing Station, Improved signing to the station entrance Is
suggested, singe this is not well indicated at prasent.

Worthing — West Worthing

To the west of Worthing Station, the route would follow Southcourt Road and
Woastcourt Road to the junction with South Farm Road. In order to cross to Pavilion
Road, it is suggested that additional traffic management measures are introduced
including keep clear markings, traffic islands and a central ghost island. Such measuras
would allow cyclists to ¢ross between the two side roads making best use of gaps in
the traffic, particularly when traffic is haltad at tha adjoining leve! crossing,

The route would then foliow Paviliori Road and Becket Road as a signed route to South
Street. At the junction with South Street, similar traffic management measures to those
suggested for South Farm Road are proposed in order to provide a crossing from Backet
Road to Canterbury Road, The introduction of advisory cycle lanes on South Street
linking the two junctions is recommendad in order to highlight the continuous route
betwean the two side roads,

Although West Worthing Station is only 30 metres south of Becket Road, access is
made difficult by the complicated traffic arrangements at the South Street/Tarring Road
junction and adjacent level crossing, Whilst is may be possible 10 introduce advanced
stop lines 10 assist cyclists through the junction, thero is limited space to intraduce such
tacilities and inadequate read widths to introduce cycle lanes on the approaches to the
junction. Thare would therefore appear little that could easily be implernented to assist
cyclists at this junction in the short term. Whilst a route to West Worthing Station
should be signed through the traffic signals, dedicated cycle facilities could only be
introduced as part of a wider traffic improvement schame in the area.

West Worthing - Durrington

To the west of West Worthing Station, there would be paraliel routes, one to the north
of the raitway using Canterbury Road, the other to the south using Tarring Road. These
routes would link to or form part of bath the Offington and Salvington routes. The
routes would rejoin where the railway footbridge adjoins Tarring Road,

The route would then use Bruce Avenue to link to West Park Recreation Ground. It is
proposed that the existing path running through the recreation ground to Worthing
Leisure Centre is widenad and upgraded to provide a 2.5 metre wide shereduse
footway/cycleway. The link to the leisure centre is pamcularly important singe this is
potentially a major genarator of cyele trips.

Crossing Shafteabury Avenue in order to reach the eastern section of Barrington Road
or Durrington Station presents considerable difficulties. There is an existing pelican
crossing on Shaftesbury Avenue, but this is not on the obvious desire line for crossing
movemnents. Although it would be possible to introduce a refuge isiand to assist both
cyclists and pedestrians crossing, there ara relatively few interruptions in the traffic flow
glong Shaftesbury Avenue to allow easy crossing, It is therefore suggested that traffic
signal control is introduced at the Shaftesbury Avenue/Barrington Road junction,
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incorporating pedestrian and eyclist crossing facilities. Such a measure wouid have
wider traffic benefits, including improving access to the office developments served
from Barrington Road. This improvement would be relatively expensive to implement,
but there is, nevertheless, the potential for developer contributions from adjoining sites.

In order 1 access Durrington Station from the south, there is en existing path from
Barrington Road 1o the westbound platform. This path is, however, narrow and wholly
unsuitable for cycle use. It is tharefore suggested that the western footway on the
Shaftesbury Avenue bridge is converted to shared-use. Although relatively narrow (just
over 2 metras). there is good visibility along the path and no intervening access points.
This route would then use The Causeway 10 access the station from the north.

As an alternative to converting the Shaftesbury Avenue footway to shared-use, the
option of intreducing on-carriageway advisory cycle lanes could be developed. Such a
measure would, however, raquire further consideration of avaitable road widths, traffic
flows, volumes of heavy goods vehicles and traffic speads,

Durringten — Goring-by-Sea

Immediately south of Durrington Station, Barrington Road exists as two separate
sections of road separated by approximately 260 metres of path. It is proposed that this
wellused path is upgraded and widened to provide & 2.6 rn width shared-use
footway/cycleway. Ownership of the path and its status as a right-of-way require
further investigation.

The route would then use the remaining section of Barrington Road together with

Muiberry Lane to link to the existing subway under the raitway. It is suggested that the
subway could be upgraded and converted to shared-use. Improvement works would
include painting the existing concrete walls to enhance the visual appearance of the
route, together with upgrading lighting provision,

North of the subway, the route would then use Limbrick Lane and the signed route to
Goring Station described previously in Section 5.7.45,

West of Goring Station, the section of Goring Street that has been bypassed by the new
raitway bridge provides an attractive lightly trafficked route. In order to provida a link
northwards to Littlehampton Road and Northbrook College, it is suggested that a new
cycle track is constructed on the west side of the existing A259, This would then use
advisory crossings on the roundabout splitter islands 1o link to the existing footbridge
over Littleharmpton Road. Ultimately, it may be possible to develop further links
northwards along Titnore Lane 10 setve the Wast Durrington davelopment site.

Thera would appear to be considerable potential for developer contributions towards
funding this route. Proposad housing and business davelopment on the Worthing
Wastae Water and British Gas sites adjacent to Barrington Road could fund part of this
route, including the crossing of Shaftesbury Avanue (see 5.8.15). Not only would such
measures improve cycle and pedestrian access 1o the business site, but it would
provide sn appropriate link from the proposed housing to the lsisure centre, and
ultimately Worthing town centre. The West Durrington development could equelly fund
slemants of this route, in order to improve access to Goring-by-Sea Station,

Worthing Cycle Strategy Review
Page 31

. S W



S WE_ =EN__=m __NE._EE I 3 SN =N EE = I I I = = ==

v T

L]

5.8.22

5823

5824

£.8.25

5.8.26

5.8,27

5.8.28

5829

A27 Arundel Road - Upper Brighton Road

The A27 corridor through Worthing presents considerable problems for cychsts. Heavy
traffic flows, a high proportion of heavy geods vehiclas and congested traffic conditions
mean that the route is unattractive for cyclists wishing to travel along the read and
prasents an effactive barrier to cyclists and pedestrians wishing to cross thea road.

Thare are a number of sections of the A27 that are relatively well used by cyclists, in
spite of the traffic conditions. Nevertheless, it is suggested that demand for cycle
movements along and across the A27 are supprassad by the absence of appropriate
facilitios.

Proposals have therefora been davaloped which would provide sections of shared-use
route along the A27, together with fnproved crossing facilities in order to provide links
into the wider cycle network, Although the conversion of existing footpaths to shared-
use facilities is far from desirgble, it is suggested that traffic conditions on the A27
would praciude any form of on-carriageway provision. Allowing cycle use would provide
additional justification for upgrading and improving existing paths, togather with the
introduction of new crossing facilities.

As part of the Salvingten route, it is proposed to cross the A27 Arundel Road via new
refuge islands located botween Uplands Avenue and Cotswold Road. In order to link
into this routa, it is suggested that the footway on the south side of Arundel Road is
converted to shared-use batween Durrington Hill and Half Moon Lane, and the northern
footway converted to shared-use between Hayling Rise and the Offington Cormer
reundabout.  Although there is the potential to widen the existing footpaths into the
varge in order 10 provide a segregated shared-use facility, this is unlikely to be justified
given expected levels of use.

The provision of adequate crossing facilities at the A27/A24 Offington Corner
roundabout is considered essental. Although it is possible to use the existing splitter
islands at the roundabout to crogs, the sheer volume of traffic, together with the multi-
lane entries make this particularly difficult. It is understood that the existing A27 safety
study is investigating optiona for crossing facilities at this junctian.

In order to provide a link from Findon Vallay, it is suggested that the footway on the
south side of Warren Road is converted to shareduse. This would connect to the
Offington route at Offington Drive ang link to South Farm Road, avoiding the Warren
Road/Upper Brighton Road roundabout,

The Warren Road/Upper Brighton Road roundabout has been identified as a high risk
gccident site for cyclists.  Ultimately, it is suggested that signal controlled
pedestrian/cycle crossing facilities are introduced at the junction, possibly in conjunction
with the implementation of traffic signal control on the roundabout. In the short term,
the footway around the roundabout could be converted to shared-use, with advisory
crogsings between the roundabout's aplitter islands.

Eastwards from the roundabout, conversion of the footway on the north side of Upper
Brightan Road would link to Charmandean Lane, which provides a bridleway route into
the South Downs, Conversion of the adjoining pelican crossing to a toucan crossing
would provide a link to the Broadwater route via Downland Avenue.
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Worthing Town Centre — Worthing Station

Cycle access acrosg Worthing town centre is pogs, There are either barriers of haavily
trafficked roads (Richmond Road, High Street] or wholly pedestrianised streets
(Warwick Street, Montague Street). Whilst the problems of busy roads are easily
undarstood, pedestrian-only streats prasent their own difficulties. Cyclists are allowed
to push their cycles through pedestrianised area, however, many are reluctant to
dismount and do so, Therefore, in the absence of suitable alternative routes,
pedestrisnised streets can in thernsealves bacome a deterrant to cycling.

Ressarch conducted by the Transport Research Laboratory, published as Traffic
Advisory Leaflet 5/53, ohsarved that there are no real factors to justify excluding cyclists
from pedestrianised areas. In addition, the report suggests that cycling could be more
widaly permitted without detriment to pedestrians. Nevertheless, although the study
cited few recorded accidents batween pedestrians and cyclists, there is a perception of
safety risk amongst many pedestrians.

it is therefore suggested that cycle access through the existing pedestrianised area is
permitted outside of the main shopping hours in order to allow commuter journeys e.g.
restrictions would apply 10.00 to 17.00, similar to those in Chichester. These eastwast
routes would be particularly effactive at improving cycle access 1o the town cantre
when linked to South Street, which is restricted to busas and cycles only.

Further opportunities exist by providing a link between Shelley Road and South Street,
This would require amendments to existing traffic orders on Liverpool Road to permit
two-way cycling, and conversion of the path between Liverpool Gardens and Liverpoat
Road to shared-usa,

Worthing Station is effectively cut-off from the town centre by a number of major roads.
Although Christchurch Road/Grafton Road/Salisbury Road to the west of the town
centre could effectively provide a suitable cycle route, problems with crossing main
roads are difficult to overcome. Only if these intervening junctions were converted to
traffic signal control, ag part of a wider traffic improvements scheme, could such a route
be effactively developed.

An alternativé route linking to the east of the town centre is nevertheless feasible,
although this is a less direct and atfractive route. This would utilise the existing
pedestrian routa through the Teville Gate multi-storey ear park to provide a link between
Victoria Road and Newland Road under the Broadwater Road railway bridge.
Amendments to the one-way restrictions on Ashdown Road would allow cyclists to
access the town gentre via the existing cycle facilitias on High Street/North Street.

Steps on both sides of the Teville Gate cer park would require whesling ramps, and
lighting improvements would be necessary through the car park and under Broadwater
Road. Llitimately, it may be possible to provide a mere attractive route as part of the
Teville Gate redevelopment propasals.

Littishampton Road

The Maybridge route suggests the use of shared-use paths along sections of
Littlehampton Road as the only means to provida an acceptable routs for eyclists along
this fast moving, heavily trefficked road. Littishampton Road iz identified as a clear
desire line for cyclists, tharafore additions to these routes are proposed.
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To the east, conversion of the existing footway on the south side of the road as far as
Chantry Road Is suggested. This would link with the Salvington north/south route and
would provide additional east/west links via Highdown Avenue and Broomtield Avenus.

Cycle tracks are proposed on both sides of the road between the Littlehampton
Road/Palatine Road and Littlehampton Road/Goring Street roundabouts. The advantage
of having two-way cycle facilities on both sides of the road is that it would minimise the
need for crossing mavements over this busy dual carriageway.

In order to provide an inter-urban route to the west, 8 cycle track along the south side of
Littlehampton Road to the wast of Goring Street is suggested. This would link up with
existing cycle facilities in Farring and Angmering.

]

Findon Valley

The A24 Findon Road is the principal route into Worthing from the north and is heavily
trafficked during much of the day. The route, running along the bottorn of the valley,
offectively soparates the two sections of this mainly residential area. Given the
available road widths and the volumes of traffic, it has not been possible to develop a
satisfactory on-road cycle routs.

It is therefore suggested that the existing footway on the eastern side of Findon Road is
convertad to shared-use. This would extend northwards from the A27 Offington Corner
roundabout to the Borough boundary, but could logically be extanded through to Findon
village itself. There is a grassed verge along much of the route which would allow 3 2.5
metre width path to the achieved. In the vicinity of the shops, the option of widening
the existing path into the carriageway is suggested.

South Farm Road

South Farm Road is the route with the highest recorded cyele flows within Worthing, It
pravides a direct north/south route avoiding the busy A24 Broadwater Road. It has not,
however, been possible to identify specific measures to assist cyclists. General traffic
rnanagement measures such as traffic islands are proposed, in order to reduce overal
vehicle speods and assist cyclists and pedestrians crossing the road,

The Boulavard

The Boulevard, together with Shaftesbury Avenue, forms a north/south link between
Littlehampton Road and Goring Road. The routs serves a number of major destinations,
including Durrington Station, the adjeining employment area, schools to the nerth,
together with linking to the Maybritdge and Cross Worthing ¢ycle routes.

Although The Boulevard is presently a dual carriageway, it is suggested that traffic levels
could be accommodated by one traffic lane in each direction. There is thersfore
potential to reaflocate road space to provide dedicated cycle facilities between
Litttehampton Road and The Strand. This could be achieved through the introduction of
on-carriageway cycle lanas in each direction, together with safaty improvements at the
Palatine Road/Terringes Avenus roundsbout, similer to those dsscribed for the
roundabout at The Boulevard/The Strand(5.7.41).

Palatine Road and Tarringes Avanue would be signed to link to other cycle routes.
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Lyndhurst Road-Brougham Road

Cycle access to the town centre from the east is not well provided for at present.
Relatively high flows of cyclists use tha A253 Brighton Road which, although direct, is
unattractive due to the volume and spead of traffic,. Whilst it Is anticipated that a large
proportion of these existing cyclists would usa a route along the seafront if this were
provided, there is potential to establish a more direct route using Lyndhurst
Road/Brougham Road. ‘

The main difficulty with this route is the narrow section of Lyndhurst Road immediately
sast of High Strest. This section of road is of insufficient width to allow a car t0
overtake a cyclist without encroaching inte the opposing traffic lane. Whilst this may be
acceptable with a lightly trofficked residential or rural road, the volume of traffie of
Lyndhurst Road puts cyclists at an uhacceptably high road safety risk.

Howevar, with the proposed redevelopment of the gas works site, there is the potential
to develop a cycle route through the site, avoiding the narrow section of Lyndhurst
Road. This could pravide a diract route betwaen Union Plage/High Street and the wider
saction of Lyndhurst Road, sast of Park Road, It would also link the town centrs to
Worthing Hospital. ,

East of Park Road, there are relatively few problems for cyclists. It is, nevertheless,
suggested that advanced stop lines for cyclists are introduced at the Lyndhurst
Road/Brougham Read/Ham Road waffic signals,

Dominlion Road-Ham Road

Dominion Road and Ham Road form a north/south link to the east of Worthing, linking
the A2E9 coastal road with the A24 and ultimately the A27. This route provides the
main access to the various trading estates to the east of Worthing, and hence is heavily
trafficked, with & high proportion of HGYs., The need for crossing facilitles along the
road has been identified for the various routes that cross the roed. Howaver, thare are
significant volumes of cyclists along Dominion Road and Ham Read which would
indicate that it should be considered as a cycle corridar in its own right,

Traffic levels on the road would indicate that provision of an off<arriageway route for
cyclists would be desirable. However, although sections of route could be develaped, it
i5 not possible to identify & continuous off-carriageway route. Therefore an on-
carriageway signed routa is proposed, with advanced cycle stop lines at traffic signals,
and advisory cycle lanes on the section of road batween Southdown View Road and
Meaadow Road.

Warthing Cycle Stratagy Review
Paga 35

TTHERT THEHET EETTEN T T T -



HE_ BN B W

6.1

6.1.1

6.1.4

8.1.6

6.1.7

Links to Public Transport

Rail Stations

There are fiva rail stations within Worthing Borough, From east to west these are East
Worthing, Worthing, West Worthing, Durrington-on-Sea and Goring-on-Sea.  Worthing is
the main station, where all passenger services stop, whilst the other stations tend to be
sarved by local stopping services only.

Reil services through Worthing cover a wide range of destinations. The majarity of
services are provided by Connex South Central. As well as regular services to London
Victoria, Gatwick Airport, Littlehampton, Brightan and Portsmouth, there are also
servicos to Southampton, Cardiff, Reading, Basingstoke and London Waterloo, There are
approximately six traing in each direction during mest of the day.

Fast Worthing

East Worthing would appear to be the least busy of Worthing's five railway stations, The
arga surrounding the station is predominantly residential, with the Ham Bridge and East
Worthing trading estates located approximately 400 metres north of the station. The
station is of traditional "halt" type construction with narrow pre-fabricated concrete
platforms and basic passenger facilities. The station provides a poor passenger waiting
envirenment, with clear evidenca of vandalism and graffiti.

Agcess 10 the station is taken from the road overbridge via ramped paths down ta the
platform. These paths are relatively narrow with sharp right-angle turns and are therefore
not particularly convenient for cyclists walking with their bicycles. or for those with
wheelchairs or buggies, particutarly at busy times. Improvements 1o these access ramps
would therefore have wider benefits to rail users, not just for passengers with their
bicyclas,

There is presently no ¢ycle parking at East Worthing station, Space on gach platform is
limited and there is a lack of suitable locations to logate eyele stands elsewhere. Whilst
the intraduction of cycle parking should be a requirement of any station redevelopmant, it
would be possible to introduce undercover cycle parking facilities adjacent to tha ramps
leading dawn ta the platforms, with a limitad amount of new construction wark.

Figure 6.1 indicates local measures to improve cycle access to the station. The main
items are refuge islends located on the approaches to the overbridge. These would
assist both pedestrians and cyclists crossing to the station. The width of road would be
sufficient to allow the introduction of 2 metre wide refuge islands, whilst retaining 3.5
metre through traffic lanes.

Conversion of the western footway to shared-use between Chesswood Road and
Meredith Road would be desirable, since this would improve cyclist convenience and
safety by reducing the need for cyclists 10 ¢cross the busy main road for cartain journeys.
Whilst this would legitimise what many cyclists do already, this may only prove possible
if the path were widened (it is presently approximately 3 metres) or unsegregated
shared-use adopted.

Worthing Cycle Strategy Review
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Worthing

Worthing is the main station within the Borough, It sarves a predominately residential
area to the north, together with the principal shopping and business centre of Worthing,
located approximatsly 760 metres south of tha station.

Worthing station has three platforms — one for westbound services and two for
eastbound services. Access to all eastbound services is provided from a subway with
steps, which links to entrances both to the north and south of the station. Only the
wastbound platform can be accessed by a ramped approach, but this is remate from the
main antrance through the station building. Cycle sccess to and from trains therefore
requires bicycles to be physically carried up and down stairs. This is not always practical
and does little to encourage integration between cycling and rail travel,

Whilst improving the convenience of cycle access onto the platforms could be achioved
by the introduction of wheeling ramps on the verious stairs, this would do little to
improve overall access onto the station for other user groups. Clearly, all atations must
be made accessible to all under the terms of the Disability Discrimination Act. Therafors,
any works necessary to improve access for disabled people, are likely to benefit other
passengers, including those with cycles.

There is presently one main area of cycle parking at Worthing station with space for 28
eycles. This is located on the westbound platform which is undercover and relatively
secure due to being overlooked by waiting passengers. There is also informal parking in
the car park to the north of the station, using various railings, posts otc. as available. It is
recommended that undercover, well lit and secure cycling parking is introduced, possibly
replacing one or two car parking spacas. Appropriate cycle parking facilitios would be a
requirernent af any redevelopment proposals submitted for the site.

Given the impoertance of Worthing station, there are a numbar of routes used by cyclists
to/from the station. Figure 6.2 identifies local measuras to improve the convenience and
safaty of cyclists travelling to the station.

Whilst access to the station from the north and the west could ba enhanced by traffic
management measures that would assist cyclists, access to the town centre is made
difficult by problems of crossing the two heavily trafficked roads that run to the south
and east of the station. Due to the major changes that would be necessary in order to
implement appropriate cycle facilities, improvements for cyclists are most likely to come
about as part of wider infrastructure improvements in the area. There would appear to
be a number of such schemes presently being considered — radevelopment of Taville
Gate, revised access arrangerments to the station, including improved lunctions onto
Teville Road together with modified junctions on Broadwater Road/Chape! Road. It is
thorefore essential that appropriate measures to assist cyclists are incorporated into
such schemes from an early stage of development, in order to capitalise on the
opportunities being presented.

West Worthing

West Worthing station dates from 1889, and serves a mainly residential area. The main
station building is located on the south platform, adjacent to Tarring Road. Both
platforms can be accessed via a ramped approach, although on the south platform this is
separate from the main stepped access through the station building.
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Access betwsen the platforms is via a subway with steps rather than ramps. In the
short-term, wheeling ramps would assist cyclists crossing between piatforms, but this
would have few benefits to other train passengers, Ramped access between tha
platforms can nevertheless be achieved by using South Street and Tarring Road.

Adequate cycle parking stands are availeble on the station. It is nevertheless
recommended that all-weather undercover facilities are provided.

Figure €.3 indicates local improvernents 1o ¢ycle routes used in the vicinity of the station.
The main issue is the crossing of South Strest in order to provide a continuous through
route batwean Canterbury Road and Becket Road, The introduction of advanced stop
lines for cyclists would have to be carefully considered due to the narrow width of the
existing road. Alternatively, revisad yellow bhox markings may provide suificient
opportunities for cyclists to cross whilst traffic is halted at the adjacent level crossing.

!

Purrington-on-Sea

Durrington-on-Sea is focated adjacent to a district centre, together with a number of
offices, including the extensive Inland Revenue Complex. It alsc serves a school, sports
centre, together with an area of residential davelopment,

The main pedaestrian, cyclist and vehicular access to the station is from the north, from
The Causeway. Therg are also pedestrian routes to the adjoining college, and from the
southern platform to Barrington Road.

There are two areas of parking at the station. Qne area is located on the north side of
the station. Cycle parking is limited to approximately & Sheffield stands, sufficient for 10
bicycles. Additional stands, together with an overall roof, are recommendad. There are
also cycle parking stands located on the westbound platform. Access to these stands is
howevar difficult and, consequently, they appear to be lightly used.

Although access to the north (Brighton-bound) platform is remped, the path is relatively
narraw and involves some tight right-angle tyrns, which are difficult with a bicycle in
crowded conditions. Access to the south platfarm is poor, The existing overbridge is
narrow and staep, and it woukl be extremely difficult to cross with a bicycle. Access
from Barrington Reoad is via a narrow footpath with high fences or hadges on either side.
Fram a personal security point of view, the path is particularly unattractive. There is only
sufficient space for two pedestrians to pass, and the path would be totally unsuited for
cyeling in its present condition,

Figure 6.4 indicates local improvements to cycle access for the station. Whilst many of
these are minor traffic management measures, including additional refuge islands, it
should be noted that the roundabout at the junction of The Boulevard/The
Strand/Shaftesbury Avenue is identified as a high risk cycle accident site. Although
described more fully in Section 5.7.41, it is suggested that the number of entry lanaes on
each appreach to the roundabout is reduced and that the width of the circulatory
carriageway is reduced. This would have banefits to cyclists using the roundabout, and
is likely to assist pedestrians, due to the reduced widths to cross.

The most problematical section is the epproach to the station from the south. It is
recommended that the path is increased in width to provide a 4 metre wide shared-use
footway/eycleway. This would be of benefit to the office developments located to the
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6.2.1
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south of the station, togethar with the residential properties south of Barrington Road.
Claarly, land acquisition from either or both of the office sites would be required in order
to provide this path. Unless the necessary lend could be acquired through negotiation
with the owners (possibly as part of the development of a Green Commuter Planl, it is
recommended that the improved path be progressed through the development control
process, whenever redevelopment is proposad.

Goring-by-Seca

Goring-by-Sea i3 the western-most station within the Boraugh, and is built in the style of
a typical small rural station, The station serves a mainly residential area, togather with
the local college, locatad about 760 metres north of the station. Goring-by-Sea would be
the nearest station to the Durrington development site, which is scheduled for
approximately 800 housaes, :

With construction of the A259 overbridge, most through taffic bypasses the station.
Accass is taken from Goring Street, which is lightly trafficked and suitable for cyeling.

Cyele parking, in the form of Sheffield stands, is located on both platforms. Cycle
parking for approximataly 20 cycles is available, although it did not appear to he well
used. The only obvious improvemant option considered would be for the introduction of
some form of roof, in order to protect parked bicyclas from the weather,

Cycle access onto the platforms is directly from Goring Street and is ramped, hence
there is little difficulty in accessing the parking or the trains. :

Figure 6.5 indicates local measures to improve cycle access to tha station. it should be
notad that the only works of any significence would be the introduction of sharaduse
facilitios north of the station in order to provide links to Nerthbrook College and the
Durrington development site.

Cycle Carriage on Trains

Rail services through Worthing are provided by a number of operstors, with Connex
Saouth-Central operating the majority of services. Most services use electric trains based
on 1950's carriage design. These incorporate a traditional guards compartment with a
luggage section, which has ample space for up to & dozen cycles.

The design of these trains mean that doors for loading/untoading cycles open from the
outside only. Therefore, in most cases, this relies on the guard for assistance. In most
instances, guards wera happy to help with this, togaether with the loading/unioading of
cycles. This, nevertheless, provides a level of reasaurance about taking bicycles on a
train.

There are presently no restrictions on the carriage of cycles in either peak or off-peak
tirmes for travel within the |ocal area for the majority of services. In addition, there are no
restrictions on the number of cycles that can be carried on each train,

The consequence of having ample space for cycles on trains togather with no restrictions
on use, is that thare are sizeabls numbers of cycles carried on local train services. This is
particularly significant far work and school journays, Levels of cycle carrlage on trains is
considerably higher than on similar services elaewhere within the country,
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With the exception of providing racks or some form of support for cycles within the
oxisting trains, thara would appaar to be fittle that could be introduced to improve
facilities for cycles on existing train services, The measures carried out to the luggage
compartments on the refurbished three-car sets used for the Littlehampton-Seaford
service, carried out in 199788, have not benefited cyclists and to some extent have
introduced a conflict with other users. It appears that no consultation with groups
representing cyclists, people with disabilities or rail users in general took place before
introduction of these measures, which include the installation of two vertical posts
supposedly to form a rest for bicycles but which actually make it more difficult to store
them within the carmpartment.

Changes in train operating raquiraments have meant that mora recent train designs have
not included such levels of space for luggage, mail or cycles, The consequence is that
most modern train designs only include space for onea or two cycles per two or three
coach units, This means that services 1o dostinations such as Reading, the West
Country and South Wales using such rolling stock require advance rasatvation for the
limited number of eycle spaces or exempt cycle carriage aitogether, Fortunately, such
services only form a small proportion of the train services through Werthing,

The only way to improve ¢ycle carriaga in such circumstances would be to introduce a

flexible storage space that accommodates luggage, bicycles, whaelchairs or buggies.
Such measures would, howaver, require the replacement of an existing seating bay to
achiave this, Whilst similar facilities have been introduced by Thames Trains on its fleot
of Thames Turbos, any operator must be confident that the benefits of the storage space
outweigh tha disbenefits of losing passenger seating. Such a decision would be based
on commaercial grounds only i.e. there is no requirement for the train operating
companies to carry cycles,

Whilst the existing level of service for cycle carriage on trains through Worthing is good,
there are concerns about possible changas in the future which would adversely affect
cyclists.

The main issue ig that almost all train services are composed of vehicles constructed
during the 1950's or 1860"s which are now ¢onsidered outdated in terms of passengar
accornmodation, performance and running costs in comparigon with modarn rolling stock
dasign. In addition, following the Clapham rail crash, the safety of such vehiclas in the
event of a collision has heen criticised. There ere therefore commercial and safety
pressures for the early replacement of the existing rolling stock, although there ere no
plans to to so at the prasent.

Given that rolling stock will have a fife span of 30 to 40 vesrs, it is essential that adequate
cycle carriage facilities are incorporated within the basic design of any new ftrains.
Whaeather the future Strategic Rail Authority will require all new rolling stock 1o incorporate
cycle facilities as part of the government's integrated transport strategy remains to be
seen, The Office of the Rail Regulator has issued a guidance note which ragommends
that rolling stock should be able to carry bicyeles, but this has no tegal force.

Cycle Mark Initiative

Sustrans, the Cyclists’ Public Affairs Group and the Cycliste Touring Club have developed
a Code of Practice setting out objectives for an improved standard of service for cyclists
by raif operators in the privatised network. The Code of Practice sets out that rail
operators should provide, as far ag is reasonably practical :

Worthing Cycle Strategy Raview
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» general customer inforrmation on cycle facilities:
improved aceess for cyclists to stations;

= gufficiant, adeguate and convenient cycle parking &t stations — under surveillance and
wail-signed;

+ on-board storage of bicycles which is sufficient, safe and secure and does not unduly
inconvenience other users;

« at-station information and help for cyelists,

Rail operatars are invited to meet thesa objectives. Those that do, have baen awarded a
Cycle Mark racognition of their achiavernents.

The Cycle Mark initiative is endorsed in the White Paper on the future of transport as one
means of achiaving a more integrated public transport systam,

With rail services providing east/west routes across the Borough and beyond, improved
gycle accoss 10 stations is unlikely to have an influance on local journeys, particularly to
Worthing town centre and on north/south routes. Thera would, howaver, appear to be
considerable opportunities for improved integration with bus services for local journays,
and for journeys not served by rail services e.g. Worthing-Sterrington-Harsham.

Elsewhere, integration has been achiaved by praviding carriage of ¢yeles on or in the bus.
This has proved particularly successful on longer-distance racreaticnal and leisure
services, Such a service, providing carriage for both cyclist and cycle up into the South
Downs, possibly linking with adjoining towns and railway stations, would appear to have
considerable opportunities for recreational journeys, However, the time penalties
imposed on bus services through loading and unloading cycles would mean that such
services are unlikely to prove acceptable for commuter and utility journeys. This has
been borne out by tnals of such a system in Brighton.

Improved, integration between bus and cycle could, nevertheless, be achieved through
provision of secure cycle parking as part of bus stop design. [t Is anticipated that this
would take the form of under cover Sheffield style stands, adjoining or adjacent to the
bus stop.

Planning guidelines indicate a maximurn walking distance from home ta bus stops of 400
metres in residential areas. Enhanced interchange with cycling could considerably
improve the accessbility of bus services to a wider area. This could prove particularly
beneficial with express bus services, or routes where bus priority measures are to be
introduced. Recent studies have investigated the benefits of improved Integration
between LRT services and cycling, but such benefits could equally apply to links
between cycling and bus services.

Similar facilties for cycle parking at public transport stops are common throughout
Europe. S5Standard designs for sppropriate waiting facilities with cycle parking are
tharefore available commercially. Since bus stop enhancerents form part of the bus
sarvice improvements included within the Worthing package, it is therefore
racommended that facilities to accommodate cyoles are considered,

Worthing Cyele Stratagy Review
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Cycle Parking

The provision of adequate cycle parking is a critical element in encouraging cycling as a
mode of transport. It is essential therefore that secure and convenient cycle parking is
available at both ands of the journey. The DETR Traffic Advisory Leaflet 7/97 'Supply and
Dermand for Cycle Parking’ provides advice on such matters.

Cycles are particularly vuinerable to theft. They are highly mobile, exposed, high enough
in value to ba worth staaling, yet 100 low in velue to be worth equipping with expensive
security devices. Many existing cyclists and potential users are deterred from riding a
bicycle through fear of having it stolen. Carefully planned provision of secure cycle
parking facilities can do much to encourage new users and make existing cyclists more
confident about leaving their bicycles.

Cycle thaft in Worthing is a serious problem. The recent Crime and Disorder Audit of the
town centra identifiad that cycle theft is three times the national average.

At the origin of the journey, most houses can provide a secure location to park & bieycts -
in a garden shed or a garage. This is not, however, always the case with flats, student
rosidential accommodation or with many forms of ‘starter’ homes. Shared hallways, lack
of sheds, parages or any form of secure accommodation for a bicycle, is likely to
suppress cycle ownership and hence use.

At the trip dastination, proximity to the ultimate end point of a journey is the mejor
influence on cyclists choice of parking location. The majority of cyclists will park within
50 metres of their trip destination. This ultimately leads to inappropriate use of railings,
posts, drainpipes, etc., often obstructing facilities for pedestrians. In order to provide for
the neaeds of cyclists, appropriately located parking facilities should be placed in small
¢lusters in fraqueont intervals rather than in larger concantrations at fewer sites.

Cycle parking should ideally be located as close a3 possible to building entrances,
particularly at public tacilities. Not only does this convey a positive image of cycling by
making it more prominent and convenient than car parking, but it enhances security for
users.

The Shaffield type stand or rack is the most appropriata and cost effective form of cycle
parking facility, being simple, secure, efficisnt in terms of space and practically
maintenance free. Such stands should be located in a position that is sccassible and
convenient for cyclists, in a location that is under effoctive surveillance and at a site that
is well it. Fer longer stay parking, there should be protection from the elements,
provided this can be achieved without compromising security.

Spacing of Sheffield stands is critical if they are to be used efficiently. |f they are
positioned too close to each other cyclists will only park one to a stand, or it becomes
impossible to park a bicycle with luggage. It is recommmended that stands are placed
1000-1200 rnm apart. Figure 7.1 illustrates a Sheffield stand with key dimensions.

The use of lockers to provide secure long-term cycle parking can be considered, but the
requirement for parking to be located as close ag possible to the ultimate trip destinetion
needs 1o be carefuilly assessed. The use of locking cycle stands is not recommended
since they do not appear to be popular with cyclists and there are long-term maintanance
problems with certain designs. Rust can be a particular problem in a seaside
snvironment.
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Cycle parking for shopping journeys is slightly different in that shoppers in town centres
have multiple destinations and therefore walk further from their bikes than people with

single destination.

There are a number of cycle parking locations within Worthing town centre that appear
weoll located and well used. Many of the sites are located at the edge of the pedestrian
precinct in order to reinforge the pedestrianonly nature of the main shopping streots.
Tha maost popular cycle parking location is at the junction of South Street/Chapel Street,
which is not so surprising, since South Street provides the main cycle route into the
heart of the shopping area. It was noted on a number of occasions that there was little
or no spare capacity for further cycles at this particular location.

It is recommended that the number of eycle parking places at South Street/Chape! Strest
is at least doubled, and that additional groups of one or two cy¢le stands are located
along South Sweet and Chapel Streat. Although there is an issue that this may introduce
additional clutter into the street scene, it should be considered in relation to the existing
number of cycles parked against railings, benches, traffic signs etc.

Tha axisting cycle parking within the town centre appears to cater for mainily short-term
shopper journeys, It is therefore recommended that some undercover ¢ycle parking is
provided to accommodate longer term commuter journeys. Suggested locations include
Buckingham Road/Montague Street, Portland Road/Montague Stroet, Shelley Road/
Livarpool Road, together with a sita in the vicinity of South Street/Chapel Road.

The possibility of replacing on-street car parking with cycle parking should also be
considared. Approximately 12 cycles can be parked in the space required for one car.
Not only is this an efficient use of limited space, but gives a clear message that the role
of the bicycle is baing taken seriously.

Figure 7.2 indicates existing cycle parking within Worthing town centre and identifies
sites for additional cyele parking provision.

Within the local district shopping centres, it is recommended that the strategy of small
clusters of cycle parking stands located at fraquent intervals is progressed.

It has not been possible to identify the axtent or adequacy of cycie parking provision at
other major destinations, such as schools, colleges, the hospital, offices or factories.
Clearly, the introduction of appropriate and adequate cycle parking facilities would follow
from cycle parking standards for new developments, or from adoption of Green
Commuter Plan type policies,

Table 7.3 provides guidance for appropriate levels of cycle parking provision for & variety
of different types of development. Cycle parking provision is related to usage on
floorspace rather than the number of car parking spaces. It is intended that standards
will vary according to lecation and accessibility, with out-of-town developmaents requiring
fewer spaces than a town centre site, The figures quoted should be used as a guide and
may be adapted to suit local circumstances.
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Tabla 7.3 : Cycle Parking Requirements for New Developments

Stadent I-Inllsnf Residence

H Placas of nt -
Otfices
Factorias/Warshouses

Large Retail (superstoras, shapping centres, etc.)
Recreation
Leisure Centras

oot

‘ Thaafs and Cinamas |

' cummnltv nciliins |
Hospitals

Health Centres
Libraries

Schonls
Primary
Sacondary
 CollegesfUniversitias

T

rt rehngﬂs
Rail Stations
Bus Stations

TYPE OF DEVELDPMENT APPROPRIATE PROVISION
Rasidantial
Flats 1 space par unit

1 space per 200 m’
AR RO

| _‘ space per 25 taffand uil;

1 space per 2 midants

1 spaca par 150 m?
1 space per 200 m?

1 space per 10 staff plus 1 space per 20
peak period visitors
1 space per IJ seats

1 space per b staff plus 1 space per 10 steff
for visitors

1 space per 5 staff plus 1 space per 5 staff
for visitors

1 space per 10 staff plus 1 space per 10
staff for visitors

1 space per 25 staff and pupils
1 space per 15 staff and pupils

s kg A

5 spaces per peak period frain
2 spaces per 100 peek perind passengers
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Access to Countryside

Worthing is located on the coastal plain and axtands between the sea and the edgs of
the South Downs. The seaside has its obvious attractions, whilst the South Downs,
which are designated an Area of Qutstanding Natural Beauty (AONB) offars @ vich and
yaried landscape, together with superb views over the surrounding areas.

Given this location, Worthing would appear to offer considerable potential for leisure and
recreational cycling — 6asy fidas along the coast, togather with moderate to challenging
fides along or over the South Downs. Opportunities for recraational rides into the
eountryside around Worthing are, however, limited,

Ono of the main areas of difficutty for cycling is the lack of quiet roads that are suitable
for leisure cycling. The almost continuous strip of urban development along the coastal
plain between Littlehampten and Brighton puts tremandous pressure on east/west
communications in the area, meaning that all through roads are heavily tratficked. There
gre few opportunities 10 develop pleasant continuous routes for cyclists. This problem is
pven more acute for north/south journays, since thete are few roads, let alone quiet
topds, that provide ACCeSS to the South Downs, '

The South Downd thamselves are crise-crossed with a network of bridieways and
byways that are open to use by cyclists. This network of routes otfers wondarful
opportunities for a variety of circular routes through the Downs, using both the South
Downs Way and the Monarchs Way which run eastiwest, together with the many
connecting north/south finks. These routes are, howaver, only really suitable for
mountain biking due to the variehle nature of the surface quality of the paths used.

These difficulties amphasise the importance of developing the South Coa'st Cycle Route
e an attractive taigure and recroational cycle facility for the peaple of Worthing, that i$
accessible to all.

There are, nevertheless, opportunities for improving cycle access to the countryside,
mainly to the north of Worthing., All such options would start immediately north of the
A27 trunk road. Iis therefore essential that the A27 rulti-modal and safety studies
take account of the need for suitable cycle ¢rossing paints. it should also be emphasised
that such crossings would also have considarable benafits 10 walkers as well.

in the absence of safe and attractive routes 1o areas with recreational cycling potential.
many people are likgly to drive to such locations with their bicycles, only ¢ycling once
they were “in the countryside’. Whilst this activity is undarstandabla for those who Bre
jeisure cyclists only, it 1g far from desirable since it puts further pressure on the
countryside in 1orms of edditional vehicle movements, provision of additional cer parking
tacllities, etc.

Findon Loop

The OFTPA report identified a circular route through Findad valley linking to Cissbury
Ring. This route would commence at the junction of Foxley Lane with Uplands Avenue
and run directly northwards using The Gallops, which is designated as @ pridleway. The
route would then run north-gastwards along Bost Hill, cross the A24 Findon Road, and
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use May Tree Avenue and Storrington Rise to reach the bridleway leading up to Cissbury
Ring. From this point the route would run dus south and then waest along bridleways,
retuming to Findon along Combe Drive and Lime Tree Avenue. Following a crossing of
the A24, Hill View Rise would be used to rejoin The Gallops.

Thisg plan is shown on Figure 8.1.

The only modifications suggested to this route are that traffic islands are introduced at
both crossing points on the A24 Findon Road in order 1o assist gyclists. Thase measuras
would also hava considerable benefits for pedestrians crossing the road and for local
utility cycle journeys. It is suggested that such measures could be developed in
conjunction with wider traffic management measures to reduce vehicle speeds on the
A24,

- [tis noted that the OFTPA report reacommends that The Gallops is treated with a crushed

stone or aggregate surface. Whiist surfacing of the bridleway would indeed create a
suitable allweather, all-yearround path for cyclists which would have considerable
benefits for less hardy walkers, such as family groups, the surfacing of paths is not
generally welcomed by horse riders, many of the more traditional ramblers, togsther with
locat residents who may oppose the urbanising impact of such works, The surfacing or
treatmant of any paths neads to ba carefully considered in the light of differing views and
requirements of the various user groups. ldeally, where possible, separate paths should
be considerad, Ultimately, local circumstances will dictate which is likely to be
achievable.

Othor Routes

Whilst the Findon Loop is wholly within Worthing Borough, there is tremendous potential
for other circular routes into the South Downs that extend beyond the Borough
boundary. These include Cigsbury Ring - Chanctonbury Ring, Findon -~ Lancing College —
Steyning - Findon, or Findon — Amberley - Arundel — Findon. Figure 8.2 indicates some
of the potential circular routes showing links back to the Worthing urban area, together
with local car parks. Parts of these circular routes run along the South Downs Way, and
the link from this to the built-up area and its facilities would clearly be of significant
benefit to the devalopment of green tourisrm in Worthing,

Although wholly outside of the Borough, a link to the Downslink path along the former
Shoreham to Horsham raitway line rnust be rogarded as desirable. Linked to a high
quality South Coast Cycle Route through Worthing, this would present a number of
oppartunities for recreational eyeling,

Bus links

As mentionad briefly in the public transport section, one possible means of improving
cycle access into the South Downs, would be the provision of a bus service that carried
bicycles, aimed at recreational cyclists and walkers. A number of services exist
elsewhere in the country, in locations such as the Peak District, which offer the optien of
carfree journeys into the countryside, thersby minimising the environmental impact of
increasing the number of rural laisure trips.

Worthing Cycle Stratagy Review
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8.10.2 Such & servige, providing links into the Downs from local rallway stations and adjoining
towns, would seem to have considerable potantial. 1t would, howaver, need to take in a
wider geographical area in order to provide a full range of journey options and hence
would need to be considered by a number of authorities that adjein the South Downs.
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Funding Opportunities

Funding for cycle facilities can he drawn from a varety of different sources, The
potential sourcas for funding cycling infrastructure extends beyond those associated
spacifically with the provision of fransport infrastructure, particularly for racreational and
leisure routes. However, it is important to emphasise that funding from transport
infrastructure sourcas is generally restricted to utility and commuter cycle routes only.

Transport Policies and Programmaes
Package Bids
Local Transport Plans

Historically, the great maijarity of urban cycle schemas have been funded through the
TPP process (Transport Policies and Programmaal, wheraby local authorities submit bids
to central government for transport infrastructure funding, In most cases, this is
achieved through credit approvals rather than in direct grant.

- Supplementary Credit Approvals are tied to particular schemes or programmes. There is,

however, no specific provigion for funding cycle schemes, Of particular significance to
cyclists though will be funding for Local Safety Schemes, Minor Works (which for
19989/2000 have placed an emphasis on projects to discourage car use and to encourage
greater use of walking, cycling and public transport) and package bids {(which can be used
for a combination of different schames).

Transport Supplementary Grant (TSG) exists for major schemes costing over £2 million.
This is generally of little relevance to cyclists, except where cycle facilities form an
integral part of a major highway schame,

It is noted that in the Wast Sussex TPP for 1899-2000, the Worthing package bid was for
£700,000, however, only £300,000 was allocated as part of the overall settlsmant.

An overall allocation of £800,000 has been identified for the implementation of town
cycle networks across the County as a whole, for the period 1998-2003.

A key issue is that only @ minority of the urban cycle network is likely to be implemented
as part of cycle-specific schemes, Thus other schemes, such as traffic management and
traffic calming measuraes, road safety schemaes, traffic signal schames or maintenance
schemes all play sn increasingly important role in daveloping the overall natwork of
routes for cyelists, The role of cycle audit is tharefore essential in order 1o ensure that
tha neads of cyclists are not overlookad as new schemes are developed, and to ensure
that maximum benaefits can ba achieved from limitad budgets.

The introduction of Local Transport Plans (LTPs) from 2000/01 will replace the current
TPP system for allocating capital resources to lacal authorities. This will require local
autharities to develop local transport stratagies that will form essential bullding blocks of
the government's wider integratad transport policy.

LTPs will include a b year implementation programme of capital investment and policy
measures, rather than the annual programmes of schemes that are a feature of the TPP
system. Itis clear from guidance issued by the DETR that measures which encourage
cycling as an alternative means of transport to the car must form an important element
of the Local Transport Plans.

Worthing Cycle Stratagy Raview
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Planning Obligations

Contributions from developers are an important source of funding for the development of
new cycle facilities,

Daveloper contributions can take a variety of different forms. in certain circumstances,
planning agreements can require the provision of cycle tacilities in conjunction with new
development. Where a development will create a nead for particular facilities, possibly
away from the site, a developer may be required to contribute or pay the full cost of
providing these facilities, Contributions can be sought to help mest the cost of
infrastructure improverments away from the site, provided that i can be demonstrated
that this is required as a direct consaquence of the dovelopment going ahead. In other
instances, it may be possible to resch agreament with the developer to dedicate land for
a future scheme or provide cycle access through a development site.

Developer contributions may also take the form of commuted payments, whereby
reduced on-site car parking provision is accepted in return for contributions towards
measures which promote accessibility by modes of transport other than the private car.
This approach is formally set out in Policy TR10 of the Worthing Deposit Draft Local Plan.

Care should be taken to ensure that planning obligations are appropriate, relate to the
developmant directly, tackle the problems identified and can be justified in planning
terms. A key issue in this respect is the formal adoption of proposals for & local eycle
netwark as part of the Local Plan ar LTP process, in order to provide a basis for planners
to approach developers for funding.

The davelopment of grean transport plans, whether adopted voluntarily or introduced as
part of planning obligations, will play an important role in encouraging alternatives to
driving to work. Measures to improve provision of ¢ycle facilities or encourage cycling
ara kay elements of a successful grean transport plan.

Other Capital Budgets

Local authorities have a number of other capital budgets, such as these for leisure,
tourism, environment or cormmunity, which could be used to support cycle measures,
For example, public space. educational and community service facilities, 'eisure and
housing developments can incorporate facilitios for cyclists.

Highways Agency

The Highways Agency has responsibifity, as an agent of the Departrment of the
Environment, Transpart and the Regions (DETR), for the development and maintenance
of the trunk road network. This includes a commitment te provide safe crossing facilities
across trunk roads for the National Cycle Network, wheraver this is practical.

In Worthing, a multi-modal transport study of the A27 corridor has been commissioned
by the DETR. This will specifically look at issues affecting cyclists. Measures for cyclisis
arising from this study will therefore be funded as part of a future DETR financial
scheme.

Worthing Cycle Strategy Raview
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Single Regeneration Budget

The Single Regeneration Budget (SRB} comprises 20 separate programmes previously
operatad by five diffarent government departments. SRB encompasses schames which:

= support the local economy;
»  protact and improve the anvironment and provide good design,
=  enhance the quality of life including health, cultural and sports available,

SRE provides a flexible fund for local regeneration, which can be applied for by local
partnarships, including bodies from the public and private sector.

An SRB bid related 1o social inclusion is presently being developed. Since cycling
provides a low-cost means of transport which can improve access to workplaces and
everyday facilities to those without access to a ear, cycling has a particular relevance in
programmes related to social inciusion.

Local Health Authorities

Local Health Authorities and Trusts have rasponsibility for health promotion within their
areas. This includes the promotion of physical activity as 2 means of reducing the
incidence of ill health conditions such as coronary heart disease. In soma instances, this
has included the promotion of cycling in collaboration with groups from other sectors.

Sustrans

The Millenniurm Commission awarded a grant of £43.5 million to Sustrans in order to
develop the Naticnal Cycle Network. This will contributa to ali costs related to the
identified Millennium route network together with route survey, land and legal costs of
the remaining sections of the National Cycle Network. The section of South Coast Cycla
Route through Worthing falls into this latter catagary. Only work completed by the end
of 2000 can quantify for a contribution from Sustrans' Millenniurn grant.

l.ottery Sports Fund

The Lottery Sports Fund will consider applications for cycle routes and associated
facilities which provide access to a recreational facility, or cyele routes which are
considerad in themselves to be & rocreational route. This will include many sections of
stratagic rural ycle routes or natworks, both on and off highway routes, Projects should
enhance existing facilities or provide new facilities in order to increase participation.
Grant rates are normally between 50-70%.

The sactions of the South Coast Cycle Route not eligible for Millennium Cornmission
funding would be eligible for Sports Lottery funds.

It should be notad that to date thare have baen fow cycle schemes funded by the Sports
Lottery and this has been highlighted by the English Sports Council as an area which
should receiva increased funding.
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Landfill Tax

A tax on the deposit of waste to landfill came into force in Qctober 1986, The tax is
levied at £7 per tonne for non-inert waste and £2 per tonne for inert weste. The landfill
tax is levied on disposals by landfill operators who may claim a credit if they make a
voluntary contribution to an approved environmantal body, This contribution is set at 10
per cent of the total cost, with the balance being made up by the tax credit. There are a
number of types of projects which can be funded by landfill tax, including the provision of
public amenities and environmental or heritage projacts,

Contributions frorm landfill operators and fandfill tax credits are successfully employed
throughout the country to create large sums of monay for environmental projects, Canal
towpaths, footpaths and similar recreational corridors are being restored and developed
to higher standards, as well as & wide range of interesting ecological and herltage
prajects.. As an approved environmental body, Sustrans have tapped into this source of
funding to provide additional links to the National Cycle Network,

In order to be eligible for landfill tax, funding projects must lie within a 10 mile radius of a
landfill site. As the Washington site is less than 10 miles from Worthing, the South
Coast Cycle Route would be an appropriate project for which to bid for fandfill tax
funding.

Private Sector Business Sponsorship

Opportunities to gain good PR from environmentally friendly projects have always bean
sought from private sector ¢companies. The main gim of businesses in this respect is to
join forces with providers of community measures of social and environmental woarth
hecause of the linkages of workforce catchment areas or particular advartising themes.
Larger companies are increasingly aware of the need for snvironmental audits,
environmental corporate policies, environmental management schemes and waste
control measures, because it both saves money to be less wastefu! and it is increasingly
being demanded by European and national legislation. In addition, larger companies, who
are investing millions of pounds in putting down roots inte communities from which their
workforce is derived, are making links by invalving themaselves in the social and
environmental fabric of places ta create employes satisfaction,

There are a number of major companies and Ciovernment agencies located within
Worthing in¢luding from which such sponsership could be sought,

Tourism Bodies

Funding from tourism bodies can be achieved but ysually thraugh a wider collaborative
partnership approach where the outputs and aims last for a number of years and, as
such, they are mainly interested in purmnppriming activities. The local tourism bodies are
themselves collaborations between nationalregional interests such as the British
Tourism Authatity, the Regional Tourist Boards and local authorities. In meny parts of the
County, however, the local government involvement in tourism provision {8 on the
ascendancy and frequently the most important providers are in District, Borough or
County Council offices. This gives tourism a dramatic boost locally and many initiatives
ara supportad strongly by such departments.
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10 Preliminary Cost Estimates

101 Preliminary cost estimates have bean prepared for the various sections of cycle route,
based on the schedule of costs outlined in Table 10.1,

10.2 It should be noted that these estimates provide a broad order of costs only. Additional
preliminary design work will be requirad on individual schemes in order 1o develop more
detailed and robust cost estimates.

10.3  In particular, thare are a number of issues relating 1o improved or naw paths adjrining the
beach which reguire further investigation. Basic costs of path widening have been
assumed, but it may be the case that additional cost implications arise as a result of
structural/sea defence considerations. It is, however, strongly recommended that where
structural works along the coast are heing considered for future pragrammae of works,
that improved or widenad paths are incorporated into the design in order to
accommaodate the proposed route for pedestrians and cyclists.

10.4  Whilet an allowance has been made for design fees and site supervision, thera would be
additional costs related to the preliminary design of the schemes.

10.5  No sllowance has been made for alterations to statutory undertakers apparatus. It is
assumad that no changes to service equipmant will be required, or that the scheme
could be designed in order 1o minimise or avoid such works,

10.6 South Coast Cycle Route (Section 5.4)

10.6.1 Sea Eane Ferring to Sea Lane/Marine Crescent

£
169%0m of new 2m wide crushed aggragate path - 37,180
@ £22 per linear metre
New traffic islands at Marine Drive/Aldsworth Avenue - 2,500
Signing and lining — iterm - 2,500
Contingencias - 10% - 4,200
Deslan and supervision fees ~18% mmmmmm 7000
Total - £53,400

10.6.2 Sea Lane/Marine Crescent to George V Avenue

£

1450m of new 2m wide crushed aggregate path - 31,800
@ £22 por linear motte

Signing and lining - item - 2,500
Cutting back gorse and undergrowth - item - 5,000
Contingencies - 10% - 4,000

Design and supervisionfees ~18% . . SRS, 8,500 .
Total - £49,900

Warthing Cyela Stratagy Review
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Table 10.1 t Typical Costs for Cycle Facllitles

Item Unit Cost (£)

New 3m wida urban path:

Surfacing m 40-60

Kerbing m 15 -
m

Concrate Edg

3m wle rurl pqth:
Surfacing
Timbe din

n At i
e i s
Excavation:
Soft Material 5
Hard Matenal 20
e o -+
Drnlnaga
New Gully lingl. connection) no. 250
New Draln&e Pipe m 50-100
: ; - AR B I L T R T e A
Dtsusal of Excavated Ma'tenal
Trnﬂ'lc Cnlmlng
Round-Topped Road Hump m 100
Flat-Topped Road Hump m 180
Spead Cushion no. 250-500
Raised Junction : no. 4,000-8,000

Slgnlng and Llnlng

Non-illuminated Sign (inc. post and base) no. 60-100
Cycle Symbuol no. 20-30
White Line m

Average cost of Traffic Order

Convarsion of Pellcan to Toucan Crossing

Lightlng and Survlces'
New Streat Light Column (ingl. connection)
Re-position Existing Street Light Column
Re-position Talegraph Pole

Re-position Junction Box

BOO
2,000-5,000
20,000
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10.6.3 George V Avenue to Heene Road

E
950m of conversion of existing grassed verge to DBM - 33,250
surfaced cycle track @ £36 per linear metre
330m of new 2m wide cycle track @ £60 pr lingar - 15,800

metre .

Signing and lining of evels track — jtern . 5,000
Revised signing and lining on West Parade . 16,000
Contingancies - 10% - 6,800
Design and supervision fees - 16% ... .. .: - A250

Total - £86,100
10.64 Heone Road to South Street
‘ £

480m of conversion of axisting footway to cycle track

= No new construction costs

300m of new 2m wide oycle track @ £60 per linear - 18,000
metra

Signing and lining eycle track — item - 5,000
Revised signing and lining on Marine Parade - 6,000
300m of on-carriageway cycle lanes togather with - 3,000
revised signing and lining

Conversicn of existing pelicen crossing to toucan - 15,000
crossing _
Contingencies ~ 10% - 4,700
Design and suparvisionfees —16% ... .. SR 7,800 |

Total - £59,500

10.6.6 South Street to Windsor Road/Brighton Road

£
400m of on-carriagoway coycle lanes together with - 4,000
revised signing and fining
300m of existing 2m path widenad to 3m @ £30 per - 9,000
lingar metre
150m of new 3m wide path @ £80 per linear metra - 13,500
300 existing path converted to shared-use = no naw
construction costs
| Signing and lining — item - 7,600
Contingencies - 10% - 3,400
Design and supervision fees—16% ... . 3,800
Total - £43,000

Warthing Cyela Stratagy Raview
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10.6.6 Windsor Road/Brighton Road to Western Road, Lancing

£
400m of widening existing path by 2m @ £80 per - 24,000
linear matra
1260m of widening existing path by 1m @ £26 per - 31,250
linear meatre
800m of new 2.5m wide ¢ryshed aggregate path @ - 25,200
£28 per linear metre :
Conversion of two pelican crossings to toucen - 30,000
crossings
Signing and lining - item - 15,000
Contingencies - 10% - 12,560

.....................................................................................

Total - £156,850

1067 Total for 8km route between Sea lane, Ferring and Western Road, Langing is
approximately £450,000.

10.7 OTHER ROQUTES

10.7.1 Worthing Town Centre to Goring (Section 5.8)

£

Mulberry Lane/Gorlng Street
On-carriageway cyck lanes, signing _ - 10,000
Sea Lane

Signing - 1,000

A259 Mill Lane/Heene Road
Advanced stop lines - 5,000
Mill Road/Heene Road

Signing - 2,000

Advisory cycle lanes, coloured surfacing, - 31,200

1300 m @ £24 per lin.matra 1,000
Signing

Richmond Road/Wykeham Road

Toucan crossing - 25,000

nrenmond Hoad/Cnagel B

Advanced stp lines T - 4,000

£100,000

Worthing Cycle Strategy Aaview
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10,7.2 East Worthing Route (Section 5.7.6)

£

Brougham Roud/Meadow Road

Signing. traffic management - 4,000
Ham Road

Advisory cycle lanes, coloured surfacing, 700m @ £24 - 18,800
per lin.metre 1,000
| Signing

Chesswood Road

Signing, kerb build-outs - 5£.000
400m of new 2.bm wide crushed aggregate path @ - 11,200
£28 pear lin. metra

Tower Road/Upper High Strest

Conversion to two-way eyels use . 3,000
Soythdown View Road/Angola Road

Signing - 2,000
Dominion Road

Traffic islands - 3,000
_Contingencies, design and supervision -26% __ - - 11000

Tbﬂl - £53;m

10.7.3 Broadwater Route (Sectlon 5.7.14)

£
Upper Brighton Road to Dominion Road
Signed route - £,000
Dominion Road
Toucan crossing - 25,000
300m of existing 2m path widened to 3m @ £30 per - 9,000
lin. motre
Surtacing improvements, signing - 2,500
Lighting upgrade, signing - 5,000
Dagmar Road and Upper High Street
| Conversion to two-way cycle use - 3,000
_Gontingencies, design and supervision —26% "o JA000
Total - £68,000
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10.7.4 Offington North/South Route (Section 5.7.21)

£
Offington Drive {0 Pavilion Road
signing - 7,500
Poulters Lane
Conversion of pelican to toucan cressing - 15,000
Lontingencies, design and suparvision -26% el 11,000
Total - £28,500

£
Havlina Rise to Arundel Boad
signing - 2,000
| Arundel Road crossing part of HA scheme!
; ] : ) 5000
Signing, traffic islands
250m of existing 1m path widened to 2.5m @ £45 - 11,250
per lin. meatre
Littiehampton Road
Conversion of palican ta toucan crossing - 15,000
Littienampton Hoad to 5t Andrews Road
signing, traffic islands - 6.000
St Ang
50m of existing 1.5m path widened to 2.6m @ £30 - 1,600
por lin, metre
t fwa
100m of existing 1.5m path widenad t0 25m @ - 3,000
£30 per lin, metro
Rai brid
Wheeling ramps - 2,500
& :
Traffic islands - 3.000
Elm Grove/Wallace Avenue
| Signing - 2,000
Signed route - 3,000
_Contingencies, design and supervision =25% eeees 14000
Total - £68,000

i JEE NN SN BN BIN IS I N I N BID O U IS N E e =
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10.7.6 Durrington Route (Sectlon 5.7.36)

£
conversion of existing footpaths to shared use . 5,000
Jttionampion Hoad/Falatine Hoad royndabou
Toucan crossings - both sides of roundabout - 60,000
Advisorty ¢rossings on side roads 5,000
jttianhampton Hoad {(Falatine Road .
Lane) - 61,600
2200m of new 2 5m wide crushed aggregate path
& £28 per lin. metra
Littlehamnton Road/Durnington Lane
roundabout - 60,000
Toucan crossings - both sides of roundabout 5,000
Advisary crassings on side roads
Littlehampton Road (The Boulayard to Rigmer
Road} ' - 14,000
500m of new 2.5m wide crushed aggragate path @
£28 per lin. motre
Palatine Road o The Strand
Stgning - 3,000
_Contingencies, design and supervision -26% - | 63000
Total - £267,000
10.7.7 Maybridge Route (Section 5.7.36)
£
The Strand
Signing - 1,000
N9 SITRNG/ SNATTORDL a tLE AL .
Safety improvements = - 15,000
Bolsover Road-Princess Road - 7
Signing —- ) /&J < - _ 3,000
Adiacent to Coleridge Cloge
100m of new 2.5m path @ £75 per lin. metre - 7,600
Signing, traffic isfands - 4,000
Lontingencies, design and suparvision -26% . - 8000 ..
Total - £39,000
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10.7.8 West Tarring to East Worthing Trading Estate Route (Section 5.7.47)

£
$t Andrews Road to Ractory
| Signing, cycle contra-flow - 7,600
Rectory Road
Traffic islands - 3,000
St Lawrenge Avonue to Queen Street
Signing, traffic islands - R.000
Broadwater Road
Toucan crossing ) - 50,000
Georgia Avenue to Hayrison Road
Signing, traffic islands - 5,000
Hanison Road
Surfacing —m 250m @ £75 per lin. matre . 18,750
.Contingencies, design and supervision -26% - 22000
Total - £112,000

10.7.9 East Worthing Statlon — Worthing Statlon (Section 5.8.4)

£
Conversion of footway en Dominion Boad to - 5,000
shared-use
Pedestrian/cycle crossing, incorporated within - 30,000
traffic signals '
Signed route — Meredith Road/King Edward V 1,000
_Avenue
Minor works to upgrade underpass and convert to - 5,000
sharad-use
Signed Route-Bridge Ro: - 5,000
.Sentingencies, design and supervision —28% - 10,000
- 511500
10.7.10 Worthing Statlon — West Worthing Station (Section 5.8.9)
£
fegtoourt - 1,000
Hoad/Becket Road
South Farm Road - 6,000
- 8,000
- 500
Contingencies, design and supervision ~25% - 3500
Total - £18,000

Worthing Cycle Strategy Raview
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10.7.11 West Wonthing — Durrington (Section 5.8.12)

10,712

£
Signed routes ~ Ganterbury Road and Tarving - 1,000
| Road
Traffic islands - 3,000
500m of existing path widened from 1.5m to 2.6m - 15,000
@ £30 per linear matre
Shaftesburv Avenue/Barrington Road
Traffic signals . - 50,000
Conversion of footway on Shaftasbury Avenueto - 6,000
shared-use
_Contingencies, design and supervision ~25% - .. 18000
Total - £92,000
Dorrington =Goring-by-Sea (Section 5.8.17)
£
260m of existing path widened from Tmto 2.6m@ - 10,000
E£40 per linear metra.
Signed route — Barrinaton Road/Mulbern - 1,000
Subway upgrading - 2,000
Signed route — Limbrick Lans to Goring Station - 3,000
400m new 2.0m wide cycle track — Goring Street - 24,000
| to Littiehampton Road @ £60 per linear metre
Lontingencies, design and supervision-26% - . ... 10000
Total - £50,000

10.7.13 A27 Arundel Road - Upper Brighton Road (Sectlon 5.8.22)

£
-

Conversion of footway to shared-use 5,000
Signing and lining, flush crossings

Conversion of footway to sharad-se - 5,000
Signing and lining, flush crossings

Conversion of foa ta shared-use - 4,000
Signing and lining. flush crossings

a

Convarsion of footway to shared-use with advisory - 8,000
crossings

Conversion of footway to shared-use - 9,000
Signing and lining, flush crossings

Conversion of pelican to toucan crossing - 15,000
.Contingencies, design and supervision =25% - 11000
Yotal - £67,000
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10.7.14 Worthing Town Centre = Worthing Station (Section 5.8.30)

£
Cycle use of pedestrianised area
| Signing - 5,000
Signing, conversion to two-way use - 5,000
Teville Gate car park
Lighting improvements, whesling ramps - 5,000 [ ),
Ashdown Raad b (¢ ‘Wg i
Conversion 1o two-way ¢vcle use - 3,000 \/K' :HI:" A
_Gontingencies, design and supervision -25% - 4000 e
Total - £22,000
10.7.16 Littlehampton Road (Section 5.8.37)
£
700m of widening existing 2m footway by 1m @ - 21,000
£30 per lin. metre
Signing 2,000
i @
1400m of new 2.5m wide ¢rushad aggregate path - 39,200
@ £28 por lin. metra
Signing 2,000
Goring $treet to Farring Lane
700m of new 2 b wide crushed aggregate path @ - 19,600
£28 per lin. metre
| Signing 1.000
SLontingencies, design and supervision -25% - 21000
Total - £106,000
10.7.16 Findon Valley (Section 5.8.41)
. £
22300m of widening existing 1.5m footway by im - 65,000
& £30Q per lin. metre
| Signing and lining - 10,000
_Contingencies, design and supervision -26% - 20000 ..
Tatal - £39,000
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10.7.17 South Farm Road (Sectlon 5.8.43)

£
Traffic islands - 12,000
Signing, lining 5,000
_Contingencies, design and supervision - 26% - 4000
Total - £21,000
10,7.18 The Boulevard (Sectlon 5.8.44)
£
as dab
Safety improvements - 15,000
Advisory cycle lanes - 16,000
signing and lining
_Contingencies, design and supervision =25% o ... .. 8000 .
Total - £3.800
10.7.19 Lyndburst Road — Brougham Road (Section 5.8.47)
£
Briahton Road-Park Read
Signing - 1,600
Lyndhuist Road/Ham Road traffic signals
Advanced stop lines - 4,000
High Street — Park Road subject to
devalopers
proposals
Contingencies, design and supervision-26% - 1000
Total - £86,000
10.7.20 Dominion Road — Ham Road (Section 5.8.51)
£
Advisory cycle lanes, coloured surfacing — 1500m @ - 36,000
£24 per lin. metre 1,000
Signing
{excludas section included in East Worthing route
10.8)
Brighton Road-Sompting Avanye
Signing - 5,000
_Contingencies, design and supervision -28% - 10,000
Total - £52,000
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11 Conclusions

111 Worthing offers considerable potential for the development of cycling as an alternative
travel made to the private car, due to the compact nature of the urban area and the
favourable topography. However, this potential is not presently being realised, due to a
number of factors, predominantly the lack of suitable routes for cyclists.

1.2 In order to encourage cycling, a network of routes is required, rather than individual
sections of cycle route. it is important to emphasise that cyclists require routes that are
suitable for cycling rather than a network of cycle routes. Therefore, the amphasis
should be on adopting the existing highway network rather than trying to create an
additional parallel network specifically for cyclists.

1.3 The development of a comprehensive network of routes for cyclists is likely to take g
considerable length of time based on present and anticipated levels of funding. It is
therefore essential that all opportunities are realised by ensuring that all infrastructure
improvernents have a positive impact upon cycling provision.

114  Nevertheless, a prioritised list of proposals has been developed based on thres
categories of scheme

» safety schemes - impraving conditions for existing cyclists, also ancouraging
othars to cycle;

»  utility cyele rotrtes— new opportunities for cycling for everyday purposes:
» recreational and leisure rautes - attractive cycle routas to encourage cycling
for those who do not presently do so,
11.5 Safety Schemes

11.5.1 For safety schemes, a number of individual measures have been identified 1o address
high risk accident locations. These measures could form elements from which wider
routes could be developed

» safe cycle crossings at A2032 Littlehampton Road/Yeoman Roac/Palatine Road
roundabouyt;

+ safe cycle crossings at A2032 Littlehampton Read/Durrington Lane/The Boulevard
roundabout;

* cyole crossing at Rectory Road/St Lawrence Avenue;
s safety improvements at The Strand/Shafteshury Avenue/The Boulevard roundabout:

» signal controlled crossing facilities at the A27 Warren RoadfUpper Brighton Road
roundabout {in conjunction with the Highways Authority).
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11.6

11.6.1

11.6.2

1183

1164

11.65

11.7

11.7.1

11.7.2

Utility Routes

In the development of utility routas, it is suggasted that priority is given to building on
existing routes, in preference to developing new and isolated sections of route. Such an
approach would enablé maximum benefit to be gained from existing facilities. Particular
amphasis should be placed on developing routes across Worthing town centre.

Conversion of Lipper High Street, Dapmar Road and Tower Road to two-way cycle use
would improve cycle access to the town centre via the existing High Street cycle
facilities. This would form the basis for extensions to these routes both northwards and
eastwards.

Extensions to the WSCC Worthing town centre to Goring route should be considered
both westwards to Goring Station and Ferring, and eastwards, across the town centre.

The Cross Worthing route could be developed as a number of separate schemes, that
would ultimately form a significant elemant in the wider netwark, Individual schemes for
priority consideration should include links to Goring Station from tha north, Barrington
Road link, Shaftesbury Avenue crossing, the path across West Park recreation ground,
crossings on South Strest and South Farm Road, together with the Bridge Road to King
Edward Avenue subway conversion.

Of the remaining routes, it is suggested that the northern section of the Offington routa,
together with the link to Findon Valley are progressed. This would provide an essential
north/south link as well as providing the basis for additional links into the network from
the north.

Recreational and Leisure Routes

Of the various recreational routes identified, those that make use of the existing
bridleway natwork are most likely to appeal to those that already cycle. The South Coast
cycle route, would be much more attractive to new cyclists due to its high profile
location, the ability to mix cyeling with other leisure journey purposes, together with the
proximity of the route to the urban area.

It is difficult to disaggregate the South Coast cyclke route into small self-contained
sections other than three major elements : Sea Lane, Ferring to George V Avenue,
George V Avenye to Beach Parade, Beach Parade to Western Road Lancing. It is
suggested that there would be benefits in progressing the western section in advance of
the othar two elamants of the route
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South Coast Route

Town Centre - Goring Route

East Worthing Route

Worthing Hospital - Durrington Route
Town Centre - Findon Route

Town Centre - Broadwater Route
Goring - Durrington Route

West Worthing - Salvington Route
Littlehampton Road - East Worthing
Goring & Durrington - Broadwater
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