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Review of phase 1 of the K2L cycle scheme

Introduction

In December 2019, WCC announced that it would provide £4.749m to build a high-quality
cycle route between Leamington and Kenilworth, K2L!. This was to be the Council’s flagship
active travel scheme?. The announcement included a number of aims and objectives:

“Provision of a high quality, safe, direct, dedicated cycle track, to encourage a
switch from car-based travel to sustainable modes, and reduce carbon emissions
from transport.3”

“The scheme is expected to release considerable suppressed demand for
cycling®... and will contribute to a range of objectives, including those on
congestion, air quality, carbon emissions, safety and health.5”

The first part of the K2L route, from Binswood Avenue to Northumberland Road, was
opened in April 2024, and forms the framework for the Cycleways’ review.

Summary

e Warwickshire County Council (WCC) has an Active Travel Policy designed to get as
many people as possible “walking, wheeling, and cycling”;

e The K2L cycleway is a key part of WCC’s Active Travel plans, a “flagship scheme”
that is expected to release considerable suppressed demand for cycling;

e Investment in K2L is welcomed by Cycleways, who recognise some innovative
features;

e However, there is room for significant improvement in the scheme;

e Future adherence to national guidelines for building cycling infrastructure would
deliver even better facilities for cyclists, and would deliver greater value from limited
fund

!1.3,1/4, Minutes of the WCC Council meeting, 17" December 2019
2 WCC web site, 19/5/23
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This report is in 5 sections:

1. The importance of Active Travel;

2. Analysis of the first phase of K2L;

3. Suggested improvements to the existing scheme;

4. Adherence to national guidelines would deliver even better solutions;
5. Conclusion

6. Recommendations.

An appendix pictorially illustrates the issues raised.

1 The importance of Active Travel

WCC has an Active Travel Policy designed to get as many people as possible “walking,
wheeling, and cycling”®. The aim of the policy is to deliver health benefits, improve local air
quality, reduce the local transport contribution to climate change, and deliver economic
benefit.

As a flagship scheme, K2L provides a good case study on performance against WCC’s
Active Travel ambitions.

Investment in Active Travel makes economic sense. According to the Institute of Public
Policy Research:

“Spend on active travel is among the most secure investments that government
can make. For every £1 spent, active travel infrastructure has an average return
on investment of £5.62, and these returns increase over time. In comparison,
average road building returns are £2.50 for every £1 spent, while some projects
realise no return on investment at all.””

Cycleways welcomes WCC’s commitment to Active Travel, and recognises the importance
of good quality cycling provision in encouraging active travel. We support WCC’s Policy
Position AT2 to deliver:

“Better, safer routes for walking and cycling” and to: “...design to the latest
standards, to create and place emphasis on the maintenance of local walking and
cycling routes which offer coherent, safe, comfortable, attractive, direct
connections that are accessible to all.3”

This excellent aim correlates closely with the Core Design Principles for Cycling
Infrastructure contained in the Department for Transport’s Local Transport Note, LTN 1/20.°

LTN 1/20 and Policy Position AT2 will both be referenced in the analysis that follows.

SWCC Active Travel Strategy https://api.warwickshire.gov.uk/documents/WCCC-1615347118-1254

7IPPR “Stride and Ride” p5: https://ippr-org.files.svdcdn.com/production/Downloads/Stride_and_ride_Feb24_2024-02-05-
162030_godi.pdf?dm=1728042279

8WCC Active Travel Strategy p24 https://api.warwickshire.gov.uk/documents/WCCC-1615347118-1254

® LTN 1/20, 1.5.2, p7., DfT https:/assets.publishing.service.gov.uk/media/5ffal f96d3bf7f65d9e¢35825/cycle-infrastructure-design-ltn-1-
20.pdf
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2 Analysis of the first phase of K2L

Phase 1 of K2L provides a shared cycle/pedestrian route on the eastern side of Kenilworth
Road, from the junction with Binswood Avenue to Northumberland Road. There is an on-
road section along Binswood Avenue and Beauchamp Road leading into town, and a refuge
to help cross Clarendon Avenue. The signal-controlled crossings at the Binswood Avenue
and Lillington Avenue have been upgraded to combined pedestrian/cycle toucan crossings.

The scheme has the advantage of segregating cyclists from vehicles on the Kenilworth Road,
providing a safer cycling environment. There is no doubt that providing a safe route
encourages greater use of bikes!?.

Giving priority to cyclists and pedestrians at Cloister Crofts is both innovative and welcome.
We understand this is the first time WCC has implemented this type of arrangement, and
Cycleways would like to see the same approach retrofitted on other key cycle routes, such as
the Myton Road route.

Despite some clear benefits from phase 1 of K2L, a shared cycle/pedestrian facility on one
side of the road only will inevitably result in compromises and areas of potential conflict. The
main areas of compromise and conflict are as follows:

Two-way route on one side of the carriageway.

The Kenilworth Road is a high-density bus and HGV route. Cyclists heading north will
be cycling into on-coming traffic, particularly unpleasant during the dark winter months.
There is no “buffer” space between the cycle path and the traffic lane, a particular
problem on the narrower sections of the route.

Consequently, the two-way route does not achieve the AT2 policy objective to provide
comfortable and attractive routes.

Lack of adequate width

There are several places where the width of the shared-use path is below the
recommended width. In several places the pedestrian area is too narrow. This will
inevitably lead to conflict between cyclists and pedestrians. In particular:

e No extra allowance been made for the shared use path being bounded on its inside
edge by walls and hedges for much of its length. In such circumstances additional
width is recommended.!!

e Opposite Northumberland Road the cycle/pedestrian path is only 2.1m. wide,
insufficient for two bikes to pass each other safely. Pedestrians and cyclists are
inevitably put in conflict at this point. The minimum width required is 2.5m!2. This
problem is compounded by the shared use path being bounded on its inside edge by a
high wall with “blind” vehicle exits, and on the outside edge by the main road.

The pedestrian section of the shared-use path is much too narrow in places, exacerbated
by poorly maintained hedges, street furniture and, at times, wheelie bins along the route.

10LTN 1/20 p32, 4.4.1 https://assets.publishing.service.gov.uk/media/5ffalf96d3bt7f65d9e35825/cycle-infrastructure-design-Itn-1-20.pdf
"LTN 1/20 p43, Table 5.3.
2LTN 1/20 p42, Fig 5.1
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Many of the driveways exiting onto the Kenilworth Road are flanked by high brick piers,
thus creating blind “sight” lines for vehicles and a potential hazard for the cyclists

Consequently, K2L does not fully meet the AT2 policy objective to provide safe,
comfortable, and attractive routes.

Conlflict at crossings

Crossings are invariably “pinch” points making them a source of potential conflict
between pedestrians and the cyclists.

The Kenilworth Road cycle route suffers from two severe “pinch” point crossings,

1. At the junction with Binswood Avenue, access for cyclists to the new 2-way cycle
route is via a signal crossing. There is insufficient space for two cycles to pass
each other on the western side. This is also a busy pedestrian route, with several
schools and nurseries nearby, so conflict between cyclists and pedestrians is
inevitable.

2. At the junction with Lillington Avenue, cyclists have to turn right into the
footpath to access the signal post, bringing conflict with pedestrians.

Consequently, K2L does not fully meet the AT2 policy objective to provide safe,
comfortable, and attractive routes.

Unclear priorities

In an attempt to resolve the conflicts between cyclists and pedestrians, and cyclists
and cars, there are numerous give way markings on the shared use path. However,
these give way markings are ambiguous and inconsistent. Some have no apparent
function at all.

There are three bus stops on the route, and pedestrians have to cross the cycle path
when getting on/off the bus. The give way markings at the bus stops are inconsistent,
ranging from: two sets of markings (northward and southward); one set of markings
only; or no markings at all. Some of the give way markings are too far from the bus
stop to be meaningful.

At the Woodcote Road junction there are give way markings well back from the
junction on the northern side, but none on the southern side.

Consequently, K2L does not fully meet the AT2 policy objective to provide a route
that is coherent, and attractive.

Inadequate separation of cyclists and pedestrians

The only means of separation between pedestrians and cyclists is a white line, a feature
not recommended by the DfT!3. At key pinch points there is not even a line separating
cyclists and pedestrians.

BLTN 1/20 p67, 6.5.3 https://assets.publishing.service.gov.uk/media/5ffalf96d3bf765d9e35825/cycle-infrastructure-design-ltn-1-20.pdf
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Consequently, K2L does not fully meet the AT2 policy objective to provide a route that is
safe, comfortable, and attractive.

Insufficiently joined-up

The two—way shared-use path has been built on the eastern side of the Kenilworth
Road, making access to it inconvenient/difficult for people wishing to cycle to and
from all the housing settlements on the western side of the road. Cyclists wishing to
turn right or left into Woodcote Road, a key route west, cannot do so safely and easily
from the cycleway.

The route south for cyclists on their way to town is counter-intuitive and poorly
designed at the Binswood Avenue junction. There is insufficient space for pedestrians
and cyclists at the toucan crossing on the western side, and cyclists are immediately
faced with an “End of Route” sign and no indication of which way to go. There is no
provision for cyclists wishing to carry on directly south.

Consequently, K2L does not provide a route that is coherent, or provide direct connections
accessible to all.

Poor surface

The cycle route was poorly rolled by the contractors, leaving a bumpy surface that is
uncomfortable and off-putting

Consequently, K2L does not provide a route that is comfortable.

3 Suggested improvements to the existing scheme

There are a number of improvements that could be made to the existing scheme to reduce
conflict between cyclists and pedestrians. They are listed here in order of increasing cost.

1.

2.

Review and revise the give way markings on the cycle path, ensuring that they are all
properly located, consistent and necessary;

Give clear priority to pedestrians and cyclists crossing Woodcote Road on the eastern
side, a dead end where traffic volumes are, in any case, low;

Make provision for cyclists wishing to continue south at the Binswood Avenue
junction. This could be done by changing the alignment of the give way marking at
the end of Binswood Avenue east to make space for a dropped curb on the northern
side, and extending the cycle lane across the junction. Ideally this would be a cycle-
priority crossing as at Cloister Crofts. Removing one or two parking spaces on the
Kenilworth Road immediately south of Binswood Avenue would allow cyclists
heading south to safely merge with the carriageway;

Extend the dropped curb at Lillington Avenue to allow cyclists to proceed straight on,
without having to turn in conflict with pedestrians. Install a second “call button™ at the
toucan crossing for cyclists on both sides of the road, to give better segregation
between cyclists and pedestrians

Make the whole junction with Binswood Avenue signal controlled to eliminate the
pinch point on the Western Side, and to facilitate better access to the on-road section
on Binswood Avenue/Beauchamp Road. This would have the additional benefit of



improving this difficult-to-cross junction for pedestrians, in a location well served by
schools and nurseries.

Unfortunately, providing a shared cycle/pedestrian facility on one side of the road only
leads to some insuperable problems that can’t be easily fixed. The next section of this
report shows how all of the problems highlighted could have been avoided by following
established cycle infrastructure design guidance.

4 Adherence to national guidelines would deliver better solutions

In 2020 the Department for Transport (DfT) published two seminal guidance documents on
provision for cyclists— Gear Change!* and Cycle Infrastructure Design!> (aka LTN1/20).

LTN 1/20 provides guidance for local authorities on designing high-quality, safe cycle
infrastructure.

WCC’s AT2 Policy Position states that they will “design to the latest standards”. We would,
therefore, expect K2L to be designed and built to LTN 1/20 standards wherever possible.
This is not the case. We argue here that adoption of LTN 1/20 standards was possible, could
have been achieved at no greater cost than the existing scheme, and would have delivered a
superior solution that was in line with all of the AT2 Policy Position objectives.

LTN 1/20 states that:

“Local authorities are responsible for setting design standards for their roads.
This national guidance provides a recommended basis for those standards...
There will be an expectation that local authorities will demonstrate that they
have given due consideration to this guidance when designing new cycling
schemes.”!6

Cycleways consulted an independent Chartered engineer who concluded that the Kenilworth
Road is of more than sufficient width to allow adherence to LTN 1/20 guidance, but that:

“What has been built clearly demonstrates that Warwickshire County Council...
has neither followed the Guide nor provided a high quality safe or continuous
cycleway along the Kenilworth Road section of this route.”!’

There are some key design considerations in LTN 1/20 that have not been followed:

“In urban areas, the conversion of a footway to shared use should be regarded as
the last resort.”!8

“Cycles must be treated as vehicles and not as pedestrians. On urban streets,
cyclists must be physically separated from pedestrians and should not share
space with pedestrians.”!’

14https://assets.publishing.serVice. gov.uk/media/5f1£59458£a8f53d39c0def9/gear-change-a-bold-vision-for-cycling-and-walking.pdf

lshttps://assets.publishing.service.gov.uk/media/Sffalf‘)6d3bf7f65d9e35825/cycle-infrastructure-design-ltn-l-20.pdf

'SLTN 1/20 p6, 1.1.1

17 Critique of the Kenilworth Road section of the K2L cycle route, 5th June 2025, Robin Cathcart, BSc, CEng, MICE, FRSA
'86.5.4, p67, LTN 1/20, DT

YGear Change, p41
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“...at crossings and junctions, cyclists should not share the space used by
pedestrians but should be provided by a separate parallel route.”?

An on-road, segregated cycleway on both sides of the Kenilworth could have been provided
very cost-effectively by using “traffic wands”, a solution advocated in Gear Change?'. This
solution would have met all of the LTN 1/20 requirements, and would have provided a route
that was “coherent, safe, comfortable, attractive, [with] direct connections...accessible to
all”, in line with Policy Position AT2. All of the problems highlighted in the analysis section
above would have been avoided. The enhancements made at the signal-controlled crossings
would not have been necessary, by virtue of cyclists having on-road, segregated provision. It
is difficult to understand why WCC failed to take this approach. The problems with two-way
solutions are clearly set out in LTN 1/2022,

In addition, an on-road provision could have started at the junction of Beauchamp Avenue
with the Kenilworth Road. This is an important junction for pedestrians walking into
Leamington, thus a signal junction here would make a valuable contribution to both of these
Active Travel modes,

5 Conclusion

The Council set out to provide a high quality, safe, direct, dedicated cycle track to encourage
a switch from car-based travel to sustainable, modes, and to reduce carbon emission, but what
has been provided falls well short of these objectives.

It is difficult to understand why this opportunity was missed when authoritative guidance is
available from the DfT on how to design and built effective cycle infrastructure. Closer
consultation with organisations such as Cycleways might have led to a much better outcome.

There are some remedial measures that could be made to improve K2L as delivered, but the
end result would still fall short of a scheme designed to LTN 1/20 standards.

It is crucial that WCC adopts LTN 1/20 standards in future, wherever possible, to ensure that
the AT2 Policy Objective is fully met.

Cycleways appreciates that WCC needs to serve the needs of all users — pedestrians, drivers,
and cyclists — but building K2L to LTN 1/20 standards would have served all of these users
better than the current solution. K2L was meant to be a flagship project to encourage cycling,
but it has been let down by poor design and execution.

6 Recommendations:

Implement the K2L remedial measures identified in this report;

Ensure that WCC staff involved in cycle and pedestrian infrastructure design adhere
to LTN 1/20 standards wherever possible, and have the appropriate training and
experience to do so?3;

N —

*Gear Change, p41
2!Gear Change, p16

21 TN 1/20, p55, 6.2.16
BLTN 1/20, p6, 1.1.3
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3. Ensure that WCC policy-makers are aware of LTN 1/20 and Gear Change, and expect
schemes delivered by WCC to meet these guidelines;

4. Funding from Active Travel England should be contingent on WCC meeting DfT
guidance wherever possible;

5. The consultation process for cycling schemes should be considerably strengthened, in
line with DT guidance.*

Simon Storey, Bicycle Mayor, Warwick District and Cycleways’ Chairman
Rodney King, Cycleways’ Secretary

Ian Litton, Cycleways’ Membership Secretary

2LTN 1/20, p23,3.3
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At the Binswood Avenue/Kenilworth Road junction, the K2L cycleway heads into town along Binswood Avenue west.
Problem: There is insufficient space for cyclists and pedestrians on the western side of the Kenilworth Road. Cyclists have to perform a tight
turn to head down Binswood Avenue, or to cross Kenilworth Road. There is a blind corner on the eastern side of Kenilworth Road when
cyclists approach from Binswood Avenue. This is a particularly busy junction, with several schools and nurseries being served by this section
of cycleway. The signage (End of Route), as cyclists turn onto Binswood Avenue east, is confusing. Where are cyclists meant to go? There is
no provision for cyclists wishing to continue directly south

Solution: The signal-controlled crossing could have been moved to the Binswood Avenue/Kenilworth Road junction. This would have allowed
a straight-through crossing along Binswood Avenue for cyclists in both directions. There would have been less contention with pedestrians. A
signal-controlled crossing would have also made life much simpler for pedestrians heading in and out of town along the Kenilworth Road.
This solution could have been retrofitted during the 2024/25 work carried out by Severn Trent in this area.

Better still would be to extend the cycleway to the Kenilworth Road/Beauchamp Avenue junction, and have a signal-controlled junction
there. It would make the journey into town from Kenilworth Road much more direct and straightforward, and would benefit pedestrians too.
The existing scheme could be improved by changing the alighnment of the give way marking at the end of Binswood Avenue east to make
space for a dropped curb on the northern side, and extending the cycle lane across the junction
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Problem: he paveent is
problem is made worse by overhanging branches and wheelie bins.

Solution: an on-road, segregated cycleway would have avoided this problem, removing conflict between pedestrians and cyclists.

too narrow in several places, and pedestrians are likely to stray into the cycleway to avoid obstructions

. The
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Problem: Cyclists and Pedestrians are again put in conflict at the Kenilworth Road/Lillington Avenue junction. Cyclists coming from
Leamington have to negotiate quite a blind corner in order to reach the toucan crossing control. This can be intimidating for pedestrians
walking along Lillington Avenue towards the eastern side of Kenilworth Road. There is insufficient space for cyclists and pedestrians on the
north side of Lillington Avenue.

Solution: Within the existing design, this problem could have been avoided by extending the dropped curbs on either side of Lillington
Avenue, and placing a toucan crossing control on the corner for cyclists. This would have eliminated turning movements by cyclists, and
would have better segregated the space for pedestrians and cyclists.

A better solution would have been to install an on-road, segregated cycleway, rather than a shared use path. This would have avoided all
conflict between cyclists and pedestrians, without the need for changes to the crossings.

11
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to travelling west. This is a key, quiet route for cyclists.

On the eastern side of Kenilworth Road, at the Woodcote Road junction, it is unclear who has priority, cyclists or motorists. There are give
way markings on the shared-use path on the northern side of the Woodcote Road junction, but not on the southern side. The give way

markings are, in any case, too far from the Woodcote Road junction to be meaningful.

Solution: Improved signage should give clear priority to pedestrians and cyclists at the junction with Woodcote Road on the eastern side, a
dead end with very little traffic. There was sufficient space to have installed an on-road, segregated cycleway on both sides of the Kenilworth
Road. This would have allowed cyclists to easily and safely proceed west along Woodcote Road. It would also have removed any ambiguity

about priorities where Woodcote Road meets Kenilworth Road on the eastern side.

Probiém: By putting the shared-use path on one side of Kenilworth Road only, there is no easy access to Woodcote Road for cyclists wanting

12



Problem: There are numerous stop-
lines on the shared-use path. Some
have absolutely no function, being
set far too far away from bus stops.
Some bus stops are flanked by give
way markings, others aren’t. This
discontinuity makes the share-use
path much less attractive to cyclists.

Solution: Review the white lines. An
on-road, segregated cycleway would
have removed the need for any give
way markings, giving cyclists priority
at every junction, along with other
vehicles.

13



traffic. Here is an example from Balham, London.

A much better, cheaper solution would have been to creat

dedicated cycleway, on both sides of Kenilworth Road. This has been done extensively in
London (and other cities) by installing “traffic wands” to segregate cyclists from other

¥

e a segregated, on-road,
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